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THE WESTCHESTER’S LAST DAYS
Westchester riding kept increasing, but it
never increased as rapidly as the designers
or the New Haven anticipated because it terminated in the Bronx, and was unable to furnish a one-seat ride to Manhattan. It hoped
that it could use its profit to finance a Manhattan extension. Because money was not
available, it found a cheaper alternative —
the Port Chester extension.
This portion of the railroad was constructed
on the New Haven’s right-of-way, which was
wide enough to accommodate two tracks on
its west side. The railroad constructed inexpensive high-level wooden platforms. Service
was extended gradually to the following stations:
DATE

TERMINAL

1921

Larchmont

1926

Mamaroneck

1927

Harrison

1928

Rye

December, 1929

Port Chester

We do not have the exact date for most of
the extensions, but we were able to find two
newspaper articles with coverage of the special events at Harrison. On July 2, 1927,
trains started carrying passengers on the
Harrison extension.
On July 2 or July 3, 1927 (newspapers do
not agree), a Citizens’ Committee, railroad
In This Issue: officials, and guests started celebrating with
Development of a bus ride from Harrison to White Plains,
the Long Island where they boarded a train bedecked with
Rail Road in the flags and placards. After departing at 11:20
AM, a luncheon was served in the buffet car.
Rockaways
The train was turned at Mount Vernon and
(Continued)
arrived at Harrison at 1:10 PM. Unfortunately,

...Page 2

the celebration was cut short by rain.
During the 1920s, the company operated
frequent non-rush hour service with one– or
two-car trains, but there were only a few people in each car. Five-car trains provided adequate rush hour service. Although it charged
a cheaper fare than the New Haven, the
company was still unable to make a profit.
The Westchester never carried very much
freight. There were only six industrial sidings
on the entire line, and the company’s only
interchange with any other railroad was with
the New Haven in the lower Bronx and New
Rochelle. The company was able to handle
all freight, shunting, and maintenance of way
with one steeple cab locomotive equipped
with four motors driving all eight wheels. Total
horsepower was 655 and maximum speed
was 25 miles per hour. Work equipment included 3 flat cars, 1 caboose, 1 work car, and
a gasoline-powered line car.
The Great Depression, which began in
1929, grew steadily worse during the next
four years and affected all railroads. Unfortunately, New Haven was nearly bankrupt in
1935 and was reorganized under the National Bankruptcy Act. It tried to divest itself and
recoup the nearly $50 million it spent to finance the Westchester and make it profitable. Without New Haven’s support,
Westchester’s financial condition deteriorated
rapidly. Because the company was losing 2
to 3 million dollars annually, it defaulted on
the bonds’ interest due January 1, 1936. Two
receivers, who were appointed August 2,
1937, were ordered to liquidate if they could
not save the railroad. The railroad lost 4,000
riders when it complied with a court order for
cessation of NYW&B operation on New
(Continued on page 7)
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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 November, 2012 issue)
cial trains that had been serving Aqueduct Race Track
since it opened in 1894, two new tracks (one on either
side of the existing alignment) were added on the Rockaway Beach Branch between early October, 1903 and
the end of March, 1904, from a point just south of the
Ozone Park station to West End (the west end of the
Grassy Bay trestle, a location later known as Hamilton
Beach). In addition, the connecting tracks coming off
the Atlantic Division main line at Woodhaven Junction
were relocated and extended through the Ozone Park
station to facilitate intense train movement at higher
speeds, an action that enlarged the railroad at that point
from two tracks to three. As construction subsequently
continued to disrupt the Brooklyn “Triangle” of Atlantic &
Flatbush Avenues, electrical distribution facilities were
installed, and operational details were hashed out, a
fuller picture of the electrified Long Island Rail Road
began to take shape.

SETTING THE TABLE FOR ELECTRIFICATION
OF THE LIRR NUMBER 2 — BETTERMENTS
TOWARD THE ROCKAWAYS
Meanwhile, some incremental improvements that
eventually supported electrification of the Rockaway
Beach Branch and its upgrade to an electrified suburban route had been going on over many years. As early
as the 1880s, excavated spoil from various LIRR improvement projects was used to fill or repair elevations
or low spots at other locations, which in this case included 40 bents on the long trestle to the Rockaways in
1891 and portions of the original trestle between Jamaica Avenue and Woodhaven Junction during 1892. In
1902, output from the Atlantic Avenue tunnel excavation
was also used to create a large tract next to Hammels
Wye for a substation and battery house; to ease the
descending ramp from Woodhaven Junction toward
Ozone Park, and also to raise and level the rough grade
of the combined Far Rockaway Branch east of Hammels. The same raw material was also responsible for
laying out the large plot of land that would be required
for the master powerhouse in Long Island City after its
groundbreaking on November 8, 1903, a facility that
would ultimately be used to provide energy for both the
Long Island Rail Road and the Pennsylvania Tunnel &
Terminal project. Other invaluable enhancements were
the early electrification of the Beach Channel drawbridge using storage batteries on July 9, 1900 and the
addition of semaphore-type automatic block signals,
both on the main stem from Ozone Park to West End,
the future site of Hamilton Beach (June, 1901) and on
the Rockaway Peninsula from Rockaway Park to Mott
Avenue (August, 1902), which were extended to Valley
Stream by August of 1904. Similarly, a second track
was opened on the Far Rockaway Branch in Nassau
County from Valley Stream to Hewlett in June of 1903,
to Lawrence on August 1, then finally as far as Mott Avenue on August 15. This effectively completed doubletracking of the entire “circular” route through Far Rockaway from Glendale Junction to Mott Avenue and back
by way of both Hammels and (old) Jamaica.
As demonstrated above a third track was added between Mott Avenue and Hammels in June of 1904,
which first provided LIRR with a runaround of the
Ocean Electric, then mainly dedicated to use by the
streetcar starting in December of 1905. To provide additional capacity for meets at speed, and to park the spe-

AND SO IT BEGINS: STEP ONE—ELECTRIC
TRAINS TO THE SEA
In 1900 the Pennsylvania Railroad assumed a longstanding role as financial parent of LIRR, capping decades of financial peril and protection. More than anything this was an obvious positioning by the master
company to prepare for the future construction of its
terminal in Manhattan, an event that would no doubt
shape its commercial fortunes for many years to come.
As a direct result of this corporate intertwining, on April
11, 1902 noted Civil Engineer George Gibbs (First Vice
President of the Manhattan firm Westinghouse, Church,
Kerr & Company, and also consultant to PRR) was delegated with the task of designing the equipment and
facilities to be utilized on the Long Island Rail Road that
went along with its electrification. At the same time he
was enjoined as a special expert by the Interborough
Rapid Transit Company, with which LIRR enjoyed a
very constructive relationship, and through which it was
projected that LIRR might finally reach Lower Manhattan of its own accord. As things later developed it became only natural, as well as technologically expedient,
that his existing design for a steel rapid transit car, by
then being delivered to IRT for its new subway system,
be chosen as the initial rolling stock deployed on the
electric-powered lines of LIRR’s Atlantic Division.
This was even more imperative given the incredibly
short time frame available to LIRR before its first electri(Continued on page 3)
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-electrified test facility of sorts, where personnel could
grow qualified in rapid transit-style control, signals,
communication, and general operating practices,
measures that could be greatly different from those long
experienced in the steam-powered past. Also brought to
the “Springfield Sheds” were the 55 open-vestibuled
“Gate cars” that LIRR had originally acquired for its expected service across the Brooklyn Bridge in 1898-9.
These were converted to MU trailers (bearing the LIRR
car classification “T-39”), modified for electrical compatibility with the steel MP-41 cars, and intermixed between
the newer MUs when the electrification was placed in
operation.
With hand-thrown switches at each end, the two additional “local” tracks that were added to the Atlantic Division main line from the base of the Chestnut Street BRT
ramp to Woodhaven Junction were placed in operation
on April 28, 1905 along with newly-constructed highplatform stations at Railroad (née Autumn) Avenue, Union Course (80th Street), and a restored Woodhaven,
which was situated at 87th Street as its predecessor had
been until July, 1895. The testing of electric trains began on May 14 between Aqueduct and Hammels, by
which time there was (barely) sufficient equipment, personnel, and facilities in place to start electrified operations. Otherwise, current rolling stock deliveries and
lagging construction work at the new Flatbush Avenue
terminal were making any optimistic hope of an imminent service launch moot, as the first fully-powered, non
-revenue trip from Woodhaven Junction to Rockaway
Park did not take place until July 19. Power was generated at the big station that was newly built in Long Island City for both the Long Island Rail Road and the
Pennsylvania’s Terminal project, which was networked
to five large substations at various points to distribute
650 volts of direct current for third rail, station lighting,
and signal power. Ironically, in order to establish electrical feeder lines from the Long Island City powerhouse
to sub-station (SS-) 3 at Woodhaven Junction, LIRR
surveyed a right-of-way through the trees during 1904
from “White Pot” (Boulevard) to Glendale Junction that
would later (by pure happenstance) enable trains of the
Rockaway Beach Division to reach the new Pennsylvania Terminal station in New York. Elsewhere, Substation
Number 1 was located at Atlantic and Grand Avenues in
Brooklyn, west of the surface station at Bedford Avenue,
while “SS-2” was next to the East New York station at
Snediker Avenue. Also in Queens, “SS-5” was located
at Hammels Wye, while “SS-4” would later be situated
near Rockaway Junction.

The Genesis of “Dashing Dan”
(Continued from page 2)

fied trains were projected to begin operating. The basic
construction of facets associated with the initial electrification, particularly its large substations, had actually
begun in May of 1904. The purchase of car equipment
for same was not finalized by the parent Pennsylvania
Railroad until January 20, 1905, while the initial segment of the LIRR electrical distribution system became
operational in February and several aspects of its associated new construction were either already complete or
in their final stages. From a strictly chronological perspective if no other, it is clear that there simply was not
time to develop a new design for rolling stock, which
was likely the most compelling reason that LIRR took
the truest course and modified an existing design for its
own use — one that was “off the shelf” in more current
terms. Further, while a physical provision was included
for through operation between the LIRR Flatbush Avenue terminal and IRT during construction of the former
in 1905, the “Contract II” Atlantic Avenue subway extension was then only in its preliminary stages. By the time
this second half of the equation was ready for service in
1908 the Pennsylvania was fully invested in its New
York Terminal project and LIRR thereby assured of a
protected, eternal, and purely internal means of access
to Manhattan, which enabled it to adjourn the Atlantic
Avenue connection entirely. When track was finally installed through the link to join the two lines after the IRT
side had opened, the subway system’s developmental
needs had changed and its 2-track interface with LIRR,
as originally envisioned, was condensed to a single
lead, which was rarely (though by all evidence definitely) used.
Thusly, in early 1905, the Long Island Rail Road ordered 134 electric motor cars (PRR class MP-41, numbered 1000-1133) from American Car and Foundry,
which were built at its facility in Berwick, Pennsylvania.
They were nearly identical to the steel subway cars being used on IRT, but for having “pilots” ahead of each
truck and vestibule “traps” that made them able to accommodate both high and low platform loading. By the
time the first of them were hurriedly delivered as bodies
during the spring of 1905 (with arrivals ultimately continuing into the fall), a collection of wooden maintenanceof-way car houses that had been built in 1898 was converted to a receiving and set-up shop along the “Old
Southern Road” near the Jamaica Race Track. As this
stretch of main line had seen very limited use since the
consolidation of 1876, it was the perfect place for a fully

(Continued next issue)
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
tween the 5-car links in each train to compose the required string of 11 cars. In addition it will avoid the necessities of locking both storm doors on the middle single unit, and of sacrificing passenger capacity to the
creation of an otherwise empty cab. Things will not
change much from a casual point of view as a result of
this reconfiguration, with pre-existing 5-car links 16511825, 1831-40, and 2236-40 remaining on the south
(Times Square) end of each train, while those on the
north (Main Street) end will still have the quarter cab at
each end. As an interim measure during the transition
period, the full-width cabs of linked cars 1651, 1656,
and 1666 were removed in August so they could also be
joined to single-unit cars without locking the storm door.
It is anticipated that their full-width cabs will be restored
at the conclusion of the R-62A unitization effort.
Overall unitization of the single R-62As assigned to 7
proceeded as follows: April, 2012: 2151-5; August,
2012: 2116-50; September, 2012: 2076-2115; October,
2012: 2026-75; and November, 2012: 1996-2025. This
tabulation includes those cars still in process through
November 23, by which time the highest-numbered single-unit still in operation on 7 was 1980. As can be discerned from the rapid rate of conversion, all 190 projected cars (a group to be composed of 1966-2155) should
be linked before the end of December.
As part of the R-62A unitization effort, the nine cars
equipped with “4 Trips” (meaning trip devices on both
sides for operation on all Subdivision “A” and Subdivision “B” lines) were changed from 2011-3, 2015-7,
2019, 2022, and 2023 to 1901-8 and 1910 during November, 2012.
The seasonal use of air-conditioned single R-62As on
refuse trains operated out of 239th Street (using cars
from S) and Corona (using cars from 7) was stopped
for the year on October 1. The actual car numbers varied from week to week.
Converted CBTC R-142As 7216-20 (which have been
officially designated as the “R-142AS”) were moved
from their resting place at Corona Yard to 239th Street
on November 17, where they were expected to be
joined by the first of the new 5-car R -188 deliveries produced by Kawasaki Rail Car in Yonkers (7811-5), with
the commencement of exhaustive testing on the Dyre
Avenue line to begin in early December.
Summertime Subdivision “B” Events
In a fashion similar to 2011, the 2012 Subdivision “B”
summer equipment swaps ended rather abruptly on
September 26. At that time A resumed its exclusive
use of R-46s, while the Phase I R-32s were restored to
their nominal domain on C. The borrowed trains of

Hello, Everybody!
While it’s been a couple of years since the
(approximately) monthly Updates ended, basically as
did the arrival of the R-160s, it is worth stepping in with
a fervent wish that each of you was able to withstand
the ravages of “Superstorm” Sandy, recover in good
shape, and are able to carry on life in as close to a normal fashion as possible. From afar I was able to
(anxiously) monitor the local situation in some detail
during the storm’s aftermath, thanks to continuous Internet broadcasting of “all news” stations WCBS and
WINS. The stream of post-Sandy story lines, including
those involving the New York City subway system, has
yet to cease through the present day, and it looks like
events will continue to unfold well into 2013. As for the
content of this chronicle, the storm may make for a
somewhat uneven presentation (as in pre- and postSandy commentary), but it will hopefully mesh with the
tremendous timeline offered in the December, 2012
Bulletin to make some sense out of the overall state of
affairs as far as the New York City subway system is
concerned. With all that, let’s get to the news…and by
the way—a belated Happy Holidays!
Subdivision “A” Events
Through late summer, brake system testing of the
“pilot” set of newly-unitized R-62As (2151-5) was conducted along the Culver Line in company with single
unit 1957 and linked set 2171-5. The testing concluded
soon after Labor Day, with 2171-5 then returning to 1
on September 10, 2012.
On September 11, 2012 R-142As 7441-5 were briefly
shifted from Pelham (6) to Corona (7) for another
electrical test related to the future implementation of
CBTC on the Flushing Line.
On October 15-16, 2012 one train of 3-assigned R62s using cars 1526-30 and 1586-90 ran on 1.
By late August 2012, it was clear what was taking
shape with unitization of the fleet of single-unit R-62As
assigned to 7, and how consists were to be formulated
moving forward. In large measure to enable the line’s
Conductors to remain within a full-width cab in both directions, 190 of the line’s historic allotment of 224 single
units continue to be arranged into permanently-linked 5car sets as of November 23. Unlike the prior implementation performed during the 1990s on 1651-1900 (then
on 6, now on 7 and 1) and 2156-2475 (on 1), which
received full-width cabs at each end, the cars in these
newest links are retaining their original “quarter cab”
arrangement at both operating ends. This enables them
to blend seamlessly with the remaining single units
(ultimately 1901-65, less the 20 assigned to the Grand
Central Shuttle), which will continue to be stationed be-

(Continued on page 5)
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previously-overhauled Phase Is will have this repair performed retroactively as the overall R-32 life extension
program winds down.
R-44 Disposition Update (August-October, 2012)
A Correction: Contrary to the previous scrap list, R-44
A-car 5294 (ex-372) and B-car 5295 (ex-373) did not
actually depart 207th Street in July and are still being
held back as of late October, 2012. The quantity of
scrapped R-44s from the previously published list
should therefore be 54 and not 56.
In the three months since our last look, there has
been extensive activity related to disposition of the retired R-44 fleet, with some 72 more carbodies departing
NYCT property via cradle flatbeds for the “scrap yard” at
Sims Metal Management near Newark. Many, many
more were ready to depart in addition, as the actual
pattern of removal was altered in early August from a
complete 4-car A-B-B-A set (2 at a time) to just the Bcars as quickly as they can be prepared. This change
was made at least in part because the non-operating Bcars can be harvested of reusable components at a
faster rate than the corresponding A-cars, which contain
more potentially useful parts in their operating cabs,
underneath, and inside. The upshot is a somewhat macabre collection of 61 “single,” remaining A-cars lined
up at 207th Street Yard for eventual removal, while the
overall ranks of the once 272-strong R-44 fleet has
been whittled to a mere shadow. By late October of
2012 there were at most just 15 sets of R-44s that remained “intact” though not necessarily operable. It was
no small observation then, that a fully-powered, nonrevenue move involving R-44s 5386/7/9/8-5322/3/1/0
was seen going from Pitkin to 207th Street on September 29. After being quickly processed, the B-cars in this
consist were already in New Jersey by October 10, and
given the status as described above, it may have been
the last curtain call for the R-44s in general.
During September 2012, R-44 A-car 5240 (ex-172)
was given a light inspection and some remedial work as
it officially entered the New York Transit Museum fleet.
This lone car will be a functional but stationary exhibit
as time moves on, with no official plans to salvage additional R-44s for this purpose.
The second R-44 scrap list (by month of property departure) was as follows:
August, 2012: 5203 (ex-245), 5205 (ex-167), 5215 (ex317), 5217 (ex-383), 5247 (ex-243), 5265 (ex-159),
5267 (ex-301), 5291 (ex-105), 5293 (ex-229), 5305 (ex333), 5307 (ex-127), 5309 (ex-101), 5311 (ex-147),
5313 (ex-287), 5315 (ex-321), 5333, (ex-219), 5335 (ex
-345), 5337 (ex-111), 5395 (ex-183), 5397 (ex-339),
5423 (ex-223), 5425 (ex-297), 5427 (ex-375), 5429 (ex311), 5451 (ex-157), 5453 (ex-139) (26)
September, 2012: 5227 (ex-307), 5229 (ex-161), 5239
(ex-151), 5241 (ex-155), 5273 (ex-357), 5275 (ex-231),
5317 (ex-341), 5355 (ex-195), 5357 (ex-203), 5371 (ex-

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

Morrison-Knudsen-overhauled R-42s were returned
from A to East New York for their usual assignments
on J/Z and the supplementary R-46s borrowed from
Jamaica for the hot weather months were brought back
for use on R and occasionally F.
“Oddball” observations during the summer included a
4-car train of R-68s on G on August 11, 12, and 16,
while train of R-68As was roaming N on August 21.
Phase I R-32 SMS Update (July-November, 2012)
58 Phase I R-32s entered the life extension program
during this interval as follows:
August, 2012: 3406/7, 3424/5, 3426/7, 3514/5, 3586/7,
3590/1, 3618/9, 3798/9, 3870/1, 3912/3
September, 2012: 3442/3, 3444/3777, 3574/5, 3606/7,
3792/3, 3818/9, 3864/5
October, 2012: 3360/1, 3410/1, 3438/9, 3472/3, 3484/5,
3550/1, 3628/3669, 3782/3, 3872/3, 3924/5, 3938/9
November, 2012: 3706/7
As of November 23, 2012 a total of 186 Phase I R-32s
had been placed in the Life Extension SMS Program.
60 Phase I R-32s were completed during this interval
as follows:
August, 2012: 3416/7, 3426/7, 3590/1, 3618/9, 3688/9,
3708/9, 3716/7, 3736/7, 3798/9, 3822/3
September, 2012: 3406/7, 3424/5, 3444/3777, 3514/5,
3574/5, 3586/7, 3870/1, 3912/3
October, 2012: 3438/9, 3442/3, 3606/7, 3628/3669,
3782/3, 3792/3, 3818/9, 3864/5
November, 2012: 3360/1, 3410/1, 3484/5, 3938/9.
As of November 23, 2012 a total of 176 Phase I R-32s
had been completed in the Life Extension SMS Program.
62 Phase I R-32s were returned to service during this
interval as follows:
August, 2012: 3682/3, 3894/5
September, 2012: 3406/7, 3416/7, 3426/7, 3488/9,
3514/5, 3590/1, 3618/9, 3672/3, 3688/9, 3708/9,
3716/7, 3728/9, 3736/7, 3738/9, 3778/9, 3798/9,
3822/3, 3876/7, 3896/7
October, 2012: 3518/9, 3586/7
November, 2012: 3424/5, 3444/3777, 3574/5, 3606/7,
3792/3, 3864/5, 3870/1, 3912/3
As of November 23, 2012 a total of 158 Phase I R-32s
had been restored to service from the Life Extension
SMS Program.
The mitigation of original asbestos content and reinforcement of interior structural framing (the so-called
“canttrail retrofit” process) was begun with Phase I R32s 3383/3890, which were brought back to Coney Island to have this task performed in early October, 2012.
Through November 23 six previously-SMSd Phase I R32s had this procedure completed (3383/3890, 3414/5,
3460/1), with two more in progress (3436/7). At least 34

(Continued on page 6)
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2011. This added consist remained in place through the
following week to be replaced by another when OPTO
G service was resumed over the weekend of November 17-18. Modified scheduling was still in place on G
as of November 23.
Daily from November 6-20, a total of 20 Phase I R-32s
(3394/5, 3406/7, 3426/7, 3574/5, 3590/1, 3646/7,
3726/7,3728/9, 3778/9, and 3870/1) were moved by
flatbed truck from Liberty Junction to Rockaway Park,
where a special maintenance pit was set up as part of
the post-Sandy recovery. Each was lifted from the track
by a mobile crane at both ends of the transfer, with the
trucks shipped separately, and hostled with a trackmobile around the powerless yard at Rockaway Park
after they arrived. This marked the first known instance
of car movement through this method, while it might
also be the first time a New York rapid transit fleet is
completely isolated from the rest of the system (see
page 5). In the form of three 4-car trains, the R-32s began operating on a fare-free H Rockaway Shuttle from
Mott Avenue-Far Rockaway to the Rockaway Parkbound platform at Beach 90th Street-Holland via the
Hammels Wye track on November 20. West of B. 90th
Street, the surrounding neighborhood was still in great
disarray on that date, with access and/or power issues
negating Transit’s ability to reopen the stations from
there to the Rockaway Park terminal in the near term.
With over a mile of the Rockaway Line badly damaged
(even washed out in part) by the storm, these 20 cars
plus de-icer unit RD341, a diesel, crane, and two flat
cars will be secluded until reconstruction of the damaged portions are complete and normal through service
can be restored, a process which may last into the summer of 2013. For its part, NYCT engineers believe the
damaged sections of right-of-way can be replaced with
newer, sturdier structures than those rebuilt from the
former LIRR “North Channel” trestle during the 1950s.
When the line was converted for NYCT(A) use in 1955
and 1956, portions of the surviving LIRR which were
undamaged in the May, 1950 Grassy Bay fire were reinforced, “coffered and covered,” but proved no match for
the overpowering tidal surge of Superstorm Sandy. See
page 20 for more on this operation.
A train of R-68As was observed on the shortened D
(to Bay Parkway only) on November 6, with an R-68
train seen running on the fully-restored N by Bill Zucker
on November 21. What may have been the same train
was then spied running on Q on November 23.
Retired Equipment and Non-Revenue Events
R-33 rider cars RD440 and RD441 have been converted to de-icer cars carrying the same numbers.
This autumn’s E. 180th Street Rail Adhesion Train saw
a “historic” collection of power cars, with R-36s 9584/5,
R-29s 8678/9, and R-28s 7942/7925 propelling R-33
“Gel” car 8885 around.

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

225), 5373 (ex-171), 5375 (ex-193), 5377 (ex-253),
5379 (ex-293), 5381 (ex-353), 5391 (ex-309), 5393 (ex359), 5405 (ex-305), 5419 (ex-283), 5421 (ex-331),
5431 (ex-187), 5433 (ex-363), 5439 (ex-199), 5441 (ex135) (24)
October, 2012: 5219 (ex-209), 5221 (ex-337), 5235 (ex145), 5237 (ex-141), 5243 (ex-251), 5245 (ex-211),
5261 (ex-177), 5277 (ex-113), 5279 (ex-299), 5281 (ex221), 5321 (ex-149), 5323 (ex-213), 5363 (ex-303),
5365 (ex-269), 5378 (ex-292), 5380 (ex-258), 5387 (ex255), 5389 (ex-205), 5430 (ex-168), 5432 (ex-362),
5455 (ex-367), 5457 (ex-179) (22)
Miscellaneous Post-Sandy Events on Subdivision
“B”
When partial service was restored on ADFJLMN and R on October 31, 2012, lost in the
shuffle were the continued suspension of rush hour Z
service (still in place as of November 23) and the unusual operation of M trains through the November 3-4
weekend between Jamaica Center (in lieu of E) and
Metropolitan Avenue. As of November 6, E service was
restored and M again OPTO-shuttling from Myrtle Ave.Broadway to Metropolitan Avenue on weekends.
That first weekend also found crews furiously working
to make sure the existing interlocking beyond the JFKHoward Beach station was operating reliably, as the A
service restoration in effect on November 6 called for
trains on the former Far Rockaway Branch (now partly
washed out) to relay at that point so that line’s busy
passenger service toward the airport could be protected. Historically, this interlocking (as rehabilitated about
2003) had been used to relay non-rush hour Rockaway
Park Shuttle trains in effect since July of 1967. Until it
was cut back to the newer siding near Broad Channel
station in 1999, these trains were variously designated
as the “HH,” “E,” “CC,” and “H” through 1992, at which
time they became the IND’s “S” (for Shuttle), in company with the IRT version serving 42nd Street, Manhattan
and that of BMT to Franklin Avenue.
Morrison-Knudsen-overhauled R-42s 4788/9, 4798/9,
4806/7, 4810-3, 4816/7, and 4820-3 were assigned to
C service when it was restored on November 6, operating as two 8-car trains but using the 10-car markers and
Conductors’ boards. They were still on hand through
November 23.
When G service was restored on November 7, there
were no signals through the so-called “Greenpoint Tunnel” (under Newtown Creek), which required all trains to
operate at speeds of 10 mph or less. To make up for the
added trip times and hold a 12-minute headway the
usual R-68As (plus perhaps some R-68s) were made
up in 8-car trains and supplemented by one full-length
train of R-46s, making their first return since July of
6
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would add that it was NYNH&H green of the times, not the
later olive green. The older green livery was extant on some
NH passenger stock when I was in high school (1939-43). It
should also be noted that NYW&B window sashes were a
bright red. I last rode the line, a round trip between 133rd
Street and White Plains, in December of 1937, a few weeks
before its demise on 31 December of that year. I was 13 at the
time.
“In 1953, I was a 1st Lt., a pilot in the Air Force, en route to
a year’s tour with a Rescue squadron in Saudi Arabia. I had
learned that Readville-rebuilt NYW&B cars were in use on
the Saudi railway. At my first opportunity I located the railroad, and there they were, in trains pulled by Alco RS diesels.
Imagine the nostalgia! I had also ridden Stillwells on the Erie
and the Susquehanna pre-WW2, and actually had the chance
to ride one on the ACL from North Carolina to D.C. during
the war, when passenger trains were often a pretty astonishing collection of odds and ends. I doubt if any Stillwell had
ever gone that fast on its own home rails, the way we
scorched the ballast on the ACL.”

(Continued from page 1)

Haven’s property between New Rochelle and Port
Chester. Effective November 1, 1937, service was cut
back to North Avenue. The company’s financial condition did not improve and service was discontinued
shortly after midnight December 31, 1937.
A group, who had been trying to save the Westchester, persuaded New York City to buy the Bronx portion
between 174th Street and the city line for $1,785,000. It
became a part of the New York City Transit System and
shuttles started running on May 15, 1941. At the present time, NYC Transit operates through service on 5
to Manhattan and Brooklyn most of the time — a feat
that the Westchester could not accomplish.
Member Robert J. Powers (ERA #663), a retired Colonel in
the United States Air Force, recently wrote to comment on
our NYW&B article in the September, 2012 issue:
“Enjoyed your article on the ‘Wobble & Bounce’ MUs.
Their livery was indeed ‘standard New Haven green,’ but I

(Continued on page 8)

timetables and maps after the 1992 schedule change, it
was still used internally for NYC Transit employees for
route subway car assignments right up to Sandy.

Around New York’s Transit System
(Continued from page 18)

of damage. Hundreds of feet of track were destroyed on
the bridge and the portion of the line 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 was completely washed away.
The Broad Channel station was filled with debris. The
tidal surge not only undermined the track structure for
long lengths, it also created totally new tidal estuaries
between the new bays on either side of the structure.
Before Sandy’s arrival, NYC Transit safely evacuated
riders and secured equipment to weather the storm.
After Sandy, most subway riders have quickly
experienced normal service.

TEMPORARILY ISOLATED LINES
by Henry Raudenbush

I think that this is the first time since the 14th Street
Line in 1924-7 that a piece of the system is operated
with no track connection to anything else. Sure, it
occurs to me that at the very beginning of each of the
systems—Manhattan el, Brooklyn el, IRT, and IND, and
after the initial delivery of cars, perhaps through a
temporary connection, there were no connections for a
while. But these cases are the only ones I can think of
as examples of isolated lines after the systems were
well-established:
● IRT—The subway was linked to the Manhattan el at
Jackson Avenue on the White Plains Road Line.
The Manhattan el was connected to railroads by
Putnam Bridge and also via the connection to the
New Haven at 133rd Street
● BRT—When the el lines were linked to the surface
roads at Coney Island and Canarsie, that furnished
a permanent connection to the railroads
● IND—It had a float bridge at 207th Street, a
temporary connection to South Brooklyn at Ditmas
Avenue in 1937, and a single-track connection to
BMT at Ditmas Avenue for delivery of R-10s
● Steinway Tunnel, Corona Line—There was a twocar temporary inspection shed beside the line, just
outside the Hunters Point Avenue portal. The track
ran through the shed and connected to PRR/LIRR.
Until the Manhattan el crossed the Queensboro
Bridge, this was the only connection for that line.

THE H TRAIN
The H train is not new. It s just back in a new form.
Starting November 26, 1967 or sooner, the Rockaway
Shuttle between Euclid Avenue and Far Rockaway or
Rockaway Park was called the HH train. It was
renamed H on May 5, 1985, when double letters were
eliminated. On October 25, 1992, H was renamed the
S Shuttle and continued as such between Broad
Channel and Rockaway Park. The A train served Far
Rockaway 24 hours a day, 7 days a week alternating
with Lefferts Boulevard, except late nights.
The new H is running over a seldom-used piece of
track called “Hammels Wye,” where equipment was
transferred. Until October 25, 1992, late-night “Round
Robin” trains ran from Broad Channel to Rockaway
Park, then to Far Rockaway and back to Broad
Channel.
Even after the H designation disappeared from public
7
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No. 290
by Randy Glucksman

For 48 hours starting at 9 PM Friday, December 14
through Sunday, December 16, 2012, buses replaced
train service on the Port Jervis Line between Harriman
and Suffern to accommodate infrastructure improvements near Sloatsburg, an area that received significant
damage due to Hurricane Irene. Leprechaun Lines provided the bus service during this period.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The last M-8 update, still from October 15, 2012,
shows 156 cars with 138 in service and 18 undergoing
Kawasaki inspection. Member Bill Zucker has observed
9100-9227, 9230-3, 9238-53, and 9256-9, 152 cars.
CDOT issued a Shore Line East timetable effective
November 19, 2012, with some changes to train times.
Connecticut riders are paying 5.04% more to ride
trains in the State of Connecticut and to New York as of
January 1, 2013. As an example, a monthly ticket from
New Haven now costs $436, up from $415, closing in
on the most expensive monthly ticket in the metropolitan area, which is Trenton to New York Penn Station at
$440. The distances to New York Penn Station and
Grand Central Terminal are 72.3 miles and 56.7 miles,
respectively. Copies of the January 1, 2013 Tickets and
Fares brochure were available at Grand Central Terminal on December 10, 2012.
Some New Haven residents living near the State
Street station have started a petition to increase MetroNorth service to this station. Opened on June 24, 2002,
State Street is served by Shore Line East and a handful
of Metro-North trains each weekday. A Metro-North
spokeswoman said that service to this station is determined by CDOT, while a CDOT spokesman said, “We
try to be flexible where we can, but there are constraints, usually, when it comes to additional service.
Those constraints usually come down to money.”
As of mid-December, 2012, a June, 2013 opening is
scheduled for the West Haven station. West Haven will
be in the same fare zone as New Haven and most, if
not all, trains that stop in Milford will also stop there.
When it opens, it will be the second station to be added
on the New Haven Line in recent years. Fairfield Metro
opened on December 5, 2011. Thanks to member David
Cohen for these articles from The New Haven Register.
MTA LONG ISLAND RAIL ROAD
Special timetables/timetable cards were issued as
follows for a concrete tie project:
● Port Jefferson, November 16 and 30 and December
7, 2012
● Montauk, November 16 and December 7 and 14,
2012

METROPOLITAN TRANSPORTATION AUTHORITY
The financial impact of “Superstorm” Sandy was reported as approximately $5 billion, $4.7 billion of which
is attributable to damaged infrastructure. An additional
$261 million is lost fare revenue. MTA officials anticipate
that a substantial portion will be covered by business
interruption insurance and FEMA. Of the infrastructure
losses, after recoveries from FEMA and MTA’s own insurance, approximately $950 million of damages may
need to be covered by the transit agency. MTA Chair
Joe Lhota on November 28, 2012 announced that riders
would not have to pay for the repairs, nor would they
have to endure any service cuts.
Due to Hurricane Sandy, the fare increase hearings
that were to be held in Ronkonkoma and Staten Island
earlier in the month were rescheduled to November 27
and 28, 2012.
As expected, the MTA Board voted unanimously to
raise all fares and tolls effective March 1. The cost of a
single-ride subway/bus trip would go from $2.25 to
$2.50; 7-Day MetroCards from $29 to $30; 30-Day MetroCards from $104 to $112; and LIRR and Metro-North
fares are rising an average of 9%. The range of the increase will be 7.1% to 15.3%. The goal was to generate
$450 million per year. The next fare increase is planned
for 2015.
MTA Chairman Joe Lhota announced his resignation
effective December 31, 2012, so that he can run as the
Republican candidate for New York City Mayor this
year.
MTA METRO-NORTH RAILROAD (EAST)
The covers of the Thanksgiving Weekend timetables
(November 22-25, 2012) had the same turkey design
that has been in use since 2007. A record 83,000 passengers were carried on Thanksgiving Day, which surpassed the previous year’s 81,000.
Special timetables for Christmas through New Year’s
Day were not available at press time.
MTA METRO-NORTH RAILROAD (WEST)
Following the restoration of Hoboken Division trains
stopping at Secaucus Junction, I found that ridership
was off when compared to pre-Hurricane Sandy ridership. This could be attributed to riders finding alternative ways of commuting due to the non-availability of
PATH service at Hoboken, or as my former seatmate
found, the Route 49 bus better suited their needs. That
trend continued into December.
Work to install a new signal system on the Port Jervis
Line started November 26, 2012. The $67 million project will replace the existing 40-year-old wayside system
and renew 10 interlockings and 4 grade crossings between Suffern and Port Jervis.

(Continued on page 10)
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●

Hempstead and Hillside Facility, November 16-18
and December 7-9 and 14-16, 2012
The loss of power to the signals could not have come
at a worse time – November 21, 2012, the eve of
Thanksgiving, but that is what happened shortly after
5:30 PM. Due to crowding, within minutes, New York
Penn Station was closed and passengers were not permitted to enter. They were advised to use 23 to Atlantic Terminal or E to Jamaica. Limited service was restored just before 7 PM, but train delays continued for
several hours.
Timetables with effective dates December 17, 2012
through March 3, 2013 were issued. All covers have a
“Season’s Greetings” motif. Most, but not all, lines had
extra service for Christmas Eve, New Year’s Eve, and
New Year’s Day. There will also be extra service supplementing the weekend schedules on Martin Luther King
Day and Presidents Day for the Port Washington,
Ronkonkoma, Port Jefferson, Babylon, and Montauk
Branches.
Buses will replace rail service on the Montauk Branch
in the Hampton Bays area over the weekend of January
15-18, 2013, to enable rehabilitation work on three
bridges. A special timetable (not available at press time)
will be issued in support of this project.
NJ TRANSIT
Just before November 17, 2012 a YouTube video
showed Amtrak delivering 21 multi-levels with P-40 832
(in Heritage colors) leading and assisted by P-42DC 43
passing through Schenectady. The car numbers are:
7052-3, 7681-2, 7684-6, 7689-91, 7695, 7706, 7710-1,
7713-5, 7718-9, 7721, and 7725. After changing engines in Albany, the train, with P32-ACDM 716 leading
and 700 trailing, was filmed at Peekskill. These cars are
very much needed to replace storm-damaged cars.
“Getaway” service operated November 21, 2012 on
the Morris & Essex, Northeast Corridor, North Jersey
Coast, Pascack Valley, and Raritan Valley Lines. In
some cases, these trains replaced later trains that were
canceled. On Thanksgiving Day, additional train service
was provided on all of the aforementioned lines except
for the Pascack Valley. Some early morning Northeast
Corridor trains were canceled in favor of an equal number of late morning trains on the day after Thanksgiving.
“Getaway” service also operated on December 24,
2012 on the aforementioned lines. From December 2628 and 31, 2012, some eastbound early morning Northeast Corridor trains were combined in order to provide
late morning service.
The same problems that affected the Long Island Rail
Road on November 21, 2012 (please see above) also
affected NJ Transit riders, although to a lesser degree.
An alert sent at 5:43 PM warned: “Trains are subject to

indefinite delays in/out of New York Penn Station due to
a major switch problem.” At 6:50 PM, trains were operating in and out of New York Penn Station 60-90
minutes late. By 9:45 PM, the delays had been reduced
to 30-60 minutes; 10:30 PM, 20-30 minutes; and by
11:10 PM, trains were reported as on or close to schedule. Numerous trains were also canceled.
NewJersey.com reported that in the weeks following
Hurricane Sandy, 315 commuters who were interviewed
said that their commutes increased by about 20
minutes.
Water-damaged equipment included 261 of 1,162 rail
cars and 63 of 203 locomotives. The Asbury Park
Press provided a detailed breakdown. Locomotives: 9
ALP-45/DP, 11 ALP-46/46A, and 43 GP-40s, F-40s, and
ALP-42s; passenger cars: 84 multi-levels, 124 Comets
(Comet II, Comet IV, and Comet V), and 53 Arrow IIIs.
These totals include seven engines and six coaches
owned by Metro-North, and used in the Hoboken Division pool of equipment. By contract Metro-North provides 15 diesel-electric locomotives and 65 coaches, so
the loss of this equipment is significant. During the
storm, Port Jervis trains were stored in the Otisville Tunnel, where they were kept safe from harm. Some dieselpowered push-pull sets were to be moved from Hoboken to Waldwick before the storm, but because this did
not occur, that equipment was damaged. Required repairs include traction motor change-out on diesel locomotives and wheelset teardown and lubrication on
Comets and multi-levels. The worst damage is to some
multi-level cars that got water into the lower level, which
needs to be taken apart to clean, dry, and be sanitized.
The multi-level work will probably take the longest.
Some diesels sent to the Morristown & Erie have been
returned to service after being repaired.
After canceling Meadowlands rail service for several
previous games, the service returned starting with the
Jets vs. New England Patriots game on Thanksgiving
Day and again on Sunday, November 24, 2012 for the
Giants vs. the Green Bay Packers.
At a December 6, 2012 Congressional hearing that
was called by Senator Frank Lautenberg (D-NJ), Executive Director James Weinstein stated that the transit
agency sustained losses of $400 million: $300 million
for damage to infrastructure, extra bus service, and lost
fare revenue, plus $100 million for damaged rolling
stock. At the same meeting, Amtrak requested $336
million and MTA, $5 billion.
Northjersey.com reported that NJ Transit executives
also appeared before the Assembly Transportation
Committee on December 10, 2012 to answer questions
about the aftermath of the storm and why they did not
use “common sense” and move hundreds of cars and
locomotives. Executive Director James Weinstein told
the committee that it was not until NJ Transit shut down
its system that the “dynamics of the storm changed” and
(Continued on page 11)
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the surge occurred. While all damage to the rail cars
can be repaired, the agency is looking at whether it
should move forward in repairing aging Arrow III rail
cars that the agency had been preparing to replace with
more popular multi-level cars.
The monthly NJ Transit Board Meeting was held on
Thursday, December 13, 2012. A friend who attended
told me that there were 15 speakers, more than typically attend. Most complained about a lack of communication regarding service restorations, temporary schedules not being posted in stations, major flaws with the
substitute bus service, and that the transit agency failed
to heed the warnings that their facilities would be flooded in the storm.
Member Bob Vogel sent digital images of the Atlantic
City Line station buildings under construction at the
Pennsauken Transit Center taken on November 25,
2012.
PORT AUTHORITY TRANS-HUDSON CORPORATION
Additional trains were added to the holiday schedule
that was in effect at the time on Thanksgiving Day. On
Friday, November 23, 2012, a modified schedule with
10-minute headways was operated. Thanks to member
Al Holtz for this report.
Please see SUPERSTORM SANDY FOLLOW-UP (below),
for further service restorations.
METROPOLITAN AREA
On December 5, 2012, a state advisory committee
announced that Tappan Zee Constructors, part of a consortium that designed the existing 3-mile-long 57-yearold Tappan Zee Bridge, has been recommended to
build the replacement bridge. At $3.142 billion, its price
was lower than the other bids of $3.990 billion and
$4.059 billion. Upon award of the contract, the twin
span bridge could be completed in 5 years 2½ months.
TZB II would be “transit ready,” which means that on
Day 1, there would not be any transit service; only four
lanes travel in each direction plus lanes for emergency
breakdowns and BRT. Commuter rail could be added in
the future. The New York State Thruway Authority approved the contract on December 17, 2012, and, following approvals by the Attorney General and Comptroller,
construction could begin this month.
AMTRAK
How do you like this? On November 15, 2012, nearly
one month before the inaugural run of the Norfolk to
New York service on December 12, Amtrak reported
that the train had been sold out and four additional cars
were added, which provided 280 additional seats. This
is the first time since 1977 that a one-seat ride has
been available between Norfolk and New York City.
Details about the previous train were not readily available on the Internet, so I turned to my friend Steve Lofthouse who sent the following: “Checking the ‘Official
11

Guide’ of July-August, 1976, I found that Amtrak ran a
train called The Mountaineer (Trains #54/55) between
Norfolk and Chicago over the N&W via Petersburg,
Lynchburg, Roanoke and Tri-State Station, Kentucky,
where it was combined with a train called The James
Whitcomb Riley (Trains #50/51), now known as The
Cardinal, to continue on to Cincinnati, Indianapolis, and
Chicago. Both trains carried coaches, sleepers, diner,
and The Mountaineer had a dome coach! At that time,
there was no Capitol Limited. How things have
changed.”
DAYS
Monday-Friday
Saturday and Sunday
DAYS
Monday-Friday
Saturday
Sunday

TRAIN NUMBER
174
88

DEPARTS NORFOLK
4:50 AM
6:05 AM

TRAIN NUMBER
125
71
157

DEPARTS NEW YORK
11:35 AM
3:04 PM
12:05 PM

On November 16, 2012, two extra P-42s were sent
north on Train #69, The Adirondack, to bring back two
consists of VIA cars, each consisting of 6 coaches and
a Park Observation/Dome. (Editor’s Note: Amtrak would
classify these over 50-year old coaches (although they have
been rehabilitated) as “Heritage” cars.) These would see
service on The Adirondack between Albany and Montreal, with through passengers from New York doing a
cross-platform transfer at Albany from an Amfleet consist shuttle to the VIA consist. The equipment freed up
was deployed as a single consist on the Northeast Corridor, substituting for what would normally have been
covered by an Arrow III consist over Thanksgiving
Weekend, and released some equipment for maintenance the following week. Thanks to the New Jersey
Association of Railroad Passengers (NJ-ARP) for this
report.
Bob Vogel reported: “Amtrak used VIA equipment on
Trains #68 and #69 Adirondack for a week or so, so I
rode Train #69 to Port Henry and Train #68 back. The
electrical equipment boxes on the VIA cars reportedly
would tear down third rail covers, if not the third rails
themselves, so two trainsets were used for The Adirondacks, Amtrak cars between New York Penn and Albany-Rensselaer, and VIA cars between AlbanyRensselaer and Montreal.”
For additional equipment for the Sunday after Thanksgiving, Amtrak turned to NJT and MARC. Bob Vogel
sent digital photos of a MARC trainset composed of
HHP-8 4913 with six MARC single-levels and an Amfleet Café car assigned to Train #1054 (9:55 AM Washington, D.C./New York Penn). Train #1057 (11:20 AM)
and Train #1099 (12:50 PM) New York Penn/
Washington, D.C. used 8-car sets of NJ Transit Arrow
IIIs. Bob also found that cars were added to several
Regional and Keystone trains. My son Marc photo(Continued on page 12)
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April
14

Utah Transit Authority

Salt Lake
City, Utah

April
26

Denver
RTD

Denver, Colorado

LINE
Airport
TRAX
Line
West
Corridor

June

Connecticut
DOT

West Haven,
Connecticut

New
Haven

August

Washington
Metropolitan Area
Transit
Authority

Washington,
D.C.

Silver
Line
Phase I

11.6 miles,
4 stations

District of
Columbia
DOT

Washington,
D.C.

Anacostia
Circulator
Penn Ave
-SEAnacostia
Metrorail
StationBolling
AFB

3 miles,
6 stations

October

South Florida RTA

Miami, Florida

Late

Utah Transit Authority

Salt Lake
City

Sugar
House
Street
Car

2 miles,
7 stations

?

Connecticut
DOT

West Haven,
Connecticut

New
Haven

West Haven Station
opens

graphed another MARC set in New York Penn with HHP
-8 4912 as the power for Train #1056 (2:30 PM Washington, D.C./New York Penn).
Member George Chiasson found CDOT engine P-40
(ex-Amtrak) 833 paired with CDOT GP-40-PH-2 6696
sitting alone on a track in Boston’s South Station. There
was no further information.
Amtrak issued a Request For Proposals in February,
2012 for the purchase of 40 Acela coaches. Amtrak’s
Inspector General (IG) canceled the contract after an
investigation found that the high dollar value of the proposal contained amounts that "were not based on wellsupported and/or reasonable cost data” for a sole contractor. The IG recommended that Amtrak attempt to
negotiate a lower price, and retain the audit provision
that had been specified by Amtrak and altered by the
contractor. Thanks to the New Jersey Association of
Railroad Passengers (NJ-ARP) for this report.
Almost on the heels of the aforementioned report, on
December 13, 2012, Amtrak announced that early this
year it would begin the process of replacing its 20 Acela
trainsets.
Effective 12:01 AM December 1, 2012, a long-term
lease with CSX gave Amtrak full control of the Hudson
Line between Poughkeepsie and Schenectady. Now,
work will commence on four significant rail improvement
projects valued at $181 million that will reduce travel
times along the Empire Corridor.
On December 11, 2012, the State of New York held a
sale for the retired Turboliners and assorted spare
parts. Seven trainsets were acquired from Amtrak during the administration of former Governor George
Pataki as part of a $70 million project. The idea was to
create a high-speed rail service within the state; however, just three were able to run due to various problems
and fires due to the air-conditioning units. Those three
were removed to an Amtrak yard in Delaware, and the
four remaining sets that were stored in a yard outside of
Schenectady were sold for $420,000 to two firms that
will dismantle them and sell every part that can be sold.
Thanks to Production Manager David Ross for this report.
The Winter/Spring National Timetable (Form T-1) is to
be issued sometime this month.
SCHEDULED FOR 2013
In the table below is latest available information about
transit projects that are scheduled to open or expand
service this year.
DATE

Early

AGENCY

NJ Transit

CITY

Pennsauken,
New Jersey

LINE
Atlantic
City/
River
Lines

NOTE
Pennsauken
Transit Center station
opens

Fall

AGENCY

CITY

-

NOTE
6 miles,
6 stations
12.1 miles,
12 stations
West Haven station
opens

Miami International
Airport
Station
reopens

SUPERSTORM SANDY FOLLOW-UP
Picking up where I left off in the December, 2012 Bulletin, service restorations took place as follows:
MTA NEW YORK CITY TRANSIT (SUBWAY)
On Monday, November 19, 2012, J/Z skip-stop service resumed and M returned to its normal schedule.
On Tuesday, November 20, 2012 H shuttle service
between Far Rockaway and Beach 90th Street commenced using four-car trains of R-32s that had been
trucked to Rockaway Park Yard. Fare-free service operates between 4 AM and 12:30 AM. The car numbers
appear below under MTA LONG ISLAND RAIL ROAD.
On Monday, December 3, 2012 at 6 AM, R was extended from 34th Street to Whitehall Street.
On Tuesday, December 4, 2012 at 6 AM, J/Z was
extended from Chambers Street to Broad Street.
On Friday, December 21, R service through the Montague Street Tunnel between Whitehall Street and Jay
Street-MetroTech was restored.
MTA BRIDGES AND TUNNELS
On Monday, December 10, 2012, normal operation
(three lanes inbound in the AM) resumed in the Brooklyn-Battery Tunnel.
MTA STATEN ISLAND RAILWAY
Subsequent to November 15, 2012, MTA’s website
(Continued on page 13)
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reported that between 4:30 and 7:30 PM on weekdays,
a “Modified Express/Local” service would operate. A
check of the timetable found seven trains that operated
express to Great Kills and then local to Tottenville. An
equal number of trains made all stops to Great Kills and
terminated at this station.
On Monday, December 3, 2012, limited AM express
service was added. Several days later, the MTA website
reported “Good Service”, which led me to believe that
everything was back to normal.
On Monday, December 17, 2012, regular train service
resumed; however, with a Slippery Rail Schedule, St.
George-bound train departures are adjusted by five
minutes earlier than normal, Monday through Friday
from 9 AM to 2:30 PM and from 8:30 PM to 5 AM. In
addition, Tottenville-bound train departures are adjusted
five minutes later than normally scheduled, Monday
through Friday from 9 AM to 2:30 PM and from 8:30 PM
to 5 AM. Morning and evening rush hours remain as
scheduled, with some exceptions. MTA reported that
Sandy hit Staten Island with unimagined ferocity, and
SIR did not escape the damaging winds and high tides
that left most of the island devastated.
MTA LONG ISLAND RAIL ROAD
On Friday, November 16, 2012, LIRR announced that
it was waiving the $10 refund processing fee for tickets
that were purchased by riders who were unable to use
them due to the storm.
On Monday, November 19, 2012 a brochure titled
Customer Reference Guide to LIRR Post-Sandy AM/
PM Peak Canceled/Diverted Train Plan was issued. It
was designed to work in conjunction with the November
12-December 16, 2012 timetables. There were also six
reverse peak (PM) trains that were canceled.
In advance of Friday, November 23, 2012, I organized
a trip to Lynbrook to ride to the diesel shuttle train that
was operating in place of the electric trains that normally serve Long Beach. After the H train service started,
some in the group suggested adding this to the itinerary.
Joining me at New York Penn Station were members
Barry and Matt Zuckerman and Steve Lofthouse. Richie
Schulman boarded at Jamaica and member Larry Kiss
met all of us at Lynbrook. Train #9814 departed at 11:30
AM with the following consist: (W) DE-30 402-41064021-4061-4051-406, and operated via Track 2 making
all stops to Long Beach, where we met members Marc
Glucksman and Andrew Grahl. We would find out later
that this was the last day for this service because the
shuttle did not operate on weekends, and the electric
service was resumed on Sunday, November 25, 2012.
The diesel shuttle train ran for a total of nine days.
After lunch at a nearby restaurant, we boarded a
NICE Route N33 bus for the approximate 25-minute

ride to Far Rockaway. Along the way, and also while on
the shuttle train, we saw some of the results of Sandy’s
destruction in the form of piles of discarded furniture
and home interiors (sheetrock, insulation, wood framing, etc.) that was piled up next to the curb in front of
those homes, awaiting removal.
Upon arrival at Far Rockaway we climbed the stairs to
the platform and boarded the H train. Perhaps because
it was an early afternoon trip, there were few riders. After departing Beach 67th Street/Arverne By The Sea, the
train crossed from Track F4A to F6 then to Track F3 and
terminated at Beach 90th Street. The Train Operator
changed ends and the train departed at 1:45 PM. We
got off at Beach 67th Street to take some photos, and
boarded the following train (15 minutes later) to Far
Rockaway.
Three trains of R-32s were operating and we observed 3394-5, 3426-7, 3574-5, 3590-1, and 3726-29,
which accounts for 12 of the 20 cars. Photos of the cars
being loaded onto the flatcars from MTA’s Flickr page
yielded 3406-7 and 3778-9; however, four car numbers
were still missing, so I asked Barry Zuckerman to post a
request on SubChat and within a few hours the car
numbers were provided: 3646-7 and 3870-1.
The free shuttle to Howard Beach A was using buses
of various models. Marc learned that that this service
requires 94 buses, which mostly came from depots in
Brooklyn and Queens, although there were a few from
Manhattan depots.
On Sunday, November 25, 2012, as reported above,
electric service resumed with four additional holiday
trains in each direction on weekends. Long Beach riders with November monthly tickets who were displaced
by the storm were able to use their monthly ticket on all
other LIRR branches until December 1, 2012.
On Monday, November 26, 2012, LIRR reported that it
was operating approximately at 80% of weekday rush
hour capacity. Twenty-six of the LIRRs 143 morning
rush hour trains were canceled or diverted to another
terminal. In the evening rush hour, of the 127 trains
LIRR operates, 27 were canceled. Overall, across the
entire day, the adjustments provide for approximately
92% of normal weekday service capacity.
On Tuesday, November 27, 2012, U.S. Representative Steve Israel announced at a press conference held
in Hicksville under the auspices of the Long Island Rail
Road Commuter Council that Amtrak CEO Joe Boardman assured him that the repair work in the East River
Tunnels would be completed by Christmas week, and
that would permit complete restoration of all trains.
On Monday, December 11, 2012, full service was restored, although Amtrak and Long Island Rail Road
crews continued to make repairs in one of the tunnels.
SHORE LINE EAST
Service resumed Friday, November 2, 2012.
(Continued on page 14)
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NJ TRANSIT
On Tuesday, November 20, 2012 the free bus services were reduced to: Ramsey/Route 17, PNC Arts
Center, and two routes servicing the Gladstone Branch.
Riders were transported to either Weehawken, Liberty
State Park, or other rail connections such as Summit,
Newark Penn Station, or Hoboken.
On Wednesday, November 21, 2012 at 8 PM, all of
the free bus routes ended save those for the Gladstone
Branch.
On Saturday, November 24, 2012, regular weekend
schedules resumed on Newark Light Rail. Late on November 26, 2012 regular weekday schedules resumed.
On Monday, November 26, 2012 another set of modified schedules went into effect on the North Jersey
Coast and Raritan Valley Lines. Later in the day, new
modified schedules went into effect on the Main/Bergen
and Pascack Valley Lines due to some changed connecting times at Secaucus Junction.
On Wednesday, November 28, 2012 bus routes serving the Gladstone Branch were adjusted.
On Thursday, November 29, 2012 modified weekend
schedules were issued for the Main/Bergen/Port Jervis,
Montclair-Boonton, Morris & Essex, Northeast Corridor,
and Pascack Valley Lines. The news media were reporting that repairs would be made to the Gladstone
Branch by November 30, 2012, at which time test trains
would be operated. Five custom-made catenary poles
exceeding 90 feet in length snapped during Hurricane
Sandy. New poles were installed, along with more than
five miles of catenary. Crews removed 49 trees across
the tracks, and were in the process of finalizing repairs
to the line’s infrastructure, such as signals and switches. It was announced that when service was restored,
Midtown Direct trains would be electrically powered,
while the service to Hoboken would operate with diesel
engines due to storm damage at Hoboken’s Mason
Street Substation.
On Monday, December 3, 2012, with service restored
to the Gladstone Branch, every NJ Transit rail line had
service for the first time since October 28. All lines were
operating under “Modified” weekday and weekend
schedules except for the Atlantic City Line, which used
the regular timetable. NJ Transit also announced that it
would honor PATH tickets between Hoboken and Newport.
On Wednesday, December 5, 2012, another revised
Morris & Essex modified weekend schedule effective
December 8, 2012 was issued.
On Thursday, December 13, 2012, Executive Director
James Weinstein reported that it would take 8 to 10
weeks to complete an interim replacement for the damaged substation that serves Hoboken Terminal. The
permanent replacement is a year away.
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On Monday, December 17, 2012, full service was restored to the Raritan Valley Line. Another modified timetable was issued for the North Jersey Coast Line, adding some service.
On Saturday, December 22, a revised weekend
schedule went into effect, removing the added running
time that had been part of the December 1, 2012 edition.
PORT AUTHORITY TRANS-HUDSON RAILROAD
On Monday, November 26, 2012, with weekday service restored to Exchange Place and World Trade Center, there were now two lines: Newark to World Trade
Center and Journal Square to 33rd Street. The restrictions that had been in place at Christopher Street
and 9th Street were eliminated, but trains continued operating only between 5 AM and 10 PM. Hoboken Terminal remained closed. On weekends, trains operated
between Newark and 33rd Street.
On Tuesday, November 27, 2012, the Port Authority
(PA) announced that restoration of service to Hoboken
was still “weeks away.” Sandy caused an estimated
$300 million in damages systemwide and PA is applying
to FEMA for reimbursement. Besides flooding the Hoboken station, the waters surged over a four-foot-high
metal barrier that was secured with sandbags at the
station entrance closest to the Hudson River. Water
even poured through the station walls. Fiber optic cables will replace the existing copper cables. Other damaged items include the turnstiles, third rail, power and
signal cables, relay rooms, and of course, the tracks
and switches.
Over the weekends of December 8-9 and 15-16,
2012, service was reduced to just one route — Newark
to World Trade Center — in order to allow extended
hours in which to do repair work.
On December 13, 2012, PA announced that it was still
on track to restore service to Hoboken in “weeks.” However, service between Hoboken and 33rd Street began
operating on Wednesday, December 19, 2012. It operated from 5 AM to 10 PM. There were news reports that
there could be limited 24-hour service for the New Year.
Still out:
MTA NEW YORK CITY TRANSIT (SUBWAY)
1 Rector Street to South Ferry
A Howard Beach to Far Rockaway
S Broad Channel to Rockaway Park
MTA STATEN ISLAND RAILWAY
Full service
PORT AUTHORITY TRANS-HUDSON RAILROAD
Hoboken to World Trade Center and full-time service
NJ TRANSIT
Regular schedules on all lines
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Actual Wachusett Extension (Fitchburg) work has be(Continued on page 15)
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gun. A highway known as “Fifth Massachusetts Turnpike” was barricaded some time before 9:30 AM on December 5, 2012 between just east of MP 334 and west
of the houses west of Princeton Road/Route 31. On
Authority Drive, tree and brush clearance east of the
Omnova driveway was underway, and a trailer-load of
Jersey barriers was waiting.
A construction kick-off ceremony for Phase I of the
Green Line extension was held in Somerville on December 11, 2012. Phase I consists of the reconstruction
of the Harvard Street and Medford Street rail bridges.
Both will be rebuilt to accommodate both the existing
commuter rail and the Green Line tracks. There will also
be demolition of a building in East Cambridge, presently
owned by MBTA, to clear the path for the eventual extension of the tracks from Lechmere.
The Government Center station is slated to close for
two years either in late summer or early next fall, as it
undergoes a $90 million renovation. “T” officials held a
meeting on December 12, 2012 to discuss the project,
which will construct a new station entrance, or “head
house,” renovate the Green Line and Blue Line platforms, overhaul the electrical system, install new elevators, escalators, and LED signs, improve lighting, add
an expanded fare collection area, and reconstruct some
surrounding parts of Cambridge Street and City Hall
Plaza. The station will also be ADA-compliant.
Four hundred additional security cameras are planned
for six Red Line stations: Andrew, Charles/MGH, Harvard, JFK/UMass, Kendall/MIT, and Porter. Bids are
being sought for this project. The first installations are
planned for JFK/UMass as early as late spring or early
summer. At the recently opened Talbot Avenue station
(Fairmount Line), 15 cameras were activated.
Starting May 24 and continuing through Labor Day,
MBTA, in conjunction with the Cape Cod Regional
Transit Authority, will operate weekend service from
South Station via the Middleborough Line to Hyannis.
There will be up to two trains to Hyannis on Friday evenings, a round trip on Saturdays, and up to two trains
back to Boston on Sunday evenings. There could also
be a Monday morning trip to Boston. Intermediate stops
will be made at Lakeville and Buzzards Bay. A round-trip
fare of $30 is proposed. The service needs 635 riders to
be economically viable. You would have to go back to
1989, when Amtrak’s The Cape Codder operated, for
the last time this service ran.
Thanks to member Todd Glickman for these reports.
Todd also sent a correction for the news item concerning the Ruggles station (December, 2012 Bulletin). The
sentence should have read: “Plus if an outbound
is coming on Track 1, then there are further delays.”
LINDENWOLD, NEW JERSEY
PATCO staged a “Disaster Drill” on Sunday, Novem15

ber 18, 2012 from 8 to 11 AM (announced 8 to noon)
above Cuthbert Road in Collingswood and Westmont.
This resulted in single-track running at restricted speed
with 35-minute headways for revenue trains. Fire equipment from Westmont, Collingswood, Haddonfield,
Pennsauken, Gloucester, Mount Ephraim, and
Bellmawr (not Belmar) was noted on the scene. There
were others as well. Thanks to Bob Vogel, who sent this
report along with several digital images.
PHILADELPHIA, PENNSYLVANIA
On November 15, 2012 SEPTA took another modest step towards extending the Media/Elwyn Regional Rail Line three miles to Wawa when
the Board voted to spend $282,788 to acquire 4.86
acres formerly belonging to the now-defunct Franklin
Mint. The land is intended for a parking garage, the
main reason for the proposed extension, and its access
road. Unfortunately there is no money in hand or in
sight for the necessary construction of garage, station,
or track, but capturing the property is seen as essential
if there is to be any hope at all of extending the line. The
right of way, a portion of the former PRR West Chester
Branch, exists and belongs to SEPTA. Thanks to member Dave Safford for this news and commentary.
Member Bob Wright reported that as he passed Overbrook Shop a couple of times during the week of November 12, 2012, the Silverliner II/III 'switcher' set, 230235-9010, was still on the west side of the shop building. Further west, in the yard, there were about 20 other
Silverliner IIs and Silverliner IIIs possibly waiting to go
to the scrap yard. They are in plain view not far from the
Paoli/Thorndale (and Amtrak) tracks. A couple of them
have been graffitied.
Bob Vogel sent digital images of six Budd Silverliner
IIs heading eastbound through West Trenton on CSX
Train C770 on November 21, 2012. They were ex-PRR
212, 219, and 259 and ex-Reading 9006, 9007, and
9012.
Several members sent reports that next summer SEPTA plans to close the 3,175-foot-long bridge spanning
the Schuylkill River to Norristown that carries the Norristown High-Speed Line trains. Passengers would be
bused. According to SEPTA’s Chief Engineer, this will
take place when warmer temperatures cause tracks to
expand and pull free of steel spikes in rotted wooden
ties. Economics are driving this — a lack of money to
maintain the bridge. Emergency repairs undertaken in
November, including gluing spikes in place, will allow
the bridge to be kept open until summer. Train speeds
on the bridge have been reduced to 15 mph from 25.
Repairs would cost about $7 million to replace the
1,708 wooden ties and an additional $23 million to repair and repaint the bridge, he said. That would mean
closing the bridge for at least four months.
Due to an editing error in the November, 2012 Bulletin, I inadvertently referred to Bob Wright as a retired
(Continued on page 16)
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electrical engineer; that reference should have been to
Dave Safford. Bob is still working as a civil engineer.
WASHINGTON, D.C. AREA
MARC released some preliminary service plans for
Inauguration Day, January 21, also Martin Luther King
Day. There would be a limited Penn Line schedule of
eight inbound trains departing from Baltimore’s Penn
Station every 30 minutes from 7:30 to 11:00 AM and ten
outbound trains from Union Station from 1:30 to 7:00
PM. Penn Line service would not operate north of Baltimore’s Penn Station and would board passengers from
Odenton, BWI, Halethorpe, and West Baltimore. Brunswick Line service would consist of four inbound trains,
two from Martinsburg at 7:25 and 8:25 AM and two from
Frederick at 8:15 and 9:15 AM. There would be outbound trains to Martinsburg at 3:30 and 4:30 PM, and to
Frederick at 4:00 and 5:00 PM. Passengers wishing to
ride the Penn or Brunswick Line from both Frederick
and West Virginia to Washington would pay the normal
ticket price. However, MTA plans to sell a special Inauguration commemorative ticket. The Camden Line and
commuter bus will not operate. Information on the purchase and price of these commemorative tickets was
not available at press time.
CHICAGO, ILLINOIS
The first of 160 new stainless steel Highliners made
its debut during a November 14, 2012 ceremony. Nippon-Sharyo is building the cars at its new manufacturing plant in Rochelle, Illinois. Each car costs $3.2 million. Like the previous order for 26 cars presently operating on Metra Electric lines, half of these cars are
equipped with restrooms. These cars are replacing the
original Highliners, which date to the 1970s.
The Chicago Transit Authority (CTA) operated a holiday train on the Green and Orange Lines on November
23, 24, and 28, 2012. A special schedule was issued.
Eight hearings were held to discuss a Metra fare increase for 10-ride tickets by 11%. The higher fares were
approved at the Board’s December 14, 2012 meeting,
where the 2013 budget was also approved. The higher
fares would go into effect on February 1.
CTA held two public hearings in December, 2012 to
discuss higher fares that would go into effect starting
January 1. Riders are paying more for weekly and
monthly passes, but the base fare of $2.25 remained
unchanged. Under the new fare structure, weekly passes went from $23 to $28 while the cost of a monthly
pass rose from $86 to $100. About 55% of riders use
multi-ride passes. The fare from O’Hare Airport went
from $2.25 to $5. Other changes are: 1-Day ($5.75 to
$10) and 3-Day ($14 to $20). The good news, if there is
any, is that fares should remain unchanged through
2015. Thanks to member Jim Beeler for these reports.
DALLAS, TEXAS
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Member Steve Siegerist was in Dallas the first weekend in December, 2012 for the opening of the Blue Line
extension to Rowlett and sent this report. “One station
that is 3.5 miles beyond the previous end of the line at
Downtown Garland, runs mostly through the woods, but
does go by a sewage treatment plant. You can tell when
you pass it. The Dallas, Garland & Northeastern
(freight) Railroad has a track next to the light rail for the
entire distance. Also happening that weekend was the
extension of the Orange Line to Beltline. This is two
stations further than the Irving Convention Center station that opened last December. At the end of the line
you transfer to a bus to DFW Airport. The light rail will
open to DFW airport in December, 2014. There is a
large parking lot at the Beltline station; however, the line
has a lot of twists and turns in it and a lot of grade
crossings. I would question if DART is going to get
many parkers there who work downtown or in the hospital district that the Orange line goes through before
downtown. The ride is just too slow. There probably will
be some airport parkers at Beltline who will ride the bus
to DFW, and more later when the Light Rail opens to
DFW. Service is two-car trains on all lines during the
day, with some single cars later in the evening. The only
line that will accommodate three-car trains from one
end to the other is the Green Line. The Green
Line trains that pull out for rush hour and go back after
rush hour are three cars, but all day trains are two cars.
DART now has two car yards and it appears that Red
and Blue come out of the original rail yard while Green
and Orange Lines originate in both yards. There are
four routes, all using the same transitway in downtown. If something happens in the rush hour, it backs up
really quick. Service on all routes is 20-minute headways, except in the rush hours when it is 15
minutes. Because the Orange Line and the Red Line
share the same route, the headway is 7.5 minutes in
the rush hours between Downtown and Parker Road.
The Orange Line goes to Parker Road in the rush
hours, but only to LBJ/Central Station in the off-peak.
“The Green and Orange Lines are cab-signaled,
whereas the Red and Blue original lines are not. Because the Operators are braking hard when the cab
signals change, or because the ABS computer program
needs refinement, there are flat wheels on a lot of cars,
primarily in the motor trucks at the ends of the cars. The
wheels on the two center trucks don't seem to get flat. I
observed this when I was there two years ago, but there
didn't seem to be as many flat wheels this trip as there
were two years ago. With Green and Orange trains
coming out of both car yards, it is hard to segregate
cars so that Red and Blue get cars without flat wheels.
“I also rode the Denton County Stadler DMUs to Denton, Texas. It is about a 35-minute ride. The cars are
like the Houston LRVs, with a single truck in the middle
that supports the engine and the ends of the two pas(Continued on page 17)
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senger compartments. You can walk through the center
section, but there is a door on either side to keep the
diesel noise down in the passenger compartment. There is a window in the Operator's door, but he
sits right in front of the window, so you cannot see out
the front of the train. Trains are all two cars, with one
out in the midday and four in the rush hour. I think they
have 10 DMUs. This interfaces with DART at the Green
Line Trinity Mills station. The Denton end is several
blocks from the main downtown, not where I would
have expected it.”
HOUSTON, TEXAS
Houston’s first new H-2 car made its debut on October
16, 2012, as 201 entered service. Siemens is building
19 S-70 cars under an $83 million contract. Metro received 18 similar cars from Siemens for its 2004 opening. Thanks to Railway Age for this news.
EL PASO, TEXAS
Member Chris Zearfoss wrote concerning the news
item that appeared the October, 2012 Bulletin. “The
inventory of surviving examples of the original 1936
spec PCC cars should have included TTC 4000, preserved at the Halton County Radial Railway Museum. Yes, it was delivered with a full-width, front anticlimber, and folding (not blinker) doors. But — unlike
the preserved early PCCs from Los Angeles, San Diego, Washington, and Pittsburgh — it incorporates (as
did all 290 air-electric PCC cars that TTC purchased
new) the original Brooklyn configuration of a split front
destination sign. In other respects, car 4000 is an excellent example of early PCC car production. As preserved, Washington PCC 1101 no longer has its original
blinker doors (I believe Capital Transit converted its first
batch of 45 PCCs to folding doors around 1947). And
for that matter, all Washington PCCs were non-standard
as to length. The Los Angeles cars have non-standard
3'6" gauge Clark trucks. And, although this does not
affect exterior appearance, the Los Angeles and San
Diego cars lack the heating ducts that were standard on
almost all other PCC orders.”
PORTLAND, OREGON
On November 27, 2012, work crews joined the first
rails together on the 7.3-mile Milwaukie extension.
SACRAMENTO, CALIFORNIA
Siemens was awarded a contract to refurbish 21
LRVs, which is expected to extend their service life by
about 15 years. Thanks to Metro Magazine for this
news.
TORONTO, ONTARIO, CANADA
4400, the first of 204 new streetcars, was unveiled on
November 16, 2012. The Toronto Transit Commission
released a time-lapse video showing the delivery process
that
can
be
viewed
at:
http://
globalaccessibilitynews.com/2012/11/16/torontos-new17

low-floor-streetcars-unveiled/. Thanks to member Bill
Vigrass for forwarding this report.
On November 28, 2012, agreements were signed between the city of Toronto and Metrolinx that will see four
new light rail lines built and other measures to improve
transit in and around the city. The Province of Ontario
will provide $8.4 billion to build the LRT lines, which will
be called the Eglinton Crosstown, Scarborough, Finch
West, and Sheppard East lines. Construction of the 12mile Eglinton Crosstown line is under way and scheduled to be completed by 2020. Jack May, who sent this
report, wrote: “The four lines will be standard gauge (4’
8½”). I think that is a poor decision as it reduces flexibility with the existing streetcar lines with seemingly no
gain.” Toronto’s other rail lines have a unique 4’10⅞”
gauge.
MEXICO CITY, MÉXICO
Member Todd Minsk sent this report: “Línea 12, ‘Línea
Dorada’ (Gold Line) of Sistema de Transporte Colectivo (Metro) was inaugurated for full service October 30,
2012, though some stations had been in limited use
since July. Extending 26 kilometers from Mixcoac on
the west, across the southern part of the city, to
Tláhuac on the southeast, the line uses steel wheelsteel rail technology, with overhead wire and pantograph current collection, in contrast to the rubber-tired
guideway with third rail method employed on STC’s other lines (except Línea A). The fare control on Línea
Dorada accepts farecards only (tarjetas multimodal)
that are also usable on the Metrobús and various other
services. Other Metro lines continue, at the present
time, to accept the usual paper tickets along with the
cards.
“Rolling stock is class FE-10, constructed 2011 by the
Spanish company CAF (Construcciones y Auxiliar de
Ferrocarriles S.A.), some at their Mexican installations
in Huehuetoca, Estado de México, or San Sebastián
and Zaragoza, Spain: 30 trainsets of seven cars. On
inauguration day, 21 trainsets provided base service.
The first several trains have been named after renowned Mexican personages and the Metro web
homepage, http://www.metro.df.gob.mx/, offers opportunity to suggest names for the others.
Listed west to east, the stations of Línea 12 are:
● Mixcoac (passenger connection to Línea 7)
● Insurgentes Sur (Metrobús Línea 1 on surface at
estación Félix Cuevas)
● Hospital 20 de Noviembre
● Zapata (passenger connection to Línea 3)
● Parque de los Venados
● Eje Central (STE troleybús Ruta A on surface)
● Ermita (passenger connection to Línea 2)
● Mexicaltzingo
● Atlalilco (passenger connection to Línea 8, some
500 meters away)
● Culhuacán
(Continued on page 18)
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Around New York’s Transit System
Fare-Free H Shuttles Operating in Rockaways
In the previous issue, we mentioned the start of a temporary
shuttle service in the Rockaways. Here are more details:
With the prospect of the Rockaway Line being
disabled for the next several months due to the
destructive force of “Superstorm” Sandy, MTA took the
unprecedented action of moving trains by flatbed truck
onto the Rockaway Peninsula and setting up a
temporary train service. The 60-foot, 80-ton R-32
subway cars that are being used for this special shuttle
service were loaded onto flatbed trucks in Ozone Park,
Queens, trucked across the Cross Bay Bridge, and
rerailed at Rockaway Park. The 20 cars that were
transported over four nights were assembled into fourcar sets.
Effective 4 AM Tuesday, November 20, fare-free trains
started running between Far Rockaway-Mott Avenue
and B. 90th Street. Trains operate every 15 minutes
between 4 AM and midnight from Mott Avenue and
between 4:30 AM and 12:30 AM from B. 90th Street. A

fare-free Howard Beach-Far Rockaway bus operates 24
hours, 7 days a week. Normal service is provided by A
trains from 207th Street to Howard Beach and Lefferts
Boulevard.
While detailed assessments continue, the segment of
the Rockaway Line between Howard Beach and the
Rockaway Peninsula will remain out of service for the
next several months. Although the construction will be a
tremendous undertaking, requiring months of planning
and Labor, NYC Transit is committed to rebuilding and
resuming service as it operated before Sandy hit our
shores. The high winds and heavy tidal surge created
by Sandy effectively destroyed hundreds of feet of the
mainline connection to the Rockaway Peninsula,
leaving 35,000 daily riders without a direct rail link to
Howard Beach. 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

Commuter and Transit Notes

Tláhuac to reach the garage and shop complex. As far
as I can tell, there is no track connection with the rest of
the Metro network and the rolling stock was delivered
by truck from the nearest rail transshipment point, near
Chalco.
“STE troleybús routes following substantially the
same streets on the surface for portions of their runs
include Rutas D and O from Mixcoac to Parque de los
Venados, and Ruta E from Eje Central to Atlalilco. Rutas K1 and T1 had been on Avenida Tláhuac between
Culhuacán and Olivos, but service was suspended during the viaduct construction period to allow the wires to
be taken down. It’s not clear when this segment will be
restored.”
FROM THE HISTORY FILES
75 Years Ago: On January 1, 1938, service began on
Honolulu’s first trolleybus line, Waikiki-Liliha. They were
replaced by deliveries of new buses in June, 1957, on
this line as well as the Kaimuki-Kalihi Line.
35 Years Ago: On January 18, 1978, the Budd Company unveiled its successor to the RDC, the SPV-2000.
Unlike its predecessor which was extremely successful,
the SPV (Self-Propelled Vehicle) more often had another, less flattering name – “Seldom Powered Vehicle.”
Locally, Metro-North and Amtrak purchased SPVs. In
the early 1990s some were converted to trailers, and
they were retired years ago.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.

(Continued from page 17)

●
●
●
●

San Andrés Tomatlán
Lomas Estrella
Calle 11
Periférico Oriente (bus platforms (CETRAM) at
ground level)
● San Lorenzo Tezonco
● Olivos
● Nopalera
● Zapotitlán
● Tlaltenco
● Tláhuac, with suburban bus terminal (CETRAM)
(track extends beyond to the shop complex)
East from Mixcoac, the line is in tunnel beneath Calles
Extremadura, Félix Cuevas, and Municipio Libre to
Parque de los Venados. It turns southeast for a few
blocks under Calle División del Norte, then east under
Avenida Popocatépetl and Calzada Ermita Iztapalapa to
turn south on Avenida Tláhuac. Total distance in tunnel
of various types is 11.9 kilometers, and I believe this
includes a length of tail track west of estación
Mixcoac. About midway between Atlalilco and Culhuacán stations, the Metro line ramps up to elevated viaduct, on columns over the center of Avenida Tláhuac for
the next 11.3 km to a point between Zapotitlán and Tlaltenco stations, where it curves away from the street,
descending to ground level with the remaining 2.3 kilometers on surface parallel to and west of Calle F.C. San
Rafael Atlixco. The track turns west from estación
18
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GRAND CENTRAL TERMINAL IS 100 YEARS OLD
The new Grand Central Terminal, which
opened on February 1, 1913, was large
enough to handle New York Central’s long
distance and suburban commuter trains.
About 1902, it became evident that the old
Grand Central Station could not be expanded
to accommodate future increased traffic without building a new, larger terminal. To build
this new station, additional land adjoining
Lexington, Park, and Madison Avenues was
purchased, increasing the terminal’s total
area from 23 acres to 79.
The November, 1921 Transit Record, a
Transit Commission publication, informs us
that the terminal has two levels. There are 32
tracks adjacent to platforms on the upper
level and 17 tracks adjoining platforms on the
lower or suburban level. The suburban level,
which is about 44 feet below the street, has
14.1 miles of track and an area of 32.8 acres.
The upper level, 20 feet below the street, has
19.5 miles of track and an area of 46.4 acres.
There are two loops south of the platforms.
The upper level loop is above the lower level
loop and is nearly at the same level as the
IRT subway.
Excavation for the new station began in
August, 1903. Before construction started, a
temporary station was built on the east side
of the yard, where suburban trains terminated. The waiting room was relocated to the
first floor of the Grand Central Palace. Express service was moved from the west side
of the yard. Excavation material was used to
widen the embankment for a fourth track to
Croton and excess material dumped in the
Highbridge marshes before a yard was built
there. To build the terminal, the railroad was
allowed to close a portion of Park Avenue,
but it was not allowed to interrupt traffic on

this busy thoroughfare. It solved this problem
by building an elevated circumferential highway.
A January, 1902 collision in the smoke-filled
Park Avenue Tunnel forced management to
adopt electric traction. The New York State
Legislature reacted promptly and passed a
law stating that all trains south of the Harlem
River must be operated by electricity after
May 1, 1905.
On September 30, 1906 the Vice President
of the railroad drove the first electric train
from Highbridge to Grand Central. An electric
locomotive pulled two private cars and five
Pullman coaches. On board was a party of
100 people including electrical engineers,
railroad men, and representatives from Westinghouse and General Electric. The train departed from Highbridge at 2:40 PM and arrived at Grand Central at 2:58 PM, after
reaching 55 miles per hour on the viaduct.
Because there was a 1,000-foot third rail gap
at 56th Street, the train ran up a 1½-percent
grade at speed to avoid stalling. Regular
electric service began on December 11, 1906
with four trains operating between Highbridge
and Grand Central. Because of great demand, the New York, New Haven & Hartford
Railroad started electric service before it was
ready, with five trains to New Rochelle on
July 24, 1907 increasing to ten trains as far
as Port Chester on August 5. A few electric
trains started running to Stamford on October
6, but full electric service was not operated
until July 1, 1908. Because of the slow delivery of electric car equipment, steam locomotives continued to power trains into Grand
Central Terminal until June 27, 1908, three
years after the original deadline but long be(Continued on page 6)

NEXT TRIP: NYCT CONEY ISLAND SHOPS (RESCHEDULED)
1
— SATURDAY, MARCH 2

NEW YORK
OCTOBER,
ERA DIVISION
BULLETINBULLETIN
- FEBRUARY,
2013 2000

THE GENESIS OF “DASHING DAN”
Part One—Rapid Transit and Early Electrification
on the Long Island Rail Road
by George Chiasson
(Continued from January, 2013 issue)
particularly intriguing given that by 1905 it had been 25
years since the last trains between Coney Island and
Hunters Point passed through “Bedford Junction” in its
prior incarnation at street level.
Upon departing East New York, electric Rockaway
Park trains ascended to the elevated structure opened
in May and July, 1903 and rumbled above Atlantic Avenue, passing the future location of “PR” Cabin, the Luzerne Coal siding, and the site of the Warwick Street
station (which was also still under construction). Back at
ground level, they paused at Norwood Avenue and Tower 64, then proceeded onto the new “local” iron of the
four-track segment that began immediately beyond the
Chestnut Street BRT ramp. The two extra tracks were
provided to expedite runarounds between “local” rapid
transit trains (now including the electrics to Rockaway
Park) and special expresses such as those to the
beaches or race tracks, as well as freights. The first
LIRR electric trains then made consecutive stops at
Railroad Avenue (where the new Tower 65, later known
as “CN,” was then still being built), Union Course, and
Woodhaven before gliding into the switches at
Woodhaven Junction. There they diverged to the Rockaway Beach Branch and paused at the existing, but
now slightly realigned, low station platforms located on
the curved connecting tracks. Steam-powered trains
also still remained at this time between Long Island City
and both branches in the Rockaways, many of them
running express from at least Fresh Pond, if not Long
Island City itself and making their first stop at Hammels.
In this instance that junction became a major connection point between the different termini, with the locomotive-driven trains between Long Island City and Far
Rockaway often (but not always) being looped through
Jamaica Bay and Valley Stream in both directions.
At the time of its initial electrification in July of 1905,
the Rockaway Beach Branch was still at grade through
the Ozone Park station, which then consisted of three
tracks paralleled by two outside low-level loading platforms plus an 1884-vintage wood stationhouse. Tower
91 (later “RK”), which had originally been built in 1890,
was contained therein, and was coordinated with Tower
66 at Woodhaven Junction (later “WT”) to control all
moves between the Rockaway Beach and Atlantic Divisions. The line then spread to four tracks, with Tower 92
(“LR”) at the Liberty Avenue crossing next in sight, followed by the “local” stops at Aqueduct (established in

Finally, on July 26, 1905, with the same pressure to
attract seasonal patronage being brought to bear that
had motivated railroading to the Rockaways for decades, excavation work at the underground Flatbush Avenue terminal was cleared away enough to begin electrified train operations from its first two tracks, which
consisted of artificially shortened versions of 5 and 6 on
its north side. Effective immediately, half of the service
between Brooklyn and Rockaway Park was converted
from traditional steam-drawn trains of locomotives and
coaches to the new steel MUs along with their woodenbodied gate car companions — a complete changeover
being delayed until September 20, when enough electric rolling stock was on hand. Thus was opened the
fourth and final section of the Atlantic Avenue improvements committed to in 1897, comprising the new Flatbush Avenue terminal (with attached and nearby yard
facilities to be completed over the next two years) and a
tunnel 1.3 miles in length between Flatbush and Bedford Avenues, where trains rose straight onto the steel
elevated structure that had originally opened in November, 1903. Steam-powered “rapid transits” to Rockaway
Junction, what remained of the steam-powered service
to Rockaway Park, and traditional consists to Far Rockaway continued to originate at the temporary surface
level terminal on Atlantic Avenue and the BRT el stub
above for several more months. They continued to call
at the existing surface level stop at Bedford Avenue,
then made their way onto the 1903 elevated structure
through temporary track connections by the new tunnel’s incline. Trains from both Flatbush Avenue terminals (above and below ground) also passed through the
site of the new Nostrand Avenue station (then still under
construction), descended into the 1904 tunnel near
Ralph Avenue, and then re-emerged to serve the existing low-platform stop (as relocated to the west side of
the Bay Ridge Division connection in 1902) at Manhattan Beach Junction. There were not yet any signals in
the (temporarily ventilated) tunnel between these two
stops; interim block stations were set up at either end of
it (Ralph Avenue-west and Stone Avenue-east) until
1906. One other note of interest regarding the newest
tunnel connecting Flatbush Avenue terminal and that
as-yet-unopened stop at Nostrand Avenue: Provision
was included along its south wall for a two-track, gradelevel cut-off to BRT’s “Brighton Line” (originally the
Brooklyn, Flatbush & Coney Island Railway), should
such through service be desired at a future date. This is

(Continued on page 3)
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Raunt was sandwiched between block stations 95 (later
“WU,” located approximately at Rulers Bay Hassock)
and 96 (later “ER,” at the eastern end of The Raunt’s
multiple crossings) before trains arrived at the large, low
platform of Broad Channel station, which was rebuilt
and expanded markedly as part of an earlier fill project
in 1900. There was then a swing bridge in the middle of
the North Channel trestle controlled by “BC” cabin, followed by a swing span at Tower 101 (later “HJ,” then
“Draw”), which was located at the south end of the trestle across Beach Channel. This installation controlled
the bridge and the busy north side of Hammels Junction, where trains bound for Rockaway Park and Far
Rockaway diverged. It had also been the location of the
Beach Channel station from 1888 until the station and
its surrounding shanties, bars, and rented bungalows
were destroyed by fire on the night of December 13,
1903. Devoid of its destination value, trains were no
longer stopping there after January 11, 1904 and the
stop was finally, formally abandoned on May 31, 1905.
By 1908, in the advent of Rockaway Beach operations
to Penn Station, a full automatic block signal system
was finally installed on the busy Jamaica Bay trackage
between WD Tower and The Raunt, which enabled retirement of the existing “Signal Stations” at “EC” and
“WU.” It was extended from there through Hammels
Junction two years later to reach both branches in the
Rockaways and the overall installation thus completed.
LIRR’s initial electric trains then stopped at the curving, low-level station platform on the westerly side of
Hammels (note that the apostrophe [’] in “Hammel’s”
was now gone) and continued their turn onto the Rockaway Park Branch, making their next stop at Holland.
Following that was the Steeplechase station, which was
by then one of the busiest on the system (at least in the
summer). The next stop was Seaside, beyond which the
right-of-way passed through “SE” interlocking, spread
from two tracks to four, and entered the Rockaway Park
terminal, which was under the control of “AY Cabin,”
located in the ticket office. There all regularly scheduled
LIRR trains terminated at one of two low platforms at
ground level, but BRT and beach specials were reversed using the upper level loop and its wooden lowlevel platforms. At least since the improvements of May,
1899, the Rockaway Park terminal had also contained a
medium-sized yard to lay over equipment (both regular
trains for LIRR and trolleys for Ocean Electric), which in
part was replaced by a large new “MU Shed” in 1904 to
prepare for electrification. During the summertime LIRR
had to use a pre-payment system of “pens” to guide the
crowds onto trains at some Rockaway stations
(Hammels, Steeplechase, and Seaside, for example)
with the New York-bound track gated off and covered
over as a platform extension to hold the milling swarms
of humanity.

The Genesis of “Dashing Dan”
(Continued from page 2)

1883) and Ramblersville (opened in June, 1899). Both
had been reconfigured by March, 1904 with low-level
loading platforms (plus small shelters on each) positioned against the outer tracks of the four-track main in
that area. The Ramblersville location had grown out of a
swampy wilderness where the New York, Woodhaven &
Rockaway was originally located on a trestle in 1880,
and was set on a massive fill created in part by using
excavation output, or “spoil,” from the Pennsylvania’s
Terminal project in Manhattan. As on the Atlantic Division main line, the four-track layout through Aqueduct
and Ramblersville was to allow “through” trains
(meaning specials and those from Long Island City) to
by-pass “local” trains (also known as “rapid transits” or
“suburbans”) en route to and from the Rockaways.
South of the Ramblersville depot, the main line
squeezed back from four tracks to two at Tower 93
(later known as “WD,” then later still as “Beach”), which
was located at the “West End” of the first long trestle
across Grassy Bay (a part of the larger body known as
Jamaica Bay). The area at “WD” would also later be
known as Hamilton Beach and have a station of its own,
but in July, 1905 it was only contiguous to the extended
pier work that stretched well onto the water and supported the Hotel Howard resort complex. This was still a
fairly exclusive adult summer destination at the time (in
more contemporary terms a “pleasure palace”), that
was ultimately involved in a spectacular blaze that lit up
the area for miles on the night of October 23, 1907.
Most of the buildings were destroyed, though it was early in the off-season so no one was there except three
very surprised security guards. An army of firefighters
were brought out to the site from Brooklyn by a special
LIRR train and, incredibly, service was maintained on
the Rockaway Beach Branch through much of the fire’s
duration. To enable this, the hotel’s underpinnings had
been axed and sawed away from the railroad trestle
fairly soon after the fire started in a smoldering boat
storage shed. Thus as the complex burned, its buildings
and pier work fell into the bay one by one over a period
of several hours while LIRR’s trestle stood intact. Neither the train station nor any of the buildings were rebuilt afterward, though this might be seen as a chilling
preview of what was to come 43 years later.
The Goose Creek station and its tight attendant cluster of marina, hotel, and beer halls was next to be encountered at the south end of the long Grassy Bay trestle in July, 1905, followed by Signal Station 94 (“EC”) at
the Goose Hill Channel swing bridge. This channel and
areas near The Raunt and Broad Channel stations were
also filled using spoil from the Pennsylvania Terminal
project starting in January of 1906, at which time the
Goose Hill Channel swing span was permanently
closed. The small, secluded low-platform station at The
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Grand Central Terminal is 100 Years Old
(Continued from page 1)

E. 42nd Street and Park Avenue, 1875.
Bernard Linder collection

E. 42nd Street and Park Avenue looking northwest, 1875.
Bernard Linder collection

E. 42nd Street and Park Avenue, 1878.
Bernard Linder collection

E. 42nd Street in 1885, looking east at Grand Central. Manhattan
Railways’ 42nd Street Shuttle is in the background.
Bernard Linder collection

E. 42nd Street and Park Avenue looking northeast, 1887.
Bernard Linder collection

E. 42nd Street and Park Avenue looking north, 1887.
Bernard Linder collection
(Continued on page 5)
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(Continued from page 4)

A New York Central baggage car, built in 1907.
Bernard Linder collection

A New York Central car built in 1907, North White Plains, 1937.
Bernard Linder collection

Lowerre (Yonkers Branch), 1943.
Bernard Linder collection

New York Central car 4322, January, 1963.
Bernard Linder collection

Tremont Avenue.
Bernard Linder collection

Unknown location.
Bernard Linder collection

fore the new terminal opened.
The new terminal was built largely of Stony Creek
granite. Facing 42nd Street are three 33-foot-wide and
60-foot-high arched windows and a huge clock above
the center window. Above the clock are figures of Hercules, Mercury, and Minerva. The large interior is 275
long, 120 feet wide and 125 feet high with the circular

information booth in the center. An astronomical mural
painted in the ceiling features thousands of stars, some
of which are illuminated. Grand Central is still an important terminal and stands as a monument to the ability and foresight of the New York Central officials who
planned it.
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including the 8-track yard and its leads) by a turnout
that led to the Beaver Street station of the “Old Southern Road.” They then came to Tower 15 at Division
Street (later called “JT”), which served as the western
gateway into the first generation railway depot at “Old”
Jamaica. Though its successor is now a major 8-track
passenger hub for MTA Long Island Rail Road, the original Jamaica station at Church (153rd) Street had originally consisted of just a single main track plus a long
siding, passing through two compact, ground-level platforms since its opening in 1836. The adjacent (Beaver
Street) terminal of the “Southern Road” was established
in 1867, but was not directly connected with Jamaica by
a surface-level foot passage until the Poppenhusen
consolidations of 1876, followed by a physical relocation
of the Southern’s depot building to LIRR’s “Jamaica”
station at Church (153rd) Street in 1877. A second main
track (which also extended back through the Tower 67
convergence to Richmond Hill on the former Southern
main line) was added through the station in 1880 and
some enlargement of both existing platforms performed,
but the first substantial expansion of Jamaica Station
was not carried out until it was done in concert with the
extension of LIRR “rapid transit” service to Rockaway
Junction in June, 1890. At that time the entire facility
was duplicated, with four platforms serving four tracks,
two of which were shoehorned into the space available
between irons, and connected to each other by surface
walkways that produced the implied, very dangerous
effect of human “flocking” as trains came and went. The
facility had become quite overburdened by 1900 and
with even greater stress forecast through the developing electrification and associated expansion of its suburban services, the railroad undertook a significant widening of its grade-level main line from just two tracks (as
partially widened to four in 1890) to six all the way from
Beaver Street (now Parsons Boulevard) to Larch (the
present 175th Street), just shy of Rockaway Junction.
This was a huge job that was completed on May 27,
1903 and included large new bridges at Prospect,
Washington, and Union Hall Streets (now 159th, 160th,
and 161st), as well as the installation of a block signal
system from Jamaica to Floral Park. In turn this enabled
the (old) Jamaica Station itself to be expanded, though
in scope it was still quite cramped, to six tracks served
by five platforms, all connected through an underground
tunnel, by April of 1904. New east end switches were
installed past Jamaica that were at first hand-operated
as electrified rapid transit service began in August,
1905, with another set of crossovers controlled by the
original Tower 41 interlocking next to the station at New
York Avenue (now Guy R. Brewer Boulevard). This low
platform rapid transit stop had opened at that grade
crossing as part of the 1890 service extension to Rockaway Junction and lasted until December, 1905, when it
was discontinued. At that time a new Tower 41 (later

The Genesis of “Dashing Dan”

STEP TWO—THE LONG ISLAND RAIL
ROAD’S RAPID TRANSIT IS ELECTRIFIED
On August 29, 1905, electrified “suburban” service
was initiated from the underground Flatbush Avenue
terminal (at which Tracks 3 and 4 were opened) to the
Rockaway Junction station along the entire length of the
Atlantic Division mainline. This replaced the existing
steam-powered rapid transit trains that had been running since 1877, and marked the next stage in LIRR’s
ultimate preparation for one-seat service from outer
points in Queens, Nassau, and even Suffolk Counties to
New York City. This new route’s line-up of stops was the
same as that used by Rockaway Park electrics, but at
this point the new stations at Nostrand Avenue
(between Flatbush and East New York) and Warwick
Street (between East New York and Railroad Avenue)
were also opened on the elevated structures initiated in
1903. All electrified trains were also shown using the
new “local” tracks added between the foot of the Chestnut Street BRT ramp and Woodhaven Junction (and
intended for runarounds by expresses), but the new
Tower 65 at Railroad Avenue was not yet in use, so access to the outer trackage was still hand-operated.
After passing through the switches that led to the
Rockaway Beach Branch, Rockaway Junction suburban
electrics paused at the separate, newly raised platforms
serving Woodhaven Junction (those which had been
relocated in July, 1895), as the Atlantic Division main
line compressed from four tracks back to two. Next
came the existing station at Clarenceville, which was
rebuilt with a pair of high-level wooden platforms, followed by the stop at Morris Park, which retained its lowlevel platforms. Leads from the Morris Park engine
house, and the former South Side main line from Bushwick and Long Island City, joined the Atlantic Division at
Tower 67 (renamed “MP” in 1907), which was located at
Maure Avenue (130th Street), where the “Berlin Switch”
had been installed back in 1876. Also surviving near
Tower 67 was the “Engine Runaround Track,” which,
together with the easterly lead from the Main Line to the
Atlantic Division connection at Tower 14, formed a full
wye that had once allowed summertime trains of the
Brooklyn, Flatbush & Coney Island Railway to cut directly across between the Atlantic Division and the Main
Line between 1879 and 1880. Both the railroad facility
and its immediate area were served by the Dunton station, a public flag stop located at Van Wyck Avenue
since 1890. It had a short high-level wooden platform
and was equipped with passenger-controlled signals
that requested passing trains to stop.
Beyond Dunton, Atlantic Division trains passed anonymously next to a 26-track freight yard west of Jamaica
(and the future site of “Jay” Tower and Jamaica Station),
then continued on a very wide right-of-way (12 tracks,

(Continued on page 16)
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Commuter and Transit Notes

No. 291
by Randy Glucksman

famed Oyster Bar restaurant, Mileposts reported, “the
odd acoustics of the 2,300-square-foot gallery have
always been impeccable, its iconic bisque-colored
herringbone-patterned Guastavino tiles were in dire
need of TLC.” (Patented by Spanish immigrant Rafael
Guastavino in 1885, this method of terra cotta tile
construction graces many famous New York City domes
and vaults built around the turn of the last century,
including the former GCT taxi stand, the Oyster Bar,
and St. John the Divine Cathedral.) Over the years,
vibrations from passing trains and a 1997 fire have
damaged it. The Guastavino family tile business closed
in 1962, and Metro-North hired Boston Valley Terra
Cotta located in Buffalo to fabricate the tiles and
matched the exact size, texture, finish and color of the
existing, century-old tiles. 1,600 of the original tiles were
retained.
The new timetables that were issued for all lines
effective January 5 will remain in effect until April 6. On
the covers are a special logo to mark Metro-North’s 30th
Anniversary.

METROPOLITAN TRANSPORTATION AUTHORITY
After former Chairman & CEO Joe Lhota announced
that he would resign effective December 31, 2012, the
newly-elected Vice-Chair, Fernando Ferrer, one of the
latest appointees, was appointed Acting Chairman,
while NYCT President Thomas Prendergast is the Interim Executive Director. Mr. Prendergast served as President of the Long Island Rail Road between 1994 and
2000. Of the ten men who have served as MTA Chairman, Mr. Lhota’s tenure (January 9-December 31,
2012), was the shortest.
MTA METRO-NORTH RAILROAD (EAST)
The special timetable for Christmas & New Year’s
Holiday (December 24-26, 2012 and December 31,
2012-January 1, 2013) was available in Grand Central
Terminal on December 20, 2012. The cover is the same
as has been used since 2005. Details of the Pre-and
Post-midnight services appear under EVE AND POST
NEW YEAR’S DAY SERVICE.
For the third annual New Era Pinstripe Bowl that was
held in Yankee Stadium on December 29, 2012, unlike
Yankee games and some other events, there was no
direct service from lines other than the Hudson, which
had all of its trains calling there between 12:49 and 4:02
PM southbound and between 4:13 and 8:13 PM
northbound. Attendees riding from the Harlem and New
Haven Lines were told to transfer to shuttle trains at
Harlem-125th Street. PDF timetables were available on
the Internet.
ATU Local 1181, which represents New York City
school bus drivers, struck on January 16. The union
also represents Hudson Rail Link drivers, who operate
buses that serve the northwest Bronx from the
Riverdale and Spuyten Duyvil stations. That service
was not affected by the strike.
When the Connecticut Department of Transportation
increased fares on the New Haven Line, it created a
dilemma for Metro-North’s increase that is planned for
March 1. At present, the cost of a monthly ticket from
Greenwich, Cos Cob, Riverside, and Old Greenwich is
$263, which is $6 less than the planned increase for
Rye and Port Chester. It is permissable for riders to
purchase a Greenwich ticket and board at Rye. So, to
prevent this, Metro-North will only increase the cost of
monthly tickets to $263. CDOT will reimburse MetroNorth $6 for every ticket sold at Rye and Port Chester.
This is the same as what takes place when NJ Transit
fares on the Pascack Valley and Port Jervis Lines are
lower in New York State. The practice is known as a
“fare hold down.”
Grand Central Terminal’s Whispering Gallery recently
underwent a $450,000 renovation. Located near the

As has been reported previously, February 1 marks
the beginning of Grand Central Terminal’s year-long
centennial celebration, with a special ceremony on that
day. A handout was issued to describe some of these
early events:
March 6-July 7: On Time-Grand Central at 100,
Contemporary artists’ views of GCT
April 10-11: Poetry In Motion & Music Under NY
Celebration of Grand Central and Grand Central Talks
May 10-12: Grand Centennial Parade of Trains
Weekend, Historic Trains come back to the terminal for
a weekend filled with kid-friendly fun, performances and
a “Railroadiana” show for enthusiasts
In September, celebrations will be held in a number of
towns and villages with rail stations, including Yonkers
and Brewster. Details will be published when known.
(Continued on page 8)
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Thursday, 46.3% on Fridays, 63.3% on Saturdays, and
67.9% on Sundays. As of mid-January, member Bill
Zucker has observed 9100-9227, 9230-3, 9238-53,
9256-9, and 9264-5, 154 cars.
MTA LONG ISLAND RAIL ROAD
As I passed the timetable rack in front of the ticket
windows at New York Penn Station on January 3, I noticed something unusual – a “Branch Timetable” for Forest Hills and Kew Gardens for December 17, 2012March 3, 2013. Called Form 12, it is approximately ¼”
wider and ⅜” shorter than LIRR’s so-called “TDI” timetables, and also includes times for New York Penn Station, Woodside, and Jamaica (Main Line trains only).
I asked member Richie Schulman if he had ever seen
them, and here is his response: “Yes, I've seen them.
They're issued with each timetable change by LIRR and
not CBS Outdoor as there isn't any advertising in them.
Form 12 - TPSS - fits in with the large Branch
timetables. Why they're called Branch TTs is beyond
me. The earliest one I have is November 10-December
14, 2008. I'm sure the were issued before, but that's
when I started collecting TTs. I get them at Jamaica,
always available there. Occasionally they're available at
Penn Station. If you ask the people at Penn they'll tell
you they don't exist. I've never seen them at
Woodside. I don't know if they're available at either
Forest Hills or Kew Gardens. It's basically the same as
the TDI CT1, except the CT1 includes trains that stop at
Woodside but skip Kew Gardens and Forest Hills.”
A special timetable was issued for bus service east of
Speonk between 2:17 AM January 15 and 2:30 AM
January 18, 72 hours. This operation is the same as
what was done in November to rehabilitate three LIRR
bridges in Hampton Bays.
NJ TRANSIT
On December 20, 2012, Richie Schulman rode to
Hoboken via PATH and reported: “The station looks
better than before the storm and all the electric panels,
cases, and boxes appear to be new. The only thing old
is the steel conduits. Unfortunately, the elevator is out of
service. However, NJ Transit is still a disaster. All the
stores, Station Master's and Customer Service office,
waiting room, and ticket windows are closed. There are
two trailers, one housing ticket sales and the other for
Customer Service and the Station Master's Office.
Related to this story was a report that was sent to
Jack May on January 11, who forwarded it to me. That
person wrote: “I was in Hoboken yesterday, and it is no
better than it was two weeks ago. The trains are running, and there are temporary trailer-like structures for
the ticket office and for customer service and operations
(a combined office). The first floor of the building is still
locked up, including the stores. The closing must have
come quickly, because the liquor store is fully stocked,
and the refrigerator cases for the beer still have electricity. The second floor of the building was not closed

Commuter and Transit Notes
(Continued from page 7)

Please check http://www.grandcentralterminal.com/
centennial/ for information on the latest events.
Member Lee Winson sent this link, http://
www.iridetheharlemline.com/2013/01/07/the-mystery-ofgrand-centrals-suburban-concourse/, to a story that
addresses “The Mystery of Grand Central’s Suburban
Concourse,” more familiarly known as the lower level.
Today, the tracks are numbered 100 to 117, but the
article gives evidence that the tracks were originally
single- and two-digit numbers. Examples cited are
Tracks 7 and 8, which are now 117 and 118. The upper
level tracks are 1-42; however, Track 11 is the lowest
number with a platform, and not every number has a
platform. Two platforms were converted for use to
access Grand Central North. For details, please check
the aforementioned website.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Instead of going to the Frontier Industries, Incorporated scrap yard, M-6s 9014-5 will be donated to the
New England Disaster Training Center at Camp Hartell
in Windsor Locks, Connecticut. The Hartford Courant
reported: “the well-worn cars will be used by firefighters,
police, EMTs, military personnel, and others as they
practice handling mass casualty accidents and other
disasters.” When asked why two of the newer cars
would be removed from service rather than the older M2s, a spokesman said, “the older cars are mechanically
more reliable, and many got emergency rehab work just
a few years ago. On the other hand, the M-6s are more
suitable for training.” Thanks to member Howie Mann
for sending this report.
Just in case you were wondering why the
announcement of the January 1 fare increase took
place without any hearings, the reason is this is the
second of three annual approximately 4% fare
increases that began last January 1. Connecticut’s Legislature enacted these raises to have passengers help
contribute toward purchase of the M-8s. The first
increase was to take place on January 1, 2010, but it
was deferred until after there were some M-8s in
service.
Shore Line East issued new timetables effective
January 7, that replaced the November 19, 2012
edition. Gone are the special trains that operated
between Thanksgiving and the end of the year. Thanks
to member David A. Cohen for sending copies.
The latest M-8 update, from January 7, shows 186
cars, with 156 in service and 20 undergoing Kawasaki
inspection. Riders now have the opportunity to ride one
or more of the 712 M-8 weekly trains (113 from
Monday-Thursday, 105 on Fridays, 81 on Saturdays,
and 74 on Sundays) operating in scheduled New Haven
Line service. The M-8s represent 52.2% of total weekly
New Haven Main Line service, with 50.2% Monday-

(Continued on page 9)
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As originally planned, the Westmont station would have
been on a slight curve; however, under the this
agreement, the station has been moved approximately
750 feet to the south so as to be on tangent (straight)
track. Presently the five-acre site has an NJ Transit
maintenance facility. Under the agreement, the site
developer will build a replacement rail maintenance
facility in Clifton. The Westmont station will have all of
the amenities that riders need, high-level center island
platform, pedestrian overpass, lighting, landscaping,
and 215 parking spaces. No opening date was
specified.
A new station and (loop) flyover track has been
proposed for North Brunswick on the Northeast Corridor
Line. According to The Star-Ledger, the projects would
be done in conjunction with North Brunswick’s plans to
turn the former Johnson & Johnson complex on Route 1
into a residential and retail development centered
around transit. Amtrak would make upgrades to the
catenary and signals. Construction of a flyover track
would enable a number of trains to be turned south of
New Brunswick instead of going all the way to Trenton.
The station would be located between Princeton
Junction (MP 47.1) and Jersey Avenue (MP 33.1), with
1,000-foot platforms that could accommodate 12-car
trains. At this time, the plans call for an opening in 2018.
Railroad Development Corporation (RDC), a private
firm, has expressed an interest managing NJ Transit’s
Princeton Junction to Princeton “Dinky.” According to
the article in Railway Age, the Chairman, Henry
Posner, a Princeton alum, has privately mentioned that
the Pittsburgh-based RDC might consider purchasing
the three-mile line outright, but it is unclear whether the
transit agency could or would entertain such an option.
Princeton University is anxious to move the station 460
feet south of its present location. As can be expected,
this proposal has caused an uproar pro and con. Mr.
Posner is known to some of our members, who wrote in
response to my emailing this news item.
Bob Vogel, photographing Newark Light Rail on
January 10, wrote that with an off-peak headway of 30minutes, only one LRV train is used. Another member
added: “As Bob pointed out, it can often be faster to
walk from one end of this short light-rail line to the other
rather than to wait for the next train. I ride this line
occasionally, and it is very lightly patronized. There is an
off-peak headway of 10 minutes on the main Newark
Light Rail Line from Branch Brook Park to Penn Station,
and this part of the line is quite heavily patronized.”
PORT AUTHORITY TRANS-HUDSON CORPORATION
On December 26, 2012, the Port Authority announced
that Hoboken residents with registered SmartLink cards
would automatically be credited with 30 days of free
rides. This was done to show appreciation after the
damages caused by Superstorm Sandy knocked out
PATH service for seven weeks to their city.
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down; apparently the alleged mold contamination is
confined to the first floor. The operations office on the
second floor is still functioning, and the crew room has
been moved upstairs. However, there is no place for
passengers to wait, except outside, between the end of
tracks and the building. That means passengers must
stand out in the cold until their trains are ready for
boarding. I don't know when any of this will be remedied, and NJT does not want to say anything.”
In advance of a predicted snowstorm, systemwide
cross-honoring was put into effect between noon and
the end of service on December 26, 2012, then later
extended to December 27, 2012.
The Raritan Valley Rail Coalition, a commuter
advocacy group, requested that NJ Transit initiate oneseat service for Raritan Valley Line trains using the new
dual-powered locomotives. NJ Transit spokesman John
Durso Jr., on January 4, said NJ Transit had only been
using these locomotives for less than a year and any
potential discussions about expanding their use would
not happen until they had been in service for at least a
full year. There were no immediate plans to run dual
power locomotives on the Raritan Valley Line for oneseat service, but that option has not been ruled out in
the future. Still, agency officials also have to contend
with the limited train capacity at New York Penn Station.
Since being retired on March 27, 2009, many Comet
Is have been sold or leased to transit agencies in Philadelphia, Salt Lake City, Los Angeles, and Montreal.
Some have been scrapped. Believe it or not, a number
still remain on NJ Transit property. I recently received
information about Comet Is about to depart for new
homes (5100s are cab cars, 5700s are trailers). 5714
was re-purchased to settle a parts dispute and then
scrapped.
● Small Mining Company in Canada: 5707, 5717,
5733, 5743
● Indiana Railroad: 5731
● Unknown buyer: 5105, 5108, 5129, 5715, 5721
There are two trains of partially wrapped cars
operating that advertise Ameri-Health of New Jersey
and the National Football League/Budd Light Beer. The
Ameri-Health train is composed of 6579-6505-65076210-6526-6036, the latter 6208-6572-6599-6545-65416078. All are Comet Vs. Other wrapped cars: Multi-level
7022 for The Rockettes and Comet-II for Tanqueray
Gin. These two sightings courtesy of member Bob
Vogel photos.
At the December 13, 2012 Board meeting, an
agreement was approved to build the proposed
Westmont station in Wood-Ridge, between the Garfield
and Rutherford stations on the Bergen County Line.
This station will be constructed on the site of the former
Curtis-Wright plant with an apartment house complex.

(Continued on page 10)
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A freak accident occurred shortly after 9 AM January 8
at Exchange Place, when an escalator that was ascending suddenly reversed direction, sending commuters
scrambling. Some jumped over the dividers between
the adjacent escalators. When it was over, five passengers reported being injured. Two of the station’s three
escalators were immediately removed from service.
They were returned to service the following day. PA officials believe that the problem stems from Superstorm
Sandy damage. It is eight stories or 128 steps from train
level to street level!
AMTRAK
Details of the 12 VIA cars leased by Amtrak for use on
the Adirondack during Thanksgiving were published in
Cinders.
HEP-II COACHES
4121*
4122*

Ex-Richmond, Fredericksburg & Potomac 851, Amtrak
5217, then 6028
Ex-Pennsylvania/Penn Central 4063, Amtrak 6806

8101

Ex-Canadian Pacific 101

8112

Ex-Canadian Pacific 112

8116

Ex-Canadian Pacific 116

8118

Ex-Canadian Pacific 118

8120

Ex-Canadian Pacific 120

8125

Ex-Canadian Pacific 125

8140*

Ex-Richmond, Fredericksburg & Potomac 801, Amtrak
5420, then 6077
Ex-Pennsylvania/Penn Central 4055, Amtrak 5434

HEP-I COACHES

8142*

HEP-I (SLEEPER/BUFFET/-LOUNGE/DOME-OBSERVATION)
8704
8716

Ex-Canadian Pacific 15404 Evangaline Park
Ex-Canadian Pacific 15416 Tweedsmuir Park

*Served private owners between their Amtrak and VIA careers

According to a report in Railway Age, Amtrak has
requested that the Federal Railway Administration
(FRA) approve revisions to FRA safety standards that
would enable lighter-weight high-speed rail equipment
to operate. United States crashworthiness standards
currently include reliance on heavier rail equipment
compared with European or Asian counterparts, which
lower top speed potential and energy efficiency. The
U.S. approach is weighted toward crash survivability, as
opposed to simply crash avoidance, as in other locales.
This approach has been favored due to passenger and
freight trains operating on the same tracks.
The Winter-Spring National Timetable (Form T-1)
was issued effective January 14. Copies were available
in New York Penn Station on January 10. On the cover
is a photo of a Conductor greeting passengers boarding
a Northeast Regional train at sunrise at Manassas,
Virginia. Also on the cover are notes announcing the
new service to Norfolk, Virginia, and Freeport and
Brunswick, Maine.
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Not included in this timetable is expanded Acela
service that was added on January 28. Northbound
Train #2128 departs from Washington, D.C. at 8 PM
and arrives in New York at 10:45 PM. Train #2175
departs form New York Penn Station at 9:15 PM,
arriving in Washington, D.C. at 11:59 PM. Previously
this was Train #2193, but with its extension to D.C., it
was renumbered. Thanks to member Al Holtz for
sending this report.
METROPOLITAN AREA
In the wake of Superstorm Sandy, there has been a
renewed interest in reactivating the former Long Island
Rail Road Ozone Park Branch, which carried trains to
Rockaway Park, for transit use. The 3.5-mile branch
was abandonded June 8, 1962. There are also some
who favor creating a Queens version of the successful
High Line on Manhattan’s West Side. Member George
Haikalis, who is a civil engineer, is quoted in Crains
New York as saying he foresees a high-speed rail link
from midtown to JFK as well as to the huge Aqueduct
racino in Ozone Park. “Providing transportation to these
neighborhoods is an engine for economic development
that's something these communities need. The hard
part would be the estimated half-billion-dollar cost of
replacing tracks, signals and bridges, as well as building
new stations.” Thanks to Howie Mann for this news.
MISCELLANEOUS
For those who commute by public transportation,
there is good news. With the passage of tax legislation
on January 2 that averted the “fiscal cliff”, at least for
now, the pre-tax federal transit benefit was increased
from $125 to $240, equaling what those who commute
by car have been receiving. Under the 2009 economic
stimulus (February, 2012 Bulletin), transit commuters
could withhold up to $230 each month, but that
legislation expired at the end of 2011. The $240 benefit
is retroactive to January, 2012.
SUPERSTORM SANDY FOLLOW-UP
Picking up where I left off in the January Bulletin,
service restorations/changes took place as follows:
MTA NEW YORK CITY TRANSIT (SUBWAY)
On December 24, 2012, the 20-R-32s used on the H
shuttle were replaced by an equal number of R-46s.
This was done to enable OPTO. Member George
Chiasson provided the numbers: 5850-3, 5858-61,
5958-61, 6174-7, and 6198-6201
NJ TRANSIT
On December 22, 2012, the honoring of PATH Tickets
on HBLR ended.
During a January 2 press conference, Governor Chris
Christie defended Executive James Weinstein and his
decision not to move trains to locations where they
would have been safe from floodwaters delivered by
Superstorm Sandy. Said Governor Christie: "If they
knew it was going to flood, believe me, Jim Weinstein
would have moved the trains. Sometimes people make
(Continued on page 11)

ERA BULLETIN - FEBRUARY, 2013
Commuter and Transit Notes
(Continued from page 10)

wrong decisions, it happens. It's not a hanging offense."
This $100 million mistake caused damage to 63 locomotives and 261 coaches (January Bulletin), and resulted in train cancelations that would continue possibly
into February, four months after the storm.
On January 4, The Record reported that repairing
Metro-North’s seven locomotives and six coaches, damaged by floodwaters, would cost $1.7 million. NJ Transit
will pay this expense and seek reimbursement from FEMA or its insurance policies. Repairs had been completed on all of the locomotives and two coaches.
On January 14, full service resumed on the Northeast
Corridor, Pascack Valley, and Port Jervis Lines. Another
set of modified weekday schedules was issued for the
Main/Bergen, Montclair/Boonton, Morris & Essex, and
North Jersey Coast Lines. NJ Transit reported that this
restores the North Jersey Coast Line to 96% of preSandy service levels, or 101 of 114 trains, with service
to New York Penn Station now at 100%. Steve Lofthouse, after checking the modified schedule, wrote:
“Only two Bay Head/Hoboken through trains have been
restored each way, which I guess accounts for the 96%
figure they cite. The normal schedule has 5 each way.
The extra 10 minutes running times also on most of the
other trains has been removed.”
The Asbury Park Press reported that essential work
that had to be done to restore more Coast Line trains
included repairs made to the Raritan River draw bridge,
which had been under a 5 mph speed restriction but
has been raised to 30 mph. There was also additional
track and signal work that had to be done between Matawan and South Amboy, where a speed restriction had
been imposed on trains. Return of electric train service
to Hoboken could happen by early March, when repairs
to the Mason Substation were expected to be completed, spokesman John Durso Jr. said. The substation
powers the overhead wires that electric-powered trains
draw electricity from, in addition to Hoboken Terminal,
which has been operating on generator power since the
storm. Trains from other lines, such as the Gladstone
Branch, have used diesel-powered trains instead of
electric-powered trains. About 24 electric-powered
trains have been temporarily replaced by dieselpowered trains on the Gladstone Branch due to the absence of the Mason Substation.
The additional trains were added as follows:
Montclair-Boonton (6), Morris & Essex (9), North Jersey
Coast (9), Pascack Valley (4), and Port Jervis (2). New
modified weekend schedules were issued for all lines
except the Atlantic City, Northeast Corridor, Pascack
Valley, and Raritan Valley Lines. There were new modified weekend schedules for all lines except Atlantic City,
Northeast Corridor, Pascack Valley, and Raritan Valley,
which were using the October 14, 2012 editions.
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PORT AUTHORITY TRANS-HUDSON CORPORATION
Trains operated around the clock from 5 AM Monday
December 31, 2012 through 10 PM Tuesday, January 1,
2013, and then resumed the 5 AM to 10 PM schedule.
On January 2, it was announced that over the weekend of January 5-6, service to 33rd Street would be suspended. In its press release, PATH reported that with
this action, it anticipated restoring service 24 hours/day
within seven to ten days.
On January 9, 24-hour-per-day service resumed on
Mondays to Fridays, and on weekends between Newark and 33rd Street via Hoboken. This is also referred to
as “The Around the World Service.” 5 AM to 10 PM service continued between Hoboken/33rd Street, Journal
Sq./33rd Street, and Newark/World Trade Center.
STILL OUT:
MTA NEW YORK CITY TRANSIT (SUBWAY)
1 Rector Street to South Ferry
A Howard Beach to Far Rockaway
S Broad Channel to Rockaway Park
NJ TRANSIT
Regular schedules on the Main/Bergen, MontclairBoonton, Morris & Essex, and North Jersey Coast
Lines; electric service to Hoboken
PORT AUTHORITY TRANS-HUDSON CORPORATION
Service from Hoboken to World Trade Center; full-time
service
EVE AND POST NEW YEAR’S DAY SERVICE
MTA LONG ISLAND RAIL ROAD: Extra eastbound service
operated on the Port Washington (3 trains), Port
Jefferson (3), Ronkonkoma (3), Far Rockaway (1), Long
Beach (1), Babylon (4), and Montauk (1) Branches
MTA METRO-NORTH RAILROAD (EAST): All lines
operated post-midnight outbound service, which made
Metro-North, for at least this night, a 24-hour railroad
MTA METRO-NORTH RAILROAD (WEST): Reported under
NJ Transit
NJ TRANSIT: PDF timetables of the pre- and postmidnight service were posted on the Internet and were
operated with departures from NY Penn Station
(Northeast Corridor and North Jersey Coast Lines) until
4:15 AM, from Hoboken (Main/Bergen/Port Jervis,
Morris & Essex, and Pascack Valley Lines) until 3:40
AM, and from Newark at 4:46 AM (Raritan Valley Line).
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
On December 21, 2012, MBTA sent a five-page letter
to the Vice-Chairman & CEO of Hyundai Rotem with the
subject line: “Re: Notice of Default.” The Boston Globe
obtained a copy of the letter. Details of missed delivery
dates have been previously published in this column. As
of mid-January, as this column was being completed,
there was “radio silence,” according to Member Todd
Glickman.
Since May, 2008, there have been three crashes in(Continued on page 12)
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volving Green Line LRVs that resulted in the death of
one Train Operator and injuries to more than 100 passengers. Central to all is that had there been an automated system to track and control trains in place, these
incidents could have been prevented. How much would
such a system cost? MBTA estimates that it would cost
$645 million to $721 million and require nine years to
design, install, and test a modern collision avoidance
system. That is a staggering sum for an agency with at
least $3 billion in unmet repair and replacement needs.
An invitation to try the rail service from the recently
opened Wickford Junction station (April 23, 2012) was
extended to commuters for six Wednesdays January
23-February 27 until 3 PM. During this promotion, commuters will receive validated parking at the station and
a round-trip ticket for travel to the Providence station
from Wickford.
For the 20th time in the last 22 months, MBTA ridership
has increased. In November, 2012, ridership was up
1.3% when compared to the previous November, to an
average 1.329 million trips per day. Red, Orange, and
Blue Line weekday ridership climbed by 5.6% and average weekday ridership on the commuter rail increased
by 2.4%. Ridership was down on the Green Line by
1.6% and on buses by 1.5%.
MBTA officials will hold off until at least March before
resorting to fare increases or service cuts, waiting for
lawmakers as they debate potential tax hikes to address the state’s long-simmering crisis in transportation
funding. As of December 26, 2012, the deficit is $132
million for the next budget year that begins July 1. Past
estimates suggest the state has a roughly $1 billion annual gap between how much it raises to fund transportation and what it should actually spend on highway and
transit operations and upkeep, a problem partly masked
through heavy borrowing.
As part of some budget cutting last July 1, MBTA ended weekend service on the western end of the E/Heath
Street Line, terminating the cars at Brigham Circle.
However, in October, 2012, weekend service was
“quietly” resumed, as an experiment. As of December
29, 2012, this change has been made “permanent.”
Thanks to Todd for these reports from The Boston
Globe.
BUFFALO, NEW YORK
The 6.4-mile LRT has been described by some as “the
train to nowhere,” since it has never realized its full
potential. A planned extension to Amherst was never
built, but now, the Niagara Frontier Transportation
Authority plans to spend $1.6 million to determine ways
of decreasing traffic congestion, and this extension may
get another look. Thanks to the Buffalo News for this
report.

LINDENWOLD, NEW JERSEY
PATCO announced that effective January 2, its Quiet
Car program has been made permanent. The program
was launched on March 1, 2012 (April, 2012 Bulletin).
They are last cars on designated trains and will be
available on Monday through Friday from 6 until 9
AM and from 4 until 7 PM. Thanks to member Bill
Vigrass for this news.
Member Bob Wright on this subject wrote: “I've been
told by a few riders I know, that this doesn't really work
all that well and they wonder why the first car isn't the
quiet car (the only car with a PATCO employee on
board who might be able to remind folks it's the quiet
car). We shall see.”
PHILADELPHIA, PENNSYLVANIA
The specially wrapped Silverliner V in a scheme
reminiscent of the “speakeasy days” (December, 2012
Bulletin) is 702. Thanks to Member Alfred Gaus Jr.,
who provided the car number and commented: “The
wrapping of the interior is just amazing. Seeing is believing.”
Bob Vogel took part on what he described as the 12th
Annual SEPTA Trip on December 27, 2012. Included in
his email containing digital images was one showing
Silverliner V 723 at 30th Street Station wrapped to advertise Bailey’s. The balance of the trip took the group
to the Philadelphia Airport, 69th Street, Media, Drexel
Hill, Route 15 to its new terminus at Northern Liberties
Loop, and Fern Rock. The trip ended at Walnut/Locust.
Back in November, proposals were made to use a
now-abandoned 2.7-mile section of a former Reading
Railroad freight branch that was last used in 1992. One
idea is to convert it into a low-line companion to Philadelphia’s planned high line. However, the city recently
earmarked this same line for a high-speed bus route
that would connect a string of cultural venues to the
heart of downtown. Thanks to Alfred Gaus Jr. for this
report from The Inquirer.
From Cinders: As of mid-December, 2012, SEPTA
had received 115 of its 120-car order of Silverliner Vs.
The final cars were due to be delivered during January
or February. 21 Silverliner Vs that are wrapped in the
Bailey’s Irish Cream ads are in service. It was reported
that four Silverliner Vs will be wrapped to advertise
Tropicana Orange Juice.
WASHINGTON, D.C. AREA
Member Steve Erlitz updated the Inauguration Day/
Martin Luther King Service that was reported in the January Bulletin. “Because sales were not going well, the
last two inbound Penn Line trains were canceled and
there are only 8 outbounds between 2 and 7 PM. The
second Martinsburg and Fredrick trains in both directions have been canceled too, and the special ticket
price, $25 roundtrip, was available at selected stations. The second Martinsburg and Fredrick trains in
both directions have been canceled, too.”
(Continued on page 13)
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SOUTH FLORIDA
Tri-Rail set a record for ridership in 2012, by carrying
more than 4 million passengers for the first time since
2008. South Florida Regional Transit Authority officials
attributed this to Florida’s improving economy and high
gasoline prices. Thanks to member Jack May for this
news.
CHESTERTON, INDIANA
When METRA raised the price of 10-trip tickets on
February 1 (January Bulletin), fares also went up at the
Hegewisch station, which is in the State of Illinois.
CHARLOTTE, NORTH CAROLINA
On December 13, 2012, local and elected officials
held a groundbreaking ceremony for the first phase (1.5
miles) of a 9.3-mile extension to the Lynx Blue Line LRT
from 7th Street to the UNC Charlotte Campus in the University area. Eleven stations will be added. Opening is
planned for 2017. The project is funded with a $25 million grant from the Federal Transit Administration’s Urban Circulator Grant Program. Thanks to Progressive
Railroading for this news.
DETROIT, MICHIGAN
Legislation authorizing the creation of a regional transit authority for Southeastern Michigan was passed on
December 6, 2012 by the State Legislature and went to
Governor Snyder for his signature. Thanks to member
Tom VanDeGrift for this news.
Member Julien Wolfe wrote the following on this subject: “The passage of the RTA bill by the House and
Senate, which was then signed by Governor Snyder, a
Republican who at one time worked in Chicago and
commuted on Metra trains for a couple of years, is a
step forward. SMART (Suburban Mobility Authority for
Regional Transportation) is basically SEMTA, the
Southeastern Michigan Transportation Authority, that
came into being in 1967 but which changed its name in
1989 to SMART. While it is a regional transit authority,
and was set up to be one, the powers that be have felt
that it was not the format a new RTA should have, and
thus the passage of the new RTA bill in the Michigan
Legislature. However, I wonder how realistic it will be to
assume that the license plate fee to support transit will
pass in the various counties — I am unclear if it has to
pass in all counties, or just county by county to have
improvements made in those specific counties. Interestingly, the Ann Arbor Transportation Authority in
Washtenaw County is now apparently in the RTA. Ironically, the original SEMTA had 6 counties, including
Washtenaw County, and then went to 7 counties, but
over the years (decades) was scaled back to Wayne
(which includes Detroit), Oakland, and Macomb. There
are those who think that D-DOTs financial problems are
now solved, and some also think that the feds will
now release $25 million that will allow a ‘light rail line’ to
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be built for 3 miles along Woodward Avenue in Detroit
(which I think will really be a streetcar line like Portland,
OR) as well as a start on Bus Rapid Transit for hundreds of millions of dollars, but I do not think it will be
quite that simple.
“Just to keep this relatively accurate, the so called M-1
LRT line proposed for Woodward Avenue is JUST to be
from the New Center (Grand Boulevard) area to downtown Detroit, around 3 miles. It is to be mainly privately
funded by some Detroit based corporations and institutions, but apparently some funding from FTA will be
necessary, too. At this time the papers and TV news
programs are calling it LRT, but it is my guess (and only
a guess) that the people behind it are more interested in
a Portland-style streetcar line, with more stops than
would be in place with a suburban-based LRT line. And
while for a while there was talk of a LRT line to 8-Mile
Road, and beyond, into Oakland County, this got
dropped earlier this year in favor of a Cleveland Health
Line-style BRT line. So the current talk of LRT on
Woodward is ONLY for the short segment, but like everything else, this could change. I guess time will tell, but
it is an improvement that will see the RTA, at least initially, coordinate SMART and D-DOT service. I wonder
how the RTA will handle the merger of the city and suburban systems, if at all, which was a major goal of the
SEMTA bill back in 1967.”
DALLAS, TEXAS
Dallas Area Regional Transit (DART) awarded a contract valued at $9.4 million to Brookville Equipment Corporation for two streetcars that will be used on the 1.6mile line between Oak Cliff and Union Station. The line
is expected to open in 2014. Thanks to Railway Age for
this report.
FORT WORTH, TEXAS
On December 17, 2012, the “T,” a k a Fort Worth
Transportation Authority, voted to purchase DMUs for
the proposed rail line in a Southwest-to-Northeast Rail
Corridor, which would cross Tarrant County. The proposed commuter route follows existing rail lines from
Sycamore School Road in southwest Fort Worth,
through downtown Fort Worth, northeast to downtown
Grapevine, and then into the north entrance of DallasFort Worth Airport. It has been planned for startup in
2016. One of the reasons cited was the earlier delivery
time for such vehicles. A recent cost analysis found
DMUs would be more expensive to purchase, but that
would be offset by their lower operating cost: $88 million
— about $25 million more than the present equipment.
But the operating expense for DMUs is projected to be
$4 million less per year than locomotive-hauled train
operating costs. Presently, the “T” and service partner
Dallas Area Regional Transit (DART); operate the Trinity
Railway Express (TRE), which uses that type of equipment.
(Continued on page 14)
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PHOENIX, ARIZONA
Al Holtz accompanied his wife on a business trip, and
their visit coincided with a January 12 groundbreaking
ceremony for the Northwest LRT, a 3.2-mile extension
that is expected to open either late in 2016 or early in
the following year.
SACRAMENTO, CALIFORNIA
On January 8, a ceremony was held in which United
States Transportation Secretary Ray LaHood signed an
agreement to provide $135 million in federal funding to
extend the Blue Line 4.3 miles from its Meadowview
Road terminus to Cosumnes River College. A September, 2015 opening date is planned. Thanks to Jack May
and Bill Vigrass for this news.
SAN FRANCISCO, CALIFORNIA
In November, 2012, BART began reviewing the early
results of a proposed service called BART Metro. This
initiative would increase capacity by 50% by the year
2025 by purchasing additional cars, instituting express
service, and decreasing headways from 15 to 12
minutes during peak hours in 10-car trains. Those 10car trains could be split into five-car trains to diverge at
the Bay Fair station in Oakland. Frequencies on night,
weekend, and Transbay service would be increased.
Thanks to Jack May and Al Holtz for this report from
mercurynews.com.
SAN JOSE, CALIFORNIA
The Valley Transit Authority announced plans for a
1.6-mile extension of the Vasona Light Rail Line from
Winchester to the town of Los Gatos. The original
Vasona Corridor Project proposed light rail service from
downtown San Jose through the city of Campbell to the
town of Los Gatos. The first portion, downtown San
Jose to the Winchester station in Campbell, opened for
revenue service on October 1, 2005. This extension
added 5.3 miles and eight stations to the 36.9-mile
system. A public hearing was held on December 4,
2012. Thanks to Railway Age for this news.
LOS ANGELES, CALIFORNIA
In an election that was held on December 6, 2012,
voters in downtown Los Angeles approved by 70%, financing for a proposed $125 million streetcar line that
would run along Broadway, Hill, and Figueroa Streets,
connecting various neighborhoods, including the old
banking district, South Park, Civic Center, and Fashion
District. The streetcar, which could be running by 2015,
is one of two major transportation infrastructure projects
planned for downtown Los Angeles. The other is the socalled “regional connector,” a $1.3-billion Metropolitan
Transportation Authority subway line that would run beneath 2nd Street, linking trains from Pasadena and East
L.A. with the Blue Line and Expo Lines. The connector,
scheduled for completion in 2019, would intersect with
several spots along the proposed route for the streetcar.
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The connector is expected to carry about 90,000 riders
daily. Thanks to Al Holtz for sending this report.
On December 18, 2012, Metrolink’s Board of Directors
awarded a $129.4 million contract to Electro-Motive Division for ten new locomotives and an option for ten.
This order will comply with Tier 4 requirements, which
are expected to reduce emissions by 86%.
The Los Angeles Times (December 18, 2012) reported that Metro and Los Angeles World Airports, which
operates LAX, are working together to extend the
Green Line into LAX. At present the closest stop, Aviation, requires a shuttle bus to reach the airport. Metro
would contribute $1 billion towards the project, which
will require an additional unspecified amount. It is
hoped that the station would be in service by 2020.
HONOLULU, HAWAII
On December 20, 2012, in a tribute to the late Senator
Daniel K. Inouye, U.S. Transportation Secretary Ray
LaHood signed a full funding agreement valued at
$1.55 billion for Honolulu’s 20-mile long rail project,
which will run from Ala Moana Center to Kapolei. Opening Day is expected in 2019. Besides having been the
longest-serving Senator at the time of his death on December 17, 2012, Senator Inouye was also a highly
decorated WW II veteran.
Construction can continue on most of the HART project as the result of a ruling by Judge Wallace A. Tashmima on December 29, 2012. The decision did not affect on Phase 4, which requires Federal Transit Administration approval. Thanks to member David Erlitz for
this report.
TORONTO, ONTARIO, CANADA
Metrolinx/GO Transit exercised options with Bombardier that retain the status quo in so far as fleet operations and maintenance services through 2023. Thanks
to Railway Age for this news.
A fare increase that was approved on December 5,
2012 went into effect on February 1, as can be seen in
the table below. Other fares were also raised.
INCREASE
$ 0.35
$ 0.45
$ 0.55

EXISTING FARE RANGE
$ 4.50 and $ 5.80
$ 5.81 and $ 7.35
Greater than $ 7.36

BUENOS AIRES, ARGENTINA
The oldest active subway cars in the world are slated
to be retired this spring. Built by La Brugeoise (Belgium)
for the Subte (subway), they have operated on what is
now known as Line A since the line’s opening in 1913.
Starting January 7, the line was shut down for approximately two months for renovations. Recently the city of
Buenos Aires took over the Subte from the national government and determined that these 95 cars were too
costly to maintain. The article from USA Today reported
that parts must be custom-made and “are unsafe” despite the fact that tourists love them. The first time I
(Continued on page 15)
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rode in these cars was in 1967; they already had 54
years under their belt. I photographed them operating
on the street as they headed to the storage barn/yard.
My second opportunity came in March, 2006 (May,
2006 Bulletin). New cars that were built in China will
operate when Line A reopens. Thanks to member Pete
Donner for this news.
LONDON, UNITED KINGDOM
January 9 marked the 150th anniversary of the start of
the original underground railway line. There will be numerous celebrations this year and a collection of special
memorabilia will be available for sale. Thanks to Bill
Vigrass for this report.
PLOIESTI, ROMANIA
Jack May forwarded an email containing a photo of an
ex-Third Avenue Railway System lightweight car that
had been sent to Vienna. Cars 634 and 640, owned by
Museumstram Mariazell in Austria, are in Ploiesti,
Romania, where labor is cheaper, for restoration. The
email he received from an Austrian correspondent
stated: “I presume, one will return in TARS, the other
one in Vienna livery.” Jack added that in 1948 he went
away to summer camp, and when he returned, “my
beloved Bronx streetcars were gone!” He also indicated
that participants in the ERA trip to Romania in 2010
visited Ploiesti and saw and photographed the ex-TARS
cars.
JERUSALEM, ISRAEL
A bidders conference was held in Tel Aviv by NTA
(Metropolitan Mass Transit System Ltd) for a bid for a
fleet of LRVs. Representatives from 22 companies from
Israel and several European countries. Specifically, an
invitation to prequalify for a contract to supply and
maintain 90 LRVs with an option for another 30 was
issued on November 8, 2012 and the deadline for bids
is the second quarter of this year. The LRVs will be
used on the 22 km Red Line from Petakh-Tikva to Bat
Yam, which is due to open in 2017. NTA wanted the bid
to be for an additional number of cars, but as the project
moves towards the delivery date, another bid will be
offered. Detailed design has also begun on the 35km
Green Line, which should be commissioned in 2020,
while completion of the 34km Purple Line is scheduled
for 2021. Thanks to Railway Age for this report.
A snowstorm stopped all of Jerusalem’s public
transportation on January 10, according to member
Dave Klepper.
BANGKOK, THAILAND
Todd Glickman was in Bangkok in late December,
2012 and sent this report. “I saw a note in
The Bangkok Post announcing the Board of the Mass
Rapid Transit Authority of Thailand (MRTA) would conduct bidding for contracts to build the Green Line extension next year. This is a continuation of the existing BTS
15

‘Skytrain’ Sukhumvit Line northward from Mo Chit, the
current terminal station. The 19 km route from Mo Chit
to Saphan Mai and Ku Kot would be built at a cost of
26.5 billion baht (~US$866 million), according to MRTA
Chairwoman Ratchanee Treepipatkul. The construction
of the rail line will be spread over four contracts. The
first contract is for the construction of the first section
of the Green Line, from Mo Chit to Saphan Mai. The
second is for the next section of the route, from
Saphan Mai to Ku Kot. This section, which has the highest price tag of the four contracts, is valued at 16.4 billion baht (~US$536 million). The third contract is for the
line's maintenance and repair center and its train layover building. The final contract is for the track system
and other infrastructure. MRTA’s board has also agreed
to stick to its initial decision to construct the Pink Line
from the Kae Rai area via the central government complex on Chaeng Watthana Road to Min Buri. This means the cost of constructing the 34.5km line
would be capped at 58.6 billion baht (~US$1.9 billion),
Ms. Ratchanee said.”
BEIJING, CHINA
Todd also visited Beijing and spotted the following information in The China Daily. China began operation of
the world's longest "bullet train" line on December 26,
2012, on the 2,298 km (1,424-mile) route between Beijing and Guanzhou. Running time on the 300 km/hr
(186 mph) service is about eight hours (including intermediate stops), compared with 22-hour service on previous conventional trains. The first departure was at 9
am local time; December 26, 2012 was chosen as the
inaugural date to commemorate the birth in 1893 of former Chinese leader Mao Zedong. The new line's opening means that it will be in service over the Chinese Lunar New Year Holiday that falls in mid-February this
year, when hundreds of millions of people travel across
the country to visit home towns. I was on a business trip
to China just before 2012's Lunar New Year, and had
trouble getting seats on reserved trains even a week
before the holiday officially began. China now operates
9,300 km (5,779 mi) of high-speed rail, with plans to
expand that to 50,000 km (31,070 mi) by 2020 with four
main lines running north and south and another four
east and west. When I wrote to Todd that some news
reports were calling the trainsets the fastest in the
world, he wrote: “In testing, yes, but operational speed
is 300 kph. As I recall the sets are rated at 380 kph.”
FROM THE HISTORY FILES
110 Years ago: On February 25, 1903, ground was
broken for the Pennsylvania Railroad’s North (Hudson)
River Tunnels. The first “official” trains operated through
the tunne on August 1, 1910.
20 Years ago: On February 1, 1993, Shore Line East
raised fares for the first time since opening on May 29,
1990. A 5.04% increase went into effect on January 1.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
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Around New York’s Transit System
Inflated Balloons Might Stop River Tunnel Floods
Hurricane Sandy caused more damage in New York
than any other storm in recent years. Its wind-driven
surge of water shut down most river tunnels for several
days. To block these surges, scientists in Morgantown’s
West Virginia University have been testing a huge 32foot inflatable plug, whose initial cost could be
$400,000.
After working on the project for five years and
spending $8 million, the engineers perfected a threelayer, one-ton bag made of high-strength fabric, which
could be inflated in 30 minutes.
But there are obstructions, which could cause gaps
between the plug and the tunnel walls. To close these
gaps, a short section of the tunnel must be modified.
Flush tracks of the type used at grade crossings must
be installed, third rails must be removed, and conduits
must be made to swing against the ceiling. After these
modifications are made, the plug can be placed in the
tunnel wall, where it can be inflated by remote control.
Before this apparatus can be installed, the engineers
need a few more years of testing and design work.
NYC Transit Repairs Storm-Damaged Signal System
When NYC Transit attempts to rebuild storm-damaged
equipment, $770 million of the $5 billion requested in
federal aid would be used to repair the signal system.
This is the largest single expense.
Only 17 percent of the equipment is 0-9 years old, but
22 percent is over 70 years old and requires constant
maintenance. The older equipment is difficult to replace
and must be rehabilitated. Because the equipment was
built at different times, it is not interchangeable. There
are more than 300,000 relays in the transit system’s
signals along the 673 miles of track. In an upper
Manhattan shop, 120 mechanics and electricians
rebuild the old motors, switches, and relays that keep
the signal system working properly. After parts are
rehabilitated, they will fail more frequently than
previously as corrosion eats away sensitive metal parts.
Therefore there will be more work for maintenance and
inspection crews.
NYC Transit hopes that money will be available to

keep the signals in a state of good repair and modernize
the oldest equipment.
Brighton Line Station Rehabilitation
A newspaper article reveals that southbound trains will
bypass the Cortelyou Road, Beverley Road, and
Parkside Avenue stations from May to October, 2013
and then northbound trains will pass through the same
stations from November, 2013 to March, 2014 (direction
subject to change). Work includes fixing broken cement,
installing new handrails, lights, and columns, repairing
stairways, and sealing, priming, and repainting the
stations’ concrete walls.
R-46s to Provide H Service
Since the H Rockaway Shuttle began on November
20, 2012, service was provided by three 4-car trains of
R-32s. One such train stalled in a third rail gap near
Hammels Wye, and, to ensure against more such
service interruptions, the 20 R-32s were replaced by 20
R-46s (five 4-car sets) between December 19 and 22,
2012. The first quad of R-46s was placed on the line
December 21, making for one day of transition as it
shared service with the 8 R-32s then remaining. On that
day there were railfans at each end of almost all R-32
trips made through the daylight hours, freely enjoying
the front window views while they were still available.
This indulgence came to an abrupt end when the R-46s
assumed all service late that night, and so things shall
remain as long as this route survives. Two more sets of
R-46s were activated for service on December 22, by
which time the last of the R-32s had already departed.
In contrast to the R-32s, which were transported on
flatbed trucks as the main stem of the Rockaway Line
was then unavailable, the R-46s were moved in and the
R-32s moved out between Rockaway Park and Pitkin by
diesels (one at either end), which were walked along a
partially-restored segment of Track 4 between Broad
Channel and Howard Beach-JFK. This piece of trackage
is temporary, unpowered, and without signals. It will also
be used to stage materials for the reconstruction
process and itself eventually be replaced by permanent
trackage on a newly reconstructed right-of-way.

The Genesis of “Dashing Dan”

Place), which was adorned with “full length” high platforms astride the main line (probably capable of holding
six 51-foot rapid transit-sized cars at the most), and
linked by an overhead pedestrian bridge. As was typical
of many rapid transit operations in that time, LIRR’s
electric trains proceeded to a relay east of Rockaway
Junction after they were discharged (a process controlled by the adjacent Tower 42), and switched across
to the westbound main track to reload for their return to
Flatbush Avenue.
(Continued next issue)

(Continued from page 6)

known as “JE”) was opened at the east end of (old) Jamaica Station near Rockaway Road (150th Street) to
control both the newer and older sets of “east end”
switches. After passing through several more multi-track
grade crossings, the early suburban electrics terminated their runs at the Rockaway Junction station (located
at the Wheeler Avenue grade crossing, now 178th
16
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GRAND CENTRAL TERMINAL IS 100 YEARS OLD
Starting February 1 and continuing for several months, there is a Grand Celebration in
Grand Central. Details can be found in
Randy Glucksman’s column.
In this issue, we will follow the original operation of the New York Central’s predecessor
and New York, New Haven & Hartford Railroad, both of which used the old terminal.
The New York & Harlem Railroad obtained
its franchise from the New York State Assembly on April 25, 1831 and it was confirmed by
the City Council on December 22. It was the
first street railway in the United States, and it
was planned to be operated by steam, animal, or mechanical power. An amendment
prohibited steam operation south of 14th
Street and provided that speed was not to
exceed five miles per hour.
Cars (more accurately, “Carriages”) were
operated on the former route of the Fourth
and Madison Avenue street car line.
The following is a capsule chronology of
subsequent events:
● November 26, 1832: Cars started running between Prince and 14th Streets,
Manhattan
● June 10, 1833: Service was extended to
the “Sun Fish Pond” near 32nd Street
● May 1834: Service was extended to
Yorkville (65th Street)
● May 7, 1837: Service was extended from
Prince to Walker Street
● October 10, 1837: The line was completed to the Harlem River
● May 4, 1838: Service was extended from
Walker Street to City Hall
● March 29, 1839: A building was leased at
Tryon Row and Centre Street (Foley
Square) for use as a station
● 1841: Service was extended from the
1

Harlem River to Fordham in the Bronx.
December 1, 1844: The Harlem Railroad
was completed as far as White Plains in
Westchester County
On March 17, 1848 the New Haven established an agreement for trackage rights into
Manhattan with the Harlem road and opened
a passenger station with offices on Canal
Street near Broadway. This station was
abandoned in 1857 when the new Union Station was opened, but the company still carried freight to White Street, one-half block
from Canal Street, with the cars being pulled
by teams of four or six horses.
In 1857 the original Harlem River station at
Centre Street was relocated to Madison Avenue between 26th and 27th Streets, a 12-track
facility that was the nation’s first “Union” station. Its southern half was occupied by the
Harlem road and the northerly portion by the
New Haven. There was very little steam operation south of 32nd Street, where locomotives were replaced by horses.
The original New York Central Railroad was
merged with the Hudson River Railroad on
November 1, 1869, and a connection built
that same year between Hudson River and
Harlem’s previously-separate lines by way of
Spuyten Duyvil. Around the same time, the
Assembly passed an act which authorized
the construction of a new Grand Central Station, its opening to be concurrent with the
prohibition of steam operation below 42nd
Street, Manhattan. In turn the Harlem Railroad was leased to the expanding New York
Central on April 1, 1873.
Data for the above history was obtained from
the November 1921 issue of Transit Record, a
publication of the Transit Commission. The histo●

(Continued on page 5)
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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 February, 2013 issue)
but starting on November 14, 1905 this service was cut
back to the Queens station (now Queens Village). The
race track and LIRR terminal were temporarily shut in
the 1911 and 1912 seasons when wagering was banished, but upon its reopening for the 1913 season Belmont Park was again served by race track specials for
every meet. The terminal then saw infrequent use otherwise and the Long Island Rail Road’s “regular” rapid
transit trains continued to be turned at Queens (Village)
for the longer term.
Beyond Rockaway Junction, the new electric trains
passed by Holban Yard (on which construction had begun in October, 1904; it would open in 1906) and made
their way to the Hollis station, which was located near
Farmers Avenue (now Farmers Boulevard) and had
low-level platforms. Tower 43 (“IS”) was immediately
past the station and would oversee the easterly lead
from Holban as it joined the main line. Next in sight was
Interstate Park, another sporting venue that was once
almost as famous for sport shooting as Belmont Park
was for horse racing. In existence since 1873 as part of
the Creedmoor Rifle Range, Interstate Park was added
as a low-platform LIRR stop on March 20, 1900 and
mainly served by Mineola and Hempstead trains before
October, 1905. With the LIRR’s Main Line at grade in
those days, diamond crossings of the many existing
trolley routes were encountered as trains clattered
along. One such installation was at Hempstead Turnpike, where LIRR intersected with the Long Island Electric’s Jamaica-Hempstead route (of late N6 of Nassau
Inter-County Express) and was under the governance
of Tower 44½, later to be known as “HQ.” Beyond this
was “Queens Station,” which was at the Creed Avenue
(Springfield Boulevard) grade crossing in October, 1905
and had a set of low-level platforms that extended east
to Tower 45. Trains continued from there to “QY” Cabin
a short distance beyond, and then switched onto the 4track spur entering the grounds of Belmont Park. These
narrowed again to two tracks at “BM” interlocking before
they passed beneath Hempstead Turnpike and entered
the 10-track stub-end terminal serving the racing facility.
Its westerly four irons were electrified using a “portable”
substation and outfitted with high platforms for the MP41/T-39 trains, while the easterly six tracks had low
platforms, lacked third rail, and were available only to
steam-powered specials from Long Island City or

STEP THREE — ELECTRIC TRAINS TO THE
TRACK
Five weeks later, electric suburban service was extended past Rockaway Junction and into Nassau County for the first time (albeit by a minimal distance), ferrying crowds to and from seasonal horse racing meets at
Belmont Park. The park itself had opened as an exposition site; horse racing was just one of its attractions
though likely the most significant. It was named after
August Belmont, the first President of the American
Jockey Club, who hosted a yearly championship meet
under his name as far back as 1867, then in the Bronx.
Belmont was a wealthy and well-known New York businessman and politician and the father of August Belmont II, who, among other notable titles, was the first
president of the Interborough Rapid Transit Company.
The younger Belmont desired an event facility of the
highest quality, patterned after the magnificent race
courses then found in Europe. He was certainly no novice when it came to transportation and eagerly encouraged the Long Island Rail Road to construct a special
branch onto his 620-acre property off Hempstead Turnpike, which was in turn administered under the auspices
of the Westchester Jockey Club. The entire Belmont
Park complex (then and now) straddled the QueensNassau County border, with the actual race course located in the Nassau County community of Elmont (that
is, “Belmont minus the B”). Originally opened along with
the horse racing race track on May 4, 1905, the first
LIRR terminal was placed on the far side of Hempstead
Turnpike, immediately across from the park, and thus
lay in Nassau County. As a result, trains that operated
there moved in an arc from the Main Line in Queens
onto the Belmont Park spur and passed along the extreme eastern edge of Queens County, literally by a few
feet, to reach the terminal. In general the track was
used on a daily basis for “Spring & Summer Meets” in
the April to July time frame, then again in September
and October. The annual Belmont Stakes was held in
late May between 1906 and 1910, then in June starting
in 1913. Belmont Park’s first annual “Fall Meet” started
on Monday, October 2, 1905 and the Long Island Rail
Road piggy-backed on this special occasion to extend
its electrified suburban rapid transit service beyond
Rockaway Junction. In the beginning, most of the electric trains that started from Flatbush Avenue were extended right into the track whether it was open or not,
as station access was independent of the track itself,

(Continued on page 3)
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on the Atlantic Division mainline, along with a continued
dearth of electric rolling stock were combined to make it
a connecting shuttle. In any case, the post-1876 track
layout made it impossible for trains to pass through both
the Beaver Street terminal and Old Jamaica station in a
single move to and from Brooklyn or Long Island City
without backing up. This in turn had long-since limited
the use, and usefulness, of the “Old Southern Road.”
As seen in the photos which survive in 2013, the “Old
Southern” terminal at Beaver Street, Jamaica was a set
of tightly-grouped, low platforms tucked hard against,
and somewhat parallel to, the Long Island Rail Road
west of the “Old Jamaica” station, being literally laid
across its namesake (now Beaver Road) where the
main line began its south-southeasterly bearing, as
originally established by the South Side Railroad in
1867. The two main tracks, as created concurrent with
the electrification, first crossed Catherine Street (now
Liberty Avenue) at grade, then South Street (now South
Road) where they intersected the Brooklyn-Jamaica
trolley line of Long Island Electric, and were protected
by Tower 17 (later “SJ.”) until both were elevated, and
the trolley crossing eliminated, in 1914. This was followed by a new station called “Power Place” located on
the ground at New York Avenue, which was arranged
rather typically for the time with outside low-level platforms and a small depot building. Power Place was
originally named after the adjacent Long Island Electric
traction powerhouse, next to the point where LIRR
crossed the streetcar tracks of the Jamaica-Far Rockaway line on New York Avenue (now Guy R. Brewer
Boulevard) at Tower 18, later “NA.” The railroad station
was renamed Cedar Manor as of May, 1906; the trolley
diamond lasted until it was converted to a rubber-tired
route under the Jamaica Bus Company in December,
1933 and the grade crossing later eliminated. Both of
the former streetcar routes remain active for MTA Bus
Company in 2013, having been inherited from Jamaica
Bus Lines in 2006. That on South Road is now Q112
(which passes the otherwise anonymous site of “SJ” at
the York College athletic field) and that on Guy R. Brewer Boulevard is now Q113, which goes under MTA Long
Island Rail Road at the site of “NA” in the middle of Jamaica’s urban sprawl.
After getting by “NA” Tower, trains arrived at the Locust Avenue station, which was located at what is now
the intersection of Baisley Boulevard & Bedell Street.
The station had opened on the original South Side
alignment back in 1869 but had seen little use after the
1876 route consolidation. Another big horse racing facility, the Metropolitan Jockey Club’s Jamaica Race Track,
was stretched along the westerly perimeter of LIRR
when it originally opened on April 27, 1903, and to provide for the crowds it generated, which were served by
an array of special trains, LIRR installed a full-length
high platform in a siding along the westbound track

The Genesis of “Dashing Dan”
(Continued from page 2)

(perhaps) East End points.
And so it was the Long Island Rail Road’s electrified
“rapid transit” line across Brooklyn and Queens was
completed in its initial form, there to stay for the next
30-plus years. While its litany of station stops in December, 1905 would still be subject to some later revisions,
they were already in a configuration that remains familiar to surviving New Yorkers who can still recall them in
2013 after an absence of over 70 years: Flatbush Avenue, Nostrand Avenue, East New York (having by this
time vacated its alternate identity as “Manhattan Beach
Crossing”), Warwick Street, [Norwood Avenue (Tower
64)], Railroad (Autumn) Avenue, Union Course,
Woodhaven, Woodhaven Junction, Clarenceville, Morris
Park, Dunton, (old) Jamaica, Rockaway Junction, Hollis, Interstate Park, and Queens (Village). Interstate
Park was renamed “Brushville Road” in 1906 when the
right-of-way from Rockaway Junction to Tower 45 (later
“QU”) was widened to three tracks. This intervening
station was slightly relocated, and then finally redesignated as “Bellaire” in April, 1907. In the latter
month the new third main track was electrified from “IS”
near the Hollis station through Bellaire to
“Queens” (Village), and combined with an existing running track built east of that point in 1904 to create a fully
-electrified single track (used as such for freight and
express) all the way to the Nassau County suburb of
Floral Park.

STEP FOUR— THE SOUTHERN ROAD
IS RESTORED
On Tuesday, October 3, 1905 the Long Island Rail
Road permanently energized the third rail on the “Old
Southern Road,” or that portion of the former Southern
Railroad of Long Island that had been relinquished as
part of the Far Rockaway route consolidation of June
1876. Since the latter portion of 1904 this lightly-used
piece of former mainline had been outfitted as an electrified laboratory of sorts beyond the Jamaica Race
Track, with such tasks as rolling stock preparation performed at the “Springfield Sheds” as well as crew training and familiarization. Two weeks later, beginning on
Monday, October 16, 1905 while traditional steampowered trains continued to loop from Long Island City
to Far Rockaway and back by way of Valley Stream and
Hammels, short consists of steel MP-41 MUs and companion wooden T-39 gate cars began a shuttle service
from the Southern’s former Beaver Street terminal in
Jamaica to a new station at Central Avenue, a minor
side street next to Springfield Junction in what was then
a largely undeveloped area of Queens. Technically this
was an expansion of the Long Island Rail Road’s new
rapid transit service from Flatbush Avenue to Queens,
but the desire to avoid as yet an even greater burden

(Continued on page 7)
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HORSE CARS BRING PASSENGERS TO OLD GRAND CENTRAL

Horsecar 101 at Erie Ferry.
Bernard Linder collection

Horsecar 32.
Bernard Linder collection

Horsecar 467.
Bernard Linder collection

Horsecar 25.
Bernard Linder collection

W. 42nd Street near Ninth Avenue, looking west, 1889.
Bernard Linder collection

Street car 116 and a horse car in 1900.
Bernard Linder collection
(Continued on page 5)
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to be completed within two years, with a three-foot-thick
brick wall between the center tracks. It was ventilated
by 15-foot high brick chimneys set at intervals along its
distance up the East Side.
The Transit Record reports that the Harlem Railroad
operated its first train from the new Grand Central Station on October 9, 1871. It was followed by the New
York Central on November 1 and the New Haven a year
later in 1872, long before tunneling work was completed
beneath Park Avenue.
The station occupied four acres and had a 600-foot
shed covering 15 tracks. Its single arch span of 200 feet
was to that time the largest train shed built in America.
This original shed was then enlarged in 1876, 1899, and
1900 before ultimately being replaced by the present
Grand Central Terminal when it opened 100 years ago.

Grand Central Terminal is 100 Years Old
(Continued from page 1)

ry which follows is summarized from newspaper articles.
The Fourth Avenue Improvement Contract, which was
signed on August 1, 1872, provided for better access to
the new terminal, depressing its tracks, and construction of the Park Avenue Tunnel, with half of its cost to be
borne by the city. In 1872 the company almost finished
building the new railroad yards between 45th and 49th
Streets. Crossing these new yards were four bridges,
two for vehicles and two for pedestrians. The excavation started at 49th Street and dropped gradually into an
open cut until it was below the level of 56th Street, with
more bridges spanning the open cut at virtually every
block. North of 56th Street a tunnel was built, expected
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LEXINGTON AVENUE CARS BRING
PASSENGERS TO GRAND CENTRAL

Car 1235 on E. 42nd Street near
Grand Central Terminal.
Bernard Linder collection

Convertible 535 and open car 4014 at Park Avenue and E. 33rd Street (Murray Hill Tunnel),
September 19, 1934.
Bernard Linder collection

Half-open/half-closed car 2234.
Bernard Linder collection

New York Railways car 437 at Madison Avenue and E. 135th Street, September
23, 1934.
Bernard Linder collection

New York Railways Madison Avenue Yard, September 19, 1934.
Bernard Linder collection

Park Avenue, south of Murray Hill Tunnel.
Bernard Linder collection
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far and wide), and Belmont Park. Apparently, steamdrawn, scheduled passenger service from Flatbush Avenue to Manhattan Beach had already been given up
completely by the time electrified LIRR operations were
initiated across Brooklyn in July, 1905, which may have
had more to do with its poor competitive position versus
the growing BRT rapid transit system than disruption
owing to the Atlantic Avenue Improvements. At any rate,
the new Tower 65 (“CN”) was placed in operation at
Railroad Avenue concurrent with full opening of the new
Flatbush Avenue terminal on November 5, meaning that
the old station at Norwood Avenue once again disappeared from the timetable but this time permanently so.
Finally, the short tunnel between Ralph and Stone Avenues that had opened in October, 1904 was gradually
roofed over shortly after the Flatbush Avenue facility
was completed.
As described above, the Far Rockaway Branch (in
Queens) was widened to three tracks in June of 1904,
with the outer two to be shared by LIRR trains and
Ocean Electric streetcars, and the middle used as a
runaround by LIRR. As attention was evidently focused
on the electrifications to the Belmont Park and Jamaica
race tracks in October, 1905, the Long Island Rail Road
also energized its new third rail on the outside tracks of
the Far Rockaway Branch in Queens. Starting on December 1, 1905, another new full-time electric service
was established between Flatbush Avenue and Far
Rockaway via Woodhaven Junction and Hammels. In
contrast to the earlier arrangement in effect since July
26, this connected with the electrified service to Rockaway Park at Ozone Park, in addition to exchanging passengers with the remaining steam trains from Long Island City at Hammels, and was also matched against a
truncated, steam-drawn service from Long Island City to
Far Rockaway and back via Jamaica and Valley
Stream. Thus was broken for the first time in more than
10 years (and only temporarily so) the pattern of
“circular” trains to and from Far Rockaway. Despite its
retirement from the Atlantic Division main line, steam
power was nevertheless still appearing on the Rockaway Peninsula in the form of continued express service
from Long Island City to both Far Rockaway and Rockaway Park via Glendale Junction. Early schedules also
displayed a good number of shuttles between Hammels
and Far Rockaway that were electric in nature, with
more bob-tailed service from Hammels to Valley Stream
that was still being run under steam.
At the time of their electrification, LIRR trains to Far
Rockaway continued their journey from cinder platforms
on the east leg of the wye at Hammels, where they connected with through electrics and steam trains to Rockaway Park, which used the platforms on the west leg.
Meanwhile, Ocean Electric surface cars paused on the
south side of the depot before taking their connection to
Fairview Avenue, where they assumed in-street track-

The Genesis of “Dashing Dan”
(Continued from page 3)

across the street from the Locust Avenue station (east
of the grade crossing). Otherwise the usual low platforms at Locust Avenue were set respectively at the far
sides of the grade crossing itself. Like Belmont Park,
the Jamaica Race Track was limited to a fairly narrow
annual season, generally between April and July, but it
also hosted a variety of “premium handicap” races at
various times. For at least its first two years, Jamaica
garnered steam-powered LIRR “specials” from Long
Island City that were some of the few trains which followed the entire “Old Southern” line through Richmond
Hill and Beaver Street station in Jamaica, albeit without
stopping. After passing the four “Springfield Sheds”
along the east side of the right-of-way between Locust
Avenue and Farmers Avenue at this early stage, the
new electrics next stopped at the former site of the
South Side’s “Springfield” station (1867-1876), a largely
vacant area at the Springfield Avenue grade crossing
that was marked by an open set of low platforms. The
electric shuttle then ended at the Central Avenue station, a new stop located a short distance from that at
Springfield. This was established at the urging of the
Laurelton Land Company, a realtor attempting to start
the natural momentum of residential growth that usually
accompanied a brand new railway service. As was the
case since 1876, the two “Old Southern” tracks merged
to one beyond the Central Avenue station, and there
was a hand-operated connection to the rest of the former Southern main at Springfield Junction (at this time
the Montauk Division main line toward Valley Stream)
that saw little use, while power distribution to the site
received a boost through the use of yet another portable
substation.

STEP FIVE—STEAM DEPARTS BROOKLYN
AND THE ELECTRICS REACH FAR ROCKAWAY
Effective on Sunday, November 5, 1905, the temporary surface level terminal at Flatbush Avenue, as well
as the former elevated connection to BRT’s Fifth Avenue El were closed, along with whatever perfunctory
facilities (water and coaling, engine house, and surface
“yard”) there were as related to steam train operation.
This development also brought an end to the remaining
surface right-of-way to Bedford Avenue, including that
station. In exchange the steel MP-41s, along with their
wooden T-39 companions, began covering all remaining
service from the adjacent underground station, where
each of its seven tracks were at last fully available. By
this time, if not somewhat sooner, the selection of
“suburban” destination points from the new Flatbush
Avenue terminal were limited by the existence of third
rail on just a small part of the LIRR system, and only
included Rockaway Park, Far Rockaway (via connections at Hammels), Jamaica (where connections ranged

(Continued on page 16)
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South Ferry station, Third Avenue El, July 2, 1950.
Bernard Linder photographs

South Ferry station, Ninth Avenue El, looking north.
Bernard Linder collection

Battery Place station.
Bernard Linder collection

Battery Place station, looking north.
Bernard Linder collection

Grand Central station, Lexington Avenue Subway.
Bernard Linder collection
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on radio, and on television.
Mark your calendars for three events to be held at
Metro-North stations. All are centered around the
railroad stations and street fairs.
● June 23 — Pelham — Street and Music Fair
● September 7 — Yonkers — Riverfest
● September 15 — Brewster — Founders Day
The $500 monthly commutation ticket has arrived!
Yes, that is what it costs for a ticket from either Wassaic
or Tenmile River to Grand Central Terminal after March
1. As was previously reported, fares were increased an
average of 9% effective March 1 (January Bulletin).
New timetables are to be issued effective April 7 with
the weekend service enhancements on all lines that
were described in the August, 2012 Bulletin.
MTA METRO-NORTH RAILROAD (WEST)
Effective January 24, another rite of winter returned –
due to icing conditions, Haverstraw-Ossining Ferry
service was suspended until February 5. Substitute bus
service by Coach USA was provided between the
Haverstraw parking lot and the Tarrytown station,
following the Winter 2012/3 Contingency Schedule.
What started as just a temporary suspension of the
Newburgh-Beacon Ferry for the morning of January 24,
by 3 PM became “suspended till further notice” due to
icing on the Hudson River. Here too, there is a Winter
2012/3 Contigency Schedule with bus service between
Newburgh and Beacon. Trans-Express operates this
service. The last time that these bus replacements took
place was in January-February, 2011.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The latest M-8 update from January 7 shows 186 cars
with 166 in service and 20 undergoing Kawasaki
inspection. As of mid-January, member Bill Zucker has
observed 9100-9227, 9230-3, 9236-53, 9256-9 and
9264-5 (156 cars).
MTA LONG ISLAND RAIL ROAD
A press conference was held on January 16 at
Ronkonkoma to announce that funding was secured to
start construction on a project to double-track the fourmile stretch between Ronkonkoma and Central Islip, the
first portion of the 18-mile single-track line between
Ronkonkoma and Farmingdale. In attendance were
Long Island Rail Road President Helena Williams, United States Senator Charles Schumer, some local elected
officials, and members of the Long Island Rail Road
Commuter Council. A special logo (below) was created
and temporary offices were opened in Ronkonkoma and
Farmingdale to provide information on this very important project, which will enable increased rail service.
The branch carries 44,700 weekday riders, which is

MTA METRO-NORTH RAILROAD (EAST)
In the Metropolitan Section of the January 20 New
York Times, there was a three-page article titled “100
Years of Grandeur,” which can be found at: http://
www.nytimes.com/2013/01/20/nyregion/the-birth-ofgrand-central-terminal-100-years-later.html?
ref=nyregion&_r=0
On January 31, between noon and 4 PM, Vanderbilt
Hall was opened for Metro-North employees and other
invited guests (including me) to get a preview of the
exhibit celebrating the 100th anniversary of Grand
Central Terminal. The next morning, a re-dedication ceremony was held with a stage set up to the east of the
“Gold Kiosk.” I was also there, and met many of our
members. WABC-TV News Anchor Liz Cho, as emcee,
introduced the speakers. Starting off was Mayor
Michael Bloomberg, who undoubtedly had to change his
remarks due to the death of former Mayor Ed Koch
(please see below). He was followed by actress
Cyhtinia Nixon and former United States Poet Laureate
Bill Collins, who read two poems, including this one
commissioned by MTA Arts for Transit:
Grand Central
The City orbits around eight million
centers of the universe
and turns around the golden clock
at the still point of this place
Lift up your eyes from the moving hive
and you will see time circling
under a vault of stars
just when and where you live
Mr. Collins was followed by Metro-North’s first President, Peter Stangl (who later became the MTA
Chairman), Karen Rae (representing Governor Andrew
Cuomo), who is the Deputy Secretary for
Transportation, former New York Met Keith Hernandez,
Acting MTA Chairman Fernando Ferrer, NYCT
President Tom Prendergast (also Acting MTA Executive
Director), and current Metro-North President Howard
Permut. During the remarks, it was disclosed that the
keys to Grand Central Terminal were nowhere to be
found, so up to the platform came Alfred G. Vanderbilt
III and Paul Sparzy, decendents of Commodore
Cornelius Vanderbilt, to present President Permut a set
of ceremonial keys. There was also entertainment in the
form of West Point Brass and Percussion and Cade
Color Guard, and, for the pre-re-dedication ceremony, a
fiddler and singer Melissa Manchester. At this point, I
left the ceremony to meet with some friends before
returning to work. All of the speakers mentioned their
memories of Grand Central Terminal. It was a great day
for all and media coverage was excellent in the press,

(Continued on page 10)
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Queens Village must board buses at Jamaica
Oyster Bay: Mechanized tie replacement during
midday weekdays between Mineola and Locust Valley removes one track from service. One train in
each direction is canceled and other trains are adjusted between 4 and 14 minutes
● Montauk: Third rail replacement on one of the two
tracks between Freeport and Wantagh during midday weekdays, with express service canceled and
other trains adjusted between 4 and 13 minutes
● Montauk: On weekends, direct fixation work between Wantagh and Amityville removes one track
from service. Minor adjustments on Ronkonkoma,
Long Beach and Montauk Branch trains
● Atlantic Branch: Various overnight construction projects
NJ TRANSIT
During the second week of January, the digital signs
on multi-level cars began displaying the train number,
e.g. “TRAIN 3814.” There were instances where the
“next station” was not being displayed. and when a
friend spoke with a train crew member about this, he
was asked: “What do you want, everything?”
On January 21, I saw a Bergen County Line train that
was composed of these recently delivered multi-levels:
7052, 7691, 7695, 7711, and 7721. For the record, in
the last deliveries in 2010, the cab cars reached 7051,
the trailers with lavatories, 7298, and trailer without
lavatories 7677. Of course, you have to subtract 722936, which were used in the now-canceled ACES
service.
In all of the years that I have been receiving email
alerts, the one on January 28 was one of the more
unusual. “As of 12:45pm, trains in/out of NYPS subject
to 10-15 min. delays due to the Ice Patrol performing
tunnel maintenance. Trains are single tracking in/out of
NY.” This was resolved in short order.
That was quick: due to a track condition between
Secaucus Junction and Newark, Northeast Corridor and
North Jersey Coast Line trains were subject to 15-20minute delays starting at 9:52 AM. Ten minutes later, the
delays were increased to 30 minutes and crosshonoring by PATH at Newark, “today only, January 29,
2012 (sic)” was implemented. At 12:15 PM, after service
was operating normally, the final alert read: “PATH is no
longer honoring NJT passes/tickets.”
At 8:11 AM, January 30, Montclair-Boonton Line Train
#1006 (7:23 AM Lake Hopatcong/Hoboken) struck the
rear of a tractor-trailer at Main Street in Little Falls. 71
passengers were on board. There were ten injuries
including the train’s Engineer and a crossing guard who
was assisting the truck driver, who had difficulty
negotiating the turn when the accident occurred. The
driver was subsequently issued tickets for careless
driving and for improperly crossing railroad tracks. Rail
service was suspended between Montclair State
●

(Continued from page 9)

double the amount over the last 25 years. With $100
million approved by the New York State Legislature,
construction is expected to begin later this year and to
be completed by 2016. The railroad is hoping to complete the rest of the double-tracking from Central Islip to
Farmingdale by 2018, providing $297 million can be
found.

One of our members wrote: “Three years for four
miles of additional track on a stretch where there are no
additional bridges to build, culverts to dig, etc., is
unconscionable. That it will take until 2018 for a few
other relatively short stretches is simply unfathomable.”
Just after 10 AM on January 22, passengers at Brentwood observed that a car had gone around the crossing
gates at 2nd Street, which were down, and was immediately struck by a westbound train, which was Equipment
Train #5006 (9:09 PM from New York Penn Station).
The two individuals in the car were killed, and because
their bodies were so badly burned, dental records were
needed to make identifications. Service was immediately suspended and bus service implemented between
Ronkonkoma and Farmingdale. One person shot a cell
phone video, which was used by news media, showing
the car in flames. An Internet photo showed the front of
M-3 9870 with its fiberglass end heavily damaged, and
very likely a total loss. Service resumed around 4 PM.
As was previously reported, fares were increased an
average of 9% on March 1 (January Bulletin).
New timetables are to be issued effective March 4,
and the January edition of TrainTalk gave a hint of
what was to come. Trains are being restored: 5:12 PM
Hunterspoint Avenue/Port Jefferson, 5:40 PM Atlantic
Terminal/Long Beach, and 4:30 PM Hunterspoint Avenue/Montauk. Three new westbound trains from Farmingdale between 10 AM and noon on weekdays provide
half-hourly service in the midday period. Two other
evening trains have been added on the Montauk
Branch. Service to Atlantic Terminal is being extended
until 2 AM in response to requests for more service after
events at Barclays Center.
Off-peak and weekends, construction activities will
result in some schedule revisions on these branches:
● Main Line concrete tie replacement between Jamaica and Queens Village for 54 hours over the weekends of March 9-10 and 23-24. Minor time adjustments were made to a few trains. Eastbound
Hempstead Branch riders destined for Hollis and
10
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University and Route 23, with bus service. For the rest
of the day, there were adjustments/cancellations to the
1000-series trains that operate between Hoboken and
stations west of Dover. Normal service was resumed in
time for the next morning’s commute.
Three and a half months after Superstorm Sandy, a
meeting of high-level transportation officials was held in
Newark on January 17. It was revealed that NJ Transit
is considering the use of the now-closed GM plant
(since 2005) in Linden to store up to 300 rail cars
should monster storms occur in the future.
General Assembly Deputy Speaker John S.
Wisniewski charged that NJ Transit made a “deliberate
effort to obfuscate the facts” about the preparations it
made for Superstorm Sandy, according to an article
written by Reuters on January 17. The Assemblyman
told Reuters that the transit agency was refusing to take
responsibility for its mistakes.
According to an article in The Record (January 28),
besides the damage to infrastructure and equipment,
NJ Transit lost about $18 million in revenue.
Additionally, the transit agency spent more than $9
million to various private companies for substitute bus
and ferry services. The Port Authority will pay half the
cost of the Billey Bey Ferry service, something over a
million dollars. According to NJ Transit spokesman John
Durso, Jr., the Federal Transit Administration sent 230
loaner buses to New Jersey to supplement the
emergency service, and 120 buses came from private
carriers, including Academy, Suburban Transit, and
Community Transit. Thanks to member Al Holtz for this
report.
In late January, NJ Transit began a nationwide search
for an Assistant Executive Director, a position that
reportedly has been vacant for about ten years.
At the end of January, of the 323 pieces of equipment
damaged in the storm, 25 locomotives and 51 railcars
have been repaired and returned to service, according
to a report in The Asbury Park Press. Spokesman
John Durso, Jr. also stated that power (not generatorprovided power) had been restored to the Meadowlands
Maintenance Complex, which will enable repair work to
be done on the Comets and Arrow IIIs and some of the
locomotives. Other locomotive work has been
contracted to the Morristown & Erie, and Bombardier is
repairing its multi-level cars. Thanks to member Jack
May for this report.
For a short time after train crews were issued UV
scanners to check monthly and weekly tickets, there
was compliance with this directive (September, 2012
Bulletin). Lately I had not seen this taking place, so I
asked a Conductor, who told me that on any given day
train crews could receive an alert instructing them to do
the checks.
11

Rail fares will also be increasing on certain Main/
Bergen and Pascack Valley Line New Jersey stations
on March 1 in response to the Metro-North fare increase taking place that day. Details in next month's
Bulletin.
AMTRAK
In the Winter-Spring National Timetable (Form T-1)
which was issued in January (February Bulletin), there
is scant information about the much-touted Norfolk
Service, which began on December 12, 2012.
References appear as footnotes on page 29
(southbound) and pages 38-39 (northbound). Thanks to
Steve Lofthouse for this report.
METROPOLITAN AREA
On January 18, New York State Comptroller Thomas
DiNapoli and Attorney General Eric Schneiderman
approved the paperwork for award of the $3.14 billion
contract for the new Tappan Zee Bridge.
The coldest weather in two years arrived in the
metropolitan area during the the week of January 21,
with temperatures in the twenties down to the single
digits. Delays to rail service ocurred on all three
commuter carriers caused by broken rails, defective
track circuits, etc. In the following days there were
similar delays to service closing out the work week
(January 25) with NJ Transit experiencing two disabled
trains in the North River Tunnels. This incident was first
reported at 7:13 PM, with one tube out and 15-20minute delays, which 8 minutes later became up to 60
minutes. Shortly after 8 PM, the delays were reduced to
30-45 minutes, then 20-30 minutes, and, finally, at 8:35
PM, trains reported as operating on or close to
schedule. At the same time, a light snowfall blanketed
the area; however, there were no delays attributed to
the snow. Due to Fire Department activity between
Derby and Seymour, Waterbury Branch trains were
delayed up to 45 minutes between 6 and 11 PM.
Harlem Line riders were delayed up to 15 minutes for
about two and half hours due to switch problems
between Valhalla and Hawthorne.
A public hearing was held on January 24 in Jersey
City to discuss potential transportation improvements
within Liberty State Park. According to the web site
www.lsptransitstudy.com/, The Liberty State Park
Circulator Cost-Benefit Analysis is a study that will
explore various options for mass transit service
throughout Liberty State Park. With over 5 million
visitors each year, Liberty State Park is a major local
and regional destination that provides open space and
is home to several popular attractions. This study will
identify recommendations that enhance the mass transit
network to serve current and future park visitors in order
to reduce usage of private automobiles — a goal that
supports the City of Jersey City's efforts to create a
more sustainable city. The study's final report is
anticipated by Summer, 2013. Member Bill Vigrass, who
(Continued on page 12)
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sent this information, added: “Our favored alternative is
a 1.09 mile heritage trolley shuttle, featuring battery
power, no trolley wire, and turfed track (to appeal to
environmentalists).” For further information you may
visit: Liberty Historic Railway - www.LHRy.org.
MUSEUMS
The Shore Line Trolley Museum (Branford) announced on January 29 that a major motion picture studio had leased ex-NYCT R-17 6688, and it will appear
in the “Spider-man” movie that is expected to be released in mid-to late spring. Member Frank Pfuhler, who
sent this report, wrote: “The lease of the car will generate significant revenue for the museum.” In 2007, New
Orleans 850 was leased and the museum earned some
much-needed revenue, which was to go back into protecting and improving its collection.
MISCELLANEOUS
United States Transportation Secretary Ray LaHood
announced on January 29 that he would not serve a
second term. Mr. LaHood was a former Republican
congressman from Illinois and a member of the
Transportation and Infrastructure Committee. A
passionate supporter of public transportation, Mr.
LaHood will be missed.
During the early morning of February 1, former New
York City Mayor Ed Koch passed away. Among the
various reports about his life was one involving him
encouraging people on the Brooklyn Bridge who were
forced to seek alternative means of commuting due the
April, 1980 transit strike. At the time, as an IRT
Motorman, I was one those who were on strike for 12
days. Two months later, I was promoted to Train
Dispatcher, and subsequently had other promotions and
appointments before I retired.
SUPERSTORM SANDY FOLLOW-UP
MTA NEW YORK CITY TRANSIT (SUBWAY)
On January 17, MTA announced that the South Ferry
station would not open for at least three years, and rebuilding would cost $600 million. That breaks down to
$350 million for physical repairs, $200 million for signal
replacement, $30 million for third rail equipment, and
$20 million for line equipment.
On January 18, the weekday hours were shortened on
the H shuttle. From Far Rockaway-Mott Avenue to B.
90th Street, it operates 4:55 AM to 9:25 PM and from B.
90th Street to Far Rockaway-Mott Ave it operates 5:10
AM to 9:40 PM. On weekends, service operates from
4:30 AM to 12:30 AM. The reason for this reduction in
service hours is in order to accommodate ongoing work
along the line to restore full service.
NJ TRANSIT
On January 28 (one day earlier than originally
planned), the Waiting Room in Hoboken Terminal was
re-opened. It was closed on December 19, 2012 due to
12

the discovery of mold. The terminal had been immersed
under five feet of water. I learned from a Conductor that
four Comet cars of various types were placed on Track
8 to act as a warm place to “hang out.”
PORT AUTHORITY TRANS-HUDSON CORPORATION
Also on January 28, Newark to World Trade Center
service resumed during the overnights on weekdays,
making it 24 hours/day. Service remained suspended to
World Trade Center on weekends.
On January 30, service from Hoboken to World Trade
Center was restored between 6 AM and 10 PM, and the
following service pattern was implemented:
Monday-Friday, 6 AM – 10 PM; Newark/World Trade
Center, Hoboken/World Trade Center, Hoboken/33rd
Street, and Journal Square/ 33rd Street
Monday-Thursday, 11 PM-6 AM: Newark/World Trade
Center and Journal Square/33rd Street
Friday-Monday, 10 PM-5 AM: Newark/33rd Street via
Hoboken
STILL OUT:
MTA NEW YORK CITY TRANSIT (SUBWAY)
1 Rector Street to South Ferry
A Howard Beach to Far Rockaway
S Broad Channel to Rockaway Park
NJ TRANSIT
Regular schedules on the Main/Bergen, MontclairBoonton, Morris & Essex, and North Jersey Coast
Lines, and electric service to Hoboken
PORT AUTHORITY TRANS-HUDSON CORPORATION
24-hour service on all lines
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Under a plan put forward by Governor Deval Patrick’s
administration, MBTA would see significant improvements, including service until 2 AM on weekends and
new subway cars built in Massachusetts. The cost — $1
billion per year, to be paid for by taxes, possibly on income and fees. And then there is the proposed $1.8
billion South Coast Rail Project, which would provide
service to Fall River and New Bedford.
By 2015, MBTA expects that mobile apps will be able
to provide real-time arrival information for the Green
Line. Trains on the Red, Orange, and Blue Lines have
been tracked by mobile applications since the fall of
2010, when the agency made real-time train location
data on those lines available to private software developers, who have created numerous smartphone applications. The “T” made real-time data on bus locations
available to software developers in the fall of 2009.
Thanks to member Todd Glickman for these reports.
PHILADELPHIA, PENNSYLVANIA
The Philadelphia Inquirer wrote: “Can the Ethiopian
change his skin, or the leopard his spots? (Jeremiah
13:23).” Or in modern terms, can Hyundai Rotem learn
to build commuter cars? The same group that still has
(Continued on page 13)
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three Silverliner Vs owed to SEPTA is now in danger of
defaulting on a $190 million contract for 75 commuter
cars for the Massachusetts Bay Transit Authority
(MBTA). The delay seems to be for all the same
reasons: "materials shortages (remember the drain plug
shortage?), design flaws, production problems, labor
conflict, and workmanship errors." SEPTA placed its
order in 2006. MBTA has indicated that it is unwilling to
wait seven years. It has given the manufacturer 21 days
notice of intent to cancel, absent some sign that it can
receive operable cars somewhere near on schedule.
Philadelphia has a huge stake in this set-to: loss of the
contract would mean the loss of 200 jobs in the South
Philadelphia plant. Oh, and the last three Silverliner Vs?
They are still missing "door and brake components and
communications equipment". (Apparently they have
scared up enough drain plugs.) Delivery is now
expected in "early February."
Pennsylvania’s Governor, Tom Corbett is expected to
announce that he intends to "uncap" the tax
on wholesale gasoline, currently set at $1.25/gallon.
This is expected to eventually raise nearly $2 billion
annually, which would be used to address the present
shortfall in the transit budget. Recommended by his
own transportation-funding panel in August of 2011, this
move represents a major retreat from (or finessing of)
his "no new taxes" pledge. Monies raised from this
tax would be separately allocated to highways, bridges,
and mass transit. This is not a done deal, and many
state legislators are already on record as being in opposition.
Despite having no assurance (some might say hope)
of receiving the required capital funding, on January 24,
SEPTA held an "expression of interest" meeting with 12
car manufacturers and other companies to start the process of obtaining new Regional Rail cars. The bulk of
SEPTA’s Regional Rail fleet, even after completion of
the Silverliner V order, will still be 231 40-year-old, General Electric-built Silverliner IVs. Despite substantial
rebuilding, including complete replacement of the
car interiors, these are past their use-by dates, and will
becoming more and more of a maintenance problem.
Companies represented were Hyundai-Rotem, Alstom,
Kawasaki, Nippon Sharyo USA, Sumitomo, Sojitz, Bombardier, Mitsubishi, STV, Carmen Group, Faiveley
Transport, and Wabtec.
Not to do things by halves, SEPTA’s latest entry into
car wrapping has four regional rail cars wrapped inside
and out in "wake-up" orange for Tropicana juice. An additional 21 cars are now wrapped for Bailey's Irish
Cream, and the Market East station concourse was liberally wrapped in Honda ads keyed to the auto
show. SEPTA expects to make about $14 million this
year from advertisers, up from $11 million last year and
13

$7.5 million in 2005. Thanks to member Dave Safford
for these reports and commentary.
Planphilly.com reported that without additional
funding, SEPTA could shrink. SEPTA’s list of deferred
state-of-good-repair projects is going to become a list of
closed infrastructure if transportation funding at the
state level is not increased soon. The Media-Elwyn,
Norristown High-Speed, and Chestnut Hill West Lines
would be first to lose these critical bridges or viaducts:
Crum Creek Viaduct, Bridgeport Viaduct, Bridge 0.15,
Bridge 0.35, and three viaducts on the Media-Elwyn
Line. SEPTA also has a backlog of $4.7 billion in what
are termed “state-of-good-repair” (SOGR) projects, including, Wayne Junction station overhaul, rebuilding the
Route 100 platforms at 69th Street, track maintenance,
and signal upgrades. Over the next 20 years, the transit
agency will require approximately $8.5 billion to pay for
additional SOGR projects. Thanks to member Lee Winson for this report.
WASHINGTON, D.C. AREA
New timetables with some time changes were issued
effective January 14 for the Brunswick and Camden
Lines. Thanks to member Steve Erlitz for this report.
SOUTH FLORIDA
Member Walter Zullig forwarded a report from The
South Florida Sun-Sentinel that Tri-Rail’s Board of
Directors on January 25 approved an agreement with
CSX that will give the agency control of dispatching and
maintenance beginning in June, 2014. For riders, there
is every expectation that delays caused by freight
trains, especially at rush hour, a perpetual annoyance,
will disappear. Tri-Rail will contract with Amtrak to handle the dispatching over the 72-mile line between West
Palm Beach and Miami. Walter added that it was expected that a new timetable would be issued this
month, doubling the weekend trains to provide hourly
service.
DETROIT, MICHIGAN
During a January 18 visit, United States Transportation Secretary Ray LaHood presented a check for $25
million for the M-1 project, an 11-station, 3.3-mile light
rail line. The bulk of the funding is to come from the private sector. Project details were published in the June,
2012 and February, 2013 Bulletins. Thanks to member
Tom VanDeGrift for this news.
CHESTERTON, INDIANA
An early morning (4:55 AM) derailment in Michigan
City forced the cancellation of six trains on January 28.
The derailing of the rear car of 8-car Train #104 occurred as the train was moving into position to board
passengers. A private company was brought in to re-rail
the car, and following track inspections, service was
resumed with Train #14, the 8:48 AM from Michigan
City. On a typical morning rush hour, about 4,500 passengers are carried. Thanks to Al Holtz for this report.
(Continued on page 14)
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CHICAGO, ILLINOIS
Food concessions (cafés) operated by Butterfield
Kitchen are coming to two Chicago Transit Authority
stations: Roosevelt (Orange, Green, and Red Lines),
and Jefferson Park (Blue Line). Butterfield Kitchen, a
Wilmette-based catering company, offers high quality,
organic foods including homemade sausage, scones,
and muffins as well as a variety of paninis and wraps for
lunch and dinner. For this venture, Butterfield Kitchen
has also developed a local organic blend of Intelligentsia coffee that will be sold at both cafés. The leases are
for ten years. Thanks to Robert Hansen for this report.
NEW ORLEANS, LOUISIANA
The 1.5-mile Loyola Avenue extension opened on
January 28, connecting the New Orleans Union Passenger Terminal (UPT), served by Amtrak and inter-city
buses, to Canal Street. There are four covered stations:
UPT, Julia Street, Poydras Street, and Tulane Avenue.
On Canal Street, riders can transfer to other streetcar
lines. It opened in time for Super Bowl XLVII on February 3. Weekday service operates every 15 minutes and
weekends every 30 minutes with service extended to
the French Market Riverfront station. Service adjustments were made to the other trolley lines. This was
omitted from the SCHEDULED FOR 2013 table in the January Bulletin.
PHOENIX, ARIZONA
Al Holtz did attend the groundbreaking for the Northwest LRT (February Bulletin), and sent this report: “I
may have been the only attendee arriving by transit, as
everyone seemed to arrive by car and parked on set-up
parking areas. A piece of construction equipment was
on site for the actual groundbreaking. A tent was set up
with folding chairs facing the podium stage where the
‘dignitaries’ sat. There were food vendors under the tent
from various nearby establishments serving free food.
Valley Metro had some tables, where I picked up some
folders, literature, and some more schedule books.
There were posted photographs of construction. Also
available were port-o-potties. Good idea. At 11:30 AM
the speeches started. The Mayor couldn’t attend, but
the Deputy Mayor expressed the Mayor’s regret and full
support. I listened to a District Councilman tell how this
will be great for the neighborhood with all the various
business establishments that will be served — naming
many of the free food vendors. He grew up in this area
and had taken the #19 bus on 19th Avenue to and from
school, never knowing that someday he could take light
rail to the school and beyond to higher education —
Arizona State. His 87-year-old father had also grown up
in the area. There were other local politicians and reps
from the engineering firm building the light rail. We also
had a presentation by a local high school group of
cheerleaders. There were a host of other politicians who
14

would be giving presentations. I wish I could have
stayed and heard some of them, but I wanted to get
back to the hotel.”
Fares went up on March 1. 1-Ride fares increased by
$.25 on the local buses/LINK/light rail and $.50 on Express/RAPID trips. Valley Metro has added a 15-day
pass, an option that is less costly than the 31-day pass,
and eliminated the 3-day pass due to lack of use.
PORTLAND, OREGON
United Streetcar delivered its first streetcar to Portland
on January 21. This is the first of a five-car, $19.5 million order. Unfortunately, deliveries were late, so transit
officials last year announced a delay in the opening of
the Eastside Line from April to September.
SAN FRANCISCO, CALIFORNIA
SF Muni’s newest double-ended PCC, 1009, entered
service in Dallas Railway & Terminal livery on January
17. Muni owned ten such cars, 1006-15, and seven
have been or are in the process of being rehabbed.
(Missing are 1012-4.) After being retired, 1009 was
stored for possible future restoration but became terribly
vandalized over the years, capped by a fire that almost
destroyed it. Because it is double-ended, it was sent to
Brookville Equipment for a complete overhaul. At this
writing, 1011 was at Brookville undergoing restoration
and will return in a Market Street Railway scheme.
Thanks to Frank Pfuhler for this report.
LOS ANGELES, CALIFORNIA
Weekend Metro Gold Line headways were decreased
from twelve to six minutes in response to increased ridership, effective January 27. Six-minute headways were
implemented on weekdays during the peak hours about
two years ago. Jack May, who sent the article from the
EchoPark-SilveLakePatch,
noted
the
sentence, “Weekday service was put on six-minute intervals at peak hours two years ago, Metro officials said,
causing a surge in passenger patronage.” Meanwhile,
NJ Transit reduces frequency on the Newark City Subway’s Broad Street Branch. The Gold Line connects
Union Station to East Los Angeles to the southeast and
Highland Park, Pasadena, and Sierra Madre on its
northeast branch. Construction to extend the northeast
line is underway, and studies are underway on extending the line to the south or east of East L.A. Planning is
also underway to connect the Gold Line to the Expo
and Blue Lines through a new tunnel across downtown
Los Angeles.
MONTREAL, QUEBEC, CANADA
Canada’s Transportation Safety Board (TSB) issued a
final report on the derailment of AMT ALP45/DP engine
1352 on December 9, 2011 (January, 2012 Bulletin).
There were no injuries in the slow-speed derailment
that occurred as Train #805 was entering Central Station. In summary, TSB found that the weight of the locomotive and the track conditions were contributing factors to the accident. The whole report may be found at
(Continued on page 15)
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www.tsb.gc.ca/eng/rapports-reports/rail/2011/r11d0099/
r11d0099.asp.
BUENOS AIRES, ARGENTINA
A number of our members who work in the transit industry have been involved in projects where decisions
that were made positively affected transit operations
over the years. In my column, I am always looking for
these kinds of stories that point this out. In last month’s
Bulletin there was a news item about the oldest operating subway cars being retired. Bill Vigrass wrote the
following: “I served as a sub-consultant to George
Krambles and Dave Miller, then of Barton-Aschman Associates, during March-April, 1980 on a study of maintenance practices of El Subte. Linea A's cars were built by
B-N for the Anglo-Argentine Tramways Company, Ltd. in
1913, with a wooden body, steel under-frame, two motors, 1200/600-volt d.c. equipment, and used 1200-volt
d.c. catenary in the subway to reach their breathtaking
speed of about 24 mph. They ran under 600-volt d.c.
trolley wire on the street to reach their carbarn and
shop. An historic society ran a streetcar at times on the
street track. Linea A's shop was right out of a 1913 history book. A room contained women "bobbin winders"
who made motor coils manually using a simple device
like a small tabletop spinning wheel. Nothing had
changed from its beginning. Linea A's cars were the
most reliable in El Subte's fleet, and I attributed that, in
part, to their simple design and low operating speed.
(Energy used, E=½ MV2, low speed, low energy used).
Interiors were varnished wood. Draft screens were
etched glass. The cross section of their tunnel indicated
that the line was in a cut-and-cover double-tracked tunnel with concrete sides and roof but with a dirt floor, ballasted. It worked! Slowly. Other lines had other equipment supplied by a variety of builders and of wildly varying degrees of reliability. That's another story.”
STOCKHOLM, SWEDEN
Actually, this incident took place in Saltsjobaden, a
suburb of Stockholm. Police were notified at around
2:30 AM January 15, that a four-car commuter train had
crashed into an apartment building, also derailing some
of the cars. Upon investigation it was determined that a
22-year old woman who had been hired to clean the
trains took the train from its depot, and was the only
injury. A spokesman for train operator Arriva said:
“Incidents involving trains getting seized and crashed
into buildings are practically unheard of.” Thanks to
member David Erlitz for this report.
An updated report read by member Frank Miklos reported: “the lady was employed as a Car Cleaner. In the
course of her duties she was cleaning the interior of the
cab when she accidentally brushed against something,
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which set the train into motion, and she was unable to
stop it. Sounds like the train crew did not shut the train
down properly or this could never have happened. No
theft on her part, just negligence by operating employees.”
SINGAPORE
Todd Glickman began a four-country business trip for
MIT in Singapore. Since he was last there two years
ago, much has changed. His report: “The first thing I
noticed when entering the MRT was that certain
‘General Ticketing Machines’ now dispense thin cardboard RFID-enabled cards, instead of the hard plastic
cards. The latter, still available at some machines, requires a SIN$1 (~US$0.82) deposit, that can be refunded at the end of your journey. The new system does not
require a deposit; however, the ticket is reusable. As an
incentive to do so, the third ride using the same ticket
nets a SIN$0.10 discount, as does the sixth. But there
is no mechanism to ‘turn in’ the ticket for a refund.
“Next, I noticed that the ‘Circle Line’ has been completed and is now fully operational. The final sections
opened in October, 2011 and January, 2012, respectively, completing the 22 mile-long route that has 28 stations. Riding the entire line takes about one hour, and it
is shown on maps in orange. The line uses three-car
unitized trainsets manufactured by Alstom (vs. six cars
on other lines). The line is operated by the private
SMRT Corporation under contract with the Singapore
Land Transport Authority, which built and owns the line.
“I heard a radio news report that as of the end of
2013, the MRT system will open Stage One of the
Downtown Line, adding three miles of service over six
stations. That line will be operated by SMRT’s competitor, SBS, and utilize three-car unitized sets manufactured by Bombardier. The trains will be driverless, operating by CBTC and Automatic Train Control. The line
will be shown in blue on maps."
FROM THE HISTORY FILES
60 Years ago: On March 1, 1953, passenger service
ended on the Central Railroad of New Jersey’s
Freehold Branch. Freight service continued under
different operators until 1983. This 12-mile line
branched off today’s North Jersey Coast Line at
Matawan, now known as Aberdeen-Matawan, and
continued seven stops to Freehold. Not too many years
ago, there was proposal to re-activate the branch for
passenger service, but opposition killed it.
50 Years ago: On March 31, 1963, trolley and trolley
bus service ended. The final trolley routes were Lines J,
P, R, S, and V. Rail would return to Los Angeles on
August 1, 1990, when service using LRVs on the Blue
Line to Long Beach using a combination of new
trackage (short subway under Flower Street and street
running on Flower and Washington) and the former
(Continued on page 16)

NEW YORK
DIVISION
BULLETIN
OCTOBER,
2000
ERA
BULLETIN
- MARCH
2013

Around New York’s Transit System
South Ferry Station Could Be Closed for Three
Years
The new South Ferry 1 station, opened in 2009 and
used by 14,000 passengers, was severely damaged by
Superstorm Sandy. At the present time, 1 trains
discharge passengers at Rector Street and operate light
around the outer South Ferry loop. Trains cannot stop at
the old South Ferry station because the gap filler motors
have been removed. The inner loop platform has been
closed for several years and the openings in the walls
for cars’ center doors have been removed.
A newspaper article reveals that the station’s
structural concrete box, which was inundated with 14.5
million gallons of water during the storm, is mostly
below the water table. Transit officials hope that they
can let contracts for station rebuilding and replacing
corroded signal systems later this year. Work would
take one to two years. Preliminary estimates include
$350 million for physical repairs to the station, where
workers have already rebuilt a tile wall that was
damaged by the flood; $200 million for replacement of
signals; and $30 million for third rail replacement.
Most of the 600 electromechanical relays,
switchboards, circuit breakers, and thousands of feet of
electrical wiring in the signal relay room were damaged
by the salt water. Damaged equipment must be
removed because corrosion returned several days after
it was scrubbed. Because the relay room may be
flooded again, engineers may decide to relocate it to
higher ground.
Since R service was resumed via the Montague
Street Tunnel, reconditioned equipment has failed about
once a day. To cope with breakdowns, Signal
Maintainers are on duty there at all times.

NYC Transit Considers Sliding Doors on Subway
Platforms
Because accidents involving people hit by subway
trains are increasing, transit officials will reconsider
installing sliding doors on subway platforms, probably
on L. There are similar installations in several cities,
including London and Paris. In 2007, NYC Transit
expected to install sliding doors on the Flushing Line
extension and possibly on the Second Avenue Subway
after construction is completed. Installing these doors
along two platform edges would cost $1.5 million in a
new station and more to retrofit an existing station.
Because door spacings are not the same on all trains,
the platform door controls would probably be
complicated. These doors cannot be installed at several
stations whose platforms are too narrow.
Prior to 1930, the Interborough Rapid Transit
Company installed relatively inexpensive railings with
spaces for openings on either subway or elevated cars.
These railings, which were installed on curved or busy
platforms, did not furnish complete protection, but may
have reduced accidents.
At the Grand Central (45) and Times Square (23)
northbound platforms, railings contained the rush hour
crowds. Passengers stood being chains at separate
locations depending on their destination. When a train
arrived, platform men allowed passengers to exit in the
center, disconnected the correct chains, and let the
crowd dash into the train. In non-rush hours, chains
were disconnected. This unusual arrangement, which
reduced the dwell time at these busy stations, allowed
trains to adhere to rush hour headways, 2 minutes at
Grand Central and 32 trains per hour at Times Square.
See page 8 for a related photo essay.
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totaling over 50 route miles, much of it recreating former
PE and Los Angeles Railway lines.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.

(Continued from page 15)

Pacific Electric Long Beach Line right-of-way. Since that
time Los Angeles has added four more light rail lines
The Genesis of “Dashing Dan”
(Continued from page 7)

age for the rest of their trip. From Hammels the Far
Rockaway electric trains swerved around the east leg of
the wye and entered the Far Rockaway Branch through
Tower 102 (later “HU”) interlocking, then took the outside tracks along the surface level right-of-way, while
the Ocean Electric could use any of the three as required. Stops were then made at “Olde” Arverne
(Gaston), Straiton Avenue (Arverne), Edgemere, and
the Mott Avenue surface level depot in Far Rockaway,
16

where connections were available with steam trains to
Valley Stream, Jamaica, and Long Island City. As was
mentioned above, LIRR installed third rail on the middle
track of the Far Rockaway Branch (in Queens) in June
of 1910 as part of its preparations for service from Penn
Station to the Rockaways, after which it was shared
again with the Ocean Electric streetcar operation and
the overhead wires later removed. As part of that same
effort, an improved block signal system was installed on
the entire Far Rockaway Branch, from Hammels to Valley Stream by late 1909.
(Continued next issue)
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DUAL SYSTEM CONTRACTS
SIGNED 100 YEARS AGO
The dual contracts, which were signed on
March 19, 1913, more than doubled the size
of the transit system from 296 to 619 miles.
After construction was completed, Manhattan
residents, who lived in one of the most congested cities in the world, were able to move
to the other, less congested boroughs. The
additional train service was able to relieve
the overcrowding.
The Public Service Commission, which replaced the Board of Rapid Transit Railroad
Commissioners on July 1, 1907, started planning new rapid transit lines. The July, 1914
issue of the Public Service Record, a Public
Service Commission publication, informs us
that in 1907 the City had hardly any money to
build rapid transit lines and existing companies were unwilling to use their own capital to
finance extensions of their lines. The Commission was able to encourage new construction by recommending new laws offering
the companies sufficient inducement to make
an investment of capital. A constitutional
amendment, which was adopted, removed
from the debt limit bonds already issued for
the construction of the City’s docks and the
existing subway. The Commission spent two
years negotiating with the Interborough Rapid Transit Company and the Brooklyn Rapid
Transit Company. The companies accepted
the Dual System contracts, which were
signed on March 19, 1913.
The City agreed to build a new subway and
to make extensive additions to the existing
subway. The two companies expected to add
to and extend their elevated lines, and to
bear the cost of providing equipment. IRT
agreed to contribute $58 million and the New
1

York Municipal Railway, a BRT subsidiary,
about $14 mllion toward the cost of construction. Each company was given a 49-year
lease of the lines in its system with an arrangement providing for the payment of interest and sinking fund on all money invested
by the City and the companies for construction. IRT and NYM were to continue receiving
the same profits from their lines that were in
service in 1913, and to pay the City one-half
of the surplus profits coming from the operation of the whole system. The total cost of
construction and equipment for the entire
system was estimated at $330 million, of
which the City of New York contributed about
$164 million.
Passenger traffic on the original IRT subway increased from 897,100 on an average
weekday in 1913 to 1 million (average) in
1916, and reached a maximum of 1,541,000
on a busy day in 1916.
When construction was completed, IRT
service was increased, as shown in the following table:
NUMBER OF
TRAINS

NUMBER OF
SEATS

Existing subway
(March 19, 1913)

102

44,000

Existing and new
subway

520

274,000

Existing subway
and elevated

350

125,000

Existing and new
subway and
elevated

850

425,000

(Continued on page 5)
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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 March, 2013 issue)
LIRR Rockaway Branch still existed and turned off to
the north from the station at Ocean Point (now Cedarhurst) Avenue. It then continued across an almost
completely vacant landscape back to Springfield Junction in southeastern Queens, and had survived as such
almost since the 1876 route consolidation, bearing a
semi-mysterious identity as the “Cedarhurst cut-off.”
Initially the New York & Rockaway alignment south of
Springfield Junction was used as a shortcut to Far
Rockaway by summer beach trains between 1876 and
1880, with some service provided to the Lockwood’s
Grove picnic grounds through the 1877 season. Closure
of the line had been personally ordered by LIRR President Austin Corbin in 1881, but there were several subsequent proposals to revive it over the years. In 1904-5
it was actually electrified and prepared for service as an
added extension of the Atlantic Division (thus to directly
link Far Rockaway with Springfield Junction), but a
management change at the top of the railroad scotched
this concept. The facilities were then stripped away
starting in 1906 after some work train movements, and
removed by 1918 (the rails then being recycled to create a second track on the Hempstead Branch). As the
surrounding area developed after World War I, the railroad again grew into the idea that the Cedarhurst cut-off
might be useful, and its right-of-way re-established
through the emerging pattern of roads and residential
properties by 1925 so as to keep its survey active, especially at new crossing points. Several more years of
false hopes were finally quashed by the Great Depression, and an application for the formal abandonment of
the Cedarhurst cut-off was filed (and approved) in 1934.
By 1960, when the Belt Parkway/Conduit Boulevard
highway was completed near what was once Springfield
Junction, the last of the Cedarhurst cut-off had been
removed (at least in populated areas) and in the time
since its survey greatly compromised. However, through
the modern-day miracle of satellite mapping, one can
still discern the alignment as it progressed from that
point into Cedarhurst itself. The present highway barrel
for the southern extremity of the Belt Parkway is laid on
the original survey of the Brooklyn Aqueduct in the area
of Springfield Junction, while from about 1902 until September of 1926 New York & Long Island Traction Company’s Brooklyn-to-Freeport streetcar line ran along the
North Conduit Road and was carried over the railroad

STEP SIX— “AROUND THE HORN” TO
VALLEY STREAM
1½ weeks later, on Monday, December 11, 1905,
LIRR extended electrified train operations from Far
Rockaway to Valley Stream (including both the existing
shuttles and through service out of Flatbush Avenue by
way of Woodhaven Junction and Hammels), immediately replacing all but the remaining steam-powered trains
that plied the Far Rockaway Branch from Long Island
City via Glendale and Woodhaven Junctions. Additional
locomotive-hauled trains were also maintained from
Long Island City to Far Rockaway by way of Valley
Stream, while others were cut short at the latter point,
usually laying over between trips on the west leg of
what was then a full wye. These in turn connected with
still-developing electric suburban trains, which may
have terminated at a temporary platform on the easterly
leg. Service through the Valley Stream station was also
ongoing from Long Island City to Babylon, Patchogue,
and East End points via the former South Side Railroad
(itself using the Montauk Division to reach Jamaica)
along with that of the Lynbrook-Long Beach and Valley
Stream-Mineola Branches. Like the steam trains to Far
Rockaway had been doing for years, those now bobtailed at Valley Stream also diverged to the original
LIRR Rockaway Branch (née Montauk Division) at
Rockaway Junction, then passed onto the former South
Side main line at Springfield Junction.
The Far Rockaway Branch is the only segment of
LIRR’s first electrification project that has not changed
much through time, being on the same grade-level
right-of-way that was originally opened for the South
Side Railroad’s “Branch” to the Rockaway beaches in
1869, with only very slight modifications. By December,
1905 the big depot at Mott Avenue in Far Rockaway
had not changed much since its 1890 opening, with
switches at each end (controlled from “FW” Tower starting on June 18, 1907) to oversee train reversals toward
either Valley Stream or Hammels. As it headed inland
from the ocean, the Far Rockaway Branch bore northeast from Mott Avenue and passed into Nassau County
at McNeil Avenue (now Doughty Boulevard). The Village of Inwood did exist at the time, but was centered
several blocks to the north of LIRR and as yet had no
station. As it does in 2013, the line continued along the
northwesterly flank of Central Avenue to the station in
the Village of Lawrence (at Lawrence Avenue), and then
from there into Cedarhurst. In December, 1905 the idled

(Continued on page 3)
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the wye where the two lines met. All interlockings in the
area were under the control of Tower 20 (“VA” after April
24, 1907), and there was a depot building on the South
Side (Babylon) main line that dated from 1869.

The Genesis of “Dashing Dan”
(Continued from page 2)

junction on a high, spindly truss bridge. Once beyond
the present-day site of the Belt Parkway, the Cedarhurst
cut-off was laid between Edgewood and Lansing Avenues in Laurelton, across Brookville Park, and then between Edgewood and Huxley Streets through southern
Rosedale to the Nassau County Line (a boundary point
not in existence until 1899). In North Woodmere, Long
Island, the cut-off continued in a straight line along the
westerly edge of Cliffside Avenue, then crossed “Branch
Boulevard” at grade. This road actually assumed the
Long Island Rail Road survey after a short distance and
continued as far as Peninsula Boulevard, where it entered Cedarhurst and fell between Arbuckle and Oakland Avenues. From there it crossed the present West
Broadway and edged Linwood to Bayview (Park) Avenue, where it turned sharply southwestward and
merged with the South Side’s existing right-of-way by
the Cedarhurst station.
Land charts from the time conflict, but it appears the
original LIRR alignment did not cross the South Side’s
line at any time prior to reaching Far Rockaway. When
the newer line opened in 1872 the depot at Ocean Point
(built by the South Side in 1869) was reconfigured with
parallel facilities to serve each railroad, but this circumstance only lasted four years before it was voided by
the route consolidation of 1876 and the station closed
entirely. About 1881, after the Rockaway Branch’s fate
had been initially sealed, the ex-South Side alignment
was relocated slightly at the east end of the Ocean
Point depot site and used a short piece of the newer
LIRR to make way for what appeared to be a small
freight transfer yard. Later on, the Ocean Point passenger station was resurrected as Cedarhurst (as it currently exists) in June of 1887, then during 1908 a third track
was laid in part along the parallel New York & Rockaway easement from there to Mott Avenue that ultimately
survived for about the next fifty years.
Inward from Cedarhurst, the Far Rockaway Branch
continued to follow the original South Side alignment
(as it still does), flanking Central Avenue at grade
through the station in the Village of Woodmere (initially
known as “Wood’s Station,” then Woodsburgh
[Boulevard] and located at the present Woodmere
Boulevard). It then left Central Avenue behind and started a northward turn across West Broadway in Hewlett
and into the station so named, which was then located
off Mill Road a short distance to the north and had been
preceded by an earlier stop known as Cedar Grove that
was contiguous to, but not quite in, the same physical
location. From that point the Far Rockaway Branch
passed through another section of sparsely populated
land until it intersected with the original South Side main
line at Valley Stream. In 1905 this had two, perhaps
three sets of low platforms at ground level, surrounding

STEP SEVEN— PHASE ONE IS COMPLETE
Through the winter of 1905-6, a third electrified track
was added to the former Southern main line from
Springfield Junction to the wye at Valley Stream. When
opened in full on Thursday, May 17, 1906, this completed the final, key piece of the first phase of LIRR’s electrification by joining the “suburban” electric trains already running from Flatbush Avenue to Valley Stream
via Hammels and Far Rockaway with those shuttling
between Beaver Street, Jamaica and Central Avenue
(Laurelton). For the first time since the preceding December 1, traditional “circular” trains between Flatbush
Avenue and Far Rockaway via Valley Stream and Hammels were restored in electrified form, now definitely
being scheduled as the full-time service pattern with up
to 17 such trains per day by 1907. These “Far Rockaway Loop” trains also utilized a short piece of alreadyelectrified track between the Beaver Street station and
the Brooklyn & Jamaica alignment that granted access
to and from the Atlantic Division main line, and had
been used previously for storage moves by the
“Southern Road’s” electric shuttles.
The new third track between Springfield Junction and
Valley Stream was operated as a single iron in both directions between newly-created control points at
“VN” (west end of Valley Stream) and “SM” (east of
Central Avenue) with a passenger stop made between
them at Rosedale, where a single high-level island platform was constructed at which trains on the Atlantic Division stopped in both directions. As a result of the necessary widening through the area, the original South
Side station at Rosedale (once known as Foster’s
Meadow) was discontinued when the electrified track
was put into use, so from that time forward trains on the
Montauk Division (i.e. Babylon and east) passed
through the location without stopping. Another new flag
stop with very small low platforms, intended for surveyors of the Royal Land Company and later its residents,
was also established on either side of the right-of-way
at Clear Stream Road. (This is now Clear Stream Avenue, directly across from the Green Acres Mall, which
first opened in 1956.) It was used by both steam and
electric trains, but ridership was light until the station
was removed in about 1918, after LIRR had been
placed under the direction of the United States Railway
Administration. During April of 1907 the station at Central Avenue (by this time the closest stopping location to
Springfield Junction) was finally renamed “Laurelton,”
as the neighborhood so hopefully anticipated by that
real estate concern began to blossom in the aftermath
of early LIRR electrification. The following year, the old
South Side station at “Springfield” (Springfield Avenue),
(Continued on page 6)
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DUAL CONTRACTS CONSTRUCTION

Whitlock Avenue temporary inspection shed, November 1, 1918.
Bernard Linder collection

Interior of Whitlock Avenue temporary inspection shed, December
12, 1918.
Bernard Linder collection

E. 180th Street inspection shed, December 11, 1923. The shed had an
80-car capacity.
Bernard Linder collection

Jerome Avenue Yard leads under construction, May 19, 1924.
Bernard Linder collection

Flushing Line along Queens Boulevard.
Bernard Linder collection

White Plains Road Line at 177th Street, looking north, November 6,
1916, during the line’s extension.
Bernard Linder collection

(Continued on page 5)
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(Continued from page 4)

50th Street station, Second Avenue El, looking south.
Bernard Linder collection

Crossing on the Ninth Avenue El at
53rd Street.
Bernard Linder collection

155th Street-Eighth Avenue station before reconstruction, October
30, 1914.
Bernard Linder collection

155th Street station during reconstruction, January 14, 1915.
Bernard Linder collection

155th Street-Eighth Avenue station showing temporary platform,
February 11, 1915.
Bernard Linder collection

155th Street-Eighth Avenue station reconstruction, April 13, 1915.
Bernard Linder collection
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In 1913, IRT operated one subway line via Fourth Avenue, 42nd Street, and Broadway in midtown Manhattan.
Trains ran from Atlantic Avenue to 242nd StreetBroadway, 145th Street-Lenox Avenue, and 180th StreetBronx Park.
The company operated the following elevated lines:
LINE

FROM

TO
th

Second Avenue

City Hall
South Ferry

129 Street (except midnights)
Freeman Street (rush hours)

Third Avenue

City Hall
South Ferry

Bronx Park

Sixth Avenue

South Ferry

58th Street-Sixth Avenue
155th Street

Ninth Avenue

South Ferry

155th Street

In 1913, BRT’s system included a large network of
elevated lines and a short subway between Essex
Street and Chambers Street. Most elevated lines were
routed to Downtown Brooklyn and terminated at Fulton
Ferry, Sands Street, or Park Row, Manhattan, as shown
in the following table:

LINE

VIA

SURFACE
OPERATION

TERMINAL

Culver
West End
Sea Beach

Fifth Avenue

South of 36th Street

Coney Island

Fifth Avenue

Fifth Avenue

—

65th StreetThird Avenue

Myrtle
Avenue

Myrtle
Avenue

East of Wyckoff
Avenue

Metropolitan
Avenue

Lexington
Avenue

Myrtle
Avenue
Lexington
Avenue
Broadway

—

Cypress Hills

Fulton Street

Fulton Street

—

Grant Avenue

Brighton

Fulton Street
west of
Franklin Avenue

—

Coney Island

Broadway Brooklyn trains operated from Chambers
Street, Manhattan or Broadway Ferry to Canarsie or
Cypress Hills.
Elevated cars were equipped with trolley poles in addition to third rail shoes. After reaching the surface, Conductors raised the trolley poles and adjusted the doublethrow single-pole switches.
(Continued next issue)

ually attended when trains were called. Each one
guarded a set of stairs down to the four boarding platforms, accessing Track 1 directly and dividing Tracks 2
& 3, 4 & 5, and 6 & 7, with a common and very compact
waiting room at the west end of the terminal by the
bumping blocks. On a small scale, Long Island Rail
Road riders were thus able to emulate the functional
experience of the coming New York Terminal without
probably even realizing it. The Long Island Express
Company also had an attached underground yard of
seven more short, stub-end tracks that fanned out from
terminal track 7 northward toward Hanson Place. By
July 1, 1908 the large Merchandise Terminal had been
reconfigured atop the entire terminal, resting on a steel
elevated structure that ramped out of the newlydepressed Carlton Avenue Coach Yard. This ramp and
the elevated lead were originally appended from the
LIRR’s surface trackage in 1898 and used as a passenger connection until 1905, while a leading function of
the rebuilt Terminal itself was to convey meat from western-originated freight cars directly into the processing
plants that lined Fort Greene Place. By 1907 the Vanderbilt Avenue storage facility had been depressed into
an open cut next to Carlton Avenue and collectively was
known as “VD” Coach Yard.
Even greater utility was attained by the Flatbush Ave-

The Genesis of “Dashing Dan”
(Continued from page 3)

which had been hastily reopened to accommodate the
start of M.U. service in late 1905, was replaced by a
permanent set of platforms at the nearby and equally
pastoral “Higbie Avenue” grade crossing, a side street
that survives in 2013 as 140th Avenue.
Finally, as though to signify a successful conclusion to
its initial thrust toward electrification, the Long Island
Rail Road capped off the complete re-creation of its
Flatbush Avenue Terminal by dedicating the completed,
new depot building on April 1, 1907. This was an oddshaped, 2-story edifice of some architectural significance with built-in offices that served as a community
landmark for almost eight decades, and in its time
helped pave the way for a far larger and much more
famous cousin in Midtown Manhattan: Pennsylvania
Station. Like its predecessor of 1855 (as rebuilt in
1892), the new terminal included ticket offices, a main
waiting room, passenger comfort facilities, and a baggage handling office at street level, but unlike the others
the boarding platforms were situated one level down,
being reached in turn through a medium-sized boarding
concourse where passengers were guided to one of
four relatively ornate boarding gates, similar to those in
place at the Long Island City terminal, which were man-

(Continued on page 7)

6

ERA BULLETIN - APRIL, 2013
Rail Road facility, actual separation of the trains aside,
by partially sharing direct access from Flatbush Avenue
above to the lower level, which fed into both the general
LIRR waiting area and IRT’s northerly side platform. A
separate IRT kiosk was added at street level for entry to
the southerly (“local”) side, with the two outer and lone
inner rapid transit platforms being connected through an
underpass. The same under-track passageway extended beneath the LIRR tracks to reach three of the four
platforms, and thereby facilitated crowd transfer between subway and suburban trains. As in the boarding
concourse, the loading of afternoon and evening trains
through the transfer tunnel was guarded by iron gates at
the base of each stair, which were manned at boarding
time. This built-in separation of commuters staying within Brooklyn and not using the subway and those coming
and going by IRT was another precursor of a future design characteristic at Penn Station. Overall, opening of
the Atlantic Avenue IRT terminal made direct, connecting subway service available to patrons from anywhere
on the Long Island Rail Road system for the first time,
enabling one-seat travel from Atlantic Avenue through
Manhattan as far as Harlem and points in the Bronx.

The Genesis of “Dashing Dan”
(Continued from page 6)

nue facility on May 1, 1908, when the Interborough
Rapid Transit Company opened its “Contract II” extension from the Bowling Green station in lower Manhattan
to a separate but adjoining stub-end terminus beneath
Flatbush and Atlantic Avenues. Though planned in its
earliest stages with a through connection from the new
Long Island Rail Road tunnel, the IRT subway as finally
constructed was physically divided from the railroad and
included only a single-track connection for through travel that was rarely used (and then only for private charters run by August Belmont II). In the interim between
the extension’s original design and actual construction,
LIRR and by association its Pennsylvania Railroad parent had become fully dedicated to the ongoing establishment of Pennsylvania Station in Manhattan, thereby
releasing IRT to pursue future subway routing opportunities of its own (which it would do in time), independent
of any expansion the Long Island Rail Road might eventually undertake. Nevertheless the new rapid transit terminal was dovetailed onto the equally-fresh Long Island

(Continued on page 8)
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
quarter cab at the other (1651, 1656, 1661, 1666) also
remained in that configuration.
On February 22, 2013, two of the three abbreviated
single-unit R-62A consists used on the S Grand Central Shuttle were discovered to have been linked together in a manner similar to those on the Flushing Line.
Specifically these were composed of cab cars 1945 and
1950 bracketing 1929, along with 1946 and 1951 surrounding 1953. Reputedly a third such 3-car unit will be
formed by cab cars 1955 and 1956 accompanied by an
unknown “middle” car, of which the possibilities include
1928, 1932, 1933, or 1937. Overall, these modifications
include removal of the Master Door Control (MDC) panels and brake valves and stems from the intervening
cabs, as well as the installation of link bars equipped
with direct pneumatic and fixed electrical connections
between cars, as opposed to the former H2C couplers,
which included detachable unions. The other 11 R-62As
assigned to the Shuttle are expected to remain independent single units for the interim to provide spares
and equipment for the 4-car train set used on Track 3 as
well as other miscellaneous duties. In due course, a
“swap” of single R-62As is anticipated from 7 to the
Shuttle, with the newly-expanded, unitized fleet eventually bound for longer-term use on the Subdivision “A”
main lines.
R-188 Progress
Immediately after the last Update was produced,
CBTC-converted R-142As 7211-5 were moved from
Corona to 239th Street Yard, where they joined sister exPelham cars 7216-20. There awaited the lone R-188
“C” car, a pilot unit numbered 7899, which was soon
“snapped” into place between 7219 and 7220, and the
resulting 6-car unit (7216/7217/7218/7219/7899/7220)
made ready to begin a non-revenue testing regime on
the Dyre Avenue and White Plains Road Lines, which
was started on December 8, 2012. The first set of brand
new “pilot” R-188s, represented by 5-car unit 7811-5,
was delivered via the 239th Street facility as of December 7, 2012 and had begun some mixed testing with the
converted R-142A/R-188 equipment by December 20,
along with a “spare” set of regular R-142As temporarily
brought over from Pelham for comparison purposes
(7481-5). The first 6-car R-188 unit (7816-21) was delivered from Kawasaki Rail Car as per contract on December 31, 2012, being followed by the second, complete
“pilot” R-188 train (5-car unit 7822-6 and 6-car unit
7827-32) between January 14 and 25, 2013. Nonrevenue testing then continued involving all 33 trial cars

Hello, Everybody!
In its 13th year, and (hopefully) for your reading pleasure, compilation of the NYC Subway Update continues
through a crossroads and into a new era with this edition. As life extension overhauls are completed on the
222 surviving R-32s and more R-44s depart NYCT
property, our focus is accordingly being shifted from
Subdivision “B” (and its last vestiges of the R-160 program) to a marshaling of editorial forces in preparation
for the arrival of 506 new cars on 7, including a blend
of new R-188s and their converted R-142A companions.
As always in such endeavors, what comes out is only
as good as what goes in, so it remains up to you, dear
reader, to keep the emails, phone calls, and other various forms of alert, be they electronic, analog, or just
plain human in nature, coming into this office of correspondence. Together, we will figure things out as we
have now for more than a decade. Together, we record
history as it happens! With that, let me wish us all well
for a badly-needed springtime, and get on with the
show…
R-62A Unitization
Since the last Update, the 5-car unitization of R-62As
1966-2155 (190 cars) was completed, and as of March
8, 2013 all (with one notable exception) now operate in
service on the north end of 7 trains with the existing
“quarter cab” arrangement. 1971-95 were returned to
operation as such in December, 2012, while the last
“traditional” 7 consist made up with a 5-car link on the
south (Times Square) end and six single units on the
north (Main Street) end, as had been common since
mid-2001, was taken out of service after the morning
rush hour of December 14. Its make-up was: N-20541970-1969-1968-1967-1966-1695/1694/1693/1692/1691-S.
1966-70 were unitized and back at Corona as of January 8, 2013, being returned to revenue operation as the
last newly-linked set in short order. Despite the apparent retirement of “5+6” consists as such, since December 14, 2012 a few 7 trains have employed one 5-car
link on the south end (always in the 1651-1825, 183140, and 2236-40 group, equipped with full-width cabs),
plus six of the single units now ostensibly used as
“middle” cars (1901-65 group, less the 20 cars assigned
to the S Grand Central Shuttle) on the north. A “5-1-5”
arrangement of equipment on 7 has now been prevalent since October of 2012, though there has also been
a sighting or two of complete 11-car single units since
December. Through March 8, 2013 the four temporary
“transition links” placed in service last August with a fullwidth cab at one end (1655, 1660, 1665, 1670) and a

(Continued on page 10)
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through the month of February, running singly or in various combinations. As of March 8, 2013 all or some of
the pilot R-188s and converted R-142As were next expected to move over to Corona and 7, where they
should commence revenue service testing during the
spring. Once a “production” specification for the contract
is finalized, additional R-142As will begin moving from
Pelham to the Kawasaki plant in Yonkers for modification, while the balance of the 88 new R-188s (7833-98)
will be completed across 2013 and eventually delivered
via 239th Street Yard for set-up and initial testing. In this
regard, R-142As 7221-30 had been removed from service for their transport to Yonkers by January 20, while
new car bodies in the 7840s are already visible at the
KRC plant.
To forestall fleet shortages with this somewhat tentative start to the shipment of 370 Pelham-assigned R142As to Kawasaki for CBTC and R-188 compatibility
modification as described above, the first train of unitized R-62As was imported from 7 on January 9, 2013.
This consisted of two 5-car links culled right out of service on the Flushing Line: 1741-5 (full-width end cabs)
and 2141-5 (quarter-point cabs). Whereas this redeployment is ostensibly a “loan” at this early stage,
through March 8 the installation of full-width cabs in the
latter is deferred to a later date and the train nominally
used on but one weekday trip: the 4:38 PM out of Pelham Bay Park, which returns north as an express before laying up. This was a pre-existing run that was selected so as to keep the full-width cab on its operating
end throughout the round-trip, which also enables the
Conductor to stay in the opposite cab of the leading
unit.
R-142 Machinations
On or about February 25, 2013 R-142s 6671-95 were
switched from 5 to 2. This expanded the 239th Streetbased 2 allocation, which sees duty at almost all times
of day and night, from 370 to 395, while reducing that of
5, which is fully-utilized on a less frequent basis in rush
hours, to 360.
Miscellaneous Subdivision “A” Happenings
The week of January 14 found another R-62 train from
3 on 1, specifically 1406-10 joined to 1426-30. The
two newest de-icer (formerly rider) cars have been assigned to both divisions for the winter, with RD440 stationed at Unionport Yard in the Bronx and RD441 at 38th
Street in Brooklyn. At the same time, retired R-110A unit
8001 of 8001-5, which had been towed from its resting
place at 239th Street Yard to 207th Street Shop back in
November, was stripped to a body shell by the end of
February. All or part of the former prototype is to be con-
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verted into a new reacher and pump train unit, capable
of assisting the existing three sets of three former
SMEEs, which proved to be overburdened by the flooding challenges of Superstorm Sandy. While we would all
hope that such emergencies are indeed rare, there really is no practical way to guard against future natural
events of equal magnitude, or even the artificial inundation produced across lower Manhattan in the wake of
the 9/11 catastrophe. As such, NYCT hopes to beef up
its ability to respond to such situations in a timely manner. Speaking of Sandy’s wrath, the South Ferry 1 terminal will conceivably remain out of service for a period
of a few years as opposed to months, especially considering the entire facility will have to be cleaned up, repaired, re-electrified (new wiring and conduit), and resignaled to support normal operations. In the meantime,
trains have been using the pre-existing South Ferry loop
terminal in a non-stop fashion since November, discharging and receiving passengers at Rector Street station en route. As of March, 2013 some effort was begun
to create a temporary passageway between the old station (closed in 2009) and the newer joint mezzanine
with the Whitehall Street station, but the oddball, disused South Ferry platform (which dates from 1905) will
require some repair work, including a re-installation of
its gap fillers, before it can be reopened to passengers,
possibly as soon as April (see page 15).
Miscellaneous Post-Sandy Events on Subdivision
“B”
(First, a Correction): The R-68 train used on Q on
November 23, 2012 was a different consist than that
spied on N on November 21. North and south motors
on Q were: 2870-1-3-2/2820-1-9-8. The motor car observed on N two days earlier was 2830, which is linked
to 2831, 2833, and 2832.
A pair of Morrison-Knudsen-overhauled R-42 trains
exchanged places on December 5, 2012, with cars
4788-9, 4812-3, 4816-7 and 4822-3 leaving C to return
to East New York, being replaced by another 8-car train
composed of 4790-3, 4814-5, and 4826-7. Two such
consists then remained in weekday use on C until December 21 (stopping at 10-car markers and Conductors’
boards), when they were returned to J and Z.
The lone set of R-46s used in post-Sandy service on
G was gone by the end of November, 2012, with normal operation resumed by early December. As of March
8, 2013 R-68s again are dominating G with some R68As mixed in.
Contrary to previous perception, two sets of Pitkinassigned R-46s did suffer damage from mishap during
the Sandy debacle, with 6074/5/7/6 and 6094/5/7/6 getting caught in or near the Inwood-207th Street A termi(Continued on page 11)
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nal as that part of the Eighth Avenue Subway was inundated with flood waters backing in off the Harlem River
(through the yard lead). Like the flood damage that befell equipment elsewhere (NJ Transit, PATH), these two
sets required some extensive electrical and cosmetic
remediation but were indeed returned to service within
weeks. A third set of R-46s (6070/1/3/2) received slight
body damage when it derailed while passing the 81st
Street-Museum of Natural History station on a run-ofthe-mill A trip on December 22, thanks to a broken rail.
This was also quickly remedied and in fact this was one
of four sets reassigned to the Rockaway Shuttle by early February, 2013.
Another R-68 or R-68A train was observed by Bill
Zucker on Q on December 15, 2012.
An R-68A train was seen on D on January 8, 2013.
On January 13 a series of (successful) brake compatibility tests were conducted along the Brighton Line using a mixed consist of four R-68s and four R-68As.
These occasional exceptions to normal Subdivision
“B” car assignments continue as previous as of March
8, 2013: R-46s on F, R-68s or R-68As on N and Q,
and Jamaica R-160s on R.
R-33S units made a return to Subdivision “B” garbage
train service in December, 2012, being deployed out of
both Coney Island and 38th Street for the first time since
2010. These duties had been handled by the 10 Phase I
R-32s converted for work service (3494-5, 3510-1,
3552-3, 3642-3, 3694-5).
Four of the retired Phase I R-32s stored at East New
York, and previously Fresh Pond, since October, 2010
(3370-1, 3786-7) were moved under their own power to
Coney Island Yard on January 16, 2013 and have been
“adopted” as shop horses. Their initial assignment was
to assist in the transport of completed Phase Is to 207th
Street from the SMS effort.
Rockaway Shuttle Revisions & Projected Restoration of the A Train
By mid-December, 2012, enough of Track 4 had been
pieced together on the Rockaway Line to provide for
reconstruction purposes between Howard Beach-JFK
and Broad Channel, such that it could support service
moves to the Rockaway Peninsula without electrical
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power or signals. At about the same time, a “gapping”
incident near Hammels Wye made it desirable to reassign 75-foot equipment to the isolated H Shuttle (as
well as their ability to support OPTO). Between December 19 and 22 its entire allocation was changed from the
20 Phase I R-32s with which the service had originated
on November 20 (3394-5, 3406-7, 3426-7, 3574-5,
3590-1, 3646-7, 3726-7, 3728-9, 3778-9, 3870-1) to a
like number of Pitkin-assigned R-46s, arranged in five
4-car links: 5850-1-3-2, 5858-9-61-0, 5958-9-61-0,
6174-5-7-6, and 6198-9-6201-0. The first of these
(5858, etc.) was activated on Friday, December 21,
which proved to be the only day when both types were
on the road (two 4-car trains of R-32s plus the lone set
of R-46s), with all three runs being filled by the newer,
longer equipment the following day. The last of the R32s had been removed from the Peninsula by that Sunday morning and operations on the Shuttle have been
maintained by 20 R-46s through March 8. Schedules
were adjusted slightly on January 21 (a smaller spread
across the day and on weekends), by which time the
line’s Conductors were eliminated and it was converted
to OPTO for the duration. Between January 28 and
February 2, 2013 four of the five sets of R-46s were
swapped out, with 5850-1-3-2, 5858-9-61-0, 5958-9-6160 and 6198-9-6201-0 departing back for Pitkin and
replaced by 5822-3-5-4, 5934-5-7-6, 6070-1-3-2, and
6102-3-5-4. A check of the Rockaway Park Shuttle on
March 1, 2013 found general conditions only slightly
better than those earlier observed on December 21,
though more of the debris from Sandy has either been
removed or dispersed. The closed stations at B. 98th
Street-Playland and B. 105th Street-Seaside still do
have power but that at Rockaway Park-B. 116th Street
does not (only the platform and yard tracks do). The
terminal and adjoining buildings, including a police station, were still hooked up to a series of portable generators as they have been since their main connection with
LIPA was destroyed in an explosion and fire during the
storm. Work to reclaim this area was only in its earliest
stages and should be ongoing for several weeks, so it
may be a close call for the restoration of Rockaway
Park and complete A and S service on the Rockaway
Line in general, which is now optimistically tabbed for
June, 2013.
(Continued next issue)
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Commuter and Transit Notes
METROPOLITAN TRANSPORTATION AUTHORITY
In connection with the March 1 fare increases, there
have been several changes. A new Military Ticket for
Active Duty Personnel with approved ID allows off-peak
fares at all times. Family Fare tickets are accepted on
PM peak trains with no step-up fee for children ages 511, but not on AM peak trains. City Ticket prices went up
by 25 cents to $4. NYCT fares did not go up until March
3, and there is now a $1 charge for a new MetroCard
purchased at commuter rail stations, MetroCard vending machines (including PATH), or subway booths. To
avoid the fee, it is suggested that current MetroCards
be re-filled. Damaged cards will be replaced free of
charge. Those who purchase combination railroad/
MetroCard tickets do not pay this fee. Updated Tickets
and Fares brochures were issued for the Long Island
Rail Road and Metro-North.
MTA METRO-NORTH RAILROAD (EAST)
At the 100th Anniversary celebration of Grand Central
Terminal on February 1 (March Bulletin), member Walter Zullig, who is also a Global Director for the National
Railway Historical Society, presented Metro-North with a
special plaque.
Railway Age reported that in the Capital Program
starting in 2014, Metro-North could make access to
New York Penn Station a priority. The plan — West Side
Access — would allow trains from the New Haven
(Phase I) and Hudson (Phase II) Lines to operate into
New York Penn Station: New Haven via Amtrak’s Hell
Gate Line and Hudson via Amtrak’s Empire Line. Stations would be constructed under Phase I at Morris
Park, Parkchester, and Hunts Point, and at 125th Street
and possibly 59th Street under Phase II. Metro-North
trains are expected to use slots vacated by Long Island
Rail Road trains re-routed to Grand Central Terminal via
East Side Access. M-8s can handle the different power
changes and operate on either third rail and catenary.
There could be an issue here as third rail shoes differ
on Metro-North, which uses an under running type,
where through New York Penn Station, the third rail is
like NYCT. The Empire Line does not have third rail,
except on the connection into New York Penn Station,
which is the domain of diesel-powered locomotives.
The final numbers for 2012 are in, and the on-time
performance (OTP) was 97.6%, this in spite of Superstorm Sandy. In 2011, the OTP was a very respectable
96.9%. During the first quarter, the OTP was a recordsetting 98.8%. By line, the yearly totals are: Harlem
(98.2%), Hudson (98%) and New Haven (96.8%). The
M-8s becoming more numerous, caused the OTP to
increase from 95.6% in 2011. However, the ongoing
catenary replacement work in a 7-mile stretch between
12

No. 293
by Randy Glucksman

Greens Farms and Bridgeport continues to affect operating flexibility.
On the subject of numbers, last year 83.2 million passengers were carried, an increase of 1.5% over 2011,
when 82 million rode the rails. Impressive as it seems,
in 2008, before the recession, ridership was higher at
83.6 million. Still, Metro-North carries more riders than
any other railroad in the nation.
Annually, Metro-North updates a report titled, Strategic Investments and Planning Studies. At the end of
December, 2012, the east-of-Hudson EMU fleet stood
at 172 M-2s, 140 M-3s, 54 M-4s, 48 M-6s, 336 M-7s,
and 172 M-8s. When deliveries are completed there are
to be 405 M-8s, and all M-2/M-4/M-6s would be replaced. The diesel fleet contains 213 coaches (104 end
door and 109 center door), 31 Genesis and 12
Brookville locomotives, and 12 switchers.
Some of last year’s accomplishments include:
● Completion of the M-3 in-house overhaul of 138
cars. The mean distance between failures (MDBF)
has increased from an average of 58,700 (20022006) to the current 662,637, up 800%
● 24 of 31 Genesis units have been overhauled and
the remainder are to be completed by the end of
2014. The MDBF for the overhauled units is 35,302
vs. the goal of 25,000
● Overhaul of eight west-of-Hudson F-40 dieselelectric locomotives was completed. Besides rebuilt
engines, main and auxiliary generators, and other
components, the 1,800-gallon fuels tanks were replaced with 2,500-gallon tanks that enable two Port
Jervis round trips before re-fueling
● Work on a joint procurement with the Long Island
Rail Road or a separate procurement to develop the
specifications for the M-9, which will be built on the
success of the M-7. The contract could be for married pairs and single cars, or multi-levels with dualmode locomotives
● Station rehabilitation projects completed at Poughkeepsie, Cortlandt, and Tarrytown. Work continues
at Peekskill, Croton-Harmon, Mt. Vernon East, Pelham, Larchmont, Mamaroneck, and Harrison
● Danbury CTC Signal Project (CDOT-funded): There
are four phases:
Phase I - Norwalk to Wilton was completed
Phase II - Wilton to Branchville is expected to
be completed this spring
Phase III - Branchville to Bethel is expected to
be completed in July
Phase IV - Bethel to Danbury is expected to be
completed by the end of 2014
(Continued on page 13)
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In October 2012, there was a significant increase in
service when 79 trains a week were added. With
the April 6 schedules, there will be 151 additional
trains each week, for a total of 230 each week when
compared to the pre-October 2012 schedules
CONNECTICUT DEPARTMENT OF TRANSPORTATION
A March 4 hearing at MTA Headquarters was held to
establish fares for the West Haven station, which is set
to open on or about June 1. It is proposed that fares
mirror those at New Haven.
The latest M-8 update remains from January 7, and
shows 186 cars with 166 in service and 20 undergoing
Kawasaki inspection. As of mid-March, member Bill
Zucker has observed 9100-9227, 9230-3, 9236-53,
9256-9, 9262-5, 9270-5, and 9284-5, 166 cars.
MTA LONG ISLAND RAIL ROAD
Member Richie Schulman gave me a brochure for the
Ronkonkoma/Farmingdale Double Track Project (March
Bulletin), with the following schedule:
● May, 2012 – $138 million committed to expedite the
project
● July, 2012 – Awarded Design/Environmental contract
● November, 2013-September, 2016 – Phase I
Design/Build/Construction (Ronkonkoma to Central
Islip)
● January, 2015-September, 2015 – Phase II Preliminary Design (Central Islip to Farmingdale)
● April, 2016-December, 2018 – Design/Build Award
and Construction
Despite Superstorm Sandy, ridership was up slightly,
0.7%, in 2012 to 81.7 million. The opening of the Barclays Center in September caused a 334% increase in
ridership to/from Atlantic Terminal. Prior to Sandy, ridership was up by 4.3% over the comparable period in
2011. Thanks to member Al Holtz for this news.
Timetables were issued effective March 4 that will remain in effect through May 19. Service additions were
reported in the March Bulletin.
Special timetables were issued for the following purposes:
● Port Washington: March 9-10, 23-24 and April 1314 – Manhasset Viaduct bridge timber replacement.
Bus/Van service between Port Washington and
Great Neck
● Hempstead and Babylon: March 8-11, 22-25, April
5-8, 12-15, 19-22 & 26-29, May 3-6 & 17-20 – Main
Line concrete tie project
● East of Speonk: March 12-15 - East End bridges
rehabilitation – Bus service east of Speonk 72 consecutive hours
● St. Patrick’s Day: March 16 – Extra service on the
Port Washington, Ronkonkoma, and Babylon
Branches
13

St. Patrick’s Day in Montauk: March 17 – Extra
westbound service. (These were cards)
For the remainder of the year, Holiday Eve trains operate on the Eves of: March 25 (Passover), March 29
(Good Friday), May 24 (Memorial Day), July 3
(Independence Day), August 30 (Labor Day), September 4 (Rosh Hashanah), September 13 (Yom Kippur),
November
27
(Thanksgiving),
December
24
(Christmas), and December 31 (New Year’s). The
branches with this service are Port Washington, Far
Rockaway, and Babylon.
This year’s Major League Baseball All-Star Game at
Citi Field will be the first time since 1964 that a Queens
baseball stadium will host this event. Back then it was
Shea Stadium. Special schedules will very likely be issued. Thanks to member Barry Zuckerman for this report.
NJ TRANSIT
History was made when ALP-45-DPs operated into
New York Penn Station for the first time on March 2.
According to the National Association of Railroad Passengers (NJ-ARP), this was done due to power being
removed from the catenary between Hoboken and Dover in order to do electrical work. NJ-ARP reported:
“This marks the first major use of the dual-mode locomotives into New York Penn Station, thus finally fulfilling
the purpose for which they were procured. NJ-ARP
would like these units able to substitute in a few 1000series Montclair-Boonton trains for the MSU-NYP runs
during rush hours. Off peak and weekends NJ Transit
should be able to run at least some through trains from
Bay Head if they so desired. Maybe they should seriously consider New York to Bay Head Beach specials
this summer.” The trainsets for the #6900-series trains,
two Comets and two multi-levels, were powered by
4503, 4505, 4509, 4515, 4518, or 4534.
Whenever I am near someone using a ticket vending
machine (TVM), I often think that I am next to a slot machine, as dollar coins are returned as change. By the
end of the year, this will be a sound from the past with
the launching of a program to retrofit all 674 TVMs with
Bank Note Recycler (BNR) technology. BNR allows the
machines to dispense change in the form of paper
bills—ones to twenties—instead of dollar coins. Over
the past year, tests were conducted at TVMs in New
York Penn Station, the Port Authority Bus Terminal, and
Hudson-Bergen Light Rail.
The cost for Superstorm Sandy repairs has risen to
$450 million, an increase of $50 million over what was
previously reported. As of early February, the transit
agency had received $10 million from insurance carriers
and was about to submit an application for a share of $2
billion in Federal Transit Administration storm repair
funding. The Star-Ledger (February 14) reported that
NJ Transit was having problems securing parts or getting repairs for dozens of damaged cars. A revised num(Continued on page 14)
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ber of damaged equipment was 70 locomotives and
272 cars, up from 65 locomotives and 257 cars
(December, 2012 Bulletin). 43 engines and 72 cars
had been returned to service by mid-February.
As was reported in the March Bulletin, due to the
Metro-North fare increase, fares at some Main/Bergen/
Pascack Valley Line stations, where a “hold down” had
been in effect, went up. Stations on the Main/Bergen
Line from Glen Rock to Suffern, and the Pascack Valley
Line from Oradell to Montvale, saw increased fares. For
most of these stations all ticket types were increased,
while at others only 10-Trip or ORT were affected.
At the February 13 Board meeting, a $2.5 million contract was awarded that would extend the platforms by
120 feet on the lower (Hoboken) level of Secaucus
Junction to accommodate 10-car trains. At present, the
platforms are only capable of handling 8-car trains, but
the foundations were installed when the station was
constructed. While this effort is primarily being done for
Super Bowl XLVIII, which will be played in MetLife Stadium on February 2, 2014, in the future, it is expected
that daily service would be provided to the American
Dream retail and entertainment complex. The Meadowlands station was built to platform 10-car trains.
A special (telephone) Board meeting was held on
March 4, wherein contracts were awarded to Bombardier not to exceed $16 million to repair 77 multi-level
cars, and to ORX Corporation not to exceed $3 million
for the repair of passenger car and locomotive gear assemblies for Arrow IIIs, multi-levels, Comets, PL-42s,
and ALP-46s. Another contract, not to exceed $1 million, was awarded to Hall Construction for the repair of
Hoboken Terminal.
There was another controversy during February over
the decision to send four NJ Transit employees (the
Chief of Staff of Rail Operations, Superintendent of Hoboken Rail Operations, one Police Officer, and a police
official) to New Orleans to observe firsthand how their
counterparts handled the transportation logistics for Super Bowl XLVII. NorthJersey.com reported that the
expense reports came to $14,505, broken down as follows: $7,800 (lodging), $5,241 (airfare), and $423
(miscellaneous expenses). It is not uncommon for cities
hosting future Super Bowl games to visit prior games as
part of the planning process, including planning for
crowd, transportation, and customer service logistics.
Indeed, a spokesman for the New Jersey Association of
Railroad Passengers, (member) Phil Craig, called it a “a
worthwhile expenditure of public funds.” NJ Transit officials have said little so far about their visit. Thanks to Al
Holtz for this report.
In support of the St. Patrick’s Day Parade in Belmar
on March 3, hourly service operated on the North Jersey Coast Line between Bay Head and Long Branch
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from 9:21 AM-9:21 PM eastbound and 8:46 AM-10:46
PM westbound. For the New York St. Patrick’s Day Parade, two extra trains in each direction were scheduled
between Trenton and New York Penn Station and Long
Branch and New York Penn Station. North Jersey Coast
Line riders benefited with extra service due to the four
New York Penn-Secaucus Junction trains being extended to South Amboy or Matawan-Aberdeen.
Effective February 16 and continuing for one year, free
parking is being allowed on weekends at these five
HBLR park and ride locations: Tonnelle Avenue,
Westside Avenue, Liberty State Park, 34th Street, and
22nd Street. Those who will benefit from this initiative
can thank members Jack May and Frank Miklos and the
New Jersey Association of Rail Passengers, who have
offered this suggestion numerous times at NJ Transit
Board meetings.
Member Bob Vogel who visited the site of the
Pennsauken Transit Center on March 2, reported that
the parking lot has been blacktopped, and the latest
news is that the station is to open this September.
METROPOLITAN AREA
Bee Line fares for Westchester County buses were
raised to match MTA’s bus and subway fares on March
1. Riders using Metrocards on NICE buses also saw
their fares increased, but this does not apply to those
paying with cash.
AMTRAK
Chief Executive Officer Joseph Boardman told a Congressional committee that in FY 2012, the railroad paid
just 12% of its operating costs because the other 88%
was covered by ticket sales and other revenue.
National Train Day will be held on May 11. The closest
event to the New York metropolitan area is in Philadelphia.
MISCELLANEOUS
With the announced retirement of U.S. Transportation
Secretary Ray LaHood, some members of Congress
are supporting former Representative Jim Oberstar as
his replacement. Mr. Oberstar is a former Chairman of
the House Transportation and Infrastructure Committee
who led the panel from 2007 to 2011. Oberstar lost his
seat in Congress in the 2010 election after over 30
years in public service.
INDUSTRY
On February 15, there was enough daylight as my
Hudson Line train passed Kawasaki’s Yonkers facility to
see what was in the yard, almost exclusively NYCT R188s. Visible were 7838-41 plus PATH PA-5 5812.
Some more details have surfaced about the effort to
restore service following Superstorm Sandy. Mass
Transit Magazine reported that besides the buses NJ
Transit borrowed from SEPTA (30) and DART (20),
which we reported in the December, 2012 Bulletin, other transit agencies also assisted. SEPTA repaired 25 air
controlled valves for PATH and offered other unnamed
(Continued on page 15)
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transit agencies assistance in making repairs. SEPTA
Transport Workers Union members collected and
shipped cleaning supplies such as bleach, masks,
Tyvek suits, shovels, brooms, etc. to New York. As was
previously reported, the Morristown and Erie Railway
made repairs to a number of NJ Transit diesel engines.
SUPERSTORM SANDY FOLLOW-UP
MTA NEW YORK CITY TRANSIT (SUBWAY)
On February 12, there were reports that NYCT was
considering operating limited service into the former
South Ferry 1 station, which closed on March 16,
2009. NYCT President Tom Prendergast seemed to
suggest to the New York City Council that partial service
could start sooner than the agency had anticipated, as
soon as two to three months from that point. Following
the meeting, a spokesperson backtracked from that
timeframe but would not be specific. But, on March 8, it
was announced that in fact, the 1905 South Ferry station would re-open during the first week of April. Only
five cars can platform at the old South Ferry station.
NJ TRANSIT
At the March 12 Board meeting, it was announced that
effective March 24, electric service would return to Hoboken. New schedules were also issued. With those
and other added trains, totaling 21, the service level
increased to 97% of the pre-Sandy schedules, or 679 of
700 daily trains. In addition, 19 trains that were operating only part of their trips are now making their entire
trip. However, these lines are still short trains: Main/
Bergen (4), Montclair-Boonton (6), Morris & Essex (7),
and North Jersey Coast Line (4). Due to space limitations, a table showing the status of rolling stock will appear in the May Bulletin. A “Progress Card” has been
added to NJ Transit’s home page.
PORT AUTHORITY TRANS-HUDSON CORPORATION
On February 27, it was reported 24-hour-a-day service
would be restored on all lines as of March 1. Looking
further into the fine print, there is one hitch — no direct
service on weekends between Hoboken and World
Trade Center.
STILL OUT:
MTA NEW YORK CITY TRANSIT (SUBWAY)
1 Rector Street to (new) South Ferry
A Howard Beach to Far Rockaway
S Broad Channel to Rockaway Park
NJ TRANSIT
Regular schedules on the Main/Bergen, MontclairBoonton, Morris & Essex, and North Jersey Coast
Lines, and electric service to Hoboken
PORT AUTHORITY TRANS-HUDSON CORPORATION
Weekend service to World Trade Center
FEBRUARY 8-9 BLIZZARD
My wife and I were on a 10-day tour of Israel when the

storm struck the metropolitan area. My thanks to members David Cohen, Todd Glickman, Marc Glucksman, Al
Holtz, Larry Kiss, and Bill Zucker for their emails so that
I could include this section in the Bulletin. When the
storm was over, it was the easternmost portion of Long
Island, New Hampshire, and Maine, and virtually the
entire states of Connecticut, Massachusetts, and Rhode
Island that were severely affected. Snowfall amounts
ranged from less than one inch in Atlantic City to 40
inches in Hamden, Connecticut. Power outages were
measured in the hundreds of thousands. Below are
summaries of how the commuter agencies fared.
MTA LONG ISLAND RAIL ROAD
Eight extra trains, the same ones that are scheduled
on the eve of holidays, were operated Friday afternoon,
February 8 on the Port Washington (1), Port Jefferson
(4), Far Rockaway (1), and Babylon (2) Branches. All
service was shut down around 3 AM. However, starting
at 7 AM Saturday, February 9, a “Modified Schedule 4”
was put into effect, which provided service every two
hours between New York Penn Station and Port Washington, Huntington, and Babylon. Shuttle service between Atlantic Terminal and Jamaica was also initiated.
Due to snow accumulations, which in some areas were
up to four feet, there was no service on any of the other
branches. Later in the day, service began operating to
Farmingdale.
On Sunday morning, February 10, weekend service
was restored to all branches except east of Huntington,
Ronkonkoma, and Babylon. For the Monday morning
commute, a “Modified Schedule 1” was in effect. Ten of
the 143 normal rush hour trains were canceled. One
westbound train on each of these branches was canceled: Port Washington, Port Jefferson/Huntington,
Hempstead, Far Rockaway, Long Beach, and West
Hempstead. The Babylon Branch had four cancellations. Stops were added to some trains. Normal service
was operating on all branches on Tuesday morning.
MTA METRO-NORTH RAILROAD (EAST)
Due to the predicted severity of the storm, extra service operated beginning Friday at noon. Special storm
PDF timetables for all three lines showing trains departing between noon and 8 PM were posted on the Internet. Later, email alerts were sent reporting that the last
trains would be as follows:
LINE /
BRANCH
Hudson
Harlem
New
Haven
New
Canaan

LAST INBOUND

LAST OUTBOUND

Train # 792 - 9:59 PM
Poughkeepsie
Train #998/698 - 9:25
PM Wassaic/
Southeast
Train #1595- 9:17 PM
New Haven
Train #1795- 9:30 PM
New Canaan

Train #891 - 10:05 PM Grand
Central Terminal
Train #593 - 10 PM Grand
Central Terminal
Train #1590 - 10:22 PM
Grand Central Terminal
Train #1790 - 11:10 PM
Stamford
(Continued on page 16)
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Danbury
Waterbury

Train #1895 - 8:59
PM
Train #1997 - 9:35
PM

Train #1890 - 11:26 PM South
Norwalk
Train #1990 - 10:37 PM
Bridgeport

Upon completion of snow fighting efforts at NYCT on
Saturday night, two snow blowers at 239th Street Yard
were placed atop lowboys and driven to the North White
Plains shops. (Photos were posted on MTA’s Flickr site
showing R-146s ST201 and ST202 being prepared for
the move). From there, they were dispatched to the
New Haven Line to assist in snow removal east of
Stamford, including the three branches. Their return to
NYCT was not reported.
Late Saturday morning, service gradually returned, on
the Hudson Line starting with Train #8722 (11 AM from
Croton-Harmon) and Train #723 (11:20 AM Grand Central Terminal) and on the Harlem Line, Train #9522
(11:06 AM North White Plains and Train #9527 (11:25
AM Grand Central Terminal). Service to Wassaic returned at 1:21 PM with Train #9927, which turned for
Train #9942 (2:24 PM). New Haven Line service was
suspended due to “impacts of the storm” until early afternoon when service returned west of Stamford beginning with Train #6331, which departed at 1:30 PM.
There was no service east of Stamford or to any of the
branches.
As the work week began, service was normal on the
Hudson and Harlem Lines, and the New Haven west of
Stamford. There was limited AM Peak service on the
New Haven Line between Stamford and New Haven.
Regular New Canaan and Danbury Branch service also
resumed, but remained suspended on the Waterbury
Branch. Substitute bus service was not provided due to
poor local road conditions. On Tuesday morning, MetroNorth reported that 75% of its regularly scheduled service from New Haven to New York City, 90% from South
Norwalk to New York, and 95% from Stamford to New
York was operating as crews continued to dig out the
east end yards. Full service returned on Wednesday,
February 13.
MTA METRO-NORTH RAILROAD (West)
Special Winter Storm schedules were put into effect
on the Haverstraw-Ossining and Newburgh-Beacon
Ferries for Friday evening. Port Jervis Line service was
terminated after the departure of Train #67 (9:58 PM
Hoboken). It’s follower, Train #69 (12:40 AM Hoboken),
was canceled at Suffern. Service was normal Saturday.
SHORE LINE EAST
Friday evening service ended around 6 PM. A test
train operated on Sunday afternoon. Service was restored on Monday.
NJ TRANSIT
On Friday, systemwide cross-honoring was implemented. After 7 PM, Morris & Essex Lines (including
16

Gladstone Branch), Montclair-Boonton, and all Midtown
Direct services were suspended through Saturday, February 9. At 12 noon, all of those services were reported
as being in operation.
MASSACHUSETTS BAY TRANSPORTATION AUTHORITY
A full service closure went into effect at 3:30 PM Friday afternoon. Effective 2 PM Sunday, limited Red Line,
Orange Line, and Blue Line service between Orient
Heights and Government Center, and Green Line service between Kenmore and Lechmere was operating.
Some bus lines were also restored. Full service as well
as commuter service was restored in time for Monday
morning’s commute.
AMTRAK
Service east of New York was suspended on Friday
afternoon. Later in the afternoon, service west of New
York was also suspended. On Saturday morning, services between Washington, D.C. and New York as well
as the Keystone and Empire Services were restored.
Details are lacking, but all services were restored on
February 12.
OTHER TRANSIT SYSTEMS
MONTPELIER, VERMONT
Vermont Governor Peter Shumlin and Quebec Premier Pauline Marois met in February to discuss improving
the time it takes to clear passengers and freight trains
crossing the U.S.-Canada border, according to The
Wall Street Journal. Both elected officials have committed to improving rail connections between Montreal
and the U.S. border, possibly taking an hour off the trip
to New York. The major impediment remains the preclearance of passengers by customs officials.
The Vermont Agency for Transportation has proposed
re-routing The Ethan Allen via Mechanicville, New York,
rather than its current route, Saratoga Springs, New
York. Should this come to fruition, the recently opened
Saratoga & North Creek Railway would see the number
of trains serving its line cut in half. Vermont transit officials claim that the cost to operate the current service
has doubled in the past five years from $1.5 to $3 million, and by changing the routing, they are hoping to
have New York pay part of the costs. Saratoga & North
Creek Railway officials would rather not see any route
changes. More than 1,220 riders were carried on their
trains during January and February, an increase from
last year’s 810 in the same period. Thanks to Al Holtz
for this report.
CONCORD, NEW HAMPSHIRE
The Executive Council, on February 6, approved a
federally funded $3.6 million study that would bring
commuter rail service to the Capitol Corridor from Concord to Boston. Not all of the elected officials are on
board with this idea, but with the federal government
paying for 90%, New Hampshire is responsible for the
remaining 10%. The line would be 78 miles long.
Thanks to Todd Glickman for this and the following four
(Continued on page 17)
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reports.
BOSTON, MASSACHUSETTS
As the date for the start of FY 2014 comes closer,
MBTA is facing a projected deficit of $130 million. April
15 is the date that a balanced budget is due. Options
under consideration are a fare increase, or a combination of fare increase and service reductions across all
services.
With the Massachusetts Bay Commuter Rail (MBCR)
contract to operate commuter trains set to expire on
June 30, MBTA may seek an extension while it considers if it will renew the contract or hire Keolis America,
Incorporated to operate its service. MBCR has held the
contract since 2003.
Construction began during January at Assembly
Square in Somerville, a fill-in station on the Orange
Line. Details were previously reported in the July, 2012
Bulletin. The station is set to open during the fall of
2014.
Major reconstruction of the Longfellow Bridge is set to
get underway this summer. Red Line service will be
suspended for 25 weekends and riders will use buses
to travel between downtown and Cambridge. Weekdays, trains will operate via temporary tracks to be installed over one of the closed lanes. During the first half
of the project, the Boston-bound side of the bridge will
be closed, as well as the inbound Red Line track. Inbound trains will shift to the outbound track, and outbound trains will ride along a temporary track on the
eastern side of the bridge, squeezing next to a single
lane of outbound car traffic.
PROVIDENCE, RHODE ISLAND
Between February 12 and March 29, daily parking at
T.F. Green Airport in Warwick and at Wickford Junction
was free. Normally, the costs are $6.75 and $4 per day,
respectively.
LINDENWOLD, NEW JERSEY
Progressive Railroading reported construction of
elevators at PATCO’s 9-10th Streets, Locust Street, and
Ferry Avenue stations has been delayed by various
problems, including discovery of the remnants of a subway station that had been part of the never-finished Locust Street Subway and was apparently built between
1916 and 1918. The elevators were supposed to be
ready for use by the end of 2012. PATCO engineers got
to the bottom of the story and concluded that the remnants of the old station were not historically significant
enough to preserve. In the 1930s, the station was demolished during construction of part of a Center City
subway loop that was never completed. However, the
north wall was only partially demolished, and that is
what crews encountered last year as they excavated for
the elevators. The current crews finished the demolition
begun by their Depression-era counterparts.
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Member Bill Vigrass added: “When I first started with
PATCO 8/5/68, I looked at the Philadelphia Department
of Public Property drawings of the Locust Street Subway and saw dotted lines within the section of 9-10th
Streets station, and dotted lines outlined a Market
Street- type station with outside platforms. It was demolished (I thought) to build the present 9-10th StreetsLocust Street station. It was clearly on the drawing, so it
was not a secret or hidden anywhere. To the extent that
the old station was outside the envelope of the new station since it had outside platforms, that portion would
not have been demolished. So I guess that is what was
found. Since this is a City-owned station, the elevator
would be owned by the City.”
PATCO announced plans for a $168,240 contract with
Cubic Transportation Systems to upgrade its fare card
readers to accept "Smart Cards," which have
a computer chip embedded in lieu of a magnetic
stripe. This would be similar to, but incompatible with,
SEPTA’s proposed system. This is not primarily a matter
of technology, but rather of agreements to
be worked out between the two companies. Thanks to
member Dave Safford for this report.
PHILADELPHIA, PENNSYLVANIA
From Cinders: Two Silverliner Vs (numbers were not
provided) were delivered on January 8, leaving the final
three (738, 881-2). At the time, 95 were in service. 738
arrived February 28, and 881-2 were expected around
March 21. Six Silverliner IIIs were moved to scrap on
February 28 (from Wayne Electric Car Shop to CSX's
Woodbourne Yard): 202, 211, 229, 254, 255, and 9002.
Three public information sessions were held January
29-31 to discuss alternatives for rail service to King of
Prussia and Upper Merion Township in Montgomery
County as part of the alternatives analysis/Draft Environmental Impact Statement, expected to be complete
by 2014. This would be an extension of the Norristown
Line. Thanks to Jack May and Lee Winson for this
news.
Member Alfred Gaus, Jr. reported that 707, 711, and
729 are three of the cars that have been wrapped in the
Tropicana Orange Juice advertisement.
New Regional Rail timetables were issued effective
February 10. Lee Winson reported that some train
names have been eliminated. Those that no longer appear are: North Penn Limited (Lansdale/Doylestown
Line), Schuylkill Flyer (Manayunk/Norristown Line), and
Neshaminy Limited and Pennypack Limited (West Trenton Line). They simply appear as “Express.” On the
Paoli/Thorndale Line, the Great Valley Flyer retained its
name. According to “Plan Philly,” SEPTA is removing
the names of some its Limiteds, in an effort to eliminate
rider confusion.
By October, if state funding is not forthcoming, The
Pennsylvanian may be history. That is the deadline for
the State of Pennsylvania to decide whether to pay the
(Continued on page 18)
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estimated $5.7 million cost for subsidizing the Pittsburgh to Harrisburg service, a cost Amtrak now pays.
The reason for this conundrum is a funding change
called for in the federal Passenger Rail Investment and
Improvement Act of 2008, which requires Amtrak to develop and implement a consistent formula for sharing
costs with states on corridor routes of 750 miles or less.
No decision has been made, but remarks from Pennsylvania Department of Transportation officials suggest the
route is in trouble unless it can be shown to benefit
large numbers of passengers connecting at Pittsburgh
to/from cities other than Harrisburg. If eliminated, these
cities would be without rail service: Greensburg,
Latrobe, Johnstown, Altoona, Tyrone, Huntingdon, and
Lewistown. It would also leave Pittsburgh with no direct
passenger train connections to Philadelphia and New
York. Only one Amtrak route, The Capitol Limited from
Chicago to Washington, would still stop there. Thanks
to Lee Winson and Bill Vigrass for this news.
Member Bob Wright reported that there had been a
two-day suspension (February 27-28) of A/B (skip-stop)
service on the Market-Frankford Line, caused by door
problems and some issues with motors. Press information was very vague.
Bob added: “I noticed a not-so-pleasing (at least to
me) posting on the Market East train platforms this
evening (February 27) — the Quiet Car program will be
suspended for Flower Show week (March 3-10). My
guess is that the crowds that are usually on the trains
will be easy to manage if those who want to chat, etc.
can be on any car. I think it will only cause confusion. We shall see. The program seems to work well
now.”
WASHINGTON, D.C. AREA
Virginia Railway Express held seven public hearings
during March to solicit comments related to a proposed
4% fare increase. If adopted, this change would become effective the first week of July, to coincide with the
start of the FY 2014 budget year.
MARC implemented new timetables on its Penn Line
on March 25. Times were adjusted on two AM and five
PM trains to improve on-time performance. Thanks to
member Steve Erlitz for this report and copies of the
timetables.
WMATA is also looking to expand. A plan, titled Momentum: The Next Generation of Metro Strategic
Plan 2013-2025 was released on January 25. The
agency is looking to spend $26 billion through the year
2040, but the plan does not deal with how it would be
funded. Under consideration are: a Potomac River tunnel to be built between the Georgetown district and
Rosslyn, and a second new tunnel that would run northsouth through central Washington, under the National
Mall. Thanks to member Phil Hom for this news.
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Todd Glickman, riding inbound (February 5) from Dulles Airport (IAD) on the Washington Flyer bus from the
airport to West Falls Church on the Orange Line, reported: “I saw tracks laid in the median of the Dulles Access
Road out to Wiehle Avenue. There were lit signals at
interlockings (red over red). Hi-rail vehicles were moving on the tracks along with hand-flats.”
VIRGINIA BEACH, VIRGINIA
Hampton Roads Transit, operator of The Tide, held
two meetings at the end of February to provide information and receive comments on the latest rail developments in the Virginia Beach Transit Extension Study.
The study is examining the benefits and impacts of four
possible alternatives along the proposed alignments,
including: extending The Tide, expanding existing local
bus service, Bus Rapid Transit, or doing nothing.
Thanks to Jack May for this report.
ATLANTA, GEORGIA
The first tracks for the 2.7-mile streetcar line were laid
on March 6. The project will connect Philips Arena, the
Georgia Dome, the CNN Center, the Georgia Aquarium,
the Martin Luther King, Jr. National Historic Site, the
Sweet Auburn Historic District, Georgia State University,
Grady Memorial Hospital, and other landmarks. A spring
2014 opening is planned. Thanks to Bill Vigrass for this
news.
SOUTH FLORIDA
Richie Schulman reported: “I rode the new Orange
Line (which opened July 28, 2012) from Earlington
Heights to the Miami International Airport Metrorail station. When I got off I was pleased to discover that there
is a people mover (MIA Mover) connecting the Metrorail
station and the airport. The station for the new Tri-Rail
extension to Miami International Airport is right next to
the Metrorail station. The latest editions of the Transit
System Map and Metromover Guide & Metrorail
Guide are dated November, 2012.”
At the end of February my wife and I went to Florida to
attend a wedding. In between the events associated
with the wedding and visiting relatives and friends, I had
one day for railfanning and decided to ride the Orange
Line (please see above). I learned that Walter Zullig
was in Florida, but he was unable to join me. As we
were staying with a friend in Lake Worth, I rode Tri-Rail
from the Boynton Beach station to the MetroRail/Tri-Rail
station, where I boarded a southbound Green Line train
and transferred to the Orange Line at Earlington
Heights. On the branches, a 15-minute headway is operated, except during the peak hours, trains operate
every 10 minutes. The MIA station is very clean and
modern and the adjacent Tri-Rail MIA station seems
well along, although I did not try to reach it. Walter Zullig
informed me that Amtrak is also supposed to serve this
station, but there are still some ongoing disputes. The
track work in this station was incomplete, but is scheduled to open in October. Upon arrival, passengers can
(Continued on page 19)
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ride an escalator to the upper level, where, after tapping
their Easy Cards on the faregates, they can walk a
short distance to the MIA Metromover. I passed on riding the first few cars so that I could take some photos.
No one questioned me as to what I was doing. This line
operates with four cars numbered 01-04, although only
01-03 were in service. I did not time the trains, but the
trains seemed to depart about every 3 minutes. Enroute to the Airport station, the car that I was riding
passed the other two cars.
It was on March 2 that weekend service was nearly
doubled from 16 to 30 trains, thereby reducing headways to hourly between 5 AM and 6 PM. A new timetable was issued.
CHICAGO, ILLINOIS
Since February, all Metra trains are equipped with an
automatic external defibrillator (AED), for a total of 300
units. The funding for this program came from various
grants, and the support of Governor Pat Quinn, a longtime supporter of expanding access to AEDs in public
spaces. They have been placed near the lavatories of
all cab cars, but on Metra Electric, they are near the
Engineer’s cab of old Highliners, and on the new Highliners in odd-numbered cars near the lavatory.
The Chicago Transit Authority (CTA) is seeking bids to
purchase up to 846 cars to supplement the 706 Bombardier 5000-series cars that are in the process of being
delivered. This order would come with several options,
with cars being numbered in the 7000-series. Delivery
would start in 2016, and replace 400 2600-series cars
(1981-7) and the 3200-series cars built in the early
1990s. By 2022, the average age of the fleet would be
less than 10 years.
Eight additional 5000-series cars will be delivered under the contract due to a $30 million credit caused by a
reduction in spare parts. Bombardier reduced the price
of each car by $300,000. Also part of the deal, the now
714-car order will have its fluorescent lighting replaced
by LED fixtures. There is one thing more: those eight
cars will have aisle-facing rather than center-facing
seats. Thanks to member Jim Beeler for these two reports.
Using a $13.9 million grant from the Department of
Homeland Security, CTA will retrofit 840 of its older cars
with high-definition security cameras. The 5000-series
cars are being delivered with these cameras. A consulting group recently did a $200,000 study for this group,
and the results were to be released at a March 7 meeting. Thanks to Jack May for this news.
ST. LOUIS, MISSOURI
A group known as the Partnership for Downtown St.
Louis is proposing construction of a 7-mile streetcar
system that it is hoped would be a catalyst for economic
development between Downtown and the Central West
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NEW ORLEANS, LOUISIANA
Right on the heels of its 1.5-mile Loyola Avenue extension, which opened on January 28, New Orleans
transit officials are considering a 1.2-mile extension
along North Rampart Street at Canal Street that would
run roughly parallel to the Mississippi River. One public
meeting was held in early March and another will be
scheduled for next month. Thanks to Jack May for this
report.
SALT LAKE CITY, UTAH
Effective February 19, Front Runner service was expanded with the addition of peak hour trips. Some connecting bus routes were also adjusted.
SEATTLE, WASHINGTON
Nearly eight years after “temporarily” abandoning the
Waterfront Streetcar Line, the City of Seattle is conducting a study of whether to restart the line. Peter Hahn,
Director of the Seattle Department of Transportation,
told KING 5 News: “The cars would be used to bring
riders up and down all the way from Coleman Docks to
the Sculpture Gardens, and Pioneer Square. So, we
need transportation that is parallel to the water.” Service
on the #99 line, as it was numbered, ended November
18, 2005 when the maintenance barn was closed to
enable an expansion of the Seattle Art Museum. One
proposal would connect the line with the First Hill Trolley Line, which will run from Capitol Hill to Pioneer
Square. Thanks to Jack May for this news.
PORTLAND, OREGON
On March 7, TriMet filed suit against Clackamas
County over its failure to follow through on some final
property acquisitions and $1.3 million in road and signal
improvements for the 7.3-mile Milwaukie LRT. Alternate
means to resolve this issue have not been successful.
Clackamas County has voted three times to support the
project. The press release did not indicate that the
planned September, 2015 date was in jeopardy.
SAN FRANCISCO, CALIFORNIA
$1.5 billion has been approved to electrify and modernize the Caltrain Corridor by 2019. This year, work will
commence on the installation of an advanced signal
system, and staff will begin updating the environmental
analysis to eventually allow construction of an electrified
rail corridor. When the new signal system — CBOSS
(Communications Based Overlay Signal System) — has
been installed by 2015, riders will be provided with safety enhancements, trains will be allowed to operate on
closer headways, and the “gate-down” time at certain
street crossings will be reduced. Thanks to Phil Hom for
this news.
The environmental review process to electrify the Caltrain Line between San Francisco to Gilroy was started
(Continued on page 20)
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Around New York’s Transit System
Second Avenue Subway Station Contract Awarded
MTA awarded a contract to build the Second Avenue
Subway’s 72nd Street station. This $258,353,000
contract includes station finishes, mechanical, electrical,
plumbing, auxiliary buildings, and entrances to this
station. These entrances will be located on the
northeast corner of E. 69th Street and the northwest
corner of E. 72nd Street and Second Avenue, in addition
to a wheelchair-accessible entrance on the southeast
corner of E. 72nd Street and Second Avenue. This
contract is the ninth of ten contracts to be awarded for
Phase One. The final Phase One contract will be for the
86th Street station’s systems and finishes, which was
scheduled for a bid opening in mid-March.
This $4.45 billion project is the largest expansion of
the subway system since trains started operating from
57th Street-Sixth Avenue through the 63rd Street Tunnel
to 21st Street-Queensbridge on October 29, 1989.
Trains were finally through-routed to the Queens
Boulevard Line on December 16, 2001.
The new subway is expected to open for service in
December, 2016, with Q trains stopping at 72nd Street,
86th Street, and 96th Street.

E. 180th Street Station Entrance Rehabilitation
The entrance to the E. 180th Street (25) station, the
former New York, Westchester & Boston Railway
Administration Building, received a $66.6 million
renovation gift on its 100th birthday last year. It is the
only New York City subway station with an entrance
through a formal landscaped plaza and a building listed
on the National Register of Historic Places.
This project includes restoring stucco walls and clay
roof tiles, rehabilitating the building, and constructing a
ramp on the plaza. Work also includes installing an
elevator, improving passenger circulation, and installing
bright lights in a dingy passageway between the
Administration Building and the platforms. To improve
the appearance of the building, a 45-inch-diameter
clock with Roman numerals will be installed.
NYC Transit’s rapid transit, signals, and structures
employees work in offices located on the upper floors of
the building. There are two retail spaces with plate glass
windows in the ground floor lobby. MTA found a tenant
for one store and is trying to rent the other one.
Our late member, Roger Arcara, an expert on
NYW&B, would no doubt be pleased.

Commuter and Transit Notes

cent sales tax to fund county transportation projects. A
2016 opening is planned. Thanks to member Pete Donner for this report.
FROM THE HISTORY FILES
105 years ago: On April 6, 1908, the New York Central
Railroad extended electric service to Yonkers.
75 years ago: On April 20, 1938, the Toronto Transit
Commission (TTC) received its first PCC car, 4002.
TTC would ultimately own 745 mostly new, but also a
number of second-hand cars. A number have been preserved, and others operate daily in Kenosha, Wisconsin.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.

(Continued from page 19)

during late February. Under present planning, electric
service could begin in 2019.
LOS ANGELES, CALIFORNIA
On March 6, the Los Angeles City Council approved
up to $350 million to maintain a proposed 3.5-mile
streetcar line that would run along Broadway, Hill, and
Figueroa Streets and connect the old Banking District,
South Park, Civic Center, and the Fashion District. The
funding would cover repair and operational costs for the
streetcar for three decades. The money will come from
Measure R, the 2008 ballot measure that added a halfThe Genesis of “Dashing Dan”
(Continued from page 8)

A Chronology of Early LIRR Electrification
July 26, 1905: Flatbush Avenue to Rockaway Park via Woodhaven Junction, Hammels.
August 29, 1905: Flatbush Avenue to Rockaway Junction via (Old) Jamaica LIRR.
October 2, 1905: Rockaway Junction to Belmont Park via Queens (Village).
October 16, 1905: (Beaver Street) Jamaica to Central Avenue (Springfield Junction) via Old Southern.
November 5, 1905: Flatbush Avenue Terminal operationally completed.
December 1, 1905: Hammels to Mott Avenue-Far Rockaway.
December 11, 1905: Mott Avenue-Far Rockaway to Valley Stream.
May 17, 1906: “Rockaway Loop” operationally completed, Valley Stream to Central Avenue (Springfield Junction)
and (Beaver Street) Jamaica to Flatbush Avenue
20
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DUAL SYSTEM CONTRACTS SIGNED
100 YEARS AGO
(Continued from April, 2013 issue)
In the previous issue, we featured the 100th
anniversary of the Dual Contracts. In this
issue, we will describe the progress made
constructing this vast network. Work began
as soon as possible and continued for several years until most of the work was completed in 1920. But the remaining work proceeded slowly and was not completed until 1931.

CONTRACT 3 — IRT’S CITY-BUILT
LINES
Seventh Avenue trains started operating
south of Times Square on July 1, 1918 and
Lexington Avenue trains ran north of Grand
Central starting July 17, 1918, but through
service between the Bronx and Brooklyn was
not operated on both lines until August 1,
1918. Service was soon extended to the following terminals in the outer boroughs:
DATE

©2013
Electric
Railroaders’
Association,

TERMINAL

February 1, 1917

Ditmars Boulevard

April 15, 1918

Woodlawn

August 20, 1920

Flatbush Avenue

December 11, 1920

241st Street

December 20, 1920

Pelham Bay Park

Avenue Lines and to build several extensions. Middle tracks were built as follows:
(A)

January 17, 1916 in Manhattan; July 9, 1917 in
the Bronx
LINE

DATE IN
SERVICE

FROM

January 17,
1916

Chatham
Square

125th Street

Third Avenue

(A)

Chatham
Square

Fordham
Road

Ninth Avenue

January 17,
1916

Rector
Street

155th Street

Second
Avenue

TO

On the Bowery, single tracks near each
sidewalk were replaced by a three-track
structure in the center of the street. A doubledeck bridge replaced the single-deck Harlem
River bridge. Sixth and Ninth Avenue service
was extended to the Bronx on July 1, 1918
and the Webster Avenue extension was
placed in service on June 28, 1920.

CONTRACT 3—IRT’S CITY-BUILT
YARDS
Yards were placed in service after main line
construction was completed.
ALL TRACKS IN SERVICE

In This Issue: October 16, 1922
New Lots Avenue
The Long Island January 21, 1928
Main Street, Flushing
Rail Road Eyes
On most lines, trains were turned at interManhattan
mediate stations for brief periods until con...Page 2
struction was completed.

CONTRACT 3 — IRT’S COMPANYBUILT LINES
The company agreed to build continuous
middle track on the Second, Third, and Ninth
1

Date

Yard

April 29, 1923

Livonia

April 14, 1924

E. 180th Street

June 30, 1924 report

239th Street

November 2, 1925

Jerome Avenue

June 26, 1928

Westchester

July 26, 1928

Corona

Temporary inspection sheds at Jerome Av(Continued on page 4)
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THE GENESIS OF “DASHING DAN”
Part Two—The Long Island Rail Road Eyes Manhattan
by George Chiasson
Park.” Prescribing to the results of this survey, LIRR
then chose to make a jog through the modest village of
Woodside, which was the only population center within
a straight line from the point where the railroad cut
away from Jackson Avenue, all the way to Jamaica,
where it would meet the existing Main Line. In turn the
new LIRR main line also bisected the original Flushing
Railroad (as assumed by the New York & Flushing in
1859) at “Winfield Junction,” an arbitrary point in almost
entirely undeveloped land.
On May 10, 1861 the new “Main Line” was opened in
one piece, under the auspices of the New York & Jamaica Railroad, between Long Island City and its junction with the original Brooklyn & Jamaica route at a site
called “The Jamaica Cross Switches” (later Tower 14),
located at Van Wyck Avenue. At Long Island City the
fledgling LIRR depot was immediately next to that of
New York & Flushing, where it abutted Borden Avenue,
Front (now 2nd) Street, and First Street (now 53rd Avenue). The passenger facility was in turn adjoined to a
waterfront freight terminal at water’s edge of the East
River, which gave LIRR supreme access to the riverborne barge trade and New York Harbor. The New York
& Flushing and Long Island Rail Roads crossed each
other at East (11th) Street from the start, but were not
physically connected until the two lines began sharing
the newer LIRR depot on March 31, 1862 and the very
small, original Flushing Railroad site was closed. This
union became known as the “Southern Junction” with
the route consolidations of 1876, at which time operation of that portion of the original NY&F line was completely surrendered to the Southern Railroad of Long
Island (after it had already run the original Flushing
Railroad alignment to Winfield as an ill-fated shuttle between 1870 and about 1875).
Between its Long Island City and Jamaica depots,
LIRR originally included three stops: one at Woodside,
consisting of platforms on a pronounced curve that was
located “off Riker Avenue between 4th and 5th Avenues”;
another at Winfield, west of the crossing with NY&F;
and Newtown, located in a largely rural area one-half
mile east of Winfield Junction. Through the early years
of the 20th century the areas we know in 2013 as Woodside and Newtown were greatly reconfigured, including
a major relocation of the Long Island Rail Road following the opening of Penn Station. As a result, a great
deal of cartographic research is required to “translate”
the former street pattern into some kind of recognizable
form, and by comparing atlases and real estate maps of
the time, the conclusion is reached (in reference to

7.COMPANY ROOTS: THE DEVELOPMENT OF

THE LONG ISLAND RAIL ROAD “MAIN LINE”
”As described previously, the first steam-powered
trains in Queens County began rolling on June 26, 1854
when the Flushing Railroad commenced operations
between its Long Island City ferryboat landing at
Hunter’s Point and the Village of Flushing, at the current
location of the Main Street station. It originated from the
point where Newtown Creek met the East River and
followed its Queens side to the present-day intersection
of Laurel Hill Boulevard and 49th Street, where the track
began to swing around a low hill before assuming a
general northeastward alignment on level terrain,
through what is now Mt. Zion Cemetery, to the company’s namesake of Flushing. As things remain in 2013,
the latter portion of the Flushing Railroad’s original main
line was roughly parallel to the Brooklyn-Queens Expressway between Queens Boulevard and the Kosciuszko Bridge. The alignment also avoided a natural
“mountain” in Maspeth (with a topographical “summit” of
131 feet) and the large amount of swampy terrain that
then largely separated the Queens County municipalities of Long Island City and Newtown, but it did make a
gradual rise of 70 feet in overall elevation as it proceeded from Newtown Creek to Flushing. This was a major
consideration in engineering any railroad of the day,
given the limited capabilities of the primitive steam locomotives then in use.
When it became clear to the original Long Island Rail
Road Company that it would eventually be expelled
from its terminus at Brooklyn’s South Ferry, the company quickly sought to establish the best (and cheapest)
alternative route from the banks of the East River to the
core of its system, that being the original “Main Line”
from Brooklyn to Jamaica, Mineola, Hicksville, Riverhead, and Greenport. Since at least early in the 18th
century (and possibly before), the road presently known
as Jackson Avenue was the chief thoroughfare from the
center of Long Island City, near the railway terminal, to
Flushing (the port of Flushing Bay), its pathway providing a ready and direct escape for the new railroad from
the East River to the interior of Queens County. Unlike
the roadway, however, LIRR’s objective was to intercept
its existing line from Brooklyn at the Village of Jamaica,
and thus it had to establish a survey of its own across
Newtown, in as a straight a manner as possible while
still circumventing the tidal basin of Flushing Bay, which
was then the second largest body of water in Queens
behind Jamaica Bay. At that time this basin was collectively included in Flushing Creek, and in 2013 is mostly
occupied by the enormity of “Flushing Meadows-Corona

(Continued on page 3)

2

ERA BULLETIN - MAY, 2013
and Borden Avenue (immediately across from the LIRR
depot), with trains resuming the original alignment of
1854 at Winfield Junction to complete their journey to
Main Street in Flushing and Great Neck (later Port
Washington) as well as Whitestone. On this newer main
line the Flushing & North Side also constructed a fullblown depot building at the shared stop in Woodside
and a new station at Winfield (corresponding to 48th Avenue).
The opening of the new Flushing & North Side main
line between Hunters Point and Winfield liberated the
old Flushing Railroad main line through Maspeth for
transfer to the South Side Railroad, which (as related
above) began operating it as a shuttle in 1870. Though
a siding was included in its construction at Winfield, the
degree of through service being provided on the new
F&NS main line to Whitestone and Great Neck soon led
to congestion, and starting in 1871 a “relief” track was
laid all the way from the terminal at Hunters Point to
Winfield Junction, being placed in service on March 29,
1872. In pursuit of even greater track capacity, grading
was also performed on the empty right-of-way of the
moribund Woodside & Flushing Railroad, which turned
northeast from the Woodside station and closely paralleled Jackson Avenue straight into Flushing, there to
connect with the Whitestone Branch at Bridge Street
(known in 2013 as Northern Boulevard). Starting on
January 8, 1873, even more trips generated by the
Central Railroad of Long Island were added to this existing traffic, as it adopted the 1869 Flushing & North
Side route as its pathway to Hunters Point. When the
extra track parallel to Jackson Avenue was finally
opened on April 27, 1874, it was used in entirety by
Whitestone trains in both directions, while those serving
Great Neck were reduced to a shuttle from
“Central” (Great Neck) Junction, so that service off the
Central Railroad of Long Island could have the existing,
ex-New York & Flushing route to itself from that point to
Winfield, Woodside, and Hunters Point. This arrangement would only last 2½ years though, as the
“Woodside & Flushing” main line between its namesake
points was considered superfluous during LIRR’s bankruptcy and most of it abandoned in October, 1877. Afterward a short piece of this line endured for freight purposes until about 1915, while the right-of-way through
Bridge Street, Flushing, and College Point to
Whitestone would continue to be accessed only via the
original Flushing Railroad alignment through Corona
after that time, and ultimately survive until 1932 as
LIRR’s Whitestone Branch.
The LIRR terminal at Long Island City was finally completed by August 1, 1861 and then expanded in various
ways in 1870, 1875, 1878, 1879, and 1881 as traffic
levels grew. As a result of the “Poppenhusen” consolidations, the recently-opened (1869) main line of the

The Genesis of “Dashing Dan”
(Continued from page 2)

2013) that the first-generation Long Island Rail Road
depot at “Woodside” was actually located at the present
39th Avenue between 57th and 58th Streets (now an
empty space next to the current LIRR Main Line). Otherwise, the station at Winfield corresponds to 70th Street
and 48th Avenue, while the short-lived stop at Newtown
has a present-day reference point of Kneeland Avenue
somewhere around Hilyer Street. Finally, to complete
the link from its new main line to Jamaica station in
1861, LIRR was forced to appropriate a short piece of
the existing Brooklyn & Jamaica right-of-way through
direct purchase, a paper transaction which had no effect
on either line’s trajectory or operations. Steam trains
then continued to run to both Long Island City and the
South Ferry terminal in Brooklyn through that summer
(actually using horses to reach the latter), with service
to Brooklyn being truncated at East New York starting
on September 30 and operated in the name of the
Brooklyn Central & Jamaica Railroad.
In contrast to the original Flushing Railroad through
Maspeth, LIRR made a long, steady and gradual climb
as it proceeded east alongside Jackson Avenue, rising
almost 20 yards in overall elevation (13 to 71 feet) by
the time it reached Woodside. The line then flattened
appreciably as it passed behind Flushing Creek to the
Maple Grove Cemetery and finally descended about 50
feet in the short distance between Maple Grove (near
the current site of Kew Gardens) and Jamaica, which
was and is approximately 30 feet above sea level.
Again these numbers were an important set of determinants for LIRR, and it seems clear the engineering burden had already been reduced by advances in the development of the steam locomotive. It should also be
noted that while on a typical ride over the same route in
2013 one sees mile after mile of apartment buildings,
homes, and businesses (those not overgrown with vegetation or otherwise concealed from view, that is), and
can spy the 7 rapid transit line of MTA New York City
Transit at three separate places, a similar voyage on
the “Main Line” across Queens 150 years previous
(1861) could be a long, lonely journey through flat,
wooded landscape with little or no development at all.
The LIRR Main Line was opened as a single-track
route from end to end in 1861, but the right-of-way later
widened to two through the addition of the Flushing &
North Side main line as far as “Fiske Avenue” (just west
of Winfield Junction). Service on this secondary route
was inaugurated on November 15, 1869 for trains of the
former New York & Flushing Railroad, and exactly reproduced the Long Island Rail Road to Winfield Junction. It originated from yet another, entirely new East
River terminal facility at Hunters Point, oriented in a
north-south manner off the intersection of Front Street

(Continued on page 6)
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BROOKLYN RAPID TRANSIT BEFORE CONTRACT 4

Culver Depot, Coney Island, 1899.
Bernard Linder collection

Culver Terminal, Coney Island, about 1908.
Bernard Linder collection

Culver Terminal, Coney Island, about 1910.
Bernard Linder collection

BRT Culver Terminal, Coney Island, 1913.
Bernard Linder collection

Culver Terminal, Coney Island, showing platforms, Trainmen’s pavilion, and office building at the right.
Bernard Linder collection

West End Terminal, Coney Island, about 1912.
Bernard Linder collection
(Continued on page 5)

CONTRACT 4 — BROOKLYN RAPID
TRANSIT’S COMPANY-BUILT LINES

Dual System Contracts Signed 100 Years Ago
(Continued from page 1)

As soon as the contract was signed, BRT started planning the reconstruction and extensions to its existing

enue Yard and Lowell Street (south of Whitlock Avenue)
were probably closed when the permanent shop
opened.

(Continued on page 21)

4

ERA BULLETIN - MAY, 2013
Brooklyn Rapid Transit Before Contract 4
(Continued from page 4)

Bath Avenue between 21st Avenue and Bay 26th Street about 1890.
Bernard Linder collection

Fresh Pond inspection shop (on the left), looking east on Lutheran
Line at Fresh Pond Road about 1904.
Bernard Linder collection

Fresh Pond elevated inspection shop about 1910. It was converted
to a trolley inspection shop in 1917.
Bernard Linder collection

Alabama Yard circa 1910, located at Pitkin, Williams, Alabama, and
Belmont Avenues.
Bernard Linder collection

Seneca Avenue, August 20, 1914.
Bernard Linder collection

Fresh Pond Road, July 26, 1915.
Bernard Linder collection
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place of one large train shed) while across the property
what was left of the 1869-built Flushing & North Side
depot was dismantled. In turn, it was replaced by an
enlarged terminal for the 34th Street LIRR ferry connected to the reconfigured passenger terminal, as well as
industrial and freight processing facilities that were accessed by the former passenger main line. In 2013 the
once-expansive site is marked by a small brick building,
originally built for the Long Island Express Company on
the west side of 2nd Street north of Borden Avenue,
which was part of the “Tennisport” recreation facility until
it closed on July 31, 2009.
For almost a year from July 19, 1875 to April 17, 1876,
during the brief life of LIRR’s Newtown & Flushing affiliate (the so-called “White Line”), a pair of passenger stations called “Schwalenberg’s Park” and “Sunnyside” had
existed on the Main Line off Jackson Avenue. The first
was located (in that time) at Van Dam Street, where
later reconstruction that resulted from installation of the
“Queensborough” Bridge and Sunnyside Yard produced
the present-day Queens Boulevard; the other at about
35th (then Bartow) Street. This was then in an area occupied mostly by historic farmland from the Revolutionary War era that was slowly giving way to residential
development. By November of 1875 the original Main
Line station at Newtown was gone and another called
“Hopedale” established at the rather placid crossing of
Union Turnpike (now Lefferts Boulevard, at the present
Kew Gardens). This lasted until August of 1884 when it,
too, was shut, being ultimately succeeded by a parttime flag stop serving the Maple Grove Cemetery
(located at the current intersection of 125th Street & 84th
Road) that had opened in May, 1879 and finally took
hold. As part of LIRR’s route consolidations, in August,
1876 the former Flushing Railroad station building at
“Winfield” that had been closed by the Southern Railroad of Long Island by November, 1875 (originally located at the present 70th Street and 50th Avenue) was
moved onto the newer main line at what is now 48th Avenue and merged with the pre-existing (1861) LIRR
stop. Also as part of the Poppenhusen-era consolidations, a second track was added to original Main Line in
1876 from Rockaway Junction to the crossing at Old
Country Road (where a new stop at Hollis was established in June, 1885), then extended to Hinsdale (later
known as Floral Park) in 1882. During the immediate
aftermath of LIRR’s bankruptcy (fall, 1877 to spring,
1879) its receiver diverted all passenger traffic off the
“Main Line” entirely during the slack winter months, and
forced trains to utilize either the Flushing & North Side
for access to Great Neck and Whitestone, or the former
Southern main between Long Island City and Jamaica
for all other lines.
In 1879 improvements were made to the LIRR Main
Line between Long Island City and Winfield Junction, in
advance of its interim use as the full-time connection

The Genesis of “Dashing Dan”
(Continued from page 3)

Flushing & North Side (known as the Flushing, North
Shore & Central after 1874) was tied into the Long Island Rail Road between 6th and Hunters Point Streets
(now 48th and 49th Avenues) at “Long Island Crossover” (later known as North Side Junction, later still as
Tower 30), a second depot building completed at the
Long Island Rail Road’s 1861 terminal site in April of
1878, and for the first time, trains from all three trunk
lines (Long Island Rail Road, Southern, and Flushing &
North Side) were united at that single location beginning
on May 27. This resulted in a suspension of service to
what was actually the newer of the two passenger facilities until its building was assigned to the summertime
needs of the Brooklyn, Flatbush & Coney Island Railway (otherwise known as the “Brighton Line”) between
June 15, 1879 and June 2, 1880. Its use was temporarily discontinued when at that time the excursion line curtailed its operations strictly within Brooklyn, but the depot was once again reactivated for passengers of the
New York, Woodhaven & Rockaway starting on August
26. By 1884 the big Long Island City terminal shed consisted of 16 passenger and express tracks served by 8
platforms, while the modest ex-Flushing & North Side
depot building was still being used by passengers of the
line to Rockaway Beach, whose trains were berthed on
tracks in the LIRR terminal. A medium-sized train yard,
which also contained an engine servicing center, was
established along the Newtown Creek edge of the
Southern near the bridge across Dutch Kills about 1886,
followed by a second facility across the main line in
1892-3 that was intended for equipment storage and
light repair. This expanded area (later known in general
as the “Wheelspur” Yard) was joined by a new steel
swing bridge across Dutch Kills itself which replaced the
original structure installed for the Flushing Railroad. As
previously related, in May of 1891 the Rockaway Line’s
passenger functions located in the former Flushing &
North Side depot were finally transferred to the Long
Island Rail Road terminal, which was enlarged across
that site as a massive new building was erected by
1892. This was believed to be a high point in the long
service life of the terminal at Long Island City, but the
huge facility then burned spectacularly on December
18, 1902. Reconstruction was paramount as many of
the railroad’s essential functions were housed in its offices, so yet another round of improvements and redevelopment then occurred which saw not only rebuilding
of the destroyed building undertaken, but also an even
greater overall expansion of the terminal. The reclaimed
building was reopened on April 26, 1903; more train
storage space was added in October and the main
leads doubled in scope during November. By March of
1904 the main terminal had been expanded to 21 tracks
served by 11 platforms (all with individual canopies in

(Continued on page 7)
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ber, 1903, and a good number of long freight sidings
were thrown in for good measure by 1905. In 1906 another new station was added where the railroad (even
then) passed above Continental Avenue, named “Forest
Hills” to match its surrounding real estate development.
Meanwhile an extensive construction zone had been
staked out since as early as October, 1902 in the previously vast trapezoid of land that was beside the Long
Island Rail Road, centered roughly on Jackson Avenue
from Hunters Point to Nott Avenues (now 49th Avenue
and 44th Drive, respectively), and the former Middleburgh (39th) Avenue from Laurel Hill to Woodside Avenues. Its boundaries were Hunters Point Avenue in the
southwest, Laurel Hill Avenue (now 43rd Street) in the
northeast, Jackson Avenue (part of which is now Northern Boulevard) in the northwest, and Meadow Street
(now partly Skillman Avenue) to the southeast. This was
the site of the Pennsylvania Railroad’s future Sunnyside
Yard and reversing loop that were to be installed to support the New York Terminal project, as well as even
more freight transfer and classification facilities for the
Long Island Rail Road. Overall, as the Pennsylvania
Station project was advanced through time, both before
and after the actual New York Terminal was placed in
operation, the Long Island Rail Road Main Line was
itself to be totally rebuilt in seven “packaged” segments.
This process and the surrounding urban development
which ensued were what transformed the line from its
modest origins as a well-engineered “alternative” single
track to a true piece of American “high-speed rail” by
late 1915, one which contained four fully-electrified,
grade-separated and operationally superior tracks of
almost perfect alignment and gradient.

The Genesis of “Dashing Dan”
(Continued from page 6)

between the East River terminal and Jamaica, which
included the addition of a second track to Fiske Avenue
on May 12, with nominal operation then carried on as
two parallel 2-track main lines (“North Side” and
“LIRR”). A perfunctory signal system was then activated
between the same two points on July 3, but at no time
during this era did trains of the two “North Side” branches (Great Neck and Whitestone) regularly use the older
LIRR Main Line of 1861 between Long Island City and
“Winfield Junction” to reach their own lines. Though this
fact made the latter name a bit misleading, that title had
actually denoted the former crossing between the original Flushing Railroad and the Main Line of the Long
Island Rail Road, which existed between 1861 and
1876, but was actually configured as such only before
the Flushing & North Side’s opening of November,
1869. In any case, utilization of the “Main Line” for the
lion’s share of passenger service finally began to live up
to that affectation on May 3, 1880, when the former
Southern Main Line was closed to traffic so it could be
rebuilt for the looming New York & Rockaway Beach
operation and stayed busy following the completion of
this task on August 25.
After work to widen the right-of-way began on October
9, 1902, it would be almost another year before the rest
of the Main Line was double-tracked from Fiske Avenue
(Winfield Junction) to “Brighton Junction” where the
Main Line connected back toward Flatbush Avenue on
the former Brooklyn & Jamaica trunk, and its Jamaicabound union with the Atlantic Division main line at Tower
14 (later known as “AC”). This improvement included a
new block signal system that was activated in Septem-

(Continued on page 8)

NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
(Continued from April, 2013 Issue)
February, 2013: 3388-9, 3432-3, 3448-9, 3471/3658,
3512-3, 3646-7
By February 12, 2013 all 222 active Phase I R-32s
had been completed in the life extension SMS program.
62 Phase I R-32s were returned to service during this
interval as follows:
December, 2012: 3360-1, 3410-1, 3438-9, 3442-3,
3484-5, 3628/3669, 3782-3, 3818-9, 3938-9
January, 2013: 3428-9, 3472-3, 3496-7, 3500-1, 35223, 3550-1, 3706-7, 3774-5, 3834-5, 3872-3, 3924-5
February, 2013: 3448-9, 3512-3, 3646-7, 3660-1, 36701, 3840-1
March, 2013: 3388-9, 3432-3, 3440-1, 3471/3658,
3770-1

Phase I R-32 SMS Finale
36 Phase I R-32s entered the life extension program
during this interval as follows:
December, 2012: 3354-5, 3428-9, 3440-1, 3448-9,
3496-97, 3500-1, 3512-3, 3522-3, 3646-7, 3660-1,
3670-1, 3770-1, 3774-5, 3834-5, 3840-1
January, 2013: 3388-9, 3432-3, 3471/3658
By January 14, 2013 all 222 active Phase I R-32s had
been placed in the life extension SMS program.
48 Phase I R-32s were completed during this interval
as follows:
November, 2012: 3472-3, 3550-1, 3872-3, 3924-5
December, 2012: 3354-5, 3428-9, 3496-7, 3500-1,
3522-3, 3670-1, 3706-7, 3774-5, 3834-5
January, 2013: 3440-1, 3660-1, 3770-1, 3840-1

(Continued on page 21)
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Commuter and Transit Notes
METROPOLITAN TRANSPORTATION AUTHORITY
On April 12, New York Governor Andrew Cuomo announced the appointment of Thomas Prendergast, the
Interim MTA Executive Director and President of MTA
New York City Transit, as MTA Chairman and Chief Executive Officer. It had been 102 days since his predecessor, Joe Lhota, resigned. If confirmed by the State
Senate, Mr. Prendergast will become the 12th MTA
Chairman. Prior to becoming NYC Transit’s President,
he had served as President of the Long Island Rail
Road. His four-decade career in public transit took him
to other transit systems in the United States and Canada. At press time, there was no word on who would be
his replacement at NYC Transit.
MTA METRO-NORTH RAILROAD (EAST)
To prevent future flooding at the Ossining and
Riverdale stations, Metro-North has approved drainage
projects that will divert water to locations that will not
affect the railroad or rail service. The agreements are
with the Village of Ossining and the New York City
Department of Environmental Conservation, and will be
done at no cost to MTA.
Train service will not be affected by work that will
begin this spring to repair to the westernmost track on
the Croton River Bridge, located one quarter-mile south
of the Croton-Harmon station. Work is scheduled to be
completed by June 26, 2014, but could be completed
sooner so that the contractor can take advantage of an
incentive clause for earlier completion.
Both the Yankees and Mets opened their seasons at
home on April 1. This was the first time that this ocurred
since April 17, 1956, when the Dodgers and Giants
started their seasons. Because the first games took
place before the April 7 schedule change, PDF versions
of the timetable were available on Metro-North’s web
site. The usual Yankees/E. 153rd Street Timetable was
issued for the period April 7-June 30.
The April 7 timetables have different ending dates for
each line, with the Hudson Line having the longest
duration — November 2. Harlem Line changes on June
3 and New Haven on July 1. Included in the Harlem
Line timetable is the schedule for the midday bus
service that takes place Mondays-Fridays (9 AM-5 PM)
and Sundays (8 AM-3 PM) from April 7 through June 2
to accommodate a rock slope remediation project.
MTA METRO-NORTH RAILROAD (WEST)
Metro-North was honored by the American Council of
Engineering Companies of New York by being given its
Diamond Award in the transporation category for the
Port Jervis Line reconstruction project. Readers will
remember that Tropical Storm Irene in August, 2011 did
significant damage to this rail line. Details were reported
12

No. 294
by Randy Glucksman

in various Bulletins starting with October, 2011.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
In March, member Larry Kiss rode round-trip to New
Haven and had his first ride in an M-8. Larry noted that
the soon-to-open (in June) West Haven station seemed
complete except for paving the parking lot.
The latest M-8 update, from April 7, shows 216 cars
with 194 conditionally accepted and 22 undergoing
Kawasaki inspection. As of mid-April, member Bill
Zucker has observed 9100-9227, 9230-3, 9236-59,
9262-7, 9270-7, 9284-93, and 9300-1, for 182 cars.
MTA LONG ISLAND RAIL ROAD
Late Monday night March 18, a train of M-7s derailed
west of Forest Hills on Mainline Track 1. Being an
equipment move, no passengers were aboard. Four of
the eight cars were off the rails, and 3,700 feet of track,
including 1,600 concrete ties, were damaged. The following morning, 11 of the 144 peak hour trains were
canceled: one each Port Jefferson, Ronkonkoma, and
Far Rockaway, two Long Beach, and six Babylon. Four
were canceled at Jamaica and five were diverted to Atlantic Terminal. For the PM peak, seven trains were
canceled: one each on the Port Washington, Port Jefferson, Far Rockaway, and Long Beach and three Babylon. One Port Jefferson train originated at Jamaica.
Crews worked round the clock to re-rail the cars (one
was 7207), which was a requirement before track repairs could commence. By the afternoon of March 19,
two of the four cars were re-railed. It was anticipated
that it would take until Friday afternoon until normal service would be restored; however, on March 21, it was
announced that repairs would not be completed until the
following week. The aforementioned service plans continued through the afternoon of March 22.
New York State Comptroller Thomas P. DiNapoli issued a report on the cost overruns of the East Side Access (ESA) Project in March. ESA was approved by the
MTA Board in September, 1999. Below is a summary of
some of his findings:
● Project completion has been pushed back 10 years,
from 2009 to 2019
● Cost has grown from $4.3 billion to $8.25 billion
● Cost including railcars is presently $8.76 billion
● Cost of the Long Island Rail Road Terminal in
Grand Central Terminal has grown from $709 million to $1.9 billion
● The Queens segment cost has doubled from $695
million to $1.4 billion
● Track, signal, and power costs have nearly tripled
from $331 million to $901 million
The Wall Street Journal reported that the Long Is(Continued on page 13)
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land Rail Road’s portion of Grand Central Terminal will
include 47 escalators, some as long as 180 feet, serving platforms 140 feet below Park Avenue.
The final blast for ESA, 160 feet beneath Grand Central Terminal, took place on April 9. Since March 7,
2007, nearly 1,000 employees working 24 hours a day,
five days a week, have completed more than 2,400
controlled blasts — all without affecting the nearby
operations of MTA Metro-North Railroad or the New
York City subway. Approximately 857,000 cubic yards of
rocky muck were excavated and removed, enough to
cover the entirety of Central Park one foot deep.
Newsday (March 24) carried the headline,
“DESTINATION PENN STATION” and provided some
details released by Metro-North regarding its plans for
routing some of its trains into the iconic station starting
in 2019. At present, the Long Island Rail Road operates
37 peak hour trains into Penn Station, while during the
same time frame, Metro-North operates 54 trains into
Grand Central Terminal. When East Side Access opens,
LIRR anticipates that 24 trains would utilize their new
facility in Grand Central Terminal and Metro-North
would operate between 6 and 10 trains into Penn Station using slots that LIRR presumably would no longer
be using. But that has not been confirmed and some
elected officials on Long Island are threatening to withhold funding for MTA if LIRR service to Penn Station is
reduced. Stay tuned. Thanks to Larry Kiss for this report.
A Barclays Center LIRR Brooklyn Train Service brochure was issued for the period of March 4-May 19.
This is the first known edition since the original one:
September 28-November 11, 2012.
Mets-Willets Point timetables were issued effective
April 1 through May 19.
Special timetables were issued as follows:
● April 6: Ronkonkoma Branch — Sperry Rail Testing.
Train service terminated at Farmingdale, bus service from Ronkonkoma to Hicksville
● April 6-7: Far Rockaway Branch — Crossing renewal in Woodmere. Train service adjusted by 30
minutes and also on the Hempstead Branch
● April 9-10: Port Jefferson — Sperry Rail Testing.
Train service terminated at Huntington, bus service
from Port Jefferson to Huntington and Hicksville
● April 13-14 and 27-28: Oyster Bay — Waterproofing
the Roslyn Road Bridge. Train service adjusted
NJ TRANSIT
For reasons that are unknown, an email alert was sent
on March 22 announcing that “Any pass presented with
a Hoboken destination from a station along the
Northeast, North Jersey Coast Line and Raritan Valley
Line will be valid through the fare gates at Secaucus
Junction for continuing travel to Hoboken at no extra
13

charge until further notice.”
Starting March 18 and continuing through September,
a new station is being constructed at Anderson Street
(Pascack Valley Line). The 1869-built station was
destroyed in a January 10, 2009 fire (February, 2009
Bulletin). NJ Transit spokeswoman Nancy Snyder told
The Record: “It won’t be an exact replica of the old
station, but it is designed to evoke the feeling of the
original building. The new one will not be made entirely
of wood; instead, it will have a façade featuring a low
stonework base, topped by walls made of cement board
that is textured to look like wood. But like the old
building, the new station will have the same 46-foot by
20-foot waiting room, and it will be topped by a similarly
pitched shingle roof. The interior will be equipped with
benches for people waiting for trains. Ticket vending
machines will be installed.” Some land clearing took
place early in the week, and by Friday a covered fence
had been installed around the site.
Details of the rail timetables that went into effect on
March 24 were reported in last month’s Bulletin. There
were also minor time changes to some trains.
For the Wrestlemania event at MetLife Stadium (April
4-8) there was rail service on April 7. Westbound rail
service operated between 2:30 and 7:43 PM and
eastbound between 3:48 PM and 12:40 AM. A PDF of
the timetable was available on the Internet. On the other
days, bus shuttles operated from Secaucus Junction.
Member Alfred Gaus Jr. reported that some Arrow IIIs
have had Faively pantographs installed, and he has
seen 1346-7,1492-3, and 1498-9.
In mid-March, a “Progress Card” was added to NJ
Transit’s home page. The table below represents the
Daily Rail Service Levels as of March 24, but only for
the four lines without full service.
PRESANDY
92
114
65
147

LINE
Main/Bergen
North Jersey Coast
Montclair-Boonton
Morris & Essex +
Gladstone

MARCH 24

PERCENT

88
110
59
140

96%
96%
91%
95%

Also included is the status of the fleet restoration.
Even with 97 cars returned to service and delivery of 48
new multi-levels, NJ Transit was 127 cars short.
VEHICLES
DAMAGED
272
70
342
AVAILABLE
FOR
SERVICE
954

RETURNED
TO SERVICE
97
45
142
CURRENT
PERCENTAGE
AVAILABLE
84%

25

182

88%

200

1136

TYPE

TOTAL FLEET

Rail Cars
Locomotives
Total Fleet

1129
207
1336

TYPE

AWAITING
REPAIR

Rail Cars
Loco-motives
Total Fleet

175

85%
(Continued on page 14)
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Regarding the news item in the April Bulletin
concerning the ticket vending machines with Bank Note
Recycler technology, member Bob Vogel confirmed
what I wrote: “This is most apparent when I take the
ACL from Lindenwold and pay with a ten or
twenty. Since most of the passengers on the platform
are headed for Atlantic City, many heads turn when the
TVM spits out the dollar coins.”
As I arrived in New York Penn Station during the
afternoon of March 22, I couldn’t help but notice that
something was different about the four large monitors
that display the train departures and hang from the
ceiling in the NJ Transit waiting area for Tracks 1-10.
The white-on-black signs were replaced by full color
displays in the line colors for the Northeast Corridor,
North Jersey Coast, etc. In fact, all of the monitors in
the terminal had been switched over that day.
During late March, Steve Lofthouse joined several
members, including a visiting fan from the United Kingdom, on a tour of several NJ Transit rail lines. At Hoboken Steve reported: “All the stores but one are still
closed, and the open one is a stand that sells snacks
opposite Gates 2-3. Customer Service is located in a
trailer in front of its usual storefront location. The waiting
room is open but the ticket office is sealed off, as are
the restrooms. The original wood benches are sealed
with plywood and there are a few temporary park-type
benches on which to sit. The ticket office is in another
set of trailers out on the concourse, while the restrooms
are in still another set of trailers in the courtyard outside
the original car entrance to the ferries.”
ALP-45/DP 4534 was observed and photographed. It
turns out that it was the power for our Boonton Line
train (#1001), which departed at 2 PM. This was my first
ride behind one of these locomotives and my first trip
into Hoboken since the flooding and also my first since
the electric service was resumed earlier in the week.
Affixed to the side of 4534 are decals noting that this
was the 100th Bombardier ALP locomotive delivered to
NJ Transit. The breakdown is as follows: 29 ALP-46
(4600-28), 36 ALP-46A (4629-64) and 35 ALP45/DP
(4500-34).
On March 16, Grove Street was added as a station
providing free weekend parking to HBLR riders. Five
stations launched this program on February 16 (April
Bulletin). Thanks to member Al Holtz for this news.
The light rail lines received new timetables as follows:
March 23 for Hudson-Bergen Light Rail and the
RiverLine, and on April 6 for Newark Light Rail. These
replaced editions that had been in effect since June 2,
2012, July 9, 2012 and June 23, 2012, respectively.
Despite all of the extra expenses in making repairs
(now more thatn $2 billion) caused by Superstorm
Sandy, rail and bus riders will be spared any fare
14

increases for the fourth consectuive year when the
fiscal year begins on July 1.
PORT AUTHORITY TRANS-HUDSON CORPORATION
The World Trade Center station was shut down at
5:59 PM March 19, due to ice falling from One World
Trade Center, which is under construction. Eastbound
service was turned at Exchange Place. Shortly after 7
PM, service was restored, only to be ended for the
usual 10 PM-5 AM nightly construction closure.
My normal travels do not take me near PATH, but in
mid-April I was near Herald Square and before returning to the office, I visited the 33rd Street station and
checked the timetable rack. Lo and behold, the October
1, 2012 timetables was replaced on February 10, 2013.
AMTRAK
A former Port Authority of New York & New Jersey
Chairman, Anthony Coscia, was elected Chair of the
Board of Directors on March 18. He suceeds Thomas
Carper. Mr. Coscia joined Amtrak’s Board in June, 2010.
Here is a follow-up to a news item in last month’s Bulletin. On March 21, Governor Tom Corbett announced
that an agreement had been reached with Amtrak to
continue The Pennsylvanian. The Commonwealth of
Pennsylvania will pay $3.8 million annually.
We have probably all heard the idiomatic expression,
“One man’s trash is another, man’s treasure.” Permit
me to extrapolate this to transit agencies. Amtrak has
just released for service after an overhaul coach 5008,
now named The Redwood, for use in Amtrak California
service. This car started its life operating for the Pennsylvania Railroad in 1968-9 – as an electric multiple unit
car (part of the 100-134 series called Jersey Arrows). In
order to be compatible with the Arrow IIs, they required
rebuilding, and they emerged as 500-533 (107 was
scrapped due to a fire). The group was retired by NJ
Transit upon deliveries of Arrow IIIs and stored. Due to
increased ridership, 30 of the cars were overhauled by
Morrison-Knudsen in 1987-9, as non-powered cabs
(5155-69) and trailers (5220-34) and became Comet
1bs. Their second retirement came in July, 2008. Some
were subsequently leased.
METROPOLITAN AREA
Queens U.S. Representatives Hakeem Jeffries and
Gregory Meeks, along with New York State Assemblymember Phil Goldfeder, held a press conference on
March 24 at 99th Street and Liberty Avenue, in front of
the abandoned Long Island Rail Road Rockaway Beach
Branch, with the purpose of discussing the need to reopen the former rail line. “Our families are struggling to
rebuild after Sandy and investing in our transportation
infrastructure will increase public travel options for every Queens resident, help our environment, and be a
boost for our struggling economy and small businesses
by increasing intra-borough connectivity and creating
jobs,” said Assemblymember Goldfeder. “Immediate
investment in this transportation project would offer a
(Continued on page 15)
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permanent and viable transit solution for the millions of
hardworking families and small businesses all across
Queens, and potentially prevent future disruption of service after a natural disaster.”
On April 10, the New York City Economic Development Corporation released a 47-page report that supports the extension of New York City Transit’s Flushing
Line (7) to Secaucus Junction, west of its soon-to-be
new terminus at 34th Street-11th Avenue. If constructed,
it would be possible to ride from New Jersey to Queens,
affording riders from the west side of the Hudson access to the east side of Manhattan via Grand Central
Terminal. The beauty is that it could work with the proposed Gateway Project being undertaken by Amtrak.
The Star-Ledger reported that New York City Mayor
Michael Bloomberg most recently proposed this in May,
2011 after New Jersey Governor Chris Christie canceled the ARC Project. In 2012, then-MTA Chairman
Joe Lhota shot it down when he said: “It’s not going to
happen. Not in our lifetime. Not in anybody’s lifetime.”
Of course, financing the project is a big question, and
MTA spokesperson Kevin Ortiz told the Daily News in
April, 2013: “We don’t see this as an economically viable idea.”
Should the project ever come to be, various
“governmental obstructions” such as approvals for subway trains to operate in New Jersey would have to be
overcome. A few years ago, who would have thought
that Amtrak, Metro-North, and NJ Transit would come
together to approve the operation of Football Specials
between New Haven and Secaucus Junction?
An article from the Staten Island Advance reported
that State Senator Diane Savino, who represents Staten
Island, would not support the “7-Secaucus” project
unless her borough gets a subway connection first. Ms.
Savino notes the original plan dating back to 1912 for a
subway tunnel that would have connected Victory
Boulevard in Tompkinsville with Bay Ridge. Some construction work started in 1923 but was soon after abandoned. However Senator Savino offered an alternative
proposal: extension of the Hudson-Bergen Light Rail
over the Bayonne Bridge into Staten Island.
MUSEUMS
Shore Line Trolley Museum (Branford): R-17 subway
car 6688 in the museum's collection was used in the
production of the upcoming "Spiderman" movie. The car
was shipped to the movie set in Bethpage, New York, in
late January. To enable the car to be repositioned within
the set, it was de-trucked and shipped on a pair of rubber-tired dollies. This oversize load went from East Haven to Bethpage via I-84, I-684, I-95/I-295, the Throgs
Neck Bridge, and the Clearview and Long Island Expressways.

After filming was completed, the car was shipped back
in mid-March and was placed back on its trucks. The
jacking operation was conducted in front of the museum's Sprague Station building. A confidentiality agreement prevents disclosure of the exact way in which the
car will appear in the movie, and other creative details,
until the movie is released to the general public
(anticipated Spring, 2014). Thanks to member Jeff
Hakner for this report.

R-17 6688 being transported on January 23, 2013.
Robert Ryan photograph

The Rockhill Trolley Museum in Rockhill Furnace,
Pennsylvania is in the process of acquiring a San Diego
U-2 LRV and is seeking donations. These vehicles were
constructed by Siemens-Duewag of Dusseldorf, Germany in 1981 for the opening of the first new generation
light rail system in the United States and have served
well throughout their three decades of service. Details
may be found on the museum’s website: http://
www.rockhilltrolley.org/. Within the past year, San Diego
Transit sold 39 of these cars to a new transit system in
Mendoza, Argentina (November, 2012 Bulletin).
MISCELLANEOUS
One of our members, while on a trip in Glenmont, New
York during January, came across a pair of ex-New York
Central electric locomotives: S-1 6000 and T-3a 278.
The former is extremely rusted. According to an Internet
web site, the Mohawk and Hudson Chapter of the
National Railway Historical Society own these units.
INDUSTRY
Last year, 10.5 billion trips were taken on public
transportation, according to the American Public
Transportation Associaton (APTA). In 2012, ridership
was up by 154 million over 2011, the seventh
consecutive year of rising ridership. 2012 was second
only to 1957. APTA reported that 74 million trips were
lost when public transit systems from Washington to
Boston were shut down due to Hurricane Sandy and the
blizzard that followed.
(Continued on page 16)
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SUPERSTORM SANDY FOLLOW-UP
1 service to the original South Ferry station began as
of 5 AM April 4. Riding aboard an uptown 1 train one
day before, I noticed that the signs informing
passengers that they must be in the first five cars had
been restored to their former locations in panels at the
ends of cars. Regular service to the Rockaways on
AS is scheduled to begin by this summer.
STILL OUT:
MTA NEW YORK CITY TRANSIT (SUBWAY)
1 to the new South Ferry Station
A Howard Beach to Far Rockaway
S Broad Channel to Rockaway Park
NJ TRANSIT
Pre-Sandy schedules on the Main/Bergen, MontclairBoonton, Morris & Essex, and North Jersey Coast Lines
PORT AUTHORITY TRANS-HUDSON CORPORATION
Weekend service to World Trade Center
ST. PATRICK’S DAY EXTRA SERVICE
Space limitations in last month’s Bulletin prevented
some information from being presented. As usual,
alcohol was banned on all of the MTA railroad trains.
Inbound, Metro-North operated nine Hudson, five
Harlem, and three additional New Haven Line trains.
Outbound there were two each on the Hudson and
Harlem and three on the New Haven. West-of-Hudson,
there was one extra in each direction on the Port Jervis
Line.
Even though Pearl River has a large Irish population,
NJ Transit did not operate additional Pascack Valley
Line service on Saturday, March 16, for those traveling
to the parade in New York City, or the following day for
those destined to Pearl River’s parade. Train consists
were increased on those trains likely to attract largerthan-normal crowds. Passengers aboard Train #2108,
which departed from Nanuet at 10:15 AM, were delayed
for 25 minutes while the train was searched at Montvale
for a suspect in a hit-and-run incident that occurred
shortly after 10 AM in Nanuet. The Journal News reported that a witness whom Clarkstown police had
brought to the scene identified the 19-year-old male
suspect. As you all know, the legal age for drinking
across the nation is 21. It was unclear whether the suspect knew that he had struck and injured a 59-year old
Pearl River resident who wound up being flipped, sustaining injuries to his head, shoulders, and ribs. He was
hospitalized. However, the suspect was charged with
driving while intoxicated, second-degree reckless endangerment; third-degree assault, recklessly causing
physical injury, leaving the scene of a personal injury
accident, and reckless driving, all misdemeanors. He
was also charged with two other violations.
Larry Kiss and his wife traveled by train to the St.
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Patrick's Day Parade in Montauk and wrote: “We left
Westhampton on Train #8702, which had 12 cars and 2
diesels. It was filled to capacity, and running about 10
minutes late. In both directions fares were collected only
at Montauk. I was told that a second section was
running about 15 minutes behind us. We returned on
Train #8705, which had the same equipment as our
morning train. It was quite crowded and also ran about
10 minutes late.”
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Facing an April 10 deadline, MBTA staff, working on
the budget for the next fiscal year, which begins July 1,
were considering deferring $45 million in train and station maintenance and some other austerity measures to
close a projected deficit of $140 million. Governor Deval
Patrick’s proposed transportation funding plan would
provide $166 million for next year’s operating costs. But
it will be months before legislators vote on the plan.
Work began under Phase I of the Green Line Extension (GLX) in March with the widening of two bridges
(Medford Street and Harvard Street) and demolishing a
building that stands in the way of plans to lay the tracks
alongside the existing tracks used by Fitchburg and
Lowell Line trains. There is sufficient room for these
tracks. Additional details about the other two phases of
the
GLX
can
be
found
at
http://
www.greenlineextension.org/. An opening in 2019 is
planned.
A surprising 26,000 people responded to a survey
about starting late-night service, and whether they
would wait longer and pay more for such a ride. More
than 85% said they would be willing to wait at least 1019 minutes for a late-night train or bus. However, before
anything happens, funding would have to be identified
for this perennially cash-starved transit agency.
It was expected that last month, three of the HyundaiRotem cars were to be in service, and 15 were to be
running by September. The firm has a contract to construct 75 cars, and all were to be in service by the end
of 2012. The “T”’s new General Manager, Beverly Scott,
believes that Hyundai-Rotem “was turning the corner”
and the entire order would be in service next year.
So much for competition. The sole remaining firm that
would have given MBTA two options for operating its
commuter services, Keolis American, has threatened to
drop out if the transit agency’s current contract operator,
Massachusetts Bay Commuter Rail (MBCR), did not
provide “key information” by April 5. Keolis maintains
that MBCR has close personal ties to the state’s transportation leadership. Officials from MBCR sharply disagreed with their competitor’s characterization, saying
“any suggestion that they are withholding relevant information is false, inflammatory, and quite frankly nonsense.”
The start of summer service to Cape Cod was an(Continued on page 17)
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nounced on April 3. The Cape Cod Regional Transit
Authority (CCRTA), in cooperation with MassDOT, will
operate this service from South Station to Hyannis on
Cape Cod beginning Memorial Day, Friday, May 24
through Labor Day, Monday, September 2, 2013. On
Fridays, Train #021, the 5:12 PM train to Middleboro/
Lakeville Line, will make its regular stops and then continue beyond Middleboro to Buzzards Bay, over the
Cape Cod Canal Bridge to Hyannis, arriving by 7:50
PM. This train will then return to Boston, leaving at 8:30
PM and arriving in Boston at 10:45 PM. On Saturdays
and Sundays, a train will leave South Station at 8 AM,
stopping in Braintree, Middleboro, and Buzzards Bay,
arriving in Hyannis at 10:18 AM. On Saturdays and
Sundays, a train will leave Hyannis at 6:30 PM and return to Boston at 8:45 PM. Bus services to various
points on Cape Cod are available. Thanks to member
Todd Glickman for these reports from The Boston
Globe.
PHILADELPHIA, PENNSYLVANIA
Member Dave Safford wrote: “SEPTA’s new NPT (new
payment technology) fare system will start moving into place on July 1, subject to a final vote by their Board.
Then fares will go up, and Regional Rail zones will be
reworked, from seven to five. About 40 stations will
be shifted into different zones, many at a higher fare.
Subsequent changes will ultimately see tokens and
subway change booths disappear, replaced by ‘smart
cards’ sold at commercial stores. After two sequential
thirty-day ‘pilot programs’ starting in August, cardoperated turnstiles will replace half of the old turnstiles
in each station, and handicapped-accessible fare gates
will be installed throughout the subway system. By winter, both old and new systems will be operating in parallel to familiarize the public with the smart cards. Next
spring, all of the subway entry points will be reequipped, as well as all of SEPTA’s bus and trolley fleet.
Dates for final conversion of the Regional Rail system
to the still somewhat controversial new system, based
on turnstiles in all Center City rail stations, was not stated in The Philadelphia Inquirer article. A couple
of reverberations from the new fare system: bus and
subway passes will no longer be valid on Regional Rail
trains, and Senior Citizens will be required to show a
photo ID to qualify for the reduced fares funded by the
State Lottery. The Delaware Valley Regional Planning
Commission remains firmly opposed to the new fare
system, but it appears now that too much has been
spent to permit second thoughts.”
As could be expected, many of our “senior” members
chimed in on how it might affect them, being nonPennsylvania residents. There were various opinions;
however, member Lee Winson found the following in
the Tariff: “For senior citizens, initially no photo ID is
17

required: Senior Citizens ($1.00 Reduced Fare): a)
Medicare cards issued by the Social Security Administration. (Additional proof of age may be required by
the ticket sales agent and/or train crew.) b) Senior Citizen Transit Identification Card issued by the Commonwealth of Pennsylvania or its agents. c) Railroad Retirement Health Insurance cards. (Additional proof of age
may be required by the ticket sales agent and/or train
crew.)
Lee also found some other items that he found interesting. “The new zone 5 is listed as ’NJ.’ The Railroad
Tariff still includes all West Chester and Newtown line
stations, even though those lines are out of service.
SEPTA has established ride limits on the weekly (50)
and monthly (200) passes. (These should be more than
adequate for anyone.)”
Member Bob Wright added: “On transit, a precursor of
NPT, the 'biggie' is the elimination of transfers with NPT
— I have a feeling the advocates for the poor will be
jumping all over that one. City Transit zone fares (the
handful of them) and Suburban zones go away altogether, but Norristown High-Speed Line goes to one
zone at a higher rate along with a single fare for the
King of Prussia buses.”
Alfred Gaus Jr. sent an article from The Philadelphia
Inquirer that reported more than 200 high-tech vending
machines are to be installed in subway stations.
Al Holtz forwarded a photo taken on March 18 showing one of the first “readers” that was installed on a bus.
Besides a SEPTA logo, there is a “coming soon” message on its screen.
Bob Wright reported that the final Silverliner Vs were
delivered to SEPTA on March 20, three years late. A
celebration was held at Hyundai-Rotem’s South Philadelphia plant. According to the contract, the firm is liable
for penalties of $200 per car each day that the first 104
cars is late, but not on the final 16 that were purchased
under an option in the contract. Although all 120 cars
have been delivered, SEPTA does not expect all of
them to be in service until October.
During the third week of March, SEPTA released a
proposed $1.32 billion operating budget for FY 2014, up
from $1.28 billion this year. $25 million of the increase is
expected from fare increases effective July 1, but the
remaining $13 million is unfunded. $24 million from the
last of SEPTA’s "rainy day" fund is also built into the
budget. $34 million of the increase would go to higher
labor costs and health benefits. SEPTA’s proposed fare
increase, its first in three years, would see the base
bus/subway/trolley fare go to $2.25 (+12.5%), tokens to
$1.80 (+16%), a weekly pass to $24.50 (+11%), and a
monthly pass to $92 (+11%). A Zone 3 Regional Rail
pass would jump to $163 (+5%) and a Zone 4 pass to
$191(+9%).
The Philadelphia Zoo is proposing that a SEPTA Regional Rail stop be established at the Zoo — after
(Continued on page 18)
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a lapse of 111 years. The Zoo's existing location was
chosen in 1874 specifically to be served by the railroad,
but in 1902, construction by PRR of the elaborate and
extensive junction known to this day as "Zoo" displaced
the station, which was not relocated. The desired original location, at the main entrance to the Zoo, is still out
due to the cost ($200 million) of relocating the existing
trackage, but a new station at the south entrance is
possible, given the availability of $60 million. This, SEPTA does not have, nor does the Zoo, but proponents are
looking wistfully for "federal funds." Thanks to Dave Safford for the two previous reports.
SEPTA issued new Regional Rail timetables as of
April 7, but only for the Wilmington/Newark (train renumberings), Manayunk/Norristown (weekday and
weekend departure time changes, and midday boarding
changes), and Lansdale/Doylestown Lines (midday
weekday shuttle busing between the Doylestown and
Colmar stations). The cause of the train renumberings
is that the through operation with Norristown trains is
stopped during this period. Norristown trains begin/end
at 30th Street and the Wilmington trains enter service at
Temple and start/end at Roberts Yard). Thanks to Lee
Winson and Bob Wright for this report.
Subchat reported: “Last Fall, Friends of Philadelphia
Trolleys suggested to SEPTA that a DE Kawasaki Car
be wrapped in the old Tuscan Red colors of 1913 to
commemorate the 100th anniversary of trolley service to
Media.” SEPTA liked the idea and Car 101 was
"wrapped" at the 69th Street Shop. Car 101 will be used
on the May 5 charter on the Media and Sharon Hill
Lines.
From Cinders: The last three Silverliner II/IIIs in service, 230, 235, and 9010, which were being used a
shifters at Overbrook Shop, were retired in January and
currently reside on the dead line at that location. Bob
Wright added that the dead line at the beginning of April
stood at about a dozen cars, all of which have had their
number boards removed.
WASHINGTON, D.C. AREA
On March 15, the Virginia Railway Express (VRE) Operations Board approved a $37 million project to build a
Spotsylvania station along with approximately 2.5 miles
of new track on the CSX right-of-way extending from
VRE’s Crossroads Yard. The new station will be five
miles south of Fredericksburg. What is amazing is that
VRE plans for the station to open this December.
CHARLESTON, SOUTH CAROLINA
Two Charleston trolley cars that have been neglected
and vandalized departed to new owners in Charlotte,
where they will be either restored or put on display. Trolley service was abandoned in 1938, and what happened to the cars until December, 2005, when a purchaser used them as a home, was not reported. At that
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time the cars were sold for $40,000 to the since-halted
Magnolia Development project. Thanks to member Jack
May for sending this report from postandcourier.com.
SOUTH FLORIDA
On March 12, Broward County gave its final approval
to construct The Wave, a new streetcar system in Ft.
Lauderdale. Initially, a 1.4-mile loop (from the Central
Bus Terminal on Broward Boulevard, south on Brickell
Avenue through the Riverfront complex, then east on
Las Olas Boulevard) would be built at a cost of $83 million, with a planned opening in 2016. Because planners
could not permit the wires over the New River, the trains
will traverse the Third Avenue Bridge on battery power.
Long-range plans call for a 2.7-mile line north to Sistrunk Boulevard, and south to 17th Street. Thanks to
member Bill Vigrass for this report.
All Aboard Florida, the private sector company that is
proposing to operate rail service between Miami and
Orlando (September, 2012 Bulletin), has requested a
Railroad Rehabilitation and Improvement Financing
loan from the Federal Railroad Administration. The application was submitted on March 15.
CHICAGO, ILLINOIS
Metra, in the March edition of On the Bi-Level, reported some of its accomplishments in 2012. They include: an OTP of 95.8%, 27 cars renovated by Amerail
returned to service, the first eight of 160 new Highliners
delivered, ticket vending machines installed at downtown stations, station projects completed at 80th Street
(Rock Island Line) and 211th Street (Metra Electric),
45,000 ties installed, and 900 switch ties and 14 signals
replaced. Also of significance was the equipping of
trains with AEDs (please see the March Bulletin).
MINNEAPOLIS, MINNESOTA
Minnesota Governor Mark Dayton has proposed a
quarter-cent sales tax dedicated to transit. Additional
light rail would also be funded, as well as capital and
operating expenses. Approval would end the current
use of state bonding and state general fund expenditures for metro area transit services.
DENVER, COLORADO
On April 26, the 12.1-mile West Rail (W) Line, with 12
stations, opened. Some adjustments were made to the
schedules of the C, D, and E Lines.
DALLAS, TEXAS
DART has selected Brookville Equipment Corporation
to build two light rail vehicles with off-wire capability for
the 1.5-mile Oak Cliff streetcar line. A $9.4 million contract that was signed on February 26 includes an option
for two additional cars. The three-section Brookville Liberty Modern Streetcars will be 70% low-floor, 75 feet
long, and nearly 8 feet wide, with a maximum speed of
45 mph. They will be equipped with battery storage to
power the four 99 kW a.c. traction motors when off-wire,
making them the first real order for battery-powered
LRVs in the U.S. Thanks to Jack May for this report.
(Continued on page 19)
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SALT LAKE CITY, UTAH
The six-mile Airport Trax Line opened on April 14
(December, 2012 Bulletin). There are six stations.
PORTLAND, OREGON
The Oregonian OregonLive.com reported that after
a three-year hiatus, the historic Willamette Trolley from
Lake Oswego to Portland will operate this summer. The
six-mile line along the Willamette River had to cease
operations in 2010 when its only car “gave out.” On
March 26, Gomaco-built “Council Crest” 514 was
moved from the MAX rail yard via a flatbed. The Oregon
Electric Railway Historical Society leased the car. When
the service begins some time this summer, the ride will
be a short one, just 1.5 miles, due to construction of a
new Sellwood Bridge. It is anticipated that the full line
will be restored to service within four years. Thanks to
Al Holtz for this report.
SAN FRANCISCO, CALIFORNIA
The National Park Service has given its approval for
an 0.85-mile (west) extension of the F Line. If built,
there would be a single-track operation through the
1,550-foot Fort Mason Tunnel, terminating in a loop at
Fort Mason. Thanks to member Phil Hom for this news.
OCEANSIDE, CALIFORNIA
Beginning at midnight March 8, Sprinter service was
suspended for between 60 and 120 days due to “brake
maintenance issues” – worn brake rotors. During the
closure, bus replacement operates on two express
routes. According to utsandiego.com, the 12 DMUs
were manufactured in Europe and parts are not readily
available in the United States. The 22-mile line between
Oceanside and Escondido carries more than 2.4 million
riders annually. Thanks to Pete Donner for this report.
On April 10, Progressive Railroading reported that
following successful tests earlier in the week using split
disc rotors, an order was placed for the entire fleet.
SANTA MONICA, CALIFORNIA
Construction began February 19, at 4th & Colorado, to
build Phase II of the Expo Line that will extend the line,
which currently runs between downtown Los Angeles
and Culver City, to Santa Monica. This initial work has
to do with removal of a traffic lane. 6.6 miles (to total 15
miles) are being added along with seven stations. The
line is projected to open in 2015, and is budgeted at
$1.5 billion.
TORONTO, ONTARIO, CANADA
The Toronto Transit Commission’s (TTC) new streetcar made its maiden voyage on city streets on Wednesday evening, March 13. 4400 made a round-trip from
the Hillcrest facility to the Bathurst station to test its capabilities, including wide turning, braking, and negotiating a dip beneath a bridge. Thanks to Jack May for this
report.
On March 14, two tunnel boring machines named
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“Yorkie” and “Torkie” began work for the next phase,
one-half mile, of the Toronto-York-Spadina Subway Expansion Project. Two other tunnel-boring machines are
drilling twin tunnels that will connect three stations:
Sheppard West, Downsview Park, and Finch West. The
tunnel boring machines move at a rate of approximately
50 feet a day. Once the extension is completed in fall
2016, the Yonge-University-Spadina subway line will
extend 5.3 miles from Downsview to the Vaughan Metropolitan Center at Highway 7 in the York Region.
Thanks to Al Holtz for forwarding this report.
Correction: In last month’s Bulletin, the date that the
first PCC was delivered was August, 1938. The order
for 140 cars, the largest such order at the time, was
placed in March, 1938. Member Chris Zearfoss, who
brought this to my attention, also added: “TTC’s 745-car
PCC fleet consisted of 540 cars purchased new, plus
205 cars acquired used — from Cincinnati (two varieties), Cleveland (two varieties, one third-hand from Louisville), Birmingham, and Kansas City.”
OTTAWA, ONTARIO, CANADA
On February 13, Alstom announced that it had finalized a contract with Rideau Transit Group (RTG), the
consortium directing the project of the first Ottawa tramtrain line. It will be 12.5 km (7.7 miles) long, of which 2.5
km will be in a tunnel with 13 stations. The project cost
is 1.5 million Euros (1€ =$1.34). Alstom is furnishing 34
Citadis trainsets. Thanks to Bill Vigrass for forwarding
this report from his long-time friend Jim Greene.
KITCHENER-WATERLOO, ONTARIO, CANADA
According to an email forwarded by Jack May, electric
service is proposed to be about to make a return to the
twin cities of Kitchener and Waterloo and would be operated by the agency known as the Region of Waterloo.
Streetcars last operated on the King Street Line on December 27, 1946, while trolleybuses lasted until March
26, 1973. Approval and funding is in place for a 19-km
(11.8-mile) LRT line extending from Fairview Park Mall
in south Kitchener to Conestoga Mall in north Waterloo.
A 17-km BRT line is also being constructed. Preliminary
work, some land clearing, is already underway for the
new intermodal station at King Street and the Canadian
National line to Toronto. Fourteen LRVs will be required,
although the maintenance yard will accommodate 30
LRVs. Opening is projected for 2017.
ORANJESTAD, ARUBA
A solar-powered (open) tram, first seen in Aruba’s
capital city on February 12, was in operation on
February 15. The route begins at the Cruise Ship
Terminal, bringing visitors through to the main street of
Caya G. F. Betico Croes for some of the best shopping
and easy access to historical sites. There are six stops,
and the running time is 12 minutes. Operating hours are
limited to Monday-Saturday between 10 AM and 1 PM,
and a $1 fare is charged. Thanks to Jack May for this
report.
(Continued on page 20)
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Vatican City, Rome, Italy
The elevation of Cardinal Jorge Mario Bergoglio, the
Archbishop of Buenos Aires, to Pope Francis on March
13, sent the news media searching for news about the
new Pontiff. Aside from any religious angles, he is
described as a humble man, but our readers would
want to know that Pope Francis was a regular user of
public transit, giving up a limousine in favor of public
transit. One photo circulating on the Internet showed
him in 2008 riding in the Buenos Aires Subte. After
becoming the Pope, he returned to his residence in the
shuttle bus used by the other cardinals. However, as
Pope and because of security concerns, he will be
forced to use private transportation.
JERUSALEM, ISRAEL
As I wrote in the last Bulletin, my wife and I visited
Israel as part of a group of travel agents during early
February. After arriving at Ben Gurion Airport, we were
bused to Jerusalem to begin a tour of the country. For
some it was their first experience, but for us it was not,
having previously visited in 1976 and 1995. In those
intervening years, much has changed. Our tour would
cover the country from north (the Golan Heights) to the
south (Eilat) and west to east. We even took a one-day
trip to Petra, Jordan, to visit the site built by the Nabataens more than 2,200 years ago, the highlight being
the Treasury (Al-Khazneh), that was featured in the film
“Indiana Jones and the Last Crusade.” We also visited
many Christian, Jewish, and Muslim sights, which have
deep meanings to each faith. Due to the tight schedule,
there was limited free time in some of the cities. However, by leaving the group at the last stop on our second
day in Jerusalem, I was able to arrange to ride the LRT
with our Jerusalem correspondent, member Dave Klepper. The ride began at the southern terminus, Mount
Herzl. Not having a monthly ticket (Rav Kav) like Dave,
I purchased one-way rides from a ticket vending machine that costs NIS6.60 ($1.79). Dave tapped his card
on the reader, and I inserted my ticket in the slot to be
validated. There were numerous security guards at all
stations; however, our tickets were never checked once
on board the cars.
After departing from the Mount Herzl station, as the
train proceeded northbound, it became crowded. We
got off at the Kiryat Moshe so that I could take some
photos of Santiago Calatrava’s Chords Bridge, and
boarded the following car and rode to the northern terminus, Heil HaAvir. As it was late, we returned to the
city center and went our separate ways, he to his home,
and me to the hotel to get ready for dinner.
The fleet is composed of 46 Alstom Citadis 302 LRVs,
and 42 are required for service. All trains are two cars,
and could be considered unique in the fact that the
electronic signs display information in Hebrew, Arabic,
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and English. Audio announcements are also in these
languages.
In response to a question posed by Walter Zullig re:
ridership, Dave wrote: “It dropped to 70,000 per day
when fare collection began, rose to 90,000 with a major
bus rerouting, and I think it is up to 100,000 or even
110,000 with greater reliability of service and still additional bus rerouting to better feed the light rail line. I do
not see much more increase in the future until the extension to Kiryat Yovel and then on to Hadassah Ein
Kerem. The northern extension to Navi Yaacov is controversial because most residents are ultra-Orthodox,
have voluntary gender segregation on the bus lines that
serve them, and these lines, although parallel to the
LRT for much of the way, go to areas of interest to them
that are not downtown, not along Rehov Yaffo, and they
wish to keep these bus lines.”
Friday, March 1, was the day for the Jerusalem Marathon. Unlike the previous year, when there was no light
rail service from the morning up to 12:30 PM, this year
two segments were operated, from Mount Herzl to the
Central Bus Station, and from Ammunition Hill to the
north end of the line, north of Pizgat Zev. This meant
that two trailing crossovers normally unused were in
regular use for this period. The Egged 6 bus, rerouted
to avoid interference with the runners, and the 68 bus
on its normal route, bridged the gap but without the
close downtown service normal for light rail. The fare
structure permits multiple transfers within a time period.
Finally, Dave wanted me to correct a news item in the
February Bulletin. “Although all local transportation
shut down at one point during the unusual heavy snowstorm, both major bus routes and the light rail line were
up and running after a few hours. I think the "technical
problem" that delayed regular start of light rail service
was snow or ice packed into some switch points which
had to be pried loose.”
BANGKOK, THAILAND
Two contracts for construction of the Bang SueRangsit second phase of Bangkok's Red Line suburban
railway project have been awarded by State Railway of
Thailand, and a third contract covering railway systems
and rolling stock is planned. Infrastructure contractor
Italian-Thai Development (ITD) signed a 21.24 billion
baht contract on January 31 covering construction of
20.2 km of railway above the existing SRT alignment,
six elevated stations at Bang Khen, Thung Song Hong,
Lak Si, Kan Kheha, Don Muang, and Rangsit, and associated road and drainage works. Completion is envisaged within 48 months. ITD is to inspect the concrete
support structures built for the abortive Hopewell
scheme of the 1990s with a view to reusing some, but
most are to be removed. Provision is to be made for
future stations at Wat Samian Nari and Lak Hokm, and
SRT has an option for these to be completed at a favorable price as part of the phase two packages.
(Continued on page 22)
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ed at Nostrand Avenue.

(Continued from page 4)

On August 4, 1913, trains started operating in BRT’s
first subway to Chambers Street. On June 22, 1915,
Sea Beach trains started operating via the Fourth Avenue Subway and the Manhattan Bridge to Chambers
Street. On September 4, 1917, service was extended to
14th Street, after which service was extended to intermediate points for brief periods until construction was
completed on August 1, 1920. At that time, through service was operated from Coney Island and Bay Ridge to
Manhattan and Queens Plaza.
Coney Island Shops were opened on November 9,
1927.
Fourth Avenue service was extended to 95th Street on
October 31, 1925 and 14th Street trains reached Rockaway Parkway on July 14, 1928. Eighteen years after
contracts were signed, construction was finally completed. On May 30, 1931, the Nassau Street Line was
opened and 14th Street service was extended from Sixth
Avenue to Eighth Avenue.

CONTRACT 4 — BRT’S CITY-BUILT LINES

lines. Brighton Line, Sea Beach Line, and Coney Island
Terminal were rebuilt. Service was extended on the following dates:
DATE

LINE

FROM

TO

February 22,
1915

Myrtle Avenue

Wyckoff Avenue

Metropolitan
Avenue

September 25,
1915

Fulton Street

Grant Avenue

Lefferts Avenue

July 3, 1918

Jamaica

Cypress Hills

168th Street

Middle Track Placed in Service
January 17,
1916

Broadway

Marcy Avenue

Eastern Parkway

December 27,
1915

Fulton Street

Atlantic Avenue

Nostrand Avenue

The company expected to extend the Fulton Street
middle to east of Sands Street. But the residents living
east of Nostrand Avenue objected and the middle end-

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

By March 15, 2013 all 222 active Phase I R-32s were
expected to be restored to service from the life extension SMS program.
The “canttrail retrofit” process was completed at Coney Island Shop on 36 previously-SMSd Phase I R-32s
by February 15, 2013. These included 3376-7,
3383/3890, 3394-5, 3400-1, 3404-5, 3414-5, 3430-1,
3436-7, 3452-3, 3460-1, 3520/3891, 3650/3767, 36989, 3714-5, 3804-3807, 3810-1, 3888-9
R-44 Disposition Update (October, 2012 to February,
2013)
Since we last checked in late October, 2012, 74 additional R-44s have departed MTA New York City Transit,
making for a total of 200 even by February 28, 2013,
with 76 remaining on the property. 14 4-car sets (56
cars) did remain intact through that date at various locations, though (again) were not necessarily whole or operable. Most of the “orphaned” “A” cars that were reported to exist in October have already traveled across the
George Washington Bridge to Sims Metal Management
in New Jersey, and preparation efforts appear to have
again become focused on whole 4-car sets as opposed
to being separated into “A”s and “B”s. The numerical
differential of the former 272-car operational fleet of R44s versus the 276 up for disposition is explained by the
long-term storage of cars 5248, 5283, 5285, and 5402
at 207th Street, which were retired early due to various
mishaps, and the presence of R-44SI (Staten Island)
402, which was retired in 2008 and is stripped to a shell

awaiting removal. These five will be the last to leave the
property, while “A” car 5240, restored to life as a static
exhibit, made its debut at the Transit Museum in Brooklyn on March 8, 2013.
Our third R-44 scrap list (by month of property departure) goes like this:
October, 2012: 5418 (ex-282), 5420 (ex-274), 5438 (ex198), 5440 (ex-340) (4)
November, 2012: 5294 (ex-372), 5295 (ex-373), 5338
(ex-118), 5339 (ex-125), 5374 (ex-192), 5376 (ex-252),
5442 (ex-102), 5443 (ex-103), 5444 (ex-182), 5445 (ex191) (10)
December, 2012: 5340 (ex-122), 5350 (ex-188), 5351
(ex-189), 5352 (ex-344), 5353 (ex-241), 5441 (ex-135),
5462 (ex-200), 5463 (ex-197), 5464 (ex-236), 5465 (ex237) (10)
January, 2013: 5226 (ex-306), 5228 (ex-240), 5262 (ex250), 5263 (ex-131), 5264 (ex-100), 5266 (ex-332),
5272 (ex-138), 5274 (ex-112), 5302 (ex-342), 5303 (ex343), 5316 (ex-260), 5318 (ex-294), 5332 (ex-134),
5334 (ex-220), 5354 (ex-202), 5356 (ex-264), 5370 (ex322), 5372 (ex-170), 5390 (ex-308), 5392 (ex-358),
5394 (ex-360), 5396 (ex-338), 5426 (ex-374), 5428 (ex310), 5450 (ex-156), 5452 (ex-144) (26)
February, 2013: 5202 (ex-318), 5204 (ex-166), 5214
(ex-316), 5216 (ex-382), 5242 (ex-130), 5244 (ex-128),
5246 (ex-242), 5278 (ex-142), 5280 (ex-110), 5290 (ex104), 5292 (ex-108), 5304 (ex-208), 5306 (ex-384),
5312 (ex-266), 5314 (ex-320), 5320 (ex-148), 5322 (ex216), 5336 (ex-160), 5386 (ex-254), 5388 (ex-204),
5422 (ex-222), 5424 (ex-296), 5454 (ex-230), 5456 (ex178) (24)
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Around New York’s Transit System
Passenger Traffic Statistics
The 2012 subway ridership of 1.654 billion trips is the
highest in 62 years. It was a 13.7-million increase over
2011. The 1950 route mileage was 242.06 and there
were 1,102,014 car trips. The 2012 data is not
available.
Weekend ridership was high, increasing 3 percent
from 2011 to 2012. It broke the all-time record set in
1946. During World War II, most people worked six
days a week. After the war was over, the work week
was gradually reduced to five days. Saturday service
was curtailed, probably because riding was decreasing.
A recent New York University survey found that riders
under 30 are returning to the subway, especially during
weekends and late nights, when trains are crowded.
The Bedford Avenue L station is just as crowded at
midnight as it is in the morning rush. Several surveys
revealed that younger people use mass transit instead
of automobiles because of the high gas prices.
Census data that was just released informs us that
Manhattan has the most commuters in the nation, with
about 1.6 million entering the borough from the
following areas:
ORIGIN

About 131,000 Manhattan residents are reverse
commuters to the following boroughs:
DESTINATION
Bronx

27,000

Brooklyn

24,000

Queens

20,000

NUMBER OF COMMUTERS

Brooklyn

391,008

Queens

370,243

Bronx

197,620

Nassau County

95,000

Westchester County

82,000

NUMBER OF COMMUTERS

Commuter and Transit Notes
(Continued from page 20)

On January 18, SRT awarded a 60:40 joint venture of
Sino-Thai Engineering & Construction and Unique Engineering & Construction a 28.8 billion baht contract to
build the Bang Sue Grand Station, which will provide an
interchange between the Red Line and other services,
along with 6.2 km of elevated railway, a station at Chatuchak, and depot and stabling facilities.
SRT opened the 15.3-km first phase of the metergauge Red Line last year, with a diesel multiple-unit
shuttle service linking Taling Chan and Bang Sue.
Thanks to Todd Glickman for this report.
FROM THE HISTORY FILES
55 years ago: On May 9, 1958, SF Muni retired its last
“Iron Monster” when car 181 departed from Bridge Terminal at 5:15 PM. Headlights (July, 1958) reported that
the car was used for a turnback rush hour run on the L
to 35th Avenue and Taraval Street only, and returned to
22

Lo-Vs Roll Again
Lo-Vs are usually placed in service for transporting
Yankee fans to important games at Yankee Stadium. On
April 1, Opening Day, a four-car “Nostalgia Special” LoV train was scheduled to depart from Grand Central’s
northbound 45 express platform at 11:30 AM. It ran
non-stop to 161st Street, arriving there long before the
1:05 PM first pitch. Additional trains and crews were
available to transport the 52,000 fans who were
expected on Opening Day.
Smith-9th Street Station is Open
The world’s highest subway station, which was
opened 80 years ago on October 7, reopened on the
week of April 22 after a two-year rehabilitation beginning
in May, 2011. It was a long, complicated project
including a new and expanded street-level control
house, a new architectural metal panel escalator
enclosure, and rehabilitated stairs and platforms. Also
installed were new lighting and state-of-the-art public
address and CCTV systems.

the car house at 6:38 PM. 130 is now part of the historic
fleet of trolleys operating on the F Line. These cars
were replaced by 66 PCCs from St. Louis Public Service that were numbered 1101-66.
20 years ago: During May, 1993, the X2000 trainset
operated along the Northeast Corridor. This train and
the ICE train were brought over to determine what highspeed trainset would Amtrak would purchase. At the
time, many railfans were hoping that the X2000 would
be selected; however, that would not come to be.
Bombardier, with Canadian government financing, won
the bid in March, 1998 for 18, later increased to 20,
trainsets. In June, 1999, one trainset was displayed in
Washington, D.C.’s Union Station. A VIP run was made
on November 16, 2000 and the first revenue trip took
place five days later. Both test trains were returned to
Europe: the X2000 to the Swedish Railways and the
ICE Train to the Deutche Bundesbahn.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
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MANHATTAN RAILWAY ELECTRIFICATION
COMPLETED 110 YEARS AGO

At the turn of the 20th century, most transit
systems were converting to electric traction,
but Manhattan Railway was still operating
For general inquiries,
reliable little Forney steam locomotives. The
contact us at bulletin@
erausa.org or by phone
company’s officials were reluctant to experiat (212) 986-4482 (voice
ment with the new invention—electricity.
mail available). ERA’s
Meanwhile, several inventors were testing
website
is
electric
motor devices on Manhattan Railwww.erausa.org.
way’s lines. On August 27, 1885 the first
Editorial Staff:
electric train ran on the Ninth Avenue’s midEditor-in-Chief:
dle track between 14th and 50th Streets. DurBernard Linder
ing intervening years, several such test trains
News Editor:
were then operated. Before making a permaRandy Glucksman
Contributing Editor:
nent installation the company also experiJeffrey Erlitz
mented with other alternatives, including
compressed air.
Production Manager:
On October 8, 1896 an electric car operatDavid Ross
ed on the 34th Street Branch. This car received power from a 400-volt third rail and a
256-cell battery which furnished part of the
starting current, boosted its input on hills and
equalized the load overall, being charged as
©2013
Electric
the car was running at full speed on level
Railroaders’
Association,
track. This test car, which was equipped with
two 125 HP motors, was 18 feet long, 8 feet
high at the center, and two feet high at the
In This Issue: ends. It continued running for several
The Long Island months.
In 1897 the company decided to test comRail Road Eyes
pressed
air motive power, operating a fiveManhattan
car train so outfitted on the Sixth Avenue Line
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between Rector and 58th Streets. It was able
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to run for 13 minutes without recharging. To
provide an adequate supply of compressed
air, a 230 HP compressor was installed into
the equipment at 100 Greenwich Street. On
August 19, 1897 a compound air locomotive

was tested on Sixth Avenue, transporting a
train with 192 invited guests from Rector to
58th Streets in 19 minutes.
Compressed air locomotives were also tested on the Second Avenue Elevated. On October 27, 1881, four cars weighing 81 tons in
a train propelled by a compressed air locomotive were able to keep to their schedule
while operating from Harlem to South Ferry,
with the air pressure diminishing from 600
PSI to 195 PSI en route. On September 1,
1897 a five-car train with a load representative of 100 passengers per car compared the
performance of steam to compressed air.
Both of these engines failed the test; they
were unable to keep to the schedule.
On November 21, 1900, the first multipleunit electric train was operated on Second
Avenue between 65th and 92nd Streets. This
train, which used the Sprague system of
“M.U.” operation, had a motor car at each
end and four trailers between. After watching
this test, management decided to electrify the
entire system at a cost of $5 million.
On December 30, 1901, electric trains started operating regularly on Second Avenue
between South Ferry and 129th Street every
day from 10 a.m. to 4 p.m. Three other trains
were also scheduled to operate during the
same hours until officials were satisfied with
their performance. These tests must have
been acceptable, as electrification then proceeded rapidly.
The April, 1913 IRT Bulletin published the
following information regarding the transition
from steam to electric propulsion:
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THE GENESIS OF “DASHING DAN”
Part Two—The Long Island Rail Road Eyes Manhattan
by George Chiasson
(Continued from May, 2013 issue)
grade crossing, where future divergence of the “New
York Connecting Railroad” was projected; a connection
that would someday transform a small piece of the Long
Island Rail Road into part of the national railway system
via PRR’s Northeast Corridor.
Between Gosman Avenue, in this neighborhood called
“Sunnyside” for its spectacular morning vistas of Manhattan, and 7th (now 60th) Street in Woodside, the train’s
wheels emitted a perceptible squeal among its ongoing
staccato rhythm, as the LIRR Main Line attained a pronounced southward arc of about 90 degrees. It crossed
Woodside Avenue en route (location of Tower 33, later
“DW”) and rose onto a curving embankment that
passed through the street grid of Woodside village. This
ended at the Long Island Rail Road station “off Riker
Avenue between 4th and 5th Streets,” its depot building
situated on the former New York & Flushing (northerly)
side of the right-of-way. This was also where the lead to
the Woodside Branch, or what remained of the former
Flushing & Woodside main line by 1907, swung northeastward at Tower 34 (“Woodside Junction.”) The 4track right-of-way from there crossed the intersection of
Riker & 5th at grade, then Woodside Avenue (again),
and entered a gradual, east-by-northward reverse curve
of 135 degrees, which was beset with no less than 11
more grade crossings. This included a pair of
“compound” crossings at Greenpoint & Thomson Avenues (now Queens Boulevard & 63rd Street) and Fisk
Avenue & Monroe Street (now 69th Street & 48th Avenue), with virtually all being cross-angular and residential in nature, before the alignment straightened out
again at Winfield Junction. When the railroad was built
the area surrounding this section was rather sleepy in
nature, but it had since developed rapidly and by 1907
was heavily populated and fraught with hazard, as well
as costly to operate given that each of these crossings
required a tender at all times. In concert with the City of
New York’s thoroughfare initiative and as part of its own
preparations for the anticipated operational intensity
associated with the Pennsylvania Tunnel & Terminal
project, LIRR took action to mitigate this difficult environment in 1909 by designing the “Woodside-Winfield
cut-off,” an entirely new “pre-packaged” and grade separated right-of-way across what was at that time
sparsely settled land to the north. As part of the same
impetus, the city expanded or converted several local
streets into a contiguous Queens Boulevard, and constructed Roosevelt Avenue from scratch to support the

A RIDE ALONG THE “MAIN LINE” IN
QUEENS…IN 1907
Starting on a trip across the Main Line in Queens during 1907 (let’s say late summer—September perhaps),
steam-powered LIRR trains slowly negotiated their way
out of the very active Long Island City terminal and
wound past “Tower One,” a small but imposing edifice
right by Borden Avenue that oversaw the Montauk Junction divergence of the former Southern Railroad main
line (known in 2013 as the Montauk Secondary). The
tower building in use at that time had opened in November, 1904 as a replacement for the original that dated
from 20 years earlier and oversaw an incredible jigsaw
of switch work laid across the ground. After entering a
grade-level reservation to cross 3rd, 4th, and 5th Streets,
the line next encountered Hunters Point Avenue, where
the surviving Tower 30 (also opened in 1884) stood sentry at North Shore Junction. This was where the twin
main tracks out of Long Island City were joined by two
more that emanated from LIRR’s freight spur, which
was originally the Flushing & North Side main line, and
entered the Sunnyside Yard construction area. There
the new right-of-way was already starting to take
shape—of sufficient width to hold a dozen or more
tracks in some places including yard leads; eight mains
to be used by PRR and LIRR tunnel trains and just two
serving LIRR into Long Island City. The new line then
widened to ten tracks across at Thomson Avenue before narrowing to eight again at Harold Avenue (later
39th Street), then to six as it reached Laurel Hill Avenue
(later 43rd Street), but in September, 1907 the four active tracks remained at-grade and followed their original
alignment along the westerly edge of the Sunnyside
Yard site. This was a line that had once been quite literally choked with grade crossings, some 43 in all between Borden and Woodside Avenues as it reached
maturity by the late 1880s. Most were already closed for
yard construction by this time (the original LIRR Main
Line would eventually shape the northerly perimeter of
the new complex along Jackson Avenue), but as the
train climbed a mild grade behind the Queens County
courthouse to the “Stone House curve” (where signal
station “CU” was located), the engine’s whistle was
blowing loudly for those that remained: Nott, Thomson,
and Skillman Avenues; Van Dam and Honeywell
Streets; and Harold Avenue. After next crossing Laurel
Hill Avenue (and generating another whistle blast), the
tracks began to gradually descend toward the westerly
edge of Woodside and came to the Gosman Avenue

(Continued on page 3)
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ca depot at Church (153rd) Street, which consisted of six
tracks served by five platforms. Then as now all trains
routinely paused at Jamaica to exchange passengers
before continuing to points far and wide across the
Long Island Rail Road system.
In a generic sense, the array of services eastward
from Jamaica during 1907 included, but was not necessarily limited to, the following:
Via The (Greenport) Main Line:
● Queens Electric Suburban: Stops at Rockaway
Junction, Hollis, Bellaire, and Queens (Village). Extended to Belmont Park for horse racing meets
● Hempstead Local via Garden City: Stops at Rockaway Junction, Hollis, Bellaire, Queens (Village), Bellerose, Floral Park, Nassau Boulevard, Garden City,
and Hempstead
● Hempstead Local via Mineola: Stops at Rockaway
Junction, Hollis, Bellaire, Queens (Village), Bellerose, Floral Park, New Hyde Park, Mineola,
Hempstead Crossing, and Hempstead
● Oyster Bay Local via Mineola: Stops at Rockaway
Junction, Hollis, Bellaire, Queens (Village), Bellerose, Floral Park, New Hyde Park, Mineola, East
Williston, Roslyn, North Roslyn, Greenvale, Glen
Head, Sea Cliff, Glen Street, Glen Cove, Locust
Valley, Mill Neck, and Oyster Bay
● Oyster Bay Local via Garden City: Stops at Rockaway Junction, Hollis, Bellaire, Queens (Village), Bellerose, Floral Park, Nassau Boulevard, Garden City,
Hempstead Crossing, Mineola, East Williston,
Roslyn, North Roslyn, Greenvale, Glen Head, Sea
Cliff, Glen Street, Glen Cove, Locust Valley, Mill
Neck, and Oyster Bay
● West Hempstead Local via Mineola: Stops at Rockaway Junction, Hollis, Bellaire, Queens (Village),
Bellerose, Floral Park, New Hyde Park, Mineola,
Hempstead Crossing, Hempstead Gardens, Woodfield, Norwood, and Valley Stream
● Hicksville Express: Stops at Queens (Village), Floral Park, New Hyde Park, Mineola, Westbury, and
Hicksville
● Main Line Express (Wyandanch): Stops at New
Hyde Park, Mineola, Hicksville, Central Park, Farmingdale, Pinelawn, and Wyandanch
● Main Line Express (Ronkonkoma): Stops at New
Hyde Park, Mineola, Hicksville, Central Park, Farmingdale, Pinelawn, Wyandanch, Edgewood, Deer
Park, Brentwood, Central Islip, and Ronkonkoma
● Main Line Express (Riverhead): Stops at Mineola,
Hicksville, Central Park, Farmingdale, Wyandanch,
Edgewood, Deer Park, Brentwood, Central Islip,
Ronkonkoma, Holbrook, Holtsville, Medford, Bellport, Yaphank, Manor, Calverton, and Riverhead
● Main Line Express (Greenport): Stops at Mineola,
Hicksville, Central Park, Farmingdale, Wyandanch,

The Genesis of “Dashing Dan”
(Continued from page 2)

new IRT elevated rapid transit line (now 7) to Corona.
In spite of what the future held at the time, in September, 1907 LIRR trains continued in an eastsoutheastward beeline after passing through the Winfield station on a short elevation, and proceeded
through Winfield Junction (past Tower 35, later “WJ”),
where the two tracks of the former Flushing & North
Side, which had followed LIRR out of Long Island City
as a puppy follows a wanderer, turned off to seek the
Whitestone and Port Washington Branches. The Main
Line’s two tracks crossed two more streets at grade
(Lexington, later 72nd; Jackson, later 73rd), then continued as a brand new triple-track main line from the point
where Oliver Charlick’s “White Line” railroad had once
diverged at Maurice (51st) Avenue, the extra iron having
just been installed all the way to Tower 36 in April of
1907. The line then went across Maurice Avenue and
Calamus Road at grade before reaching Grand Street
(now Grand Avenue), where it encountered the diamond
crossings of BRT’s Flushing-Ridgewood trolley (now the
Q58 bus) and was nested in an early version of
Woodhaven. It next crossed Remsen Lane (now 63rd
Drive) at grade and from there proceeded into the next
station at Forest Hills, which was then in its earliest
form (3 tracks, low platforms) on an embankment above
Continental Avenue. Beyond that the Main Line’s arrowstraight alignment reached a rather sudden right-hand
curve at the Union Avenue grade crossing (which is basically the site of the Union Turnpike-Kew Gardens IND
station in 2013) and bore more to the south, next reaching the flag stop at Maple Grove Cemetery a short distance beyond. This station was then at the northerly end
of Lefferts Avenue, one of Queens’ better-known
streets, which terminated at the cemetery gate. In 2013
the graveyard is still intact, but what was then Lefferts
Avenue is now Brevoort Street. The railroad tweaked
slightly to the southeast past Maple Grove and was
then on an embankment of about a mile in length,
passed the wye at Brighton Junction, and returned to
ground level to cross Van Wyck Avenue (where the Van
Wyck Expressway is located in 2013). In conclusion, it
merged with the Brooklyn & Jamaica alignment at Tower 14 while passing LIRR’s huge freight yard, which
marked the gateway to the busy village of Jamaica. This
would also later be the site of an entirely new Jamaica
station, but at that time such was still just a concept and
only under very preliminary design. In 1907 all Long
Island Rail Road trains were still fording a recentlyexpanded, 6-track right-of-way at ground level and navigated past the 1903-built turn-out for the “Old Southern
Road” (which was already sporting electric third rail for
Far Rockaway loop trains to Flatbush Ave.) at Tower 15.
From that point they at last reached the original Jamai-

(Continued on page 6)
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Manhattan Railway Electrification Completed 110
Years Ago
(Continued from Page 1)

Delivery of New York Elevated Railroad Forney 39 in 1878.
Bernard Linder collection

Suburban Rapid Transit locomotive 13 in 1886.
Bernard Linder collection

Engine “Spuyten Duvvel.”
Bernard Linder collection

Locomotive 137 at 133rd Street Yard.
Bernard Linder collection

Locomotive 54 at 133rd Street Yard.
Bernard Linder collection

Engine retired March 1, 1940.
Bernard Linder collection
(Continued on page 5)
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Car 405.
Bernard Linder collection

Car 565, built by Pullman in 1878.
Bernard Linder collection

Motor car 702, trailers 704, 705, 706, and 707, and motor car 703 (in
lead), November 17, 1900.
Bernard Linder collection

Manhattan Railway test train at 66th Street on the Second Avenue El,
with car 44 in the lead, December, 1901.
Bernard Linder collection

IRT car 225, built by Gilbert and Bush in 1878, in a 1931 photograph.
Bernard Linder collection

Northbound train, 99th Street station, Ninth Avenue El, June, 1940.
Bernard Linder collection

(Continued on page 6)
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The M.U. electric cars, which had higher acceleration
than the steam locomotives, speeded up service. With
electric operation, trains could be turned quickly at terminals while with steam it had been necessary to switch
the locomotives around each train. Naturally, after the
steam locomotives were finally retired in full, there was
a reduction in air pollution near the elevated right-ofway.

Manhattan Railway Electrification Completed 110
Years Ago
(Continued from Page 5)
LINE

FIRST
ELECTRIC TRAIN

LAST STEAM
TRAIN

ALL ELECTRIC TRAINS

Second Avenue

January 13, 1902

September 9,
1902

September 10,
1902

Third Avenue

March 24, 1902

August 16,
1902

August 17,
1902

Sixth Avenue, 58th
Street to
Rector Street

September 30,
1902

N/A

October 1,
1902

Sixth Avenue, South
Ferry to 155th
Street

November 1, 1902

April 4, 1903

April 5, 1903

N/A

June 25, 1903

Ninth Avenue February 19, 1903

Garden City, Mineola, Hicksville, Syosset, Cold
Spring Harbor, Huntington, Greenlawn, Northport,
Kings Park, Smithtown, St. James, Stony Brook,
Setauket, Port Jefferson, Miller Place, Rocky Point,
Shoreham, and Wading River
Via The Montauk Division*
● Mineola Local via West Hempstead: Stops at Locust Avenue, Springfield (Gardens), Rosedale,
Clear Stream Road, Valley Stream, Norwood,
Woodfield, Hempstead Gardens, Hempstead
Crossing, and Mineola.
● Babylon Local: Stops at Locust Avenue, Springfield
(Gardens), Rosedale, Clear Stream Road, Valley
Stream, Lynbrook, Rockville Centre, Baldwin, Freeport, Merrick, Bellmore, Wantagh, Seaford, Massapequa, Amityville, Copiague, Lindenhurst, and Babylon
● Patchogue Express: Stops at Valley Stream, Lynbrook, Baldwin, Freeport, Massapequa, Babylon,
Bayshore, Islip, Great River, Oakdale, Sayville, Bayport, Bluepoint, and Patchogue
● Center Moriches Express: Stops at Valley Stream,
Lynbrook, Babylon, Bayshore, Islip, Great River,
Oakdale, Sayville, Bayport, Bluepoint, Patchogue,
Hagerman, Bellport, Brookhaven, Mastic, and Center Moriches
● Eastport Express: Stops at Valley Stream, Lynbrook, Babylon, Bayshore, Islip, Great River,
Oakdale, Sayville, Bayport, Bluepoint, Patchogue,
Hagerman, Bellport, Brookhaven, Mastic, Center
Moriches, East Moriches, and Eastport

The Genesis of “Dashing Dan”
(Continued from page 3)

●

●
●
●

●

●

Edgewood, Deer Park, Brentwood, Central Islip,
Ronkonkoma, Holbrook, Holtsville, Medford, Bellport, Yaphank, Manor, Calverton, Riverhead,
Aquebogue,
Jamesport,
Laurel,
Mattituck,
Cutchogue, Peconic, Southold, and Greenport
Main Line Express via Garden City: Stops at Garden City, Mineola, Hicksville, Central Park, Farmingdale, Wyandanch, Edgewood, Deer Park, Brentwood, Central Islip, Ronkonkoma, Holbrook, Holtsville, Medford, Bellport, Yaphank, Manor, Calverton,
Riverhead,
Aquebogue,
Jamesport,
Laurel,
Mattituck, Cutchogue, Peconic, Southold, and
Greenport
Huntington Express: Stops at New Hyde Park,
Westbury, Mineola, Hicksville, Syosset, Cold Spring
Harbor, and Huntington
Northport Express: Stops at New Hyde Park, Westbury, Mineola, Hicksville, Syosset, Cold Spring Harbor, Huntington, Greenlawn, and Northport
Port Jefferson Express: Stops at Mineola, Hicksville, Syosset, Cold Spring Harbor, Huntington,
Greenlawn, Northport, Kings Park, Smithtown, St.
James, Stony Brook, Setauket, and Port Jefferson
Wading River Express: Stops at Mineola, Hicksville,
Syosset, Cold Spring Harbor, Huntington, Greenlawn, Northport, Kings Park, Smithtown, St. James,
Stony Brook, Setauket, Port Jefferson, Miller Place,
Rocky Point, Shoreham, and Wading River
Wading River Express via Garden City: Stops at

(Continued on page 16)
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Commuter and Transit Notes

No. 295
by Randy Glucksman

the event on May 11 with Marc, my son-in-law, and
grandchildren (my daughter was at work). My grandson
(nearly 3) also enjoyed the event, especially having his
“passport” stamped by the docents in some of the cars.
Marc and I took a break from carrying him because he
fell asleep and got a nice nap in one of the M-8s. Due to
the popularity of this event, there were long lines to view
the cars and reports of 2-3 hour waits. The Saturday
attendance was 35,000; Sunday, 25,000. At the same
time, NYCT operated R-14 5760, R-15 6239, and R33S 9306 on Track 1 of the Grand Central Shuttle.
For the record, here are the equipment line-ups that
list the car name/number, type, year constructed, and
original owner (from the bumper block). The cars
marked with * are now owned by the Danbury Railway
Museum.

METROPOLITAN TRANSPORTATION AUTHORITY
On April 10, MTA closed on the first of two 99-year
ground leases with Related Companies and Oxford
Properties Group, which will build a platform over the
Long Island Rail Road’s West Side (John D. Caemmerer) Yard and develop 26 acres with a new neighborhood. Related and Oxford are providing payments and
will have purchase options that together are worth $1
billion. Closing on the second lease is expected later
this year.
On April 19, MTA Interim Director Tom Prendergast
named Carmen Bianco, NYC Transit’s Senior Vice
President of Subways, to serve as Acting President of
that agency.
MTA METRO-NORTH RAILROAD (EAST)
A revised edition of the Yankees-E. 153rd Street timetable was issued. Thanks to member Richie Schulman
for bringing this to my attention.
Long before Superstorm Sandy, an $8.6 million capital
project to stabilize the right-of-way over which MetroNorth and Amtrak trains operate next to the Hudson
River was developed. From the press release: “In the
Hudson Highlands, where the cliffs jut straight up from
the river, Metro-North's Hudson Line tracks sit on a thin
rocky ledge that was blasted from the rock more than a
century ago. With permits in hand from the Army Corps
of Engineers and the Coast Guard and concurrence of
the New York State Department of Environmental Conservation, Metro-North is drilling a row of four-foot diameter, 45-foot-deep shafts into the ground just above the
high tide line. Then in the center of each, a smaller drill
will anchor an even deeper core beam in bedrock. Then
each ring will be filled with concrete. The row of rings
will be linked together with concrete panels for a total
length of 114 feet.” Work on this $6 million contract will
be done on weekdays during off-peak hours and some
weekends. This project is expected to be completed by
the fall, but may end earlier and there are some incentives for the contractor if there are fewer weekend outages.
Metro-North hosted a “Grand Centennial Parade of
Trains” over the weekend of May 11-12. Sixteen historic
railcars from across the country plus a number of its
own were displayed on Tracks 34-37, including historic
cars and engines. In addition, M-8s 9242-3 were displayed. There were also a number of other events including the railroad’s first railroadiana antiques and collectibles event for buyers and sellers in one half of Vanderbilt Hall, and a kids’ event in the other half of this
magnificent hall featuring Chuggington and a Legoland
exhibit. A carpet with the 20th Century Limited logo was
placed at the entrance to Tracks 34 and 35. I attended

TRACK 34

TRACK 35

Dover Harbor
Baggage Car –
1923
Pennsylvania
RR

Hickory
Creek
Sleeper-Obs
– 1947
New York
Central RR

TRACK 36

TRACK 37

Tioga Pass
Business Car –
1959
Canadian National RR

43
BusinessLounge –
1947
New York
Central RR

Overland Trail
Pullman –
1949
Southern Pacific RR

Wisconsin
Business
Car – 1948
St. Paul &
Pacific RR

3
Coach/
Inspection
– 1949
Delaware,
Lackawanna &
Western RR

605*
Alco RS3m
– 1952

Pacific Sands
Sleeper – 1950
Union Pacific
RR

448
BusinessLounge
1947
New York
Central RR

2
Coach/
Inspection –
1941
New York Central RR

9242-43
M-8
Metro-North/
CDOT

Salisbury
Beach
Sleeper – 1954
Boston &
Maine RR

Ohio River
SleeperObs/Lounge
– 1948
Pullman
Company

1
Coach/
Inspection –
1949
Delaware,
Lackawanna &
Western RR

401
BL-14 –
2008
Metro-North

Berlin
Sleeper – 1956
Union Pacific
RR

Kitchi Gammi Club
Sleeper –
1923
Pennsylvania RR

203
Genesis Dual/
Powered Locomotive
1995

402
BL-14 –
2008
Metro-North

Tonawanda
Valley*
Pullman/Obs –
1928
New York Central RR
US Railway Car
Post Office* –
1910
Pennsylvania RR

2013*
FL-9 – 1960
New Haven
RR
1171I*
ACMU –
1962
New York
Central RR

(Continued on page 8)
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Commuter and Transit Notes
(Continued from page 7)
TRACK 34
Cimarron River
Sleeper – 1956
Union Pacific
Montana
BusinessLounge – 1948
Chicago, Milwaukee, St.
Paul & Pacific
RR

TRACK 35
Birken
Diner-Lounge –
1954
Canadian National
Ry.

TRACK 36

TRACK 37

Six lower New Haven Line stations will be getting
makeovers. The Phase I stations where work is already
underway are New Rochelle (eastbound side), Mount
Vernon East, and Pelham. Phase II is set to begin in
July at New Rochelle (westbound side), Larchmont, Mamaroneck, and Harrison. Work is to be completed by
the end of 2014.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The most recent M-8 update on the Metro-North website remains from April 7 and shows 216 cars with 194
conditionally accepted and 22 undergoing Kawasaki
inspection. As of mid-May member Bill Zucker had observed 9100-9227, 9230-67, 9270-9, 9284-93, and
9298-9301, for 190 cars. That said, an April 22 press
release reported that the 200th M-8 had entered service.
Reading further, 222 cars had been delivered, with 200
having successfully completed acceptance testing. Deliveries continue at the rate of about 10 cars per month.
On weekdays, 54% of New Haven Line trains are M-8s,
and on weekends, nearly 80%. With options already
exercised, there are to be 405 of these cars.
Several members have asked for information about
which M-2/M-4/M-6s have been scrapped. Unfortunately, aside from some photos of PA-1 to PA-4s being
scrapped, which included a reference about these cars,
but without car numbers (February, 2012 Bulletin), I
have no sources that can provide it, so readers’ help is
requested. Be that as it may, I constructed the table below that shows the breakdown of the New Haven Line
EMU fleet compiled from the Metro-North Committee
Reports that were still available on the MTA website.
M-2

M-4/M-6

M-8

Total

12/11
01/12
03/12
04/12
05/12
06/12
07/12
09/12
10/12
11/12
12/12

231
231
228
228
228
228
228
198
198
198
180

102
102
102
102
102
102
102
102
102
102
102

44
60
76
86
96
104
112
132
138
146
154

377
393
406
416
426
434
442
432
438
446
436

M-4/M-6
100
99

M-8
164
176

Total
443
450

Over the weekend of May 18-19, buses replaced train
service on the Waterbury Branch to enable track work to
be performed.
MTA LONG ISLAND RAIL ROAD
I attended a press event on April 18, where it was announced that starting May 24, every Friday through August 30 and also on July 3, The Cannonball will begin
its run in New York Penn Station – a first for this train.
Previously the service operated from Hunterspoint Avenue in Queens. Other Montauk trains will still depart
from Hunterspoint Avenue. Actually, there will be two
Cannonballs, the aforementioned The Cannonball
(East) and The Cannonball (West) on Sunday evenings.
The fare is $27 each way. Hamptons Reserve Service is
available on both trains at an additional charge.
The Cannonball (East) will depart from Track 19 in
New York Penn Station at 4:07 PM and run via express
to Westhampton (76 miles) arriving at 5:41 PM (just 94
minutes). Additional stops are: Southampton (6:03 PM),
Bridgehampton (6:13 PM), East Hampton (6:25 PM),
and Montauk (6:48 PM). There is no Jamaica stop. The
westbound Sunday train departs Montauk at 6:37 PM
making all of the same stops as the eastbound train,
plus Hampton Bays. Scheduled arrival at New York
Penn Station is 9:31 PM.
From the press release: “The Cannonball has a long
history of service to the East End and was first introduced as an express train that operated between Long
Island City and Southampton in the 1890s. Ferries
transported Manhattanites to the Queens shore in the
days before the construction of Penn Station and the
East River Tunnels. The Cannonball is the only named
train operated by the MTA and it makes the longest run
on the MTA map, covering a distance of 117 miles from
Manhattan to Montauk.”
After I emailed this news to my “rail group”, member
Dave Klepper wrote: “The pre-WWII Cannonball DID
depart from Penn Station behind a DD-1 and changed
to a K-4 or G-5 at Jamaica. It was all-parlor car. I think it
stopped at Babylon and Bay Shore, in addition to Jamaica, before reaching Westhampton. Earlier, it handled a through PRR parlor from Pittsburgh.”
There was a report in Newsday (April 24) that
Amtrak’s plan to construct a new tunnel under the Hudson River as part of the Gateway Project will require the
Long Island Rail Road to relocate its train maintenance
from the West Side (John D. Caemmerer) Yard to its
Hillside Facility in Queens for 26 months. Although
Gateway is not targeted for completion until 2040, construction on the tunnels needs to begin soon because
Manhattan developer Related Companies plans to install structural supports in the same location for a commercial and residential project on top of the yard.

Babbling Brook
Obs-Lounge – 1949
New York Central
RR

DATE

M-2
179
175

(Continued on page 9)
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trains serve this station.
An article from The Star-Ledger (April 26) reported
that the Pascack Valley Line, the one that I regularly
ride, had been designated for a pilot ticketing program.
Those who have Apple or Android cell phones can
download a free app – MyTix – register, and purchase
rail tickets. One might wonder why this line was selected, and the answer given is “because of its smaller customer base and consistent rail crew and equipment assignments. Choosing the line also allows NJ Transit to
test MyTix at the Secaucus Junction fare gates.” I must
tell you that back in the days before the current all-day,
7-day-a-week service, this line really had the top seniority crews. Now, there seems to be a regular turnover of
train crews. The following week a service representative
was distributing handouts to explain this new service.
When I downloaded the app, it came with the caveat
that it is “Currently available for travel between any Pascack Valley Line station and Secaucus Junction, Hoboken, Penn Station New York, or Meadowlands Rail Station only. Also available between Penn Station New
York and Meadowlands Rail Station (event days only).
Available for other lines soon.”
At publication time, the status of NJ Transit’s rail fleet
had not been updated since the initial March 24 report.
According to a report in The Record (May 2) sent by
member Stanley Harris, NJ Transit made a decision to
terminate the still-unfunded HBLR Extension at Englewood, rather than at Tenafly. Members Jack May and
Phil Craig, who have been deeply involved as advocates for the New Jersey Association of Railroad Passengers, wrote: “The Alternatives Analysis and fighting
about whether or not to extend the Hudson-Bergen
Light Rail line 10.5 miles along the former Erie Railroad
Northern Branch is for all practical purposes over, and
NJ Transit has started the ball rolling again on a project
that is now defined to extend light rail service from Tonnelle Avenue in North Bergen to Englewood Hospital
near the Englewood-Tenafly border.” It should be noted
that funding is not in place.
On May 6, on the east wall adjacent to the NJ Transit
ticket windows on the Seventh Avenue concourse in
New York Penn Station, new all-color display screens
showing all stations (alphabetically) served were activated. Thanks to member Al Holtz for this report. When
I went there later in the week, I noticed that the four
overhead monitors in the NJ Transit waiting area for
Tracks 1-10 had been moved to different locations in
the same area and four more monitors were added.
Member Andrew Grahl, while traveling through Susquehanna, Pennsylvania, came across four ex-NJ
Transit Comets. He wrote: “I was surprised to see them
at the old Erie station. Three were complete (1739,
1747, and 1752) and one was dismantled; just the
frame survives. Also an ex-Erie Stillwell coach was at
the station. The station was recently the 'Starrucca
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LIRR expects to make about $1 billion from a 99-year
lease for the development.
Revised editions of the March 4 timetables were issued for the Far Rockaway and Long Beach Branches
with an effective date of March 18.
Special timetables were issued as follows:
● Belmont Park Spring Meet: April 26-May 19,
Wednesdays-Sundays
● Port Washington: April 27 (overnight), Sperry Rail
Testing – Bus/Van service, Port Washington to
Great Neck
● Montauk: May 4, crossing renewal at West Avenue
and Floyd’s Mastic Road – Bus service Speonk to
Sayville
● Montauk: May 6-9, Sperry Rail Testing – Bus service between Montauk and Babylon (differs each
day)
● Port Washington: May 17 and 18, Electric Daisy
Concert at Citi Field
● Port Jefferson: May 18-19, concrete tie layout and
crossing renewal — Bus service between Huntington and Port Jefferson
The May 19 timetables will remain in effect until September 2 except for the Port Jefferson and Oyster Bay
Branches, which will be replaced on June 24 due to
work (details next issue). In addition to the aforementioned Cannonball service, work will be done at Massapequa (weekdays and weekends) and result in changes
on the Long Beach and Babylon Branches. Weekend
service to Greenport operates May 25 through October
13.
NJ TRANSIT
At the April 10 Board meeting, the Directors awarded
a $750,000 contract to replace the wooden catenary
poles on the Gladstone Branch with steel equivalents.
Many were destroyed during Superstorm Sandy and
had to be replaced. Also approved were contracts valued at $28.5 million with Bombardier for the repair of 11
ALP-45DP locomotives that are owned by NJ Transit
and 12 other ALP-45DPs that are still owned by Bombardier.
For the New Jersey Marathon, which took place in
several towns along the Jersey Shore (including Oceanport, Long Branch, and Asbury Park) on May 5, a special timetable was available on the NJ Transit website.
At Port-Au-Peck Avenue crossing, adjacent to the Monmouth Park station, runners crossed the tracks. This
affected North Jersey Coast Line service from 6:30 to
9:30 AM, so buses replaced three inbound and two outbound trains between Bay Head and Red Bank.
Seasonal service to Monmouth Park began May 11,
and operates on days when there is horse racing: weekends and holidays through October 5 and Fridays between May 31 and August 30. North Jersey Coast Line

(Continued on page 10)
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House' restaurant. It is now closed and all kinds of
‘Keep Out’ signs were around.” (Editor’s Note: Information that I received years ago show these cars were part of
a lot of 40 sold to C&K Associates. Many were subsequently
re-sold to the Utah Transit Authority.)
PORT AUTHORITY TRANS-HUDSON CORPORATION
NJ Transit’s problems with car availability have been
documented in these pages. However, it came as a surprise when the New Jersey Association of Railroad Passengers (NJ-ARP) reported on April 25 that PATH is
also suffering an equipment shortage. A roster of the 68
PA-4s that were retained was published in the July,
2012 Bulletin. Here is some of what NJ-ARP reported.
● Harrison Yard was flooded up to 3 feet
● 52 PA-5s and 20+ PA-4s received damage to under
-floor equipment (2 of the cars are 5182 and 5185)
● Substations 7, 8, 9, and 14 were damaged and
needed substantial rebuilding
● One of the tunnels connecting World Trade Center
and Exchange Place was breached through the
World Trade Center bathtub, which was flooded
● The first tunnel filled up all the way to Exchange
Place, and then the water flowed from that to the
second tunnel and flooded it to the crown, too. The
Harrison station entrance had up to 4 feet of water
● Employees had to be rescued by boat from Harrison Maintenance Facility and the Harrison station
When the line to World Trade Center reopened, it was
operated using manual block for many weeks while Invensys reprogrammed the new computerized control
equipment to enhance capacity so that it could take on
function of the old relays that were flooded out and destroyed.
A new timetable was issued with an effective date of
May 12, replacing the February 10, 2013 edition. A
quick check found that late-night service on weekdays
on the Journal Square/33rd Street and Newark/World
Trade Center Lines was reduced slightly. There was a
slight increase in service during the PM Peak on the
Journal Square/33rd Street Line, with trains operating
every 4-5 minutes rather than every 5 minutes. There
was also a slight increase in service on the Hoboken/33rd Street Line during the AM Peak with trains operating on a 6-minute headway vs. the previous 7minute headway.
PORT AUTHORITY OF NEW YORK AND NEW JERSEY
Since 2007, JFK AirTrain ridership has grown nearly
30%, according to the Port Authority. The 8.1-mile line
carried 5.7 million passengers in 2012, up from 4.4 million six years ago. The system, which also serves rental
car operations, opened in December, 2003. One-way
tickets for rides that leave the airport still cost $5.
Thanks to member Ira Haironson for sending this article
10

from Mass Transit magazine.
AMTRAK
The first ACS-64 (Amtrak Cities Sprinter) electric locomotive was photographed at the Siemens plant in Sacramento, California in mid-April. Amtrak ordered 70 of
these 8600 hp units to entirely replace the existing electric fleet of AEM-7s and HHP-8s. Various news articles
that were sent to me on May 13, showed engines 600,
601, and 602. The $466 million order was placed on
October 28, 2010, with the first unit being due for delivery in February (December, 2010 Bulletin). Amtrak reported that the engines being replaced have been in
service for 25-35 years and had an average of 3.5 million miles, while others had nearly 4.5 million miles. Two
of the engines will be tested at the USDOT site in Pueblo, Colorado while the third will be tested on the Northeast Corridor this summer. Once all tests have been
passed, these engines will enter service on the Northeast Corridor and in Keystone Service.
On April 23, the Royal Canadian Mounted Police
(RCMP) announced the arrest of two non-citizen Canadian men whom they have charged with terrorismrelated crimes. Although RCMP declined to identify
which train route was targeted, Rep. Peter King (R-New
York) who is Chairman of the U.S. House of Representatives’ Counterterrorism and Intelligence Committee,
said that their plan was to derail a train somewhere between Toronto and New York City. RCMP did
acknowledge that the plot had Al Qaida connections.
MUSEUMS
The Shore Line (Branford) Trolley Museum held a
very successful Members Day on April 27. According to
The Tripper, attendance on this beautiful spring day
was about 150. They were able to ride streetcars 850,
357, 775, and 1602, which alternated between shuttle
service and trips down the line. Single-trucker 316 was
operated for the first time since being flooded in Sandy.
Motor dry-out was literally completed the day before.
Another just-in-time car was subway car 6688, whose
overhauled motors were installed just 6 days earlier,
and which the day before was still being cleaned out
and readied for service after its recent appearance in
the "Spiderman II" movie. Subway cars 5466 and 1689
operated together as a train for the first time since before the Irene storm.
Member Jeff Hakner added: “Continuing its long recovery from storms Irene and Sandy, the museum announced that it has received funding support from FEMA to repair water-damaged traction motors. The museum is now accepting donations to its Hurricane Recovery fund. Each dollar donated will be matched by
three dollars from FEMA. In addition, the museum is
about to start construction on two new buildings that will
be above the flood elevation. With the support of the rail
community, in time the collection will be restored to operational status and will be protected from future flood(Continued on page 11)
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ing.”
MISCELLANEOUS
The CBS Sunday Morning Almanac feature on May 5
reported that May 5, 1865, 148 years ago, “law and order went off the rails, as the first armed train robbery
took place.” Here is the link to the story: http://
www.cbsnews.com/8301-3445_162-57582835/almanac
-the-first-train-robbery-in-the-u.s/.
INDUSTRY
Seen at the Kawasaki facility in Yonkers on April 18
were PATH PA-5s 5703 and 5813. There were also significant numbers of NYC Transit R-188s in the high
7800- and low 7900-series.
The Journal News (April 27) had a front-page story
recognizing the 25th anniversary of rail car production at
the Kawasaki plant in Yonkers. It began with 94 PA-4s
to PATH. Recently, Kawasaki completed production of
350 PA-5s. Approximately 2,500 cars have rolled out of
the Yonkers facility for NYC Transit, including R-142s
and the ongoing order of R-188s, and bi-level cars for
the Long Island Rail Road, MARC, MBTA, and Virginia
Railway Express. The firm has also delivered about half
of the 405-car order of M-8s for Metro-North and CDOT.
A ceremony and luncheon to mark this event was held
at the Yonkers facility on May 9.
With the announcement that U.S. Transportation Secretary Ray LaHood was planning to leave the post that
he has held since the beginning of the Obama Administration, his replacement has been nominated. Upon
confirmation by the U.S. Senate, it will be Charlotte
Mayor Anthony Foxx, who is a streetcar and light rail
advocate.
SUPERSTORM SANDY FOLLOW-UP
A May 3 press release promised restoration of service
to the Rockaways this month, as NYC Transit reported
that for the first time since Sandy, the “tiny bulbs” on the
control panel of the decades-old model board at the
Rockaway Park Tower were illuminated, marking the
movement of an H shuttle. On May 16, NYCT announced that service would resume on May 30.
STILL OUT:
MTA NEW YORK CITY TRANSIT (SUBWAY)
1 To the new South Ferry Station
NJ TRANSIT
Pre-Sandy schedules on the Main/Bergen, MontclairBoonton, Morris & Essex, and North Jersey Coast Lines
PORT AUTHORITY TRANS-HUDSON CORPORATION
Weekend service to World Trade Center.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
NE Transit reported that on April 10, the MBTA
Board approved another option for HSP-46 locomotives.
The first of the 40 units is expected in June for tests.

Production deliveries are planned to start in December
and continue through December, 2014 at the rate of 3-4
per month.
On April 13, the Massachusetts Senate approved a
transportation bill valued at more than $800 million. This
bill exceeds one passed by the Assembly on April 8 for
$500 million. Governor Deval Patrick commended the
Senate for its efforts but was hoping for $1.9 billion to
be available by fiscal year 2018. The Senate bill, which
was debated in a rare Saturday session because many
legislators would be on vacation the following week,
called for the same revenue sources in the House version: a 3-cent gas tax, a $1 tax on cigarettes, and $244
million in utility and business-related computer fees.
On weekends between May and November, with the
exception of Memorial Day, Fourth of July, and Labor
Day, there will be on-going track projects on the Fitchburg Line. During the outages, weekend service will be
suspended through the affected areas, which varies
depending on the weekend. Substitute busing is not
being provided.
Member Todd Glickman attended the April ERA meeting, and informed me that the Hyundai-Rotem cars were
scheduled to make their first revenue run on April 24 on
Train #213 (10:30 AM North Station/Haverhill). Several
days in advance, 011 (MP-36-3C) had been transferred
from the South Side to the North Side. This was the
consist: 011-201-1603-801-800-1800. By the way, 800,
801, and 1800 were the cars that were delivered on
January 8, 2012 and initially stored in New Bedford.
General Manager Beverly Scott told The Boston Globe
that 15 cars of the 75-car order would be in service by
September.
Effective April 29, new schedules went into effect on
the Framingham/Worcester Line. A second express
train, P582, was added, departing from Worcester at
6:20 AM and making one stop at Framingham before
operating via express to Back Bay and North Station. A
second evening express (P583) departs from North Station at 5:35 PM, runs via express to Framingham (6:13
PM) and direct to Worcester (6:43 PM). Adjustments
were made to trains near these time slots.
Pullman-Standard coach 224 is being rebuilt into a
café car for the Cape Cod Flyer Service, scheduled to
operate on weekends between May 24 and September
2 (May Bulletin). Thanks to Todd Glickman for these
reports.
Now to some very sad news: April 15 is Patriots Day
in Boston, which coincides with the Boston Marathon.
All previous races up to this year went off without any
major incidents. Unfortunately, at the end of the race, at
2:50 PM, nearly four hours after the start, there were
two almost simultaneous explosions that would result in
initially three fatalities and 176 injuries, many of which
were classified as extremely serious. A fourth fatality
would occur later in the week, and by the week of April
(Continued on page 12)
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22 the number of injured increased to over 200 as people decided to seek treatment for injuries that did not
heal right away. The entire area was cordoned off and
investigations began immediately.
Transit-wise, in Boston the following temporary service
reductions took place:
● Green Line terminated service between Kenmore
and Park Street stations
● B and C Lines were temporarily suspended
● D Line service ran only between Riverside and Fenway
● E Line service ran between Northeastern and
Brigham Circle. Riders desiring service between
Brigham Circle and Health Street were told to use
the Route 39 bus
● Red Line bypassed Park Street station
● Red and Orange Lines bypassed Downtown Crossing station
Service was resumed by evening. Although Boston is
over 200 miles away from New York City, security was
very much in evidence in the New York area. In fact, as
I waited for my Pascack Valley Line train at Secaucus
Junction that evening, an NJ Transit K-9 team inspected
my train and the Bergen County Line train that departed
two minutes earlier. The following morning there were
an unusually large number of police and National Guard
at New York Penn Station. Virginia Railway Express
sent an email advisory that it always operated at a
heightened sense of security on a regular basis. Cities
around the world increased security in the wake of this
incident. Investigators from the federal, state, and local
levels continued to investigate the incident with police
on the ground and others viewing all available videos
and photos (tens of thousands). Airline passengers departing from Logan Airport were asked to share any
photos that were taken near the scene of the bombing.
On Thursday afternoon, with those who perpetrated
this horrible act still on the loose, a decision was made
by the FBI to release photos and videos of two individuals who were considered to be the likely suspects. They
were identified as Suspect #1 and Suspect #2. Within
hours that evening, tips began coming in, and these
individuals were sighted, which set off a chain of events
that resulted in the death of Suspect #1 and the wounding of an MBTA police officer. A few hours later, an MIT
Police Officer who was encountered by Suspect #2 was
shot in his patrol car and died. A decision was made to
shut down the entire MBTA network for Friday. In addition, residents of Watertown and some adjacent communities were told to remain in their homes and not
venture out. A reported 9,000 police were involved in
the search, which went door-to-door looking for Suspect
#2. Todd Glickman kept WCBS-880 listeners updated
from 6 to 11 AM, with half-hourly reports from his office
12

on the MIT Campus.
Amtrak initially terminated service at Providence, but
then changed it to New York. Greyhound, Bolt, and
Megabus also suspended service. Todd wrote: “Even
though Amtrak said all service was suspended north of
NYC, when I arrived at New Haven (by personal car)
around 2 PM, there was a southbound Acela originating
there accepting passengers for the trip south. I assume
that was running on Train #2165’s schedule, ironically
the train I was originally due to take south from Boston
at 12:15 PM. As it was, my destination was much closer
to Grand Central Terminal, so I opted for Metro-North
(and $12.50 vs. $70.00 that Amtrak was asking for the
Acela ride to New York Penn).” I checked the MBTA
website and saw that the entire rail system was shut
down and only eight bus lines were operating. Later that
evening, an alert Watertown resident observed that
there was blood on the tarp of his boat, which was in his
backyard, and notified police, who apprehended the
suspect in short order. Suspect #2 was injured and removed to a hospital, and subsequently to jail. Subway,
trolley, and bus lines resumed operating at 6 PM. Commuter rail had to wait until Saturday morning.” Thanks to
Todd Glickman and George Chiasson for filling in some
of the details.
PHILADELPHIA, PENNSYLVANIA
There is more information on SEPTA’s new fare payment system from member Dave Safford. “The Philadelphia Inquirer bannered the formal release of SEPTAs new fare system as ‘SEPTA’s New Fare System
Confuses.’ [Note: that is the exact literal wording.] In
fairness to SEPTA, much of the confusion appears to
stem from the fact that just about everything in the existing fare system will be changed, including (necessarily
but painfully) the price, which will take two carefully sequenced jumps over the next year plus. This is further muddied by the fact that SEPTA has not yet been
able to determine exactly how some of the parts of its
new system will be implemented. The basic structure
has been discussed in the recent past, but a few of the
kinks newly revealed include:
● ‘Smart cards’ must be registered with SEPTA or a
surcharge which adds $1.20 per ride applies
● Weekly passes good only for 50 rides, and monthly passes for 200, including transfers
● Senior citizens from any state receive privileges equal to those afforded Pennsylvania residents
● SEPTA has not yet worked out how Center City fare
gates will accept senior citizen photo IDs
● For those who without a ‘smart card,’ transfers will cost a full $2.50 fare. With a ‘smart card,’
the transfer fee will be $1.00
● Disabled citizens must buy a $1.00 ‘disabled card’
to take advantage of their reduced ($1.00) discount
fare
“It remains unclear how SEPTA will check regional
(Continued on page 13)
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Rail tickets for boarding/deboarding outside Center City.
To obtain a refund for unused prepaid fare, a $2.00
‘reimbursement fee’ will be required. SEPTA is establishing a $1.50 ‘fare evasion’ fee, but has not established a means of collecting it.”
Dave later added: “Fulfilling anticipation, just about
every part of SEPTA’s new fare program was thoroughly
lambasted by the 120 people showing up for the first of
two public hearings on the program. The Mayor himself,
who has two seats on the Board, said he has a number
of concerns, and two members of his administration
voiced specific issues. Popular targets were fare increases, the use of turnstiles for Regional Rail train fare
control, and the requirement for picture ID for senior
citizens. Two more sessions are scheduled in the suburbs.”
A SEPTA-commissioned study, released on April
29, reported that SEPTA supports 26,000 jobs, $3.21
billion in economic output, and generates $62.5 million
in state tax revenue. The report also found that SEPTA
has a smaller capital budget than any other major transit system in the U.S.: $304 million compared to $1billion
(Washington, DC), $1.1 billion (NJ Transit), $800 million
(Boston), or $950 million (Chicago). Details are at EconomyLeague.org. The report is a gambit in SEPTA’s request for authorization of its new fare collection
scheme.
For another view, the "Letters to the Editor" included a
blistering message from a taxpayer who believes that
all of Pennsylvania's road repair problems would be
solved if proposed road taxes weren't wasted on nonroad expenditures including "the top waste of money,
state run (failed) public transit". As there is currently no
state run public transit in Pennsylvania, the benefits
proposed are a trifle obscure, but one realizes the thrust
of the comments. Thanks again to Dave Safford for
these reports.
Member Bob Wright wrote: “I took one of my infrequent Regional Rail rides west of 30th Street on May 8
and noticed that the Silverliner IIs and IIIs that had been
in Powelton Yard as recently as a month ago have been
moved. Not sure where, but I suspect they found their
ways to Overbrook, where the dead line seems to be a
little bigger than a month ago. I also noticed at Overbrook that 235, which had been 'tagged,' had been
cleaned.”
A celebration was held on April 14 to mark the 100th
birthday of the Media (Route 101) Line. LRV 101 was
specially painted in a color scheme similar to the one
worn by cars operated by the Philadelphia & West
Chester Traction Company on April 1, 1913. The car will
operate in this scheme over the next year. What is
known today as Route 101 was the last line built by the
Philadelphia & West Chester Traction Company, which
13

in 1936, due to reorganization, became part of the Philadelphia Suburban Transportation Company with Red
Arrow Lines lettering. SEPTA took over the operation of
this and other lines on January 29, 1970. Thanks to Al
Holtz for sending this report and Bob Vogel for sending
photos. On May 5, after touring the Amtrak Maintenance Facility in Wilmington, Delaware, the ERA group
made its scheduled stop at the Wilmington & Western
Railroad. However, because their only car was not running, the bus went to Media, where many boarded a
revenue car to Fairview Avenue or 69th Street and photographed this car.
On May 5, SEPTA added special early morning express trains on the Broad Street Subway to accommodate participants in the Blue Cross Broad Street Run.
Registered runners got free rides. Trains were operated
express from AT&T/Pattison Avenue to Olney, stopping
only at Walnut-Locust and City Hall from 5:30 to 8:30
AM so runners could get to the starting point near the
Olney station.
The following weekend, for the “Mother’s Day Race
For The Cure” which was held on May 12, SEPTA operated additional service into Center City on the Elwyn,
Lansdale, Marcus Hook, Norristown, Paoli, and West
Trenton Lines. Thanks for member Lee Winson for
these two reports.
Member Alfred Gaus, Jr. reported that Silverliner#704
has a “Prohibition” wrap; however, only between its
doors. 704 differs from 702, which has its “amazing”
“Speakeasy” interior wrap.
From Cinders: Construction of a new Ardmore Avenue
station on the Norristown High-Speed Line was nearing
completion. This station is adjacent to the Merion Golf
Club, which will host the U.S. Open tournament that will
take place June 13-16. Trains will operate on 8-minute
headways during the event.
WASHINGTON, D.C. AREA
When I checked the D.C. Streetcar web site in late
April, its April/May, 2013 newsletter reported that transfer of the three Inekon streetcars from WMATA’s Greenbelt facility to Anacostia was to take place during the
last week of April. WMATA and engineers from Inekon
would conduct the post-delivery testing. Upon completion, DDOT would take possession of the cars and
begin the process of safety training and commissioning.
Once this has been completed, the vehicles will be
moved to the H/Benning Corridor to begin testing in
mixed traffic, currently planned for this October. With
this schedule, it looks like the opening will be in 2014.
Off-peak riders on the VRE Brunswick Line were informed that CSX Transportation would be performing
track maintenance between 8 AM and 4 PM from May 5
through June 20. Work began in Brunswick and continued east. The project primarily replaces rail in curves
(curved rail wears faster than rail on straight track). Minor delays were possible, primarily to Trains #873 and
(Continued on page 14)
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#891 (3:35 PM and 3:50 PM departures from Washington).
ORLANDO, FLORIDA
Bombardier announced on April 15 that it had been
awarded a 10-year $195 million contract to provide operations and maintenance services for SunRail. The
scope of work will also include dispatching, fleet maintenance, track maintenance, customer service, station
platform and facility maintenance, and material supply.
The firm will mobilize for service over the coming
months and assume its operations and maintenance
responsibilities in the spring of 2014. Delivery of the first
of 20 Bombardier bi-levels is to begin this spring.
DETROIT, MICHIGAN
Member Julian Wolfe sent an article from Crain’s Detroit Business reporting that M1 Rail, the consortium constructing the 3.3-mile M1 loop between Hart Plaza and New Center, has hired some senior staff. It is
expected that construction would get underway this
summer. On April 23, the Federal Transit Administration
amended its Record of Decision giving environmental
clearance and allowing the project to move forward to
the next phases of design, right-of-way acquisition and
construction. This is the last approval step under the
National Environmental Policy Act process. Thanks to
member Bill Vigrass for this news.
CHICAGO, ILLINOIS
Effective May 19, a 5-month reconstruction of a 10mile stretch of the Red Line began. Opened 44 years
ago, this line was state-of-the-art, however time has
taken its toll, hence this $425 million project, details of
which were reported in the July, 2012 Bulletin. About
40% of the southern section has slow speeds due to
severe track deterioration.
Metra is offering a combined fare option and modified
the schedules of some Metra Electric trains. Thanks to
member Jim Beeler for this news.
ST. PAUL, MINNESOTA
A railcar mover towed one of the new LRVs at
“walking speed” over the 11-mile Central Light Rail Corridor Line on May 7. The purpose of the trip was to verify clearance for the cars. Towing the cars is necessary
because crews are still installing overhead wire and the
rest of the systems to electrify the line. In late 2013,
once the electrical systems work is completed, the
LRVs will begin regular test runs. The outcome of the
tests will help determine the line’s opening date in mid2014.
The Metropolitan Council approved light rail for the
13-mile Bottineau Transitway between Minneapolis and
Brooklyn Park. If built, it would be the Twin Cities’ fourth
light rail line, which will include the Hiawatha Line that
opened in 2004, the Central Corridor line to open next
year, the Southwest Line opening in 2018, and the new
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Bottineau Line. Thanks to Al Holtz for sending these
reports.
DENVER, COLORADO
On April 26, the 12.1-mile West Corridor LRT, with 12
stations, opened (see July, 2012 Bulletin).
DALLAS, TEXAS
Regarding the news item in the May Bulletin about the
Oak Cliff streetcar line, stating that the vehicles from
Brookville, with capability for off-wire operation, are the
first that will be American-designed and manufactured,
member John Aurelius says there is an earlier (2011)
order for off-wire capable cars for Seattle’s First Hill
Line by the Czech firm Inekon. They were designed in
Europe and will mostly be manufactured in the Czech
Republic, with final assembly in Seattle.
SALT LAKE CITY, UTAH
Having completed five years of service, FrontRunner’s
ridership might just be picking up speed according to a
report in The Salt Lake Tribune, which was sent by
member Pete Donner. Opened on April 26, 2008, UTA
planners initially projected that the older section (Ogden
and Salt Lake City) would have 5,900 riders per day,
and last year the average was 5,821 per day. A UTA
spokesman said “ridership on that north section had
some spikes when high gas prices led people to abandon cars and some dips when the recession destroyed
jobs of some commuters.” UTA projects an average of
6,800 weekday riders on the southern section at opening. Added to the 5,900 originally projected at the opening of the north section, the combined projected ridership was 12,700 per weekday.
ALBUQUERQUE, NEW MEXICO
A National Train Day celebration was held on May 11
at the Alvarado Transportation Center in Albuquerque
with Rio Metro Regional Transit District as host. Featured were free live entertainment, local food vendors,
interactive and educational exhibits, activities, raffles,
and model train displays, plus tours of the New Mexico
Rail Runner Express and Amtrak cars.
PHOENIX, ARIZONA
Sky Train at Sky Harbor Airport opened on April 8 between Terminal 4, East Economy Parking and the Valley
Metro Rail 44th Street station. I saw the construction for
the to-be completed station during my October, 2009
visit. Al Holtz, who forwarded this report, wrote: “Glad to
hear about this, as I wasn’t sure if it was running or not
when I visited Phoenix in January (2013). The information then was that it would begin shortly, but I actually saw the Sky Trains in operation – got photos from my
departing airplane – and wondered if maybe I missed
taking a ride on it and should have taken a stopover at
44th Street when riding the light rail. Obviously the Sky
Trains I saw in operation were on test runs. The Sky
Train only serves Terminal 4. Most long distance flights,
including ours, operate out of Terminal 2. Buses connect Terminal 4 to Terminals 2 and 3 and to the rental
(Continued on page 15)

ERA BULLETIN - JUNE, 2013
Commuter and Transit Notes
(Continued from page 14)

car terminal. The original airport had a Terminal 1, but
that closed a number of years ago.”
SEATTLE, WASHINGTON
Sound Transit held a ceremony on April 26 to mark
the beginning of construction of the S. 200th Street Extension, which will add 1.6 miles via elevated guideway
from SeaTac Airport to the city of SeaTac and a station
called Angle Lake. This is expected to be in service in
2016.
PORTLAND, OREGON
At around 9 AM PDT on May 6, MAX and Portland
Streetcar service was completely shut down due to a
power outage at TriMet substations. Riders were told to
use regular bus services. Shuttle buses were set up to
serve the Yellow Line from PSU to Expo Center, the
Green Line between PSU to Hollywood Transit Center
and the Blue/Red lines between JELD-WEN Field and
Hollywood TC. Riders were also told to expect major
delays. At 10:30 AM, TriMet reported Portland Streetcar
service had resumed, and by 11:43 AM, most MAX service was restored. However, until nearly 11:30 PM,
trains were unable to cross the Steel Bridge. Shuttle
buses remained, serving stations from Rose Quarter to
Old Town/Chinatown Station and Union Station.
LOS ANGELES, CALIFORNIA
The New York Times (May 4) reported that free riding
on the Los Angeles Metro Subway is about to come to
an end. Zev Yaroslavsky, a member of the County
Board of Supervisors and a member of the Board of the
Los Angeles County Metropolitan Transportation Authority, said: “There is no reason for them to pay. The
odds of them getting a ticket are slim to none. It’s not
fair to those people who pay to have a significant percentage of people who don’t pay,” he said. Los Angeles
transit officials have said that millions of dollars are lost
annually. Opponents question whether the supposed
recovery of lost revenue would cover the $46 million
installation cost, plus $103,000 a month in maintenance. Says Zev Yaroslavsky, “The credibility of the
enforcement system is undermined. It’s human nature
to say, ‘If he’s getting away with it, why should I pay?’”
Member Paul Gawkowski wrote that the article was incorrect in reporting that LA has an “honor” system,
when in fact it is a “proof of payment” system. Paul added: “If you don't have proper enforcement, you'll have
fare beaters. Proper enforcement would have been a lot
cheaper than the cost of installing and maintaining turnstiles.”
OCEANSIDE, CALIFORNIA
Sprinter service, which had been suspended (May
Bulletin) since March 8 due to worn brake rotors,
was restored on May 18.
MONTREAL. QUEBEC, CANADA
Agence Metropolitaine de Transport (AMT) an15

nounced that effective August 5, 6 weekday (2 AM
Peak, 2 PM Peak, and 2 late evening) trains would be
added to the Blainville-St. Jerome Line to bring the total
number of trains to 26 each weekday. Weekend riders
are also benefiting with 12 trains in each direction.
Presently there is no weekend service. AMT spent $35
million upgrading the line to permit the service expansion, including a second main track. Thanks to Al Holtz
for this news.
TORONTO, ONTARIO, CANADA
Effective June 29, GO Transit will offer headways of
30 minutes throughout weekdays, and add more weekend service, on its Lakeshore East and Lakeshore West
routes. Current headways average every hour on both
route, though rush hour service is more frequent. Over
the Victoria Day Weekend (May 17-20), GO Transit operated rail/bus service to Niagara Falls. Starting June
29 and continuing through Labor Day Weekend
(September 2), a GO Bus shuttle between St. Catharines and Niagara-on-the-Lake will operate. The bus
will meet the trains departing from Toronto in St. Catharines and will operate express to downtown Niagaraon-the-Lake; the return shuttle trips will meet Torontobound trains in St. Catharines.
PANAMA CITY, PANAMA
Metro Line 1 is scheduled to open next year. It will be
13.7 km (8.5 miles) long with 16 stations. The Alstombuilt cars are being constructed in Spain and tested (at
night) in Barcelona’s Metro for the first cars of the 57car order. The line will be automated and operate on 90second headways. Thanks to Railway Age for this report.
JERUSALEM, ISRAEL
About a week after the March 3 Jerusalem Marathon,
the fare structure was changed. Now one can still ride
as many buses as one wants during the 1½-hour of a
single-ride ticket, but only one trip on light rail. Those
with monthly passes can of course use the light rail as a
downtown horizontal elevator to tie the many fine retail
stores into one giant department store, and this was
also possible within the 1½-hour limit, for purchases of
single rides. But this added crowding just where the line
is most crowded, and so the change was made. The
message did not get to everyone, apparently, and so
there were complaints about missing value on fare
cards. Thanks to Dave Klepper for this news.
FROM THE HISTORY FILES
100 Years ago: On June 20, 1913, electric service on
the New York Central Railroad’s Hudson Line was extended to Croton-Harmon.
60 Years ago: On June 8, 1953, Lehigh Valley Transit
abandoned its electric service as buses replaced the
Interurbans on the Allentown-Bethlehem Line.
News items and comments concerning this column may be
emailed to NYDnewseditor@aol.com.
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Around New York’s Transit System
More Passenger Traffic Statistics
After publishing detailed statistics in the previous
issue, we found the following additional information. The
ten busiest stations in 2012 were:
1. Times Square
2. Grand Central
3. Herald Square
4. Union Square
5. Penn Station (Seventh Avenue) 123
6. Penn Station (Eighth Avenue) ACE
7. 59th Street-Columbus Circle
8. Lexington Avenue-59th Street
9. 86th Street (Lexington Avenue) 456
10. Lexington Avenue-51st-53rd Streets
The following are the busiest stations outside of
Manhattan:
Brooklyn
1. Atlantic Avenue-Barclays Center (25th overall)
2. Jay Street-Metrotech (26th)
3. Court St.-Borough Hall (28th)
Queens
1. Flushing-Main Street (11th)
2. 74th Street-Broadway, Jackson Heights (14th)
3. Jamaica Center-Parsons/Archer (22nd)
Bronx
1. 161st Street-Yankee Stadium (34th)
2. 3rd Avenue-149th Street (48th)
3. Parkchester (94th)
After the World Resorts Casino at Aqueduct opened in
October, 2011, Aqueduct-North Conduit Avenue
became the station with the biggest yearly increase, by
87.5%, or 1,000 riders per day. City Hall is the station
with the biggest yearly decrease, of 20.3%. More than
62 million trips, a million and a half more than 2011,
were recorded at Times Square, the busiest station.
The second busiest, Grand Central, reported 20 million
less trips than Times Square. More housing and

increased activity in Downtown Brooklyn brought
additional riders to the G train. This route recorded the
biggest weekday increase of any line, by 4.2%, or about
2,000 riders a day.
Wireless Service at Manhattan Subway Stations
Subway riders can make and receive cell phone calls,
send and receive texts and emails, and access wi-fi at
30 additional subway stations in addition to the six
original stations, all of which are on Manhattan’s west
side between 14th Street and 96th Street. This new
capability was demonstrated by MTA officials and
executives from Transit Wireless, AT&T, T-Mobile USA,
and Boingo Wireless at the busiest station, Times
Square, on or about April 25. As soon as Verizon and
Sprint sign agreements to participate, all four major
carriers will be providing cell phone and data service in
the first two phases of this project.
During the next four years, Transit Wireless expects to
provide service to the remaining 241 underground
stations. It has begun design work on the next 40
stations in midtown and Queens, including FlushingMain Street, Grand Central-42nd Street, and 34th StreetHerald Square, all of which should be online in the first
quarter of 2014.
Transit Wireless and the other carriers are paying the
full cost of the project, estimated at as much as $200
million, including the cost of NYC Transit employees
who provide flagging and other support services. MTA
and Transit Wireless evenly split the revenues from fees
paid by the wireless carriers and sub-licensees. The
latter is paying MTA an annual minimum that will
increase to $3.3 million when the work is completed.
Transit Wireless has also awarded a sub-license to
Boingo Wireless for wi-fi services, which are free.
Help Point intercoms, which are being installed in
more than 100 stations, will allow riders to talk to the
Rail Control Center or the station booth.

The Genesis of “Dashing Dan”

Mastic, Center Moriches, East Moriches, Eastport,
Speonk, Westhampton, Quogue, Hampton Bays,
Suffolk Downs, Shinnecock Hills, Shinnecock Golf
Grounds, Southampton, Water Mill, Bridgehampton
(connection to Sag Harbor), Wainscott, East Hampton, Amagansett, Napeague Beach, and Montauk.
*Conspicuous in its absence is service to Long Beach,
which at the time was still being operated as a seasonal excursion railroad aimed mainly at pleasure-seekers and the
Long Beach Hotel.

(Continued from page 6)

●

●

Speonk Express: Stops at Valley Stream, Lynbrook,
Babylon, Bayshore, Islip, Great River, Oakdale,
Sayville, Bayport, Bluepoint, Patchogue, Hagerman,
Bellport, Brookhaven, Mastic, Center Moriches,
East Moriches, Eastport, and Speonk
Montauk Express: Stops at Babylon, Bayshore,
Islip, Great River, Oakdale, Sayville, Bayport, Bluepoint, Patchogue, Hagerman, Bellport, Brookhaven,
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IND CONCOURSE LINE OPENED 80 YEARS AGO
Concourse trains started running July 1,
1933, less than a year after the Eighth Avenue Subway was opened. Construction cost
about $33 million and the additional cars cost
$11,476,000.
Subway construction started in 1928 and
was completed five years later. Details are
shown in the following table:
FIRST
CONTRACT
AWARDED

WORK
COMPLETED

Subway Construction

June 4, 1928

July 31, 1933

Station Finish

February 13,
1931

May 31, 1933

Tracks

September 16,
1931

November 30,
1932

Signals

November 18,
1931

August 31,
1933

Power Equipment

October 23, 1931

September 30,
1934

Concourse Yard

November 21,
1928

August 31,
1931

Concourse Yard
Extension

February 15,
1939

January 31,
1940

The original Concourse Yard’s capacity was
only 220 cars and it extended as far south as
In This Issue: Bedford Park Boulevard. To accommodate
The Long Island the additional cars required for service in the
Rail Road Eyes new Sixth Avenue Subway, the yard was extended south of Bedford Park Boulevard in
Manhattan
1939 (see table above).
(Continued)
To avoid delaying vehicular Concourse traf...Page 2
fic, most important crosstown streets crossed
the Concourse in underpasses. The 167th
Street underpass was rebuilt with a conven-

ient trolley transfer point. There were railings
protecting low-level platforms, which were
adjacent to the trolley tracks in the center of
the roadway. Four stairways led to the area
near the turnstiles on the subway platforms.
The 170th Street underpass was also rebuilt. In the new underpass, there were Bx-11
bus stops on the sidewalks under the subway
station. Four stairways provided access to
the area near the turnstiles on the subway
platforms. Third Avenue Railway’s records
reveal that the Kingsbridge Road underpass
was also rebuilt. Cars ceased operating in
the old underpass on April 25, 1930 and resumed service on February 20, 1931 westbound and February 25, 1931 eastbound.
There was no underpass at Fordham Road.
Opened on October 19, 1925, the center
roadway of the Concourse was depressed at
Fordham Road. To avoid disturbing this depressed roadway, the middle and northbound
local tracks were built east of the roadway.
The southbound track was in a separate tunnel west of the roadway.
To provide service on the expanding system, the Board of Transportation ordered 500
R-4 cars (400-899), which were placed in
service on A and AA between February 14,
1933 and June 7, 1933, just before Concourse trains started running. The R-4s were
also operated on the Queens and Brooklyn
extensions that were opened later in the
year. Meanwhile, the displaced R-1s (100399) were transferred from A and AA to the
Concourse. The R-4s were delivered rapidly
and placed in service as shown in the following table:

JAPAN TRIP—JULY,12014: SEE PAGE 8!

(Continued on page 4)
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THE GENESIS OF “DASHING DAN”
Part Two—The Long Island Rail Road Eyes Manhattan
by George Chiasson
(Continued from June, 2013 issue)
to directly serve more than half of its existing patronage
base with electrified trains from the major New York terminals (Penn Station and Flatbush Avenue) to a total of
eight outward destination points. This would still leave
sufficient terminal capacity to handle a significant portion of LIRR’s far-reaching non-electrified train traffic
(which would thus be relieved of much of its inward patronage by the “local” services) in addition to coping with
anticipated business from the Pennsylvania’s own lines
serving the “Jersey” side of the Hudson River. This rather challenging consideration was incorporated into the
first formal operational plan for the new terminal in
1902, but in the end what actually transpired turned out
to be even more astounding: by 1916 the Long Island
Rail Road alone was providing 73% of the ridership at
Penn Station.
The Central Railroad of Long Island was chiefly shepherded to reality through the effort and finances of Alexander T. Stewart, a well-known New York merchant of
Irish ancestry. Stewart was instrumental in the growth of
many portions of rural Queens (later Nassau) County,
but in relation to “his” railroad (the Central Railroad of
Long Island), it was created in 1871 with the express
intention of spurring development in portions of eastern
Queens and providing a means of transportation for
same through movement of the people, goods, and materials this enterprise required. The railroad’s line was
quickly surveyed across what then was little more than
a wilderness and construction of the initial segment
completed in less than a year and a half. As so much
time has passed since its existence, the Central’s northerly alignment of that time is not easy to follow in the
street pattern that survives in 2013, but (as is often the
case) its “footprint” remains visible in aerial maps from
its origin at “Great Neck Junction” to the Creedmoor
Psychiatric Center (former State Hospital) roughly following Booth Memorial Avenue through Kissena Park,
Underhill Avenue to the Long Island Expressway, and
(on the far side of Cunningham Park) the aptly-named
Stewart Road from Bell Boulevard to the Grand Central
Parkway. The line’s curvature then traces 87th and 88th
Avenues as it comes near to the Creedmoor facility at
the far eastern edge of Queens, which was also a limit
for surviving LIRR freight operations many decades after passenger service had ceased. Known in its later
years as the “Creedmoor Branch,” the Central’s line
continued in an east-southeast pathway along the line
of 87th Avenue to Commonwealth Avenue, then 87th

ORIGINS OF THE HEMPSTEAD CLUSTERPART 1: THE CENTRAL RAILROAD OF LONG
ISLAND
Whereas a current version of the “Hempstead Branch”
survives in 2013 as an essential element of the MTA
Long Island Rail Road system, the circumstances surrounding its largely fragmentary development, and
those of the lines with which it was (or is) associated,
are certainly worthy of description. These chronicles
provide additional background for the overall picture of
the Long Island Rail Road as it was developed in support of the Pennsylvania Terminal project, and by extension that system of routes which formerly contained the
Rockaway Beach Division in its later years. As the
Pennsylvania Railroad’s “Board of Engineers” gained
momentum in its planning process (relative to actual
construction), a key ingredient of what was perceived
as a successful operating strategy included utilization of
the New York Terminal as a major origin and destination
point for the Long Island Rail Road. To achieve this end
there was clearly no alternative but to fabricate a system of electrified “local” lines using the best available
technology at the time, and as a result the first phase of
system improvements and electrifications was executed
between 1904 and 1906 on the “Atlantic Division” (as
extended to Valley Stream), along with the lines serving
the Rockaway Peninsula. This enabled LIRR to establish an improved and increasingly reliable system of
(generally) self-contained suburban routes which would
abet the ultimate objective of extending many of its
trains directly into Manhattan.
As a second step (or more accurately in the case of
the Hempstead Branch a “Phase 1-A” of sorts) the
PRR-appointed board and LIRR collaborated on additional service alternatives that would optimize improvements to the physical plant, including electrification, and
further buttress the costly, all-encompassing needs of
its far-flung terminal lines across Long Island. Ridership
dynamics were analyzed along with population and residential growth patterns, municipal and academic authorities consulted, and corporate judgments made.
Through this process were LIRR’s Nassau County
branch lines to Hempstead and Long Beach selected
for infusion with the new terminal, along with the socalled “North Side Division” which served the Port
Washington and Whitestone Branches. Though in 2013
these choices would seem obvious, at that time (around
1903) many of the same lines were still in a fledgling
state, and LIRR had to lay wager that it would be able

(Continued on page 3)
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mond east of the Garden City depot (thus creating the
original “Hempstead Crossing”), and curled to the south
along the westerly side of Washington Street. They then
continued to a stub-end terminal at Fulton Street
(Avenue) in Hempstead proper, with an associated turntable and engine house on adjacent property bounded
by Main, Jackson, and Centre Streets.
The balance of the Central of Long Island’s main line
(its so-called “Extension”) was then completed through
the next several months, its next segment opening for
use on May 26, 1873 as far as Bethpage, but only
freight was carried the entire distance. This continued
straight east from the CRRLI “Hempstead Branch” turnout at Hempstead Crossing and made what amounted
to a nine-mile beeline to “Bethpage Junction.” From
there a short branch led to Bethpage proper, while the
work of completing the southeasterly main line continued toward Babylon. Stewart’s “Bethpage Brick
Works” (which manufactured building materials for his
real estate ventures) was located on the branch, along
with several other local industries, the most notable of
which were a “pickle house” or two. A passenger depot
was finally opened in Bethpage proper on November 9,
1874 but mainly used by local farmers during the summer, while this second segment originally made its last
stop at a secluded location optimistically called “Central
Park,” so named for the railroad. The Central’s main line
was basically complete when the third portion was extended from Bethpage Junction to a temporary terminal
in Babylon in August, 1873, then finally started serving
its permanent facility at the “Babylon Dock” a couple of
months later. There an oceanfront resort was located
along with a connection to ferryboats serving nearby
Fire Island. It crossed the South Side Railroad at a diamond known as “Belmont Junction” on the west side of
Babylon, and then blazed a trail of its own to the oceanfront, though it did stop short of a terminal that was originally planned to physically be on the dock.
Eastward from Hempstead Crossing the new line literally cut across little else but flat private lands and pine
barrens as it progressed to Bethpage, its stations being
mainly situated at remote crossings with the few roads
that then existed in what was the farthest eastern extremity of Queens County. The first at “Meadow Brook”
was actually located on the large, rambling summer
estate of Alexander Stewart just east of Garden City
(his full-time mansion residence was in Manhattan).
There were actually a few incarnations of this particular
locale, which served several different purposes through
the years, but as one might guess in 2013 (albeit with a
lot of luck) it was situated immediately east of the present Meadowbrook State Parkway, near Merrick Avenue. As was generally the case with CRRLI, its bucolic,
detached surroundings were not conducive to generating passenger traffic, and it was written out of schedules
as of May 1, 1876. Another, event-oriented stop was

The Genesis of “Dashing Dan”
(Continued from page 2)

Drive to intersect Little Neck Parkway, where the railroad passed into what is now Nassau County at a long,
diagonal grade crossing through a heavily industrialized
area, which then was all within Queens. The next crossing at Jericho Turnpike was originally made using a
stone bridge as part of the line’s initial construction in
1871, which was later replaced twice. The first steel
bridge across that major Long Island artery was erected
in 1906 before suburbanization took hold and the road
widened significantly in 1932, at which time the railroad
was elevated onto a long steel trestle. Until 1951 the
Central’s northerly segment then encountered the
“Creedmoor cut-off,” a wye which enabled trains to heel
directly westward on the LIRR Main Line toward Jamaica or continue eastbound toward Mineola, with only the
easterly connection surviving as late as its 1966 abandonment. As originally built however, the Central had no
track connection to the Long Island Rail Road at all but
rather passed above it on a trestle immediately east of
the station at “Plainfield” (a predecessor to Floral Park).
It then continued through Garden City (Stewart’s
“showroom” community of development) and on from
there to a terminal in the center of Hempstead, which
even then was an appendage off the Central’s as-yetunopened main line and survives in 2013 as the Hempstead Branch of MTA Long Island Rail Road.
When it opened on January 8, 1873 stations on the
Central Railroad of Long Island were located as follows:
“Central” Junction, immediately past its origin point at
the union with the “Flushing & North Side Railroad,”
where the Port Washington Branch currently passes
beneath the Van Wyck Expressway, with the station at
what is now an obscure location behind the Western
Beef supermarket on College Point Boulevard; (the)
Creedmoor (Estate), which was then a rifle range and
not yet a hospital at the present-day Winchester Boulevard; and Hinsdale, located approximately at Little Neck
Parkway. After passing over the Long Island Rail Road
trestle, the Central had additional stops at Hyde Park
(now basically the site of Stewart Manor on the Hempstead Branch); Garden City (a first version next to the
station that survives in 2013, one which actually had a
rare-for-the-time high platform); and, finally, at Hempstead. As might naturally be expected, the Central Main
Line was single track in its entirety, with one passing
siding between the present-day edge of Kissena Lake
and Fresh Meadows Lane, its trains utilizing trackage
rights on the Flushing & North Side (now the Port
Washington Branch) west of Great Neck Junction to
reach that company’s Hunters Point terminal in Long
Island City, located west of Front (2nd) Street, by way of
Winfield Junction. As they approached the terminal in
Hempstead, the Central’s trains rattled across LIRR’s
original branch from Mineola to Hempstead at a dia-

(Continued on page 6)
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IND Concourse Line Opened 80 Years Ago
(Continued from Page 1)

Cars delivered to 207th Street Yard.
Bernard Linder collection

102 and 103, the first IND cars delivered to 207th Street Yard, August
8, 1930.
Bernard Linder collection

Concourse Yard portal, August 31, 1946.
Bernard Linder photograph

Concourse Yard, June 17, 1950.
Bernard Linder photograph

Interior of car 718, September 17, 1954.
Bernard Linder photograph
(Continued on page 6)
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IND WORK EQUIPMENT

Motor flat 41.
Bernard Linder collection

Trailer supply car (cabin car) 51, 207th Street Yard, September 13,
1954.
Bernard Linder collection

Pump car 20128 (ex-56), Concourse Yard, March 26, 1963.

The same pump car, seen in Concourse Yard on May 12, 1965.
Bernard Linder photograph

Flat car 20046, 207th Street Yard, May 20, 1965.
Bernard Linder photograph

Money collection car 66, 207th Street Yard.
Bernard Linder collection
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items. After listening to complaints from civic groups,
the Board of Estimate found insufficient money. The
Board of Transportation economized. Columns were not
painted and underutilized turnstiles from the Eighth Avenue Subway were transferred to the Concourse.
The long-delayed opening finally took place on July 1,
1933. The first northbound CC from Chambers Street, a
four-car train, which was very crowded, arrived at 205th
Street at 1:15 AM. The Chief Engineer and other officials were on board the first southbound CC, a six-car
train leaving 205th Street at 12:57 AM.
The new Concourse Line, which was only a few
blocks away, was able to compete with the older IRT
Jerome Avenue Line, which lost 30 percent of its elevated traffic and 15 percent of its subway traffic to the new
IND.

IND Concourse Line Opened 80 Years Ago
(Continued from Page 4)
DATE

R-4 CARS PUT IN SERVICE DURING
THE MONTH

February, 1933

76

March, 1933

158

April, 1933

132

May, 1933

93

June, 1933

41

TOTAL

500

Trains were scheduled to start running on January 1,
1933, but the opening was postponed because the city
could not find $200,000 to install lighting and other

had been killed during an air corps training exercise in
Louisiana.
These two once-humble flying fields that had at first
seen Curtiss “Jennies” bouncing around on their grass
surfaces were best known as Roosevelt and Mitchel
Fields, respectively, before each experienced greatly
divergent histories. The former was dedicated to what
civil aviation there was in the years after World War I,
being itself divided into two sections, the westerly half
known as “Curtiss Field” and the eastern half retaining
its Roosevelt Field title. Charles Lindbergh’s famed
Spirit of St. Louis departed for Paris from a muddy, rainsoaked “runway” at the Roosevelt facility on May 20,
1927, after which both portions were collectively sold as
“Roosevelt Field” in 1929. At that time its name was
switched over to what had been Curtiss Field, while the
actual, original Roosevelt Field gradually fell into disuse,
later to be leased out during 1935 for the creation of
Roosevelt Raceway, an automobile (then horse racing)
course that persisted until July, 1988. The second version of Roosevelt Field later hosted some noteworthy
air racing planes during the 1930s, then survived to become a U.S. Naval Aviation facility during World War II.
After Allied victory the surviving airfield was constantly
pressured by overwhelming adjacent development and
found use mainly as a civilian training and maintenance
base until it was resold to private developers, at which
time its aeronautical functions were discontinued on
May 31, 1951.
Meanwhile, Mitchel Field continued to be a permanent
military post in the 20 years following World War I, at
which time it finally assumed the former site of Camp
Mills in 1938. Concrete runways were built to replace
the original gravel and grass surfaces in 1939, and then
from the December, 1941 start of World War II Mitchel
Field was assigned P-40 “Defense” squadrons to protect New York City, as well as becoming a temporary

The Genesis of “Dashing Dan”
(Continued from page 3)

later established in almost the same place, dubbed
“East Meadowbrook,” which provided the primary
means of access for the Meadow Brook Hunt Club
(established 1881) and the original Meadow Brook Polo
Club starting in 1884, both of whose moneyed clientele
ran chartered Specials to and from New York when
each was in season. In truth, the general locale of
CRRLI’s East Meadowbrook station held great historical
significance through time given its close association
with the railroad.
Next to the “Stewart” landscape and partially surrounding the Meadow Brook Hunting and Polo Grounds
(in the vicinity of Roosevelt Field Mall in 2013) was
Camp Winfield Scott, a Civil War training base and marshaling point for New York-area militia that originally
dated back to the 1750s. As Camp Black, its expansive
meadows supported troop debarkation during the Spanish-American conflict in 1898-9, with the Army liberally
utilizing LIRR to transport soldiers to and from their deployment vessels in New York. After that time some of
the Army facilities fell into a state of dormancy, while
another portion became a basis for the Hempstead
Plains Aerodrome, one of the New York area’s earliest
flying fields. In the summer of 1917 an adjacent area
next to Clinton Road was used under the name Camp
Mills to billet “Doughboys” of the Rainbow (42nd) Division that were employed during the First World War. At
this time the wide open spaces of the former Camp
Black and the Hempstead Plains Aerodrome became
“Hazelhurst Aviation Field Number 1” for the brand new
U.S. Army Air Service. By early 1918 “Aviation Field
Number 2” was also established across the CRRLI Main
Line, next to the more compact Camp Mills, and then
was re-designated as Mitchel Field in April, 1919 to honor former New York Mayor John Purroy Mitchel, who

(Continued on page 7)
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(New York State Highway 27A), formerly South Country
Road, where it was truncated while a short timber trestle was completed across Argyle (now Carll’s) Creek.
The first way station in this stretch was opened on October 1, 1873, located at “Farmingdale” (about at the present Prince Street, off Fulton). As extended on October
18, CRRLI proceeded across Little East Neck Road and
Argyle Creek, curled southeastward, and finally arrived
at its permanent “Dock” terminal near the Babylon
shore, located just off Fire Island Avenue. At that time
the railroad terminal also contained an adjoining engine
house with turntable, and was across from the “Watson
House” hotel. Passengers could interchange from there
with ferries that transported them across the Great
South Bay to Fire Island and its Surf Hotel and resort.
Another new station was also included with the opening
of this final extension on the east end of the line at
Breslau (now North Lindenhurst), next to the crossing of
Wellwood Avenue.
Several stations were added to the Central Railroad of
Long Island’s main line during its brief tenure, not only
as its popularity rose but in a frenzied attempt by the
company to build some kind of patronage base. (Also
bear in mind that its service was mainly focused on
summertime activities, much like other Long Island railways of the era). In June of 1873 stop locations were
established at Kissena (present intersection of Kissena
Blvd. and Peck Avenue in Flushing) and
“Frankiston” (then at Black Stump Road, now near the
meeting point of 73rd Avenue and 210th Street in Cunningham Park). These were followed by new stations at
“Hillside” (now the convergence of Main Street and
Peck Avenue in Flushing, next to the Botanical Gardens), and “in the country” at New Bridge Road during
April, 1874. That August 1, the Central was merged with
the Flushing & North Side (its gateway to Hunters Point)
to form the Flushing, North Shore & Central Railroad,
with this combined concern finally being conveyed to
the Long Island Rail Road Company (then under the
guidance of the Poppenhusen family) through a longterm lease on May 3, 1876. Its owners’ valiant entrepreneurial attempts aside, the Central’s first system contraction had actually occurred just 1½ years after it
opened, with scheduled, seasonal operation from Belmont Junction to the Babylon Dock discontinued after
November 1, 1874, though other sources indicate the
otherwise-idle line may have seen use during the 1875
summer season. Whatever the case, the Central’s
trains were diverted to the newly-coined Southern Railroad of Long Island after a connection to that route was
established in January, 1875, assuming the operation of
its main line as far as Patchogue at that time while the
senior company’s trains were cropped at Babylon. This
forced the Southern main line to be heavily rehabilitated
east of Belmont Junction to meet the Central’s higher
level of suitability and to give otherwise maltreated

The Genesis of “Dashing Dan”
(Continued from page 6)

home for some of the earliest-deployed U.S. Army Air
Force B-17 bombers during the latter half of 1942. For
the rest of the war it was often visited by groups of B-25
light bombers and both C-46 and C-47 transport planes
during crew training and deployment. In 1948 it metamorphosed even further into Mitchel Air Force Base, a
Command installation of its own that was also memorably used to house P-61 “Black Widow” and P-82 “Twin
Mustang” squadrons around 1950, as well as large propeller-driven C-119 “Flying Boxcar” aircraft of the 514th
Troop Carrier Wing and C-124 “Globemaster II”
transport planes. U.S. Air Force promotional materials
suggest that Mitchel Field also housed some early jet
squadrons from the mid-1950s until the base was decommissioned in April, 1961, including T-33 “Shooting
Stars” and F-86 “Sabres” in their roles as training aircraft. For almost all of that time the air station had the
Long Island Rail Road as its local transportation lifeline
right outside the gate, a role that was hesitantly relinquished in 1953.
The next station on the Central Railroad of Long Island, as originally put together, was almost four miles
farther along at “Island Trees.” This was a crossing with
Jerusalem Avenue, which exists in a more advanced
form in 2013, and is located in a community that carries
the same name. Despite appearances though, the current Island Trees is actually a section of Levittown,
which itself did not exist until 1948, and is certainly far
more built-up than the area was in 1873 or even in
1939, when the LIRR tracks were removed. Another
mile along was the CRRLI passenger stop at “Central
Park” (later known as Plain Edge or Plainedge), located
at the crossing of Hicksville Road as the line passed
into Bethpage. In its opening configuration, the Central
was not immediately connected to the Long Island Rail
Road’s Greenport “Main Line” at Bethpage Junction,
which was strictly named for the Central’s own divergence, but simply crossed LIRR at grade with only the
short branch to Bethpage Brick Works (and later
“Bethpage” passenger station) continuing east. Shortly
after the line’s original opening, a passenger station
was established at Bethpage Junction in June of 1873,
where “BG” interlocking was added in May of 1878. This
was later replaced by Tower 49 in August, 1885, which
stood sentry until sometime around 1898, when regular
passenger operations on the (former) Central Railroad
of Long Island were discontinued. As inaugurated in
August, 1873, the Central’s southeastward main line
toward the Atlantic shore (later paralleled by Farmingdale Road, now Highway 109), passed into Suffolk
County and moved on to its crossing with the South
Side Railroad at Belmont Junction, then came to an end
in a temporary terminal at Little East Neck Road in Babylon, roughly at its present intersection with Main Street

(Continued on page 8)
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were added to the line during January, 1875 at “LIRR
Crossing,” off Stewart Avenue, where the Central and
the original LIRR Mineola-Hempstead branch crossed
at grade, and at Belmont Junction, just west of Babylon,
as part of the new track connection to the Southern’s
main line.

The Genesis of “Dashing Dan”
(Continued from page 7)

Southern patrons a sample of the superb rolling stock
for which CRRLI was renowned. (Note that the Southern Railroad had a reputation for rough track and sullied
equipment, among other attributes). Two final stops

(Continued next issue)

ERA PLANNING TRIP TO JAPAN IN 2014
ERA is planning a trip to Japan from May 4-24, 2014.
Those attending need to leave the United States or Eu-

rope on May 3. A more detailed notice will be sent out in
the fall of 2013.
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FRANK MIKLOS (1941-2013),
IMMEDIATE ERA PAST PRESIDENT (1993-2011)
Frank S. Miklos, 73, a life-long Linden resident, en- be a 23/Central car, which was also within walking distered into eternal rest on Saturday June 1, 2013 at the tance of his aunt's house. He was surprised to learn
Aurora Hospital of the University of Colorado, Denver one day that the 23 line had been abandoned and that
Public Service wanted to get rid of all the other trolley
while vacationing.
Frank was born in Jersey City to the late Linden Fire routes as well. Even to a kid of about seven years of
Chief Frank Miklos and the late Dorothy Findlay Miklos. age this made no sense at all. For a two year period his
He was a 1957 graduate of St. Benedict’s Preparatory family moved into has maternal grandmother's house in
School Newark and a graduate of St. Peter’s College East Orange and his mother would often take him and
his sister for a walk out to Orange Street and down to
Jersey City with a B.A. in Business.
Frank worked in the transportation field for 40 years, the Orange Street station on the Newark City Subway,
retiring in 2002 after 28 years of service with NJ Transit where they would sit on the bench at the outbound platform and watch the procession of trolleys.
as a Senior Service Analyst/Planner.
His interest in public transportation led him to pursue
Frank was a co-founder, treasurer and membership
secretary of the North Jersey Electric Railway Historical a career in that industry. He worked in the Planning DeSociety, which is in the process of restoring Public Ser- partment of the Tri-State Transportation Commission,
vice Trolley Car 2651. He served for 18 years as presi- the Public Relations Department of the New York City
dent of the Electric Railroaders’ Association. He was Transit Authority, and the Bureau of Rail Operations of
also a member of the Light Rail Panel of the New Jer- the New Jersey Department of Transportation, and he
sey Association of Railroad Passengers, an advocacy was one of the initial employees of New Jersey Transit
organization devoted to improving public transit in New when it came into being. He retired from NJ Transit in
Jersey. Frank was an avid international traveler and will 2002 after having worked in several different departbe greatly missed by his sister, Jeanne Miklos, many ments within that organization. He retained his participation in transportation operations by serving on the
cousins, and close friends.
Frank had an interest in transportation since the time Light Rail Panel of the NJ Association of Railroad Pashe was a child watching trains on the mainline of the sengers.
He was an active member of several transportation
Pennsylvania Railroad from the front windows of his
grandparents' house. He later discovered trolleys when historical organizations, including the Electric Railroadvisiting relatives who lived in East Orange and Newark. ers' Association. He was also a founder and the treasurHis aunt lived on Twelfth Street in Newark, just two er of the North Jersey Electric Railway Historical Socieblocks from the Roseville car house. On numerous oc- ty, as well as a member of the North Jersey Chapter
and the Jersey Central Chapter
casions when his mother visitof the National Railway Historied her sister they would go
cal Society and the Friends of
shopping on Orange Street
the New Jersey Transportation
accompanied by Frank. While
Heritage Center. He belonged
they were gazing at items in
to several out-of-state historical
the store windows Frank would
organizations, including the
be gazing at the passing paBranford Electric Railway Assorade of trolleys on the 21/
ciation, the Boston Street RailOrange line. He especially enway Association, the Electric
joyed it when their window
City Trolley Museum, and the
shopping would take them to
Market Street Railway in San
stores that were across from
Francisco.
the Roseville car house itself
Believing in the importance of
because that opened up the
preserving historical transportaopportunity to see the lineup of
passenger and work cars that
Frank Miklos at the 2004 ERA Convention in San Jose, tion vehicles, he helped to fund
California. the acquisition and restoration
were parked in the yard. The
Sandy Campbell photograph
of Public Service trolley 2651
real treat took place every time
they decided to shop at one of the department stores in and four ex-Pennsylvania Railroad MP-54 cars, along
downtown Newark. That would involve taking a 21/ with a Lackawanna Railroad MU motor and combine
Orange car from the stop at Twelfth Street into the City trailer. He also contributed toward the acquisition of the
Subway. On the way back they would get the first car to Lisbon trolley, which was built by the Stephenson Car
come along and on several occasions that turned out to Company in New Jersey.
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Commuter and Transit Notes
METROPOLITAN TRANSPORTATION AUTHORITY
The Daily News reported on June 12, that confirmation of Tom Prendergast as MTA Chairman was being held up by Senate Republicans who had yet to
schedule the required hearings. At issue was MTA’s
plan to bring Metro-North trains into New York Penn
Station, and some Long Island Senators wanted assurances that Long Island Rail Road service will not be
reduced. Senator Charles Fuschillo (R-Long Island) denied there was anything out of the ordinary with the confirmation process for Tom Prendergast and said a vote
would be possible before the June 20 end of the legislative session. Thanks to member Jack May for this report. (Editor’s note: Mr. Prendergast was in fact confirmed as
MTA’s 12th Chairman on June 20.)
MTA METRO-NORTH RAILROAD (EAST)
At 6:01 PM May 17, two Metro-North trains (M-8s)
collided after one train derailed east of the Fairfield Metro station. Initial reports told of 25 injuries, but that was
upgraded several times to at 76 (including 7 crewmembers), 7 seriously. 250 passengers had been on board
both trains. New Haven Line service was immediately
suspended between New Haven and South Norwalk.
Trains made local stops to Grand Central Terminal.
Amtrak suspended its service between New York and
Boston. According to member Ron Yee, Train #1548
(4:41 PM Grand Central Terminal/New Haven) on Track
4 derailed and was subsequently struck by Train #1581
(5:30 PM New Haven/Grand Central Terminal) which
was traveling on Track 2. Due to the ongoing catenary
replacement project, which began in 1991, two of the
four tracks (Tracks 1 and 3) the normal westbound
tracks in this section, were out of service.
On May 18, officials from the National Transportation
Safety Board (NTSB) arrived on the scene, and together with Metro-North personnel, the investigation began.
2,000 feet of track and catenary was extensively damaged. At 9 PM, NTSB concluded its on-site investigation
and the tracks were returned to Metro-North. Work began to remove the damaged cars. Metro-North reported
that as of 8 AM May 19, 13 of the cars had been removed from the area and the remaining 3 were gone by
early afternoon. It was at that time that the process of
repairing the damaged track infrastructure and catenary
could begin, and crews worked around the clock to get
the tracks back in service. The preliminary focus was on
a section of rail that was suspected of being fractured. It
was sent to Washington, D.C. for analysis. Special
equipment was required and arrived on May 18. Member Bill Zucker reported that 9190, 9191, and 9193, and
probably also 9192 suffered some damage as well, and
the report now is that the damage to the cars, at least
10

No. 296
by Randy Glucksman

some of them, was extensive. For the record, the consists were:
Train #1581: 9193-2, 9259-8, 9145-4, 9191-0
Train #1548: 9308-9, 9246-7, 9310-1, 9174-5
Over the weekend (May 18 & 19), trains ran hourly
between South Norwalk and Grand Central Terminal.
There were two trains per hour between Stamford and
Grand Central Terminal and on the New Canaan and
Danbury Branches, and hourly service between South
Norwalk and Grand Central Terminal. There was also
limited train service from Westport. Although there was
bus service between Waterbury and Bridgeport, it was
without train connections. Service advisories told that
New Haven Line Yankee game day service would operate between Stamford and Yankees-E. 153rd Street;
however, my son Marc photographed a train of M-8s at
this station with South Norwalk signs. New Haven Line
tickets were cross-honored on the Harlem Line and
Metro-North honored Amtrak tickets. For most of May
19, buses replaced trains on the New Canaan Branch
due to a disabled train in the vicinity of Glenbrook and
were reported as operating late due to traffic congestion
in the area.
The service plan for Monday and Tuesday, May 20
and 21, offered shuttle trains between New Haven and
Bridgeport. Regular service operated between Stamford
and Grand Central Terminal, with limited service between South Norwalk and Grand Central Terminal. 120
buses were procured to operate as shuttles in various
routings serving stations between Bridgeport and Stamford — one express, one a local. Marc photographed
buses from these transit agencies: Greater Bridgeport
Transit District, CT Transit, MTA Bus, NYCT Bus, and
Norwalk Transit District. The New York buses were
MCIs drawn from the reserve fleet and various MTA Bus
depots plus Nova and Flyer “Xcelsior” articulateds. The
buses displayed a variety of signs such as: METRO
NORTH, MNR SERVICE, METRO NORTH SHUTTLE,
NYCT BUS, and SUBWAY SHUTTLE. DATTCO, Leprechaun Lines, and Peter Pan were some of the private
carriers that also provided buses. Service was geared
to attracting passengers to South Norwalk and Stamford
because of easy highway and parking availability. No
service was available at Green’s Farms and Southport.
Connecticut Governor Dannel Malloy urged commuters
to seek alternate means of travelling and not to drive on
the Connecticut Turnpike (I-95). A report for Monday
showed about 750 riders used the shuttle bus service,
which is about 20% of the 4,000 who typically ride from
stations between New Haven and Stratford. Harlem
Line ridership was up 6%.
(Continued on page 11)

ERA BULLETIN - JULY, 2013
Commuter and Transit Notes
(Continued from page 10)

On May 20, it was announced that normal service
would resume the following morning. However, a surprise announcement during the afternoon of May 21
reported that limited (about half of the usual) service to
New Haven using one track would begin with the 3:07
PM train (#1538) from Grand Central Terminal. The first
westbound train was #1577 (4:23 PM New Haven). Service was regular between Grand Central Terminal and
South Norwalk. This operation required a temporary
reduced speed of 30 miles per hour, standard for all
new track installations. Until the repairs were completed
on the second track, trains had to single-track for seven
miles in the area around Bridgeport.
In its press release, Metro-North reported: “The track
has been rebuilt from the ground up to current Federal
Railroad Administration standards using all new materials. After the track was rebuilt, it underwent rigorous
testing. The track was subjected to a stabilizer machine,
which simulates heavy rail traffic using vibrations. This
machine compacts the stone ballast and stabilizes the
new track. All signal testing was conducted by MetroNorth forces and observed by the FRA and the National
Transportation Safety Board. Metro-North is actively
supporting the NTSB, which is conducting a thorough
investigation of the derailment and subsequent collision
Friday night in Bridgeport. The new track also was subjected to ultrasonic testing designed to detect internal
defects in the running rail with no exceptions. In addition, the track geometry car was utilized over the new
track to verify that the track is in the proper vertical and
horizontal alignment.”
Amtrak restored service with a pair of Acelas: Train
#2171, which departed from Boston at 3:15 PM, and
Train #2166, which departed from New York at 4 PM.
The June 5 edition of The Stamford Advocate published the preliminary NTSB report, which stated that
“The last track inspection prior to the derailment was
performed on May 15, 2013 by hi-rail. The inspection
found an insulated rail joint with inadequate supporting
ballast and indications of vertical movement of the track
system under load at catenary No. 734 near MP 53.3.
Preliminary indications are that the point of derailment
(POD) occurred at MP 53.3.” Some email comments
suggested that a slow speed order should have been
put in place.
A soccer match between the Europa League champion Chelsea FC and Premier League Manchester City
FC was held on May 25 at 5:30 PM at Yankee Stadium.
Similar schedules to what is operated for other events
at Yankee Stadium were available on the Internet as
PDFs.
Due to a truck accident that damaged the catenary,
buses replaced train service on the New Canaan
Branch on May 28. Subsequent advisories told of
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“extremely limited” bus service. Normal service resumed with the 6:52 PM train (#1770) from Stamford.
The Harlem Line received a new timetable on June 3,
which will be in effect through November 2, matching
the end date of the Hudson Line. A replacement New
Haven Line timetable to be in effect beginning July 1
was not available at publication time.
On June 12, Metro-North announced it would accelerate track work in the Bronx, including drainage improvements, tie replacements, fencing repairs, and general
cleanup of the wayside for nine weeks from July 1
through Labor Day. One track at a time would be removed from service, and due to the reduced availability,
service adjustments would be required. One AM peak
Harlem Line and one AM peak New Haven Line train
are cancelled and two AM peak New Haven Line trains
have been combined. Eight other trains have been retimed. No PM trains were canceled; however, ten trains
were re-timed. Work begins on Track 4, the inbound
local track. Bridge plates will be used when trains are
operating on the “express” tracks (1 and 2).
Because the area between Woodlawn and Melrose is
in a cut (below street level), when it rains, water from
the surrounding streets pours onto the tracks with nowhere else to go. For some time, this has caused numerous problems for riders in the form of train delays
and trains bypassing stations. This problem will be addressed as work also begins on a two-year, approximately $11 million drainage project that will be performed concurrently with the track improvements. The
work will include installation of underground drains that
will connect to New York City sewer lines that cross below the tracks at 12 different locations.
Railway Age reported that both houses of the Connecticut Legislature unanimously passed a bill calling
for the electrification of the 23.3-mile Danbury and 26.9mile Waterbury Branches by the year 2023. No funding
was attached to this bill. Connecticut has already evaluated the prospects for electrification in a "Waterbury and
New Canaan Needs and Feasibility Study," last updated
May 7, 2013, and concluded that electrification yielded
only minimal travel time savings on the Waterbury
Branch. The Danbury Branch had electric service until
February 1,1961 (August, 2000 Bulletin). The wire was
removed in 1964. Thanks to New Haven Railroad Historic and Technical Association for supplying these two
dates.
MTA METRO-NORTH RAILROAD (WEST)
New schedules were issued on July 2, to replace the
March 24 edition. Getaway service operates on the
Pascack Valley and Port Jervis Lines on July 3 and August 30. There were a number of train re-timings, especially on weekends due to the platform extension project
at Secaucus Junction. (April Bulletin). This work will remove one platform from service on weekends, forcing
all service to operate on the other platform (2 tracks).
(Continued on page 12)
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CONNECTICUT DEPARTMENT OF TRANSPORTATION
Following the derailment (please see above), Shore
Line East service operated to New Haven until the restoration of full service.
The most recent M-8 update on the Metro-North website remains from April 7 and shows 216 cars with 194
conditionally accepted and 22 undergoing Kawasaki
inspection. As of mid-June Bill Zucker had observed
9100-9227, 9230-67, 9270-9, 9284-95, 9298-9305, and
9318-21 for 200 cars. An April 22 press release reported 222 cars were on the property (June Bulletin).
Shore Line East issued a new timetable effective June
1. Weekday service was increased with a pair of westbound trains, #1659 and #1667, which depart from New
London at 10:55 AM and 12:15 PM. Eastbound, Train
#1610 (9:12 AM New Haven) was extended from Branford to Old Saybrook and a new train, #1616, departs
from New Haven at 11:02 AM and runs to New London.
There are also some pre-holiday and Friday-only trains.
On weekends, seven trains (six existing and one new)
begin their runs in New London. Eastbound, seven
trains (five existing and two new) now run to New London. Summarizing, there are 19 weekend and holiday
trains, 14 to and from New London and 5 to and from
Old Saybrook, and 30 regular weekday trains.
MTA LONG ISLAND RAIL ROAD
Hamptons Reserve Service for the inaugural run of
The Cannonball on May 24 was sold out. LIRR Customer Service Vice President Joe Calderone said of the
train: “The response has been overwhelming and the
railroad has already turned away more than 500 customers looking for the sold-out Hamptons Reserve Service. The service is about 70% sold out for the entire
summer season.” Internet photos showed DM30AC 513
leading and 506 trailing. The 2013 edition of the Hamptons/Montauk Cannonball Service brochure was available in late May and is in effect from May 24 to September 2.
For the 145th running of the Belmont Stakes, which
took place on June 8, the usual special brochure was
issued. Service was the same as in previous years.
A special timetable was issued for the Port Jefferson
Branch: June 1-2, 15-16, and 22-23 (weekends) – Tie
Installation & Crossing Renewal – Bus service between
Huntington and Port Jefferson.
Two work trains collided after one rear-ended the other at Westbury on June 4. The incident occurred just
after 11 AM and caused five employees to be injured.
Service was suspended between Mineola and Hicksville, affecting the Port Jefferson and Ronkonkoma
Branches. The railroad announced that diesel train service would operate between Babylon and Hicksville (via
the Central Branch). There were also a report of buses
being called to serve the stations between Mineola and
12

Hicksville. At 12:40 PM, limited service was restored
using one track, but delays soon accumulated to the
point where there were 60-90-minute delays and cancellations, which continued into part of the evening
commute home. An advisory that was sent at 5:41 PM
reported service running on or close to schedule systemwide.
In order to increase service on the Port Washington
Branch, a pair of tracks to store two trains needs to be
added in Port Washington Yard. When East Side Access opens, the railroad expects that 45% of Port
Washington Branch riders will opt to ride to Grand Central Terminal. Between June 10 and June 18, an information office came to Port Washington, Plandome, and
Manhasset to provide details on these options.
● Option A: Extension of Yard Tracks 1 and 8: This
option would be possible if LIRR could purchase —
at fair market value — a 7,900-square foot parcel of
land now part of the East Parking Lot and currently
owned by the Town of North Hempstead. The
town’s lot, with restriping, would not lose any parking spots. There would be a net loss of approximately 40 parking spaces on LIRR’s lot on the Haven Avenue side of the station
● Option B: Extension of Track 1 and Creation of
Track 0: Under this option, LIRR would confine the
new track to its own property, but would have to
reclaim its own land it currently leases to the Town
for commuter parking along Haven Avenue at a loss
of approximately 140 parking spaces
The route of The Cannonball as described in last
month’s Bulletin prompted this comment from member
Charlie Treuhold: “I lived in Bay Shore from 1940 till
1950 and my father commuted daily to Penn Station.
Most of his trains changed power from steam to electric
at Jamaica (four minutes allowed for the change!) —
though I'm certain that The Cannonball bypassed our
town. Three classes of steam served our line: K-4
Pacifics cited in your story with Pennsy markings on the
Montauk runs, 10-wheelers (G-5s?) with LIRR markings
on the Speonk runs and Atlantic 4-4-2s with Pennsy
markings on the Babylon-Patchogue shuttles.”
On June 17, shortly after Train #768’s 5:51 PM departure from Track 14 in New York Penn Station en route to
Hempstead, the 10-car train of M-7s derailed on Line 1,
one of four the East River tunnels. Service was initially
suspended, but resumed soon after with eastbound
hourly trains on the Babylon, Port Jefferson, Port Washington, and Ronkonkoma Branches. Passengers for all
other branches were advised to take 2 or 3 to Atlantic
Terminal. Westbound service was suspended into Penn
Station. Member Larry Kiss told me that he heard news
reports that the first of the 800 passengers to be evacuated were those who were in the rear four cars. They
descended to the tracks and, led by emergency service
personnel, walked to Penn Station. Passengers in the
(Continued on page 13)
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first six cars, including the two derailed middle cars, had
to wait two hours until a NJ Transit rescue train of Arrow
IIIs was able to remove them. They returned to Penn
Station after the train was turned in Sunnyside Yard.
Once the passengers were off the disabled train, the
train was split, with the four east cars being sent to Jamaica and the four west cars returned to Penn Station.
The two cars that had derailed were removed at 4:30
AM June 18.
The service plan for the morning of June 18 canceled
or diverted 35 of the 144 AM westbound peak trains.
Two eastbound trains were canceled. For the evening
rush, 21 of the 130 peak trains were canceled. Following the March 18 derailment west of Forest Hills (May
Bulletin), only 11 AM and 7 PM trains were canceled.
LIRR spokesman Joe Calderone reported that about
500 feet of track was damaged, plus eight switches.
Employees worked round the clock to make repairs.
The incident remained under investigation and normal
service returned on Wednesday morning, June 19. NJ
Transit and Amtrak also experienced delays to their services. Member Richie Schulman told me that he did not
receive any alerts during this period. I am not signed up
to receive them, but the Embark LIRR app also did not
have any reported service delays. The June 19 edition
of The New York Times reported that there were ripple
effects of this incident throughout the Northeast.
NJ TRANSIT
The Board of Directors voted not to increase fares for
FY2014, which began July 1. Fares have remained unchanged since May 1, 2010, when rail fares were increased 25%.
Getaway train #8301 (3:47 PM Newark/Bay Head)
was not included in the March 24 timetable operated on
May 24 on the North Jersey Coast Line. On Memorial
Day weekend, hourly service operated between Long
Branch and Bay Head from 7 AM to 10 PM.
New timetables went into effect on June 2 on all lines
except for Atlantic City. Several covers advertise
“Temporary Schedules for Track Project” (Northeast
Corridor), “Weekend Summer Shore Express Service” (North Jersey Coast), and “MyTix Mobile Ticketing
App” (Pascack Valley Line). Getaway service operates
July 4 and August 30 on the Morristown, Northeast Corridor, North Jersey Coast, Pascack Valley, and Raritan
Valley Lines. Six trains that had been canceled due to
Superstorm Sandy were restored. Please see table below for the details.
Amtrak is continuing concrete tie replacement, this
year on Track 4 (westbound local track) between Metuchen and Trenton. Trains will be subject to speed restrictions in this area. The work is planned to continue
through October. With Track 4 out of service, trains will
not be able to reach the platforms at New Brunswick,
13

Edison, or Metuchen. At these stations, Amtrak installed
special platform bridges, enabling riders to board/alight
trains on the adjacent “express” track at the same
height as the regular platform. Additionally, only the end
doors of cars will be used at these stations.
Passengers destined to the Jersey Shore on weekends and holidays this summer have two new express
trains from New York Penn Station, which depart at 8:01
and 10:01 AM, and cut up to 16 minutes off the normal
trip. Connections are available at Long Branch for service to Bay Head. Similarly, two new evening express
trains leave from Long Branch at 4:57 and 6:57 PM,
also cutting up to 17 minutes from the normal trip. The
usual hourly shuttle service operates between Long
Branch and Bay Head for most of the morning into the
late evening. As emails on this subject circulated, there
were the inevitable comments wondering why ALP45/
DP (dual-powered engines) were not assigned to these
weekend runs so that passengers would not have to
switch to shuttle trains at Long Branch. Contrast this to
the Long Island Rail Road initiating The Cannonball
from New York Penn on May 24, which avoids having its
passengers riding to Hunterspoint Avenue (June Bulletin).
On the Pascack Valley Line, the grade crossing at
Westwood will be replaced. The work will be done during middays and on weekends and requires bus replacement service. Specific details were promised 2-3
weeks prior to the start of work. There were also some
train re-timings due to the Secaucus Junction platform
extension (please see above).
This is a continuation of the subject mentioned above.
Members of the Raritan Valley Coalition are once again
asking NJ Transit to assign ALP-45-DP locomotives to
some of the trains on the Raritan Valley Line so that its
riders too could benefit from a one-seat ride and avoid
the necessity of changing trains in Newark. As a bonus,
the Raritan Valley Coalition believes that those riders
could save 15 minutes on each trip. Thanks to member
Al Holtz for sending this report from The Star-Ledger.
Between late May and June 17, trains operating between New York Penn Station and Newark were subject
to delays to accommodate river dredging below the Portal Bridge. This is being done for increased marine traffic.
Due to the remains of Tropical Storm Andrea arriving
in the metropolitan area on June 14, NJ Transit offered
system-wide cross-honoring between noon and midnight. This was also done for several other days due to
predicted severe weather.
Rail service to MetLife Stadium operated on June 2 for
the “Hot 97 Summer Jam.” As has been the case recently, not all trains operate from Hoboken via Secaucus Junction to the Meadowlands. The first four westbound trains ran from Hoboken from 3:03 to 3:33 PM.
After that, the shuttles began at Secaucus Junction.
(Continued on page 14)
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Eastbound service operated between 3:48 PM and
12:40 AM, with only the final four trips continuing to Hoboken.
On June 10, member Bob Vogel got a tip that one of
the P-40-DC locomotives was in service on the Atlantic
City Line and photographed 4801. In response to my
question about the use of these locomotives, Bob replied that he caught 4802 in April. “These are the only
ones I've seen since October, 2012.” 4801 was also
seen in service on June 13.
The status of NJ Transit’s post-Sandy rail fleet, which
had not been updated since the initial March 24 report,
was revised on June 12. Six trains were added, as can
be seen in the table below, to bring the number of daily
trains to 685 out of the scheduled 700 (98%). Only the
lines not at 100% of service are shown.
PRESANDY
92
114
65
147

LINE
Main/Bergen
North Jersey Coast
Montclair-Boonton
Morris & Essex +
Gladstone

JUNE
12
89
113
61
140

CHANGE
+1
+3
+2
n/c

PERCENT
97%
99%
94%
95%

Statistics for the rail fleet show that 45 vehicles have
been returned to service, plus 12 new multi-levels were
accepted, for a total of 57, so percentage of available
cars has risen from 85% to 88%. In the table below, the
March 24 numbers are italicized.
TOTAL
FLEET

VEHICLES
DAMAGED

RETURNED
TO SERVICE

AWAITING
REPAIR

AVAILABLE
FOR
SERVICE

CURRENT
PERCENTA
GE
AVAILABLE

Rail
Cars

1129
1147

272

97
145

175
127

954
1020

84%
89%

Locomotives

207

70

45
46

25
45

182
183

88%

Total
Fleet

1354

342

142
191

200
151

1136
1203

85%
89%

TYPE

Having learned its lesson about storing railcars and
engines in Hoboken and Kearny, if a similar rain situation develops in the future, NJ Transit has negotiated a
deal with Conrail to use its rail yards near the closed
General Motors plant in Linden (2005) and upgraded its
rail yard in Garwood. Linden can accommodate about
250 cars/locomotives, and Garwood, 200. Thanks to Al
Holtz for sending this article from The Star-Ledger.
At the June 12 Board meeting, the Directors approved
a 20-year, public-private partnership with Cablevision to
offer free Wi-Fi on board trains and in stations. The WiFi access will be provided via a dedicated trackside WiFi network — the first of its kind in the nation — at no
cost to the agency. Customer forums and surveys have
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found this to be one the most-requested amenities. The
initial phase will focus on outfitting major stations like
Newark Penn Station and Hoboken Terminal, which together serve more than 100,000 customers on a typical
weekday, as well as Secaucus Junction, by the end of
this year. Subsequent phases will include equipping
additional train stations and ultimately rail cars by line.
The project is expected to be substantially complete by
the end of 2016.
Despite all of the hearings and testimony against moving the Princeton station, a new station, which will shorten the line by about 400 feet, will be built to replace the
present station. NJ Transit sent an alert that over the
weekends of June 15-16 and 22-23, buses replaced rail
service for this purpose. Riders were informed that the
buses would depart from Princeton 30 minutes earlier
than the train schedules.
NJ.com reported that since release of the MyTix
App (June Bulletin), it had been downloaded 11,511
times. However, only 6,213 had registered. I am one of
those who downloaded the app, but did not register. I
only did it so that I could report about the app.
We have all heard the saying, “If you drink, don’t
drive.” Well, NJ Transit has a variation, “If you drink, you
are not allowed to ride North Jersey Coast Line trains
before and after events at the PNC Arts Center.” NJ
Transit Police are using additional patrols and screening
areas to enforce the policy. PNC Arts Center is accessed from the Aberdeen/Matawan station via shuttle
bus. Violators of the policy are subject to removal, arrest, and fines of up to $1,000.
As has been previously reported, Super Bowl XLVIII
will take place on February 2, 2014 at MetLife Stadium.
Since being installed several years ago, the variable
message sign in the rotunda of Secaucus Junction has
displayed various messages. On May 20 and 21, the
sign informed those who looked at it, that there were
258 and 257 days, respectively, remaining until “Super
Bowl 48.” On May 31, in the center of NJ Transit’s
homepage appeared a message announcing “The Big
Game.” Clicking the link brings you to a countdown
clock reporting the days, hours and minutes until the
start of Super Bowl XLVIII.
PORT AUTHORITY OF NEW YORK & NEW JERSEY
At its May 29 Board meeting, the Commissioners authorized the expenditure of $59 million for enhanced
storm mitigation and recovery measures to protect its
facilities. $21 million will go to PATH for the installation
of pumps, watertight doors, flood barriers, and other
crucial equipment to protect the system from future
flooding and enable a rapid recovery of service should it
be affected.
AMTRAK
President Joseph Boardman, who has served in this
position since November 26, 2008, received another
two-year contract that now expires in November, 2015.
(Continued on page 15)
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The Gateway Project received $185 million in federal
aid to construct an 800-foot concrete tunnel to be located between 10th and 11th Avenues in Manhattan that
would be used to connect Secaucus Junction and the
south side of an expanded Penn Station. Work is
scheduled to begin next month. The Star-Ledger also
reported that when completed, the Gateway Tunnel
would allow 13 more NJ Transit trains during peak
hours — for a total of 33 — and eight additional Amtrak
trains. The funding was included as part of Sandy relief
due to the need to construct flood-resistant tunnels.
MUSEUMS
Some trolleys that formerly operated in the United
Kingdom have been transported to the United States.
However, trolleys and subway cars making the reverse
trip “across the pond” for preservation purposes have
been fewer. Member Andrew Grahl and his fiancée,
who made a 16-day tour of the United Kingdom, found
three examples. At the Buckinghamshire Railway Museum he found IND R-6-3 1144 sitting truck-less, because
of its new use is as a cafeteria for the museum. At the
Crich Railway Museum, they saw ex-Third Avenue Railway Company 674, which, according to the photos that
Andrew sent, looked to be in remarkably good condition. Andrew had written to the management to inquire if
it would be operating on the day of their visit. Unfortunately, the response was: “It has been quite a few years
since the vehicle has operated, and the main reason for
it not being part of the operating fleet is that there are
some concerns regarding the structural integrity of the
under frame. Currently this particular vehicle is not part
of the Museum’s continuing restoration programme, but
adds a valuable element to the National collection here
at the Museum.” Last but not least, in Derby, he came
across ex-SF Muni LRV 1226, which was one of two
acquired in 2002 for possible use in the United Kingdom. One was shipped to Manchester and the other to
Darby for evaluation (July and October, 2002 Bulletins,
but the cars were determined unsuitable. The car in
Manchester was scrapped a few years ago; this one is
still around sitting abandoned in the lot of Stored Energy Technology in Derby.
MISCELLANEOUS
U.S. Senator Frank R. Lautenberg (D-NJ) passed
away on June 3 at the age of 89. He was the oldest person and the last WW II veteran serving in the Senate.
The Senator was responsible for some significant legislation that became law, including banning smoking on
airplanes and raising the national drinking age to 21,
which has saved lives by removing the incentive for
teens to drive to border states where the age was lower.
He was also a strong supporter of Amtrak and public
transit; in fact, when it opened in 2003, Secaucus Junction was named in his honor. I attended that ceremony
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and had a chat with the Senator. Following his funeral,
which was held at the Park Avenue Synagogue in Manhattan, his body was moved to the Frank R. Lautenberg
Station (Secaucus Junction) and transferred to a special Amtrak train for the journey to Washington, D.C.
Bob Vogel photographed the train (AEM-7 928, baggage car (with casket), café, coach, business car Beech
Grove (10001)) as it passed Penn Park. On June 6,
Senators escorted the casket, which was placed atop
the catafalque originally used for President Lincoln, into
the Senate chamber, where it was in repose. Burial at
Arlington Cemetery came the following day.
Radio Station WQXR-FM, on its home page (June 3),
reported that later in the month, Paris would become
the latest in a string of international cities to begin piping in classical music to some of its stations. This is being done in an effort to chase away vagrants and youthful toughs who loaf about and ostensibly make life unpleasant for rail travelers. The music includes Mozart,
Beethoven, or Chopin and will be played at stations that
are located in the north and western suburbs of Sartrouville, Mureaux, and St. Cloud. Accompanying the text
was a photo of SNCF DMU 73796.
INDUSTRY
Mass Transit Magazine reported that Anthony Foxx
coasted through a Senate hearing to become U.S. Secretary of Transportation, on May 22. It was anticipated
that he would easily win Senate confirmation, but that
had not occurred at publication time.
SUPERSTORM SANDY FOLLOW-UP
There were no changes since the last report. This section will go on a hiatus until there are new developments.
STILL OUT:
MTA NEW YORK CITY TRANSIT (SUBWAY)
1 To the new South Ferry station
NJ TRANSIT
Pre-Sandy schedules on the Main/Bergen, MontclairBoonton, Morris & Essex, and North Jersey Coast
Lines.
PORT AUTHORITY TRANS-HUDSON CORPORATION
Weekend service to World Trade Center.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
The Boston Globe reported that following the
state’s commitment to return rapid transit to sections of
Boston’s less prosperous communities, since 2005,
MBTA has spent $200 million on improvements to the
9.2-mile Fairmount Line, including adding a station at
Talbot Avenue that opened with little public notice last
year (November 12, 2012 – December, 2012 Bulletin)
and a proposed Blue Hill Avenue stop that is facing stiff
resistance from residents. The Four Corners/Geneva
station in Dorchester and the Newmarket stop near
South Bay will soon open. Deficient bridges were repaired and upgrades were made to the Morton Street
(Continued on page 16)
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and Uphams Corner stations. Despite all of the expenditures and work, the daily ridership of 1,250 is the lowest of all its commuter lines.
A test run of The CapeFlyer was made on May 18 between South Station and Hyannis using the following
consist: 010 (MPI MP-36-PH-3C)-224-249-760-758-904
-1722-1061 (F-40-PH-2C). 224 is a café car, which was
recently outfitted for this purpose.
The New York Times reported that on May 24, the
first run of the season, the CapeFlyer required 10
minutes more than its advertised 2 hours 48 minutes.
State transportation officials are working to remove the
kinks so that once signal improvements have been
completed the trip time will be reduced. “Some on board
the train were monitoring the highway traffic and it was
bumper to bumper for four miles at the Bourne Bridge
and at a standstill for two miles at the Sagamore Bridge.
And all the while, The CapeFlyer — on its inaugural run
from Boston to Cape Cod — rolled on through the dusk,
carrying relaxed and stress-free passengers.” A roundtrip between Boston and Hyannis costs $35, and oneway tickets sell for $20.
From The Boston Globe (May 29): Despite the rain
and 45-degree weather on Memorial Day Weekend, the
inaugural run of The CapeFlyer ridership was 770.
Transit officials have said that 310 riders would be sufficient to keep the service. MassDOT’s Deputy Rail Administrator, Jody Ray, mused to the New York Times
that he’d like to install real-time car traffic monitors on
the train “so that rail passengers can better appreciate
their decision to choose the rails over the roads. And
judging from the tweets from over the weekend, passengers appeared pleased with the service — and perhaps most of all, with the bar car.”
Another Globe article reported other “first trains” to
Cape Cod:
“June 30, 1961, the departure of Boston’s first Hyannis-bound train in years was met with glee by the 176
passengers on its maiden voyage, with one Train Operator declaring, ‘It’s good to be back on this run.’
“On the last Friday of June, 1984, Governor Michael
S. Dukakis smashed a bottle of champagne on another
train, the first to depart Boston bound for Cape Cod in
nearly two decades, and declared it ‘the Spirit of Massachusetts.’”
The second Rotem test train ran on the north side during the week of May 20 with this consist: 1135-803-8041801-1802. Over the weekend it was moved to the
South Side for additional testing. Word is that once
these four cars are accepted, they will be in service on
the South Side. There is still some question as to
whether they can run on the Northeast Corridor (Amtrak
-dispatched) pending resolution of some ACSES-related
issues. But even so, they could run on the Old Colony
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and Worcester Lines (Providence, Stoughton, Franklin,
Needham all use the Northeast Corridor at some point).
As of June 5, there were three Rotem test trains running:
● North side - 1800, 800, 801 (accepted) (last I saw,
this set also had 2 single-levels)
● South side - 1802, 804 (no information on the rest
of the consist)
● Old Colony - 1801, 803 (no information on the rest
of the consist)
● Lowell Line – June 11: S-1806-1805-1814-8071033-N
Cars on the property undergoing testing: 802, 805,
806, 1803, 1804, 1805, and 1806. 807 and 1814 (yes –
out of sequence) arrived from Philadelphia on June 5.
A contract was awarded to build a new Wachusett station in Fitchburg and a layover facility in Westminster.
The project is being funded under the American Recovery and Reinvestment Act and includes $10.7 million for
the station and $12.1 million to build the layover facility.
Both are expected to be substantially complete by the
end of next year.
Ten months after MBTA raised fares 23%, ridership is
1.9% lower when compared to the previous year. While
this is not good news, transit officials were predicting a
5.5% decrease. Revenue is in fact up 20%. Thanks to
member Todd Glickman for these reports.
Member George Chiasson wrote: “On May 15, the
Rotem cars were tacked onto the rear of a standard
North Side (NS) consist. The irony is it was powered by
"Screamer" 1015, one of the 1980-group of F-40s that
are slated for retirement in 2014. Seen going through
Tower A area and Sullivan Square station from the Orange Line as such: (Standard NS Train)-801-800-1800.
Lights on within and the yellow LED signs indicated
‘READING.’ No passengers noted on board. I was advised that the 800/1800 series will probably be required
to operate in separate consists, as they have a "self
service" (aka On Demand) door system which is not
compatible with either the present manual or ‘automatic’
door systems in use. Presumably this feature would
only be used where high platforms are present. For
some years now, MBTA Commuter Rail passengers
have been prohibited from either opening and closing
doors or opening and closing traps. An on-board crew
person MUST perform these duties. For ADA purposes,
they also have the same style of ‘split’ vestibule doors
as the 200-series (ex-Pullman) coaches, pretty much
the same as those on NYCT’s New Technology subway
trains (R-142, R-142A, R-160).
“When these cars enter revenue service for real, as
opposed to testing, the 800s and 1800s will indeed be
run in separate consists, supplemented by 700- and
1700-series Kawasaki-built bi-levels that are being
overhauled by Alstom in Hornell, New York. These rebuilds will receive the same door operation and access
(Continued on page 17)
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systems as the Rotems. This rebuilding effort is now
only in its earliest stages. So when all is said and done
the 200-, 300-, 600-, 900-, and 1600-series cars will run
in one group with manual (and automatic?) doors, along
with any 700s that are not (yet) overhauled by Alstom. The overhauled 700/1700s and new 800/1800s
will have the On Demand door system and ADAcompliant interior access doors. Another reason the
attempt is being made to keep the Rotems and overhauled Kawasakis separate (when they arrive) is the
electronic destination sign and announcement system (known as PTIS). It is uncertain if these will be able
to electrically ‘pass through’ cars not so equipped without causing problems. As an example, the station announcement system relies on wayside sensors to activate, but if two sets of readers in a train they would be
set off twice, then be out of sync.”
MBTA’s new $10 million disaster-training center was
opened on June 12. Located in the 1917-built Broadway
Trolley Tunnel, which at one time was used by the Dorchester and Bay View Lines (June, 2012 Bulletin). This
facility is about the length of three football fields and
includes a Silver Line bus, a Green Line LRV, and a
Blue Line car, all of them immobile, along with high-tech
special effects devices that will allow training staff to
mimic the circumstances of a tunnel fire, shooting rampage, medical emergency, or terrorist attack. MBTA staff
will not be the only ones to use the center: Police, fire,
and emergency medical response units from around the
region will also use the space to train for a disaster in a
subway tunnel.
Charlie Treuhold pointed out that in the June Bulletin,
the new Worcester express trains operate to South, not
North Station.
LINDENWOLD, NEW JERSEY
On April 22, PATCO placed the elevator at the Ferry
Avenue station in Camden into service. This project had
been delayed for reasons that were detailed in the April
Bulletin.
PHILADELPHIA, PENNSYLVANIA
SEPTA fares went up July 1 (June Bulletin) after being
approved by the Board on May 23. Cash fares on trolley, subway, and bus lines went from $2 to $2.25, while
tokens now cost $1.80, up from $1.55. Regional Fare
Zones were reduced from seven to six. The electronic
fare payment system to be known as new payment
technology (NPT), which will be used in the form of
smart cards, is expected to be rolled out later this year.
Thanks to member Bill Vigrass for sending this report
from The Philadelphia Inquirer.
From The Philadelphia Inquirer: On May 16, SEPTA
opened a completely rebuilt Primos station (Media/
Elwyn Line). The $8.3 million project included a
new building, high-level platforms, handicapped ramps,
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passenger shelters, new lighting, and bicycle racks.
There is additional information about the U.S. Open
(Golf) Tournament, at the Merion Golf Club, June 10-16
(June Bulletin). The Philadelphia Inquirer reported
that SEPTA went all out to accommodate the expected
crowds (38,000 spectators and staff) at the event. Platforms at the Ardmore stop on the Norristown HighSpeed line, adjacent to the course, have been lengthened to accommodate two, 2-car trains simultaneously,
and the USGA is chipping in $100,000 for a bridge
across the tracks. The Rosemont station on the PaoliThorndale Line received a $350,000 renovation, and a
fleet of 39 buses shuttled passengers from there to the
course. Extra cars were added to both lines, and Regional Rail ran two trains per hour between 7 AM and 7
PM on the weekends. The High-Speed Line operated
on 10-minute headways from 4:30 AM-11 AM and from
2-7:30 PM weekdays and from early morning until late
evening on the weekend.
The New York Times (June 2) wrote that this event
would test the limits at Merion, due to its limited size.
About 150 yards from the sixth green is St. George’s
Episcopal Church, where every 30 minutes there is a
“harmonic, if striking, clangor, that interrupts the usual
hush enveloping a putting green. No one has asked
them to turn off their bells.” The reason for the previous
sentence is to also let you know that the Norristown
High-Speed Line operates on the edge of the property
and at the 18th tee, golfers will have to tell their caddies
to watch the train schedules to time their shots when
trains sound their horns as required by Federal law. Besides the aforementioned, there are also dozens of
homes surrounding the property. History is on Merion’s
side, as it has hosted more national championships
than any other American site, starting in 1904, however,
the last time this venue was used was 32 years ago.
Member Lee Winson wrote that he went to Merion to
check it out, but the expressways were jammed and
there was heavy traffic on the local roads, so he could
not get many pictures.
SEPTA has for some time been using Engineers and
Conductors on overtime instead of hiring additional
staff. It has been less expensive to pay overtime than
extra benefits. (Top earnings for Engineers have exceeded $120,000 per year under this program.) This
system is now breaking down, partly due to new Federal hours of service rules (maximum of 12 consecutive
hours or 6 days in one week), and partly because staff
has rebelled at the continuous lengthy hours. On May
18, eight Regional Rail trains were annulled due to the
unavailability of Engineers. Some relief may be provided soon as 5 Conductors were scheduled for promotion
to Engineers, and there are 16 trainees in their yearlong
training program. Thanks to member Dave Safford for
these two reports.
SEPTA is applying for “TIGER” (Transportation Invest(Continued on page 18)

NEW YORK
DIVISION
BULLETIN
2000
ERA
BULLETIN
- JULY,OCTOBER,
2013
Commuter and Transit Notes
(Continued from page 17)

ment Generating Economic Recovery) funds that would
separate freight and passenger trains from shared
trackage along the West Trenton Line. The money
would be used to restore 3¾ miles of track adjacent to
the CSX-owned tracks that SEPTA and CSX currently
share. These tracks exist on the four-track right-of-way.
This would alleviate congestion, allow SEPTA to fully
implement the federally mandated Positive Train Control system, and allow SEPTA and CSX to dispatch their
own trains through that corridor. It would also make it
easier for SEPTA to make the Yardley and West Trenton
stations ADA accessible by installing high platforms (not
possible now without gauntlet tracks). Thanks to Lee
Winson for these two reports from The Philadelphia Inquirer.
We knew that there would be a shutdown of the
Bridgeport Viaduct (January Bulletin) that spans the
Schuylkill River between Bridgeport and Norristown,
and that will take place on July 8. The beams that are
part of the bridge have been in place since 1980 and
are now due for replacement. During the planned fourmonth shutdown, a shuttle bus will operate between a
temporary station on Merion Street in Bridgeport and
the Norristown Transportation Center. During peak
hours, there may be two buses running to accommodate the amount of traffic. A SEPTA Supervisor will be
on site at all times. On weekends, the Merion Street
station will be closed and the shuttle bus will run from
Gulph Mills to Norristown creating a bus stop at 8th and
DeKalb Streets.
Member Bob Wright reported that Silverliner V 738,
the final single unit, was in service as part of his homebound train on May 22. The final married pair, 881-2,
was on display at 30th Street Station on May 11, but he
had not yet observed those cars in service.
WASHINGTON, D.C. AREA
There was a fire on May 14 at Silver Spring on the
Red Line. Metal pipe covering cables fell and caused a
short. One of the 1000-series cars was involved. Since
the June 22, 2009 collision, which resulted in the deaths
of six (August, 2009 Bulletin), the 1000s (including the
1100- and 1200-series) have been relegated to midtrain operation and are no longer control motors (cabs
remain, though, for yard work). Metro said it was an
isolated incident, but it is inspecting the remaining 230
cars, which will be phased out when the 7000s arrive
next year, I believe. The fire not only caused disruption
on the Red line for several hours, but shut the MARC
Brunswick line down, causing the last couple of trains to
be delayed almost an hour.
On May 29, WMATA exercised an option that it had
with Kawasaki for 100 7000-series cars valued at $184
million. When the contract was awarded in 2010
(September, 2010 Bulletin), the initial order was for 428
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cars and options for 320 cars. The cars will replace the
remaining 1000-series cars and also provide additional
fleet capacity for the Silver Line. Phase I with 11 stations is expected to open in January 2014 between East
Falls Church to Wiehle Avenue. Thanks to Railway Age
for this news.
Maryland’s Governor, Martin O’Malley, signed a gas
tax bill on May 16 that will provide additional funding for
transportation NS will enable an expansion of MARC
Penn Line service, including up to 8 round trips on
weekends. Though most trips will be Baltimore-D.C.,
some may start at Martins Airport, north of Baltimore,
possibly later this year. No Perryville service is seen.
Also announced are two more round-trips for Camden
weekdays but no details yet. At present, MARC does
not operate weekend service. Thanks to member Steve
Erlitz for these 2 reports.
The 19th annual Manassas Rail Festival took place on
Saturday, June 1. There were activities for all, or, as its
email advised: “from the train novice to the seasoned
buff, we have elaborate train displays, speeders, antique farm equipment on the museum lawn, over twenty
vendors, and activities that celebrate.”
SOUTH FLORIDA
It looks like Tri-Rail’s Miami International Airport station will not be opening this year. According to an article
in The Miami Herald, which was sent by member Pete
Donner, there are a multitude of problems, the most
significant being a platform that is 200 feet short of what
is required. Several options are available that could cost
tens of millions of dollars. A source familiar with the project said that could also delay opening of the $88 million
Miami Central station by as much as a year, to early
2015. In January, Florida DOT (FDOT) said it realized
only after construction had begun that the platform that
will serve Amtrak was about 200 feet too short, meaning
some trains would jut north into the busy NW 25th
Street. FDOT, which has blamed erroneous information
from Amtrak, at first considered permanently closing the
street and re-routing traffic. That option is not under
consideration.
Member Julien Wolfe opines: “ A much lower cost solution, and one that could be implemented immediately,
would be to keep Amtrak operating out of its current
station, and move the more frequent Tri-Rail trains into
the Airport. Since very few people to or from Amtrak will
be coming from or going to airplanes, whereas Tri-Rail
will be taking air passengers and employees to and
from the airport, why delay this service just due to a
goofy error made most likely by Amtrak? Other than
saying it would be a true ‘multi-modal’ facility with
Amtrak in it, is there any real advantage to Amtrak by
going there?”
From member Walter Zullig: “That makes a lot of
sense and probably is what will happen, assuming that
common sense prevails. The station is planned to have
(Continued on page 19)
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4 tracks and 2 platforms so could be limited to just 2
tracks for Tri-Rail on a temporary basis if additional construction is necessary. But having Amtrak there is a
good idea as it enables air connections, especially to
points in South and Central America as well as good,
economical transportation to downtown Miami and
points in the heavily populated Route 1 corridor south of
there. Miami Beach can be reached by bus transfer in
downtown. Amtrak at the ‘airport’ also gives access to at
least 10 car rental companies, which is another plus.”
CLEVELAND, OHIO
Walter Zullig and his wife visited family and while at
Hopkins International Airport discovered that the central
info desk was giving out RTA Red Line timetables dated
April 23 and showing bus connections between Brookpark and the Airport. “That was because of work on the
tunnel leading to the Airport station that now is completed. A new timetable dated May 26 supersedes the April
23 one and shows full regular service into the airport.
But the airport people are using up the old and incorrect
ones. Today (June 13) I started early and covered the
Shaker Rapid lines plus parts of the Red Line. A foggy
and misty start later turned into a beautiful day. To my
surprise, the May 30 Shaker Rapid timetable has nearly
all trains going to the Waterfront Line on weekdays,
thus providing a 15-minute headway. Until this change,
the Waterfront Line had operated only on weekends
with a 30-minute headway. Some new activity is down
there and a new hotel is nearing completion across
from the Flats East Bank station. I took some photos,
including a CSX freight, near the Amtrak station, which,
of course, was closed as the trains come through during
the night. I think the opening hours are 9 PM to 6 AM.”
CHICAGO, ILLINOIS
The Chicago Transit Authority (CTA) announced some
new features to its CTA Train Tracker that makes it easier to get to where you are going. Some of these features are: “Follow this train”, “Stops near me”, “Station
name search” and “New train location map.”
With the addition of subway and rail service, and
some route restructuring last December, CTA reported
that crowding has been reduced. Under the plan, 48
bus routes and 6 rail lines received additional service
primarily during peak times, financed by the discontinuation of 12 duplicative and low-ridership bus routes. In
nearly every case where service was discontinued,
there is duplicate CTA bus or rail service, or overlapping
bus service by Pace. CTA has also been renegotiating
nine contracted bus routes that CTA subsidizes on behalf of corporate or institutional entities, to help defray
the cost of adding additional service The crowdingreduction plan provided the equivalent of $16 million in
added service to the busiest routes, at no cost to taxpayers. Thanks to Bob Hansen for these reports.
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MINNEAPOLIS, MINNESOTA
Metro Transit announced that beginning May 17, the
Hiawatha Line was rebranded as the Blue Line, with a
celebration that morning at the 46th Street station. This
was done in advance of the Green Line, which will run
to St. Paul and is scheduled to open next year. Another
“color” line was added on June 22 — the Red Line, a
bus rapid transit line operating on Cedar Avenue from
Bloomington to Eagan, Apple Valley, and Lakeville.
Six open houses were held in mid-to-late June to receive the public’s feedback on locations for the 17 stations to be constructed for the proposed 15.8-mile
Southwest LRT (Green Line Extension) Project. SWLRT
will extend the line from downtown Minneapolis over
double track, mostly at grade, to Eden Prairie. A 2018
opening is planned. Thanks to Jack May for these reports.
HOUSTON, TEXAS
Metro began testing the 5.3-mile Red/North Line on
May 28, using a rail-car mover towing an LRV to check
clearances. The power has not yet been turned on.
Although the line is opening is planned for December,
Metro officials reported that the project is more than
80% complete and is ahead of schedule.
DENVER, COLORADO
Bill Vigrass sent information including a YouTube video link that showed the first RTD commuter cars being
tested in Korea. They are in fact EMUs, and, with the
exception of not having doors for low-level platforms,
they mirror SEPTA’s Silverliner Vs. The 22.8-mile East
Rail Line between Union Station and Denver International Airport is scheduled to open by 2016.
Member Tony Fitzherbert added: “The new cars are
for Denver's three electrified commuter rail lines: the
Airport, I-25 to 172nd Street, and to Wheat Ridge, which
will be a very short line. A fourth line, to Longmont,
north of Boulder, will be diesel-operated.”
SALT LAKE CITY, UTAH
Bob Vogel attended the ERA Convention and sent lots
of photos. Included were some from FrontRunner,
where the group was given a tour of the Warm Spring
Shop. The photos of in-service trains showed MP-36PH-3C locomotives powering trains composed of one
ex-NJ Transit Comet I and three Bombardier bi-levels.
The Comet Is look almost new in their red/white/blue
color scheme.
PORTLAND, OREGON
The Willamette Shore Trolley has scheduled a “Grand
Re-opening” on July 4. Details of their closure were
published in the May Bulletin. In celebration of this
event, the museum is offering free rides between July 4
and July 6 from the Lake Oswego Depot using recently
acquired 514.
HONOLULU, HAWAII
International Railway Journal reported that AnsaldoBreda, along with representatives from the Honolulu
(Continued on page 20)
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Around New York’s Transit System
Proposed 75-Foot R-211 Cars
The 222 R-32s and 50 R-42s, the oldest cars on the
transit system, were placed in service in 1964-5 and
1969-70 respectively. They will be replaced by 300 R179 cars.
The 752 R-46s, which were placed in service in 19758, will be replaced by an equal number of 75-foot cars.
At the present time, NYC Transit is evaluating the
design and technology options of the new R-211 cars.
Engineers are studying the following options, which
may be included:
● Alternate vehicle configurations, such as open
gangways between cars
● Compatibility with Communications-Based Train
Control
● Compatibility with planned Platform Screen Doors
● Lightweight materials
● Wireless data to and from train
NYC Transit will prepare the specifications during the
next 18 months. The Request for Proposals will
probably be advertised in late 2014 and a contract
should be awarded in late 2015.
A Train Returns to Rockaways
On May 30, A service to the Rockaways started
again, seven months after Superstorm Sandy’s high
tides and surging water flooded this low-lying line. MTA
was able to rebuild this 3.5-mile strip of the Rockaway
Line, the most exposed area of the transit system.

Work included rebuilding 1,500 feet of washed-out
tracks, replacing miles of signal, power, and
communications wires, and rehabilitating two stations
that were completely flooded. To protect the track
against future washouts, two miles of corrugated marine
sheet steel were sunk 30 feet into the soft soil of the
right-of-way along Jamaica Bay. More than 20,000
linear feet of new fencing was installed. Over 20,000
tons of new material was delivered and more than 3,000
tons of debris was removed.
Before resuming regular service, NYC Transit
operated light trains in the affected area. Starting 5 AM
May 28 and continuing until supervision instructed
otherwise, southbound A trains arriving at Howard
Beach discharged passengers and operated light to Far
Rockaway or Rockaway Park. Trains returned light to
Howard Beach, where they picked up passengers. H
shuttles discharged at B. 90th Street and operated light
to Rockaway Park. They returned light to B. 90th Street
and picked up passengers. Fare-free shuttle buses
between Howard Beach and Far Rockaway provided
normal service.
On May 30, there was a ceremony before normal
service on AS was resumed at noon. At 10:30 AM
May 30, MTA officials rode the first train from Howard
Beach to Rockaway Park-B. 116th Street. The
ceremonial first train was composed of R-1 to R-9 cars.

Commuter and Transit Notes

driverless system. The industry trend, they said, is to
implement longer trains with more rail cars. Grabauskas
said the European operators told him passengers there
get more frustrated by the trains being too small, overcrowded, and difficult to board than they do by longer
waits. Running half the original number of driverless
trains would likely increase wait times across the 21
Oahu stations. With 40 trains, rail commuters can expect to wait about three minutes in between, Grabauskas said. With 20 trains, that would likely become a wait
of more than five minutes, he said. Thanks to David
Erlitz for this news from The Honolulu Star-Advertiser.
FROM THE HISTORY FILES
105 Years Ago: On June 30, 1908, the first Chicago,
South Shore & South Bend train operated from South
Bend to Chicago.
75 Years Ago: On June 15, 1938, streamlined, allprivate room versions of the Broadway Limited
(Pennsylvania Railroad) and 20th Century Limited (New
York Central Railroad) began running between New
York and Chicago.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.

(Continued from page 19)

Authority for Rapid Transportation, unveiled a full-size
mockup of the rapid transit car that will operate on the
system currently under construction. This event took
place at the 60th UITP World Congress in Geneva, Switzerland on May 28. The section from East Kapolei to
Aloha Stadium is expected to open in 2017, with the
remainder of the line scheduled to open in 2019.
Honolulu Authority for Rapid Transportation officials
are considering a proposal of operating 20 four-car
trains rather than 40 two-car trains over the 20-mile line,
which is under construction. The belief is that this plan
would likely improve overall customer service — even
with slightly longer wait times — and save millions of
dollars in project costs. HART CEO Dan Grabauskas
and Deputy Director for Systems Rainer Hombach floated the concept of reconfiguring the trains before a joint
meeting of the HART Board's project oversight and finance committees. The two HART officials' presentation
came a little more than a week after they returned from
viewing trains in Europe similar to Honolulu's planned
20
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MORE THAN JUST ANOTHER SUBWAY
by George Chiasson

The Bronx Grand Concourse, once known
as the Grand Boulevard and Concourse, was
one of many "packaged" boulevards or arteries that were built by the City of New York
For general inquiries,
through its "reform" era. It was used as a way
contact us at bulletin@
to connect the outer part of the newlyerausa.org or by phone
annexed Bronx County to Manhattan after
at (212) 986-4482 (voice
the Municipal consolidation of 1898. In its
mail available). ERA’s
website
is
initial form, the road was designed by city
www.erausa.org.
engineer Louis Aloys Riese, who previously
had worked for the New York Central RailEditorial Staff:
road. In concept it was modeled after the
Editor-in-Chief:
Bernard Linder
Champs-Élysées in Paris, but is much longer
News Editor:
(4 miles). Its original end points were E. 161st
Randy Glucksman
Street, as relayed off the Macombs Dam
Contributing Editor:
Bridge, and Van Cortlandt Park, as defined at
Jeffrey Erlitz
Mosholu Parkway, which in 1909 (when the
Production Manager:
original Concourse was opened) was literally
David Ross
a "Park Way" that was used to join Van
Cortlandt and Bronx Parks, between the present Gun Hill Road and Webster Avenue. At
that time the Grand Boulevard and Concourse was at the same elevation as all inter©2013
Electric
secting streets, which then varied in their
Railroaders’
degrees of urban development.
Association,
As part of the Independent Subway construction from the late 1920s through its comIn This Issue: pletion by 1934 (the actual subway started
The Long Island operating on July 1, 1933), the Grand Conwas completely rebuilt, being widened
Rail Road Eyes course
to its present 180 feet across and configured
Manhattan
as three parallel roadways separated by di(Continued)
viding medians. The rapid transit right-of-way
was laid along its original centerline, with a
...Page 2
slightly depressed vertical elevation relative
to the original surface road. The subway roof
then was used a new vertical baseline upon
which the main thoroughfare was carried,

being raised about sixteen feet above its
original level. Many abutting properties were
then modified to reflect this change, with new
entries grafted into what had been the second floor of several of the large apartment
buildings that lined the Grand Concourse,
while a number of others were later built to
reflect this rather substantial modification.
As a result of this new differential in elevation, IND station sites at 161st, 167th, and
170th Streets, along with E. Tremont Avenue
and Fordham and Kingsbridge Roads, along
with Bedford Park Boulevard, were completed in a tri-level configuration, with the (new,
higher)
Grand
Concourse
passing
above
each
intersecting
boulevard
(except Fordham Road, which due to surrounding topography conversely passes
above the Grand Concourse), while the roadway grade-separation was in turn built over
the subway. In general, exits and entrances
to the IND stations were positioned at either
extreme of the newly-widened roadway with
access provided through cross-passages.
There was in addition roadway grade separations without subway station sites at Morris
and Burnside Avenues, along with an unusual roadway grade separation at E. 174th
Street, which passed underneath both (the
new Concourse roadway and the IND Subway). Meanwhile, the local station at 182nd183rd Street was constructed immediately
beneath the newly-elevated roadway without
any roadway grade separation at all. Many of
these cross boulevards at the time had
streetcar lines that had to be accommodated
by the new construction; some still have bus

REMINDER: JAPAN1 TRIP—MAY, 2014

(Continued on page 6)
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THE GENESIS OF “DASHING DAN”
Part Two—The Long Island Rail Road Eyes Manhattan
by George Chiasson
(Continued from July, 2013 issue)
for seasonal specials to the rifle range (later still for
freight moves) and aside from shuttles may not have
ever seen a regularly scheduled passenger train. As
part of the same May 27 service adjustments, some
through trains using the former Central’s main line from
Patchogue to Hempstead Crossing were also switched
to the LIRR Main Line through the Plainfield connection,
gaining direct access to Jamaica and LIRR’s Hunters
Point terminal west of Garden City. Both the exCentral’s trains serving Hempstead and those of the
former Flushing & North Side (Whitestone, and now
again Great Neck) were also redirected into the existing
LIRR terminal at Hunters Point (that next to Borden Avenue, east of Front Street) through the newly-created
“Long Island Crossovers” and the 1869-built Flushing &
North Side depot completely shut. Finally, the existing
LIRR Main Line station at Plainfield was relocated
slightly eastward to the new connecting switch, where a
stop named “Stewart Junction” was established in October of 1878. By early 1879 all through trains from
Patchogue were being routed to Long Island City via
“the Stewart Line” (so-called) and this new connection
to the Main Line. Others from Lakeland (Ronkonkoma)
and Greenport on the LIRR Main Line were also present after a physical connection was installed between
the two lines that tied into the branch to Bethpage that
March. At this time an odd scheduling variation was also noted with the lone surviving train to Bethpage proper, wherein it stopped at Bethpage Junction, took the
LIRR Main Line to call at Farmingdale, then backed
through the connecting track toward (but not to) Central
Park and from there completed its trip into Bethpage.
Both this round trip and CRRLI’s locals serving the
Hempstead Branch finally followed suit and were also
routed through the connector at Stewart Junction on
April 30, 1879 and thus completely removed passenger
trains from the westerly portion of the original Central
Main Line between Creedmoor and Flushing. This action created two closely parallel and evenly-served
LIRR branches from Stewart Junction (Floral Park) to
Hempstead: the original via Mineola and south and a
newer one that followed the former Central main line
through Garden City.
After regular use of the original CRRLI main line between Garden City and Great Neck Junction was suspended, “stubs” were left at either end. One was from
the Creedmoor cut-off to the shooting range for a
scheduled shuttle from Stewart Junction (renamed

Once the former Central and its associated operations
fell into LIRR hands it was quickly assimilated into the
pre-existing system in several ways. During June of
1876 a connection was built from LIRR’s north-south
Hempstead Branch to the Central’s east-west equivalent (that which terminated at Fulton Street), permitting
trains from Mineola to be relocated into the CRRLI terminal at Fulton Street in Hempstead and thereby forsake its own trackage and depot on Main Street, though
the idle track and empty building remained in the middle
of the road until August of 1878. A loop track was concurrently added which linked the Mineola-Hempstead
LIRR branch with the CRRLI main line toward Flushing
(thereby forming a northwest leg at Hempstead Crossing) and used to route some Oyster Bay, Port Jefferson
(later Wading River), and Main Line (Greenport) trains
to and from Mineola via Garden City. During this same
time, the Central’s local stops began to gradually flake
away like melting snow as the line failed to generate
much ridership and its costs continually rose. Lightly
used locations were eliminated in 1875 at Breslau
(March) and the Hempstead LIRR Crossing
(November); as by the end of 1876 were Meadow
Brook and Island Trees (May), Farmingdale (June), and
Hyde Park, New Bridge Road, and Central Park
(October). Minimal local passenger service was retained from Garden City to Bethpage after October 1,
1877, but by that time it was only using the lightlypatronized stations at Bethpage Junction and Bethpage
(proper). Thereafter the main line was almost exclusively utilized in non-stop fashion by freights and through
trains to and from Patchogue as a “by-pass” to Hunters
Point, which avoided such scheduling pinch points as
Merrick, Valley Stream, and Jamaica, while the remaining local stations on the west end from Great Neck
Junction through Garden City were served only by
CRRLI’s Hempstead Branch trains.
On May 27, 1878 a long connection was opened from
LIRR’s Main Line station at Plainfield onto the Central’s
single-track main. This consumed almost a full mile of
new right-of-way before it actually merged at “Central
Junction” next to (the present) Covert Avenue crossing,
at the point where the CRRLI main line leveled out after
its passage over LIRR As a result of this new connection the old station at Hyde Park (closed in October,
1876) was reopened as “Hyde Park-Central Junction.”
The original “Creedmoor cut-off” mentioned above, consisting only of its westerly leg, was also created next to
the Plainfield station by June 18, but only proved useful

(Continued on page 3)
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The unincorporated Village of Hinsdale was actually
much closer to the former CRRLI station that bore that
name between 1873 and 1879, but the stop on the
LIRR Main Line was in an area that had been better
known as East Hinsdale since the 1870s, at which time
it unpretentiously originated from the rural Queens landscape. The village of East Hinsdale was renowned as
the headquarters for the Childs Seed Company, a mail
order flower seed business that was created by noted
horticulturalist and Maine native John Lewis Childs,
along with his large nursery that in part was located beside the Long Island Rail Road. In October 1887 LIRR
installed Tower 43 inside the station to watch over the
wye at the Creedmoor cut-off and the switch entering
the former Central’s 1878 connection toward Hempstead. In 1890 the station name was changed for the
fifth and final time to “Floral Park,” mainly in reference
to the adjacent Childs flower farm and seed company,
with the Village finally and formally being incorporated
as such in 1908. Though the Childs Seed Company
disappeared in the 1920s after the death of its founder,
a very busy latter-day version of Floral Park station remains active on MTA Long Island Rail Road in 2013,
and has now provided a connection from the Main Line
(original LIRR) to the Hempstead Branch (former CRRLI) for 135 years. Extensive changes then occurred at
Hempstead Crossing in 1893 (including a partial restoration of the original LIRR Hempstead Branch survey)
to reflect incorporation of the “New York Bay Extension”
from Mineola to Valley Stream (today’s MTA LIRR West
Hempstead Branch), which reached southwest from the
site of the original railroad intersection. With the Hempstead Branch firmly emplaced as the only piece of the
Stewart Line to survive as a successful suburban commuter branch on behalf of the Long Island Rail Road, a
replacement depot was opened at Garden City in August of 1898 that shifted the main track farther away
from the front of the new building at ground level, as
opposed to its passage through the original 1873 structure using a high, curving platform. It is possible that the
surviving stub of that original track was used to stage
the railroad’s newly-offered service from Garden City to
“Camp Black,” a short-lived forerunner of the later
Mitchel Field shuttle, when it commenced in 1898 during the Spanish-American conflict.

The Genesis of “Dashing Dan”
(Continued from page 2)

Hinsdale, as described below); the other a short remnant from Great Neck Junction into a small industrialized area along Flushing Creek. The silent tracks between Flushing and Creedmoor would then remain in
place for many years, while idle stations at Great Neck
Junction, Hillside, Kissena, Frankiston, and Hinsdale,
as well as Hyde Park-Central Junction on the surviving
Hempstead Branch were never to reopen. Meanwhile,
the LIRR station called Stewart Junction was soon rechristened as “Hinsdale,” as that name better described
its (relative) physical location and the Central’s stop
bearing the same title was closed. The shuttle from
Hinsdale to Creedmoor proved to be a poor substitute
for the previous through service on the (CRRLI) Hempstead Branch and it was discontinued in 1881, which
left the branch to be used only by freight trains and
Specials. Ironically the National Rifle Association was
subsequently forced to vacate the Creedmoor range in
1892 after some ordnance mishaps and its chief tenant,
the New York State National Guard, had to find practice
and weapons development facilities elsewhere. The
property then stood more or less idle for some years
before the land was released by the state for medical
use in 1908 and the “Farm Colony of Brooklyn State
Hospital,” which later evolved into the Creedmoor State
Hospital (and is now Creedmoor Psychiatric Center)
was opened in 1912. The last true vestige of the Central
Railroad of Long Island’s initial operations was the passenger station at “Belmont Junction,” which was retained for use by both “Southern” (née Montauk Division) service to Babylon and through trains on CRRLI to
Patchogue. It last appeared in schedules as a station
stop in 1880 and was then lost to the whims of time, its
place being marked by “BF” Cabin (the 1907 designation) in the years before the “Central Branch” was rebuilt as part of the 1925 electrification to Babylon
(though was not itself electrified). In 2013 all that remains of Belmont Junction is a small collection of relay
sheds, radio antennae and a home signal where the
“Central” and “Montauk” Branches converge.
Starting in 1887, and officially by 1889, the LIRR Main
Line station installed at Hinsdale in 1878 (formerly
Stewart Junction) was renamed for a fourth time to
“East Hinsdale” to better reflect its evolving location.

(Continued on page 7)
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NEW YORK RAILWAYS CARS

Double-deck “Broadway Battleship” 6000.
Bernard Linder collection

Lower-floor double-deck car in 1913.
Bernard Linder collection

Low-level center entrance car 5017.
Bernard Linder collection

Low-level center entrance car interior.
Bernard Linder collection

Stepless storage battery car 7047.
Bernard Linder collection

Interior of stepless storage battery car.
Bernard Linder collection

(Continued on page 5)
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(Continued from page 4)

Car 326 at W. 23rd Street and 11th Avenue, September 11, 1935; windows were removed for the summer.
Bernard Linder collection

Car 447 at W. 146th Street and Lenox Avenue, March 14, 1936. Most
convertibles had 11 windows.
Bernard Linder collection

10-window convertible 550 at Lenox Avenue and W. 146th Street.
Bernard Linder collection

Broadway open car 4094.
Bernard Linder collection

9-window convertible 4122, rebuilt from an open car, at Lenox Avenue and W. 146th Street.
Bernard Linder collection

Interior of a convertible.
Bernard Linder collection
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Fordham Road

More Than Just Another Subway

April 23, 1928

Bx-12

Kingsbridge Road Bx-13/Castle Hill
Avenue

Extended
September 7,
1980

Bx-22

Kingsbridge Road Bx-15/Gun Hill
Road

Extended
January 11,
1971

Bx-28

Bedford Park
Boulevard

Extended
Bx-26
June 20, 1971
(renumbered
to Bx-17 July
1, 1974)

(Continued from Page 1)

routes which use these grade separations to the present time.
For more detail, Bernard Linder offered the following
synopsis:
TROLLEY CARS CROSSING THE GRAND CONCOURSE
ON JULY 1, 1933
STREET

LINE

TO BUS

ORIGINAL
ROUTE

ROUTE
EFFECTIVE
FEBRUARY
19, 1984

161st
Street

X/163rd Street
Crosstown

June 27,
1948

Bx-34

Bx-6

167th
Street

X/167th Street
Crosstown

July 11,
1948

Bx-35

Bx-35

Tremont Z/180 Street
October
The
Genesis
of “Dashing
Dan”
Avenue
Crosstown
26, 1947

Bx-36

Bx-36

Burnside T/Tremont AveAvenue
nue

August
22, 1948

Bx-40

Bx-40 and Bx
-42

Fordham X/207th Street
Road
Crosstown

January
25, 1948

Bx-19

Discontinued
March 2,
1969

Fordham B/Bailey Avenue
Road

June 27,
1948

Bx-24

Discontinued
September 9,
1995

Kingsbridge
Road

January
25, 1948

Bx-20

Bx-9

th

C/Bronx and Van
Cortlandt Park

BUS LINES CROSSING THE GRAND CONCOURSE THROUGH
THE YEARS
ORIGINAL
ROUTE AND
NUMBER

BEGAN
SERVICE

ROUE EFFECTIVE
FEBRUARY
19, 1984

170th Street

Bx-11/170th Street February 27,
Crosstown
1928

170th Street

Bx-18/Macombs
Road

June 22, 1941 Bx-18

175th Street

Bx-25/MorrisJerome Avenues

Extended
December 7,
1947

Bx-15C/Allerton
Avenue

Around 1956, construction began on the Cross Bronx
Expressway's westerly "extension" beyond its original
end at the Bronx River Parkway. This project included a
viaduct across the Bronx River Basin and New York
Connecting Railroad; a wide, deep, brick-lined open
cut from Boston Road to Arthur Avenue; another viaduct
to Clay Avenue, which crossed underneath the Third
Avenue IRT elevated and overhead of the New York
Central's Harlem (joint New Haven) main line; and another cut from Clay Avenue to the Harlem River approaches. As part of this fourth component, the expressway right-of-way was excavated beneath the Grand
Concourse and the IND subway in toto, being burrowed
adjacent and parallel to the existing E. 174th Street underpass, next to the station at 174th-175th Streets. This
portion of the Cross Bronx was opened to traffic on February 10, 1961, when the roadway reached as far as
Jerome Avenue.
Editor’s note: Shortly after Concourse trains started running, we observed changes in the bus assignment for routes
Bx-1 and Bx-2, which operated directly above the new subway. In the autumn of 1933, five buses transferred from
Westchester County appeared on the Concourse. The doubledeck buses disappeared gradually and were replaced by the
same amount of rebuilt 29-passenger single-deck buses. As
soon as the double-deck buses vanished, the five Westchester
County buses were returned. Company records, which reveal
that one-man operation of Bx-1 and Bx-2 began on November
14, 1933, seem to indicate that there were no longer any double-deck buses in service on that date.
In 1933, the company collected an additional nickel on Bx1 and Bx-2 at Tremont Avenue. Bus riding must have fall off
as soon as the Concourse trains started running, because
subway riders paid only a nickel for a ride from the north
Bronx to Downtown Brooklyn. Trains offered frequent service, five minutes or less during most of the day. The R-1s
were certainly more comfortable than the buses.

Notes:
1. The 161st Street IND station is at River Avenue, not the Grand
Concourse and was built several years after Yankee Stadium
opened in 1923.
2. The 161st Street underpass is still used by the present-day Bx-6
bus.
3. Fordham Road cars crossed at grade.
4. We know that 167th Street cars stopped at their own platforms
within the underpass (which are still there in 2013), with stairways leading up to the IND subway station.
5. There are presently no visible signs that streetcar passengers
were accommodated inside the underpasses at Tremont Avenue
or Kingsbridge Road.

STREET

Bx-12/City Island/
Fordham

Bx-11

Bx-32
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(Continued from page 3)

(Continued on page 8)

The report is available online at http://www.mta.info/
nyct/service/G_LineReview_7_10_13.pdf.
Emergency A Track Work
From 10 AM to 3 PM on July 17, A train service was
suspended between Euclid Avenue and Howard Beach
in order for workers to do track work at a switch at 80th
Street (Hudson Street). Free shuttle buses were
provided: “Express” buses operated nonstop between
Euclid Avenue and Howard Beach, while “local” buses
served all stations between 80th Street and Lefferts
Boulevard and then stopped at the Aqueduct Racetrack,
Aqueduct-N. Conduit Avenue, and Howard Beach
stations. Customers riding to or from the Rockaways
were advised to use Q35, Q52, or Q53 buses.

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

also work to make the wait times and passenger
loading more even
● Adjust some train stopping positions in stations to
make weekday and weekend stopping positions
uniform and to encourage better distribution of
passengers throughout the trains
● Install signs on the platforms to advertise the train
stopping positions
The additional service would cost about $700,000
annually. At press time, the MTA Board was expected to
approve the expense at its August, 2013 meeting (see
article on page 8).
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The Genesis of “Dashing Dan”
(Continued from page 7)

(Continued on page 9)

MTA PROPOSES SERVICE ENHANCEMENTS
cross over to the other side
Installing cameras at 10 control areas to catch
people vandalizing MetroCard machines and selling
swipes
● Additional G service (see page 7 of this issue)
● M service extended to Essex Street on weekends
● Various improvements to bus service, including
restoring some routes cut in June, 2010 because of
the agency’s financial condition
MTA LONG ISLAND RAIL ROAD
● Extend half-hourly service on weekends to/from
Ronkonkoma
● Restore half-hourly service on weekends on the

At its August, 2013 meeting, the MTA Board was
expected to approve service enhancements throughout
the New York metropolitan area. Following are
highlights of the enhancement program, which is
expected to take effect starting late in 2013:
MTA NEW YORK CITY TRANSIT (SUBWAY)
● Hiring additional crews for improved track cleaning
● Improved station cleaning at 10 heavily used
stations in each borough
● Improved management of Subdivision “A” lines at
the Rail Control Center
● Changing some fare control areas and installing
remote gate control at 54 stations where there is a
staffed booth on one side and passengers cannot

●

(Continued on page 9)
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(Continued from page 8)

(Continued next issue)

MTA METRO-NORTH RAILROAD
● Expand real-time train status information at all New
York State stations via LCD monitors that use
cellular connectivity. Under this project, which is
proposed to start in 2013 and last through 2020,
monitors would be installed that would display the
departure time, real-time status, track information,
and station stops for the next nine trains. Adding
this feature to east-of-Hudson stations would be
easier than for the west-of-Hudson stations, due to
the differences in the systems. However, MetroNorth would work with NJ Transit to make it happen
If you were wondering why Metro-North is not adding
any trains this time, the answer is that within the past
year, 230 trains per week were added.

MTA Proposes Service Enhancements
(Continued from page 8)

●
●
●
●

Port Washington Branch
Add a Ronkonkoma train (4:09 PM Penn Station/
Farmingdale) and a reverse train (7 PM
Farmingdale/Penn Station) on weekdays
Restore a weekday express train (4:37 PM Penn
Station/Wantagh) and another weekday train (4:37
PM from Penn Station to Freeport)
Add a new weekday train (8:22 PM Penn Station/
Hicksville)
Extend summer weekend service between
Ronkonkoma and Greenport by 10 weeks so it runs
from April to November

9
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METROPOLITAN TRANSPORTATION AUTHORITY
On June 26, an appellate court reversed a lower court
decision made in August of last year that MTA’s 2009
payroll mobility tax is constitutional. The State Supreme
Court’s Appellate Division said that the tax affecting the
12-county MTA region was a special law of importance
to the entire state, and therefore did not require “homerule” messages from local governments when enacted.
The tax is imposed at a rate ranging from 0.11% to
0.34% of an employer’s payroll expense for all covered
employees for each calendar quarter, depending on
payroll size. Nassau County Executive Edward P.
Mangano, who initiated the law suit, said that the county
would continue to fight the tax.
MTA issued a request for proposals on June 27 for its
headquarters and other buildings that it owns at 341,
345, and 347 Madison Avenue in Manhattan. All
employees are expected to be relocated to existing
offices such as 2 Broadway or the Graybar Building by
the end of next year. It was expected that whoever was
awarded a long-term lease on the property would
demolish the buildings and construct modern offices, a
hotel, a residential tower, or a mixture of uses.
MTA METRO-NORTH RAILROAD (EAST)
On July 3, when I went to Grand Central Terminal to
pick up copies of the replacement New Haven Line
timetable, which went into effect on July 1, I was
surprised to find that the Harlem Line was also
reissued. (The previous edition was slated to end on
November 2.) To the best of my knowledge, this is the
first time that this has been done. In the past, timetables
have been extended beyond their expiration date for
various reasons. Both have “Temporary Construction
Timetable” on the top of the cover page, and end on
September 2. The Yankees-E. 153rd Street timetable
was re-issued for July 1-September 2.
On July 11, Metro-North sent out alerts that effective
immediately, adjustments were made to one Harlem
and two New Haven AM trains
Getaway service operated for pre-July 4 as follows:
Hudson (9), Harlem (3), and New Haven (12). Later in
the afternoon, a number of trains were canceled or
combined. For July 4, a Sunday schedule was in effect
with additional trains on the Harlem and New Haven
Lines. On July 5, a Saturday schedule with extra service
was operated.
What was described as an act of vandalism, i.e. a
mattress on one of the tracks that caused a fire, forced
a shutdown of the Harlem and New Haven Lines on
July 4. At 12:28 PM, an email advisory reported Fire
Department activity in the vicinity of Tremont Avenue.
Service was resumed at 1:35 PM, with delays of 30-60
10

No. 297
by Randy Glucksman

minutes. By 3 PM, trains were running on or close to
schedule.
A Grand Central Terminal App, which is free for
iPhone and Android phones, has been released by
MTA. Upon opening it, the user is treated to a view of
the ceiling of Grand Central Terminal and the gold clock
with its hands set to 7:13 PM (1913), the logo for the
100th anniversary. There are many options, including
finding food, having a cocktail, coffee, or a snack,
shopping, and even finding out when and from what
track your train will depart.
MTA METRO-NORTH RAILROAD (WEST)
The Journal News reported that eight state
lawmakers from Rockland and Orange Counties have
asked MTA to financially support Amtrak’s $15-20 billion
Gateway Project to construct a new tunnel under the
Hudson River. Their goal is to provide one-seat rides for
their constituents, something that would have been
available had the ARC Tunnel project not been
canceled by Governor Chris Christie of New Jersey.
Amtrak is also seeking to modernize and expand its rail
system between Newark and Manhattan along its
Northeast Corridor by building the two new tunnels,
expanding Penn Station, adding two portal bridges, and
doubling its mainline track from two to four, with a target
completion date of 2030.
Five midday, off-peak Port Jervis Line trains are being
replaced by buses between July 15 and October to
enable repair work to be done in the Otisville Tunnel.
Buses are operating between Port Jervis and
Middletown. The affected trains are #58, 62 and 64
(9:20 AM, 11:31 AM, and 1:28 PM Port Jervis) and
Trains #43 and 45 (8:21 AM and 9:47 AM Hoboken).
In last month’s Bulletin there was a typo – the date
that the Pascack Valley and Port Jervis Lines timetable
went into effect was June 2, not July 2.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The most recent M-8 update on the Metro-North
website remains from April 7, showing 216 cars with
194 conditionally accepted and 22 undergoing
Kawasaki inspection, but the July Metro-North Committee Report shows 220 in service. As of mid-July member Bill Zucker had observed 9100-9227, 9230-67, 9270
-81, 9284-9307, 9314-5, and 9318-29 for 216 cars. An
April 22 press release reported 222 cars were on the
property (June Bulletin).
Shore Line East published two timetables in July: July
12-14 for Sailfest 2013, which took place in New London, and a Summer Construction Schedule effective
July 13 to accommodate work at Branford, where riders
are boarding trains on the low level for two weeks.
(Continued on page 11)
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I got to thinking that the West Haven rail station was
supposed to open in early June, and as I was completing this column, did a search on the Internet for any current information. And I found it in a letter dated July 12
on the CDOT website, which included this sentence:
“Opening day for West Haven Station is tentatively
scheduled for Sunday, August 18, 2013.” A new New
Haven Line timetable can be expected.
Three recent months of data have become available
since the initial report in the June Bulletin showing the
status of the M-2/M-4/M-6s, as can be seen in the table
below:
DATE

M-2

M-4/M-6

M-8

TOTAL

12/11

231

102

44

377

1/12

231

102

60

393

3/12

228

102

76

406

4/12

228

102

86

416

5/12

228

102

96

426

6/12

228

102

104

434

7/12

228

102

112

442

9/12

198

102

132

432

10/12

198

102

138

438

11/12

198

102

146

446

12/12

180

102

154

436

2/13

179

100

164

443

3/13

175

99

176

450

4/13

157

99

194

450

5/13

157

99

206

462

6/13

134

98

220

452

MTA LONG ISLAND RAIL ROAD
New timetables were issued for the Port Jefferson and
Oyster Bay Branches for June 24-September 2. Midday track work east of Huntington that began on June
24 continues through August 9.
For the U.S. Open Women’s Golf tournament (June
24-30), which took place at Sebronack Golf Club in
Southampton, a special brochure was issued. Free
shuttle bus service was provided to the club. Timetable
cards were issued for the Port Jefferson and Montauk
Branches for June 27-28.
A special timetable brochure for July 14-16 was issued
for the Major League Baseball All-Star Game, which
was held at Citi Field. Although the game itself was held
on July 16, there were various events in the days leading up to the game. On Sunday, July 14, half-hourly service operated between 11 AM and 11 PM on the Port
11

Washington Line.
The June 19 edition of Newsday reported that “a loose
component”, i.e., switch point protector guard, might
have contributed to the June 17 derailment (July
Bulletin).
Member Bob Chinsky reported that work began on
May 29 to rehabilitate the Massapequa Park station.
Over the next two years, the station platform, canopy,
staircases, elevator, and escalator as well as the
platform waiting room, lighting, public address system,
and signage will all be replaced. This station was
constructed in 1953 and replaced one that had been at
street level. The project is being done in two phases
and is scheduled to be completed by the summer of
2015.
One of my co-workers told me that toward the end of
June, the first hint of work to construct the Massapequa
Pocket Track began with placement of a bridge over the
Massapequa Creek (Phase I). Phase II, Track Level
Work, will run from April, 2014-March, 2016. When
completed, the railroad will be able to turn trains to
provide more service during peak hours.
Buying tickets at the LIRR ticket windows in Penn
Station got more civilized as of May 13, when an
automated queing system was placed in service. Even if
you have not seen this particular one, it is the same
type as has been in use (upstairs) at NJ Transit, and
can be found in banks and post offices. An illuminated
sign displays the window number (there are 12) for the
next available Ticket Agent.
In early July, as I entered Penn Station from the 8th
Avenue Subway, I noticed that sign listing the next 30
train departures, their track, status (Peak/Off-Peak), and
destination with connections (if any) had been placed
on the south wall. The station in the Destination column
appears in the color assigned to that line.
NJ TRANSIT
At their July 11 Board meeting, the Directors approved
for FY2014 a $1.941 billion Operating and $1.228 billion
Capital Budget, retroactive to July 1. As was previously
reported, fares remain unchanged for the fourth
consecutive year. In addition to rolling stock renewal,
infrastructure replacement, and Northeast Corridor
(NEC) improvements, funding has been allocated for
additional NEC work, construction of a new midline loop
and station at New Brunswick, and construction of highlevel platforms at Perth Amboy and Lyndhurst.
At approximately 12:15 PM on June 21, a tractortrailer that got stuck on the Bergen County Line at
Hobart Place near the Plauderville station in Garfield
caused the engine of Train #1255 (11:35 AM Hoboken/
Ridgewood), PL-42 4020, to derail. The six-car train
remained on the tracks. One of the 38 passengers who
were on board and one member of the train crew were
injured. Until service was restored at 9 PM, service
operated via the Main Line to Ridgewood, where
(Continued on page 12)
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passengers boarded buses to bypassed stations.
Passengers destined for Rutherford were told to ride
Main Line trains to Kingsland, where shuttle buses were
available. It was reported that the crossing gates were
functioning correctly at the time. Cross-honoring was in
effect on parallel bus lines, private carriers, and the
Pascack Valley Line.
Severe weather, which was part of a weeklong pattern
of rainy days, struck the metropolitan area on July 1
and caused disruptions of service to the Morristown and
Gladstone Branches between 10 AM and noon. The
National Weather Service confirmed that an EF-0
tornado, the lowest on the scale that reaches EF-5, had
indeed touched down in Berkeley Heights, New Jersey
and from Greenwich to northern Stamford, Connecticut.
NJ Transit implemented cross-honoring for the day.
For those attending the July 4 Fireworks on the
Hudson River, additional late-night or modified service
was operated from Hoboken on the Main/Bergen,
Montclair, Morris & Essex, Pascack Valley, and Port
Jervis Lines. For the latter two, Pascack Valley Train
#2129 was to be held past its scheduled 9:21 PM
departure time until at least 10:05 PM, and Port Jervis
Train #81, which normally departs at 9:30 PM, would be
held until at least 10:05 PM. This service is similar to
what has been done in recent years.
A special NJ Transit Board meeting was held on June
25 via telephone to approve the transfer of certain
property interests to Princeton University to build a new
rail station (July Bulletin).
With regard to the aforementioned news item, the National Association of Railroad Passengers (NARP) and
the New Jersey Association of Railroad Passengers
(NJ-ARP) filed a petition with the U.S. Surface Transportation Board (STB) on June 24 to stop NJ Transit
from cutting back the “Dinky” service by 460 feet. The
two groups contend that the station move usurps the
jurisdiction of the federal agency over abandonments of
railroad lines in interstate commerce. The petition calls
on STB to declare its jurisdiction over the Princeton
Branch, and to require that any reduction in its length
be undertaken only with the federal body’s express approval. Moving the station is part of Princeton University’s $320 million arts and transit project. “Much more is
involved than cutting back the track by 460 feet, which
is what the University has asked the public to believe.”
said member Phil Craig, a Director of the New Jersey
Association of Railroad Passengers. Craig says while
the current station is approximately 1,300 feet from
downtown Princeton, the new location would be 2,000
feet by foot from Nassau Street and a half-mile from
Palmer Square, Princeton’s focal point.
Member Jack May added: “Phil Craig and I both
spoke against NJT’s plan to transfer property to Prince12

ton University in exchange for other property and cash
to effectuate a curtailment of the Princeton Branch’s
service and facilities. Five other speakers, three of them
lawyers from the Princeton area, also spoke against the
project, emphasizing that because of existing litigation
and yesterday’s NJ-ARP/NARP petition to the Surface
Transportation Board, the agenda item should either be
rejected or tabled for a future discussion and vote. All
speakers spoke passionately and presented a large
number of reasons why this “land grab” should not be
approved. Not a single individual provided testimony in
favor of the property transfer. After the speakers finished, Jim Weinstein presented the Agenda Item, indicating it will ‘enhance the customer experience.’ It was
quickly moved and seconded, and approved unanimously by roll call (roll calls are not usually done). It
was quite obvious and apparent, from the lack of discussion that this Board is a ‘rubber stamp’ body, as so
many items were out there that should have been questioned and considered. I believe this characterization
will be accepted as a credible value judgment, and it will
haunt the NJT Board in the future. After the vote the
meeting was quickly adjourned. There were no smiles
on the faces of the NJT Board and Executives as they
filed out of the Board Room.”
Buses replaced the “Dinky” for three Saturdays, July
13, 20, and 27, in order to allow for the construction of
the new Princeton station.
Several Bergen and Passaic County Assembly members have introduced legislation to roll back the fare
increases that went into effect on March 1, 2013 (April
Bulletin) when Metro-North raised fares at selected
stations on the Main/Bergen, Pascack Valley, and Port
Jervis Lines. NJ Transit raised its fares the same day,
because the fares at these stations had been “held
down” in order that they would not exceed the fares
charged in New York. When the last NJ Transit fare increase (25% for rail) went into effect on May 1, 2010,
the NJT Board approved that fares at those stations
would be increased when Metro-North raised its fares.
Weekends between July 13 and August 11 and
midday weekdays (8:45 AM-3:30 PM) between July 15
and September 6, rail service on the Pascack Valley
Line is being replaced by buses to enable grade
crossing work to be performed at Westwood and
Hackensack. On weekdays, buses are running via local
to Secaucus Junction or, in a minority of cases, via
express from the three Rockland County stations,
Spring Valley, Nanuet, and Pearl River, directly to
Secaucus Junction. On weekends, except for three
westbound trips in the late evenings, the New York
stations will have express service from Secaucus
Junction. After a comparison of the average bus
replacement run times vs. the regular train times
showed that the bus requires 20-30 additional minutes
on weekdays and up to an additional 45 minutes on
(Continued on page 13)
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weekends, with some trips requiring over two hours, a
revised schedule was implemented. Because only two
of the weekday buses and none of the weekend bus
arrivals at Secaucus Junction have a scheduled train
connection to Hoboken, shuttle trains were operated
between those stations.
Rail service operated to MetLife Stadium on July 13
for a Taylor Swift concert. As been the practice of late,
most service shuttled between Secaucus Junction and
the Meadowlands station.
The status of NJ Transit’s post-Sandy rail fleet was
revised on July 9. The bolded numbers are the latest.
The number of daily trains reported in the July Bulletin
remains unchanged.
TYPE

TOTAL
FLEET

VEHICLES
DAMAGED

RETURNED
TO
SERVICE

AWAITING
REPAIR

AVAILABLE
FOR
SERVICE

CURRENT
PERCENTAGE
AVAILABLE

Rail
Cars

1147

272

145
155

127
117

1020
1030

89%
90%

Locomotives

207

70

46
48

45
22

183
185

88%
89%

Total
Fleet

1354

342

191
203

151
139

1203
1215

89%
90%

On June 22, Newark Light Rail got a new timetable to
replace the April 6 edition. There were no apparent
changes. Into the second week of July, copies were still
not available at New York Penn Station until member
Richie Schulman finally prevailed on someone in the
Customer Service office to check the storeroom. Lo and
behold – she found boxes and promptly put some into
the racks.
This is not an April 1 tease, but when I started reading
the IRJ Rail Brief for June 27, one of the news items
read as follows: “Bergen LRT extension opens early.”
Obviously, this “Bergen” was not HBLR. The article went
on to report that the second phase of the light rail
network in the Norwegian city of Bergen was
inaugurated on June 21, adding five stations and
opening two months early. The initial section of 9.8 km
(6.1 miles) opened in 2010, and carries more than
31,000 passengers per day. Construction on this 3.6 km
(2.2 miles) section began in January, 2011. A third
extension consisting of 7.1 km (4.4 miles) is to begin
this month and is due for completion in mid-2016.
Now, here is a real HBLR news item. On July 3, a
prototype of an expanded LRV was displayed. One of
the existing LRVs was outfitted with two sections, which
increased the car length by 37 feet, seating capacity
from 68 to 102 and standing room from approximately
200 to over 300 people per vehicle. The car, 2054, went
into service on July 4 and will see service on all lines
during its six-month pilot program. Kinki-Sharyo, the
13

LRV’s manufacturer, designed the new sections. This
firm also constructed the LRVs for DART, and a lowfloor section was added to its cars starting in 2008,
providing seats for 100 vs. 75 in the unmodified LRVs.
PORT AUTHORITY OF NEW YORK & NEW JERSEY
Richie Schulman informed me that a new AirTrain JFK
brochure had been issued with a May, 2013 date. When
I compared it to the July, 2012 edition, I noticed that the
map had been changed and there were service
reductions. For example, overnight service, every 15
minutes, is now every 15-20 minutes, Peak service,
formerly every 7 minutes, is now every 7-12 minutes,
and Off-Peak service went from every 10 minutes to
every 10-15 minutes. Weekend service, which was not
previously specified, is every 16 minutes.
Between 6:33 and 6:59 PM on July 11, due to a power
problem, PATH service was suspended on the 33rd
Street/Hoboken and Hoboken/World Trade Center
Lines. When power was restored, the service operated
with delays until 7:45 PM.
AMTRAK
On July 1, member Bob Vogel photographed the third
Siemens ACS-64 (Amtrak Cities Sprinter 6400 kW maximum output (8600 hp)), 602, as it arrived at Washington Union Station on Amtrak Train #30 (The Capitol Limited). This unit was on its way from California to Wilmington, Delaware. 600 and 601 went to the test site at
Pueblo, Colorado.
Railway Age reported that the ACS-64 is capable of
operating on the catenary of three electric voltages:
25kV/60 Hz, 12.5kV/60 Hz and 12 kV/25 Hz. A rotary
switch in the converter connects the transformer windings for the required configuration.
Additional former NJ Transit Comet Is have been released for San Joaquin service. In the coming months,
14 will be in service on the 12 San Joaquin trains. The
Fresno Bee reported, “ The new/old 64-seat, singlelevel Comet cars will initially replace 90-seat bi-level
coaches on one of the four daily round trips between
Bakersfield and Oakland. “The bi-level “California cars”
will be added to the other five daily trains on the San
Joaquin route, including two that run between Sacramento and Bakersfield. “This is one of the least expensive ways to increase capacity on the line,” said Bill
Bronte, chief of Caltrans’ Division of Rail. “We can run
the same number of trains and not have to pay extra to
the freight railroads to use their tracks.” The total price
to buy and refurbish the Comet cars comes to a little
over $1 million per car, Bronte said. By comparison,
new 90-seat passenger coaches ordered by California
and three other states have an average price of more
than $2.7 million each. However, some rail supporters
are unhappy that they are being stuck with decades-old
hand-me-downs. Said one supporter: “We don’t want
1960s train cars. There’s no question you get more
bang for your buck if you buy something used. But if
(Continued on page 14)
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you take a used 1960s Volkswagen and refurbish it, it’s
still a 1960s car ... and you’re more likely to have problems with it.” The Comet cars were built in 1968 and
1969, but Caltrans officials say the renovations at
Amtrak’s shops in Indiana are turning them — at least
on the inside — into modern coaches, with reclining
seats, work tables, new flooring, carpets, and curtains,
bicycle racks, Wi-Fi, ADA compliance, and power outlets at each seat. The wheel/axle assemblies are all
new, and brakes and suspension systems are being
overhauled. “It’s going to be a really good-looking piece
of equipment.”
Richie Schulman reported that car 5008, which he
saw in Sacramento, was ex-5165 and 5013, which he
saw in Denver, was ex-5224.
The Winter-Spring National Timetable (Form T1) was
replaced effective July 15 when the Summer/Fall was
issued. Its cover shows an early April view of The Carolinian crossing the Potomac River after it left Union Station with the cherry blossoms in bloom – a real spring
event.
Earlier this year, as I passed through New York Penn
Station, I glanced up at one of the overhead monitors
and saw member Walter Zullig. I asked him about it and
confirmed that he had participated in the production.
Fast-forward to mid-July, and emails began circulating
on this subject. Walter wrote: “Several days ago I received a call from a friend who had just seen the Amtrak
video in which I participated. He was traveling and was
surprised to see me talking from the TV screen in an
Amtrak waiting room. I have received similar calls from
others who have seen the video in Amtrak waiting
rooms throughout the country. Some folks have asked
me how they can get to ‘see it again.’ Well, there is no
guarantee by returning to a waiting room since Amtrak
shows a lot of different things on those screens. But I've
just discovered that it now can be accessed on a website:
http://www.youtube.com/watch?
v=rht2v0HojCw&list=UUaF5IVeWaLrMz1Wmot39fA&in
dex=1&feature=plcp. The video contains some of my
slides and VHS video films but was broken up and edited a lot. They had a lot of material to work with. Naturally the bottom line is to encourage people to join PASS
(Partners for Amtrak Safety and Security) so as to report on illegal activity, vandalism, etc., around Amtrak
facilities and to demonstrate to Amtrak that the rail enthusiasts are out there to help when needed."
MUSEUMS
The last piece of the Gerald Brookins Museum of
Electric Railways legacy departed Cleveland on July
8. 1218, ex-Cleveland Railway–Cleveland Interurban
Railroad–Shaker Heights Rapid Transit–Trolleyville USA
and, lastly, the Lake Shore Electric Railway Museum,
was a 1914 vintage Cleveland trolley built by the
14

Kuhlman Car Company in Collinwood, Ohio. The nearly
100-year-old car had been on display at the Crawford
Auto Aviation Museum in a pavilion beside the Euclid
Beach Park carousel until museum officials, as The Akron Railroad Club wrote: “deemed the only example of
our trolley history to be too much of a bother to preserve
as they promised.” You may visit the car at the Illinois
Railway Museum.
INDUSTRY
On June 27, Anthony Foxx was confirmed by the U.S.
Senate as the 17th U.S. Secretary of Transportation
(July Bulletin). Mr. Foxx replaced Ray LaHood, who had
served since 2009.
Richie Schulman went to Yonkers, and, from the Kawasaki parking lot and Metro-North platform, found
plenty of R188s. “I saw and got pictures of: 7876, 7875,
7874, 7873, 7872, 7871 (looks complete and on the
track — I guess they're 6-car sets). 7876 definitely has
a cab; my guess is 7871 does also, though I couldn't get
back far enough to see. I read that they were going to
be 11 cars on the 7 so a 6-car and a 5-car. Also in the
yard were 7837, 7903, 7892, 7859,7890, 7909, and
7907. There were also two PATH cars, one of which
was 5143, for Sandy repairs.”
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
One month after the start-up of CapeFlyer service,
MBTA GM Beverly A. Scott reported that after a strong
start, 808 riders on Memorial Day Weekend, ridership
fell off during June, a product of bad weather. She expected that the train’s popularity would pick up in July.
The numbers for the two following weekends were 671
and 352. 310 passengers are required to make the service profitable, and the average earned per weekend is
$12,300. Thanks to member Todd Glickman for this report from The Boston Globe.
Two new stations on the Fairmount Line, Newmarket
and Four Corners/Geneva Avenue, were opened on
July 1. MBTA also added six daily round trips. In an effort to boost ridership, fares from Fairmount were reduced from $5.50 to $2 per trip. The fare adjustment
means that trips between all stations on the line cost $2,
with one exception: traveling the entire line from Readville to South Station or from South Station to Readville
costs $6. With the recent station openings (July Bulletin), including South Station, there are eight stations. New timetable were issued for the Fairmount and
Providence/Stoughton Lines and also South Station and
Back Bay.
Starting at 2 PM on July 4, a rush hour level of service
was operated on all subway lines. Fares were free after
9:30 PM. Thanks to Todd for these reports and for the
timetables.
My wife and I were invited to spend a long weekend at
the home of friends on Cape Cod at the end of June.
Saturday morning, our host accompanied me to Hyan(Continued on page 15)
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nis to await the arrival of the CapeFlyer. The train: (E)010 (MP-36-PH-3C)-224 (café/bike car)-915-925-707717-721-1509-1074 (F-40-PH-2C), arrived about 15
minutes late, and it seemed well patronized.
An article in The Cape Codder (June 28) reported that
the previous weekend there had been 714 riders. Over
the first five weekends, 3,200 passengers were carried.
The breakeven point is $10,800 per weekend, and at
the time, the gross revenue exceeded $67,000. All this
ridership despite rainy, overcast skies, and cooler temperatures!
LINDENWOLD, NEW JERSEY
A PATCO timetable was issued effective June 15.
Thanks to member Allen Breen for giving me a copy.
On July 12 the DRPA Board committees approved a
$102.8 million rebuild of PATCO’s line across the Ben
Franklin Bridge, even though the project was originally
budgeted at $73 million, which was in turn based on
engineering estimates of $69.8 million. This is 47%
higher than expected. The project will, if approved as
expected by the full Board, replace rails, ties, and
power and signal systems, repair train control,
communication systems and the support structure, and
apply three coats of new paint. Project completion is 27
months from start of construction. Thanks to member
Dave Safford for this report from The Philadelphia
Inquirer.
PHILADELPHIA, PENNSYLVANIA
New timetables went into effect on SEPTA Trolley
Routes 10, 11, 13, 15, and 34 on June 9. Member Alfred
Gaus Jr., who sent copies, wrote: “On the City side,
Route 10 is bus all summer while the Route 10 and
Route 15 junction at Lancaster & Girard gets renewed.
Route 36 is all bus this month (June) and Route 11 is
diverted to 58th Street because 49th/Woodland is being
renewed.” Alfred also sent a copy of the special Paoli/
Thorndale U.S. Open timetable that was in effect between June 13 and 16.
Alfred also told me that he had seen the Delaware
DOT-funded Silverliner Vs (735-6 and 871-2), which
were delivered last year (October, 2012 Bulletin). In lieu
of SEPTA markings and logos, there is the seal of the
State of Delaware.
SEPTA published an Independence Day Late-Night
Service timetable for Regional trains (available on the
Internet) showing the last trains to depart from Suburban Station at the conclusion of the Benjamin Franklin
Fireworks on July 4. Market-Frankford and Broad Street
Line service operated at 5- to 7-minute intervals between 4:25 PM and the close of the normal service day.
Ten additional trains were run on the Market-Frankford
Line beginning at 4:25 PM, and there were 8 additional
trains on the Broad Street Line beginning at 4:28 PM.
From July 20 until August 25, on weekends, shuttle
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buses replaced train service between North Philadelphia and Chestnut Hill West due to overhead power, signal, and track work. Thanks to member Lee Winson for
these reports.
From member Bob Wright: “The SEPTA fare hikes
went into effect somewhat quietly on July 1. The news
media reported it and carried the opinions of the 'typical'
riders, who complained about the fare being too high,
the service not good enough, etc. The only other news
report I read recently is that SEPTA police were dispatched along the Norristown High-Speed Line because
of 'numerous incidents' about the higher fare (folks who
have a Transpass must now pay 50 cents more per ride
on NHSL, as it went from two zones to a single flat fare
of $2.75). This, coupled with the much-less-publicized
move by the PA legislature to not enact a transportation
act that seemed to be a 'lock,’ has put SEPTA in limbo
once again. I'm not thrilled about NHSL being made a
single fare (as was done on a handful of 'express' bus
routes) and I think this is mainly because the Operators
don't know and/or don't enforce the zones. A similar
thing happened with the 2010 fare hike, when many
City Division bus routes that had suburban zones had
them eliminated. I've heard mention that this is SEPTA’s
idea to charge more for 'premium' service - makes
sense in some ways, but... From my limited experience
on a couple of these bus routes and NHSL, whatever
riders paid seemed to work for the Operators (and SEPTA has a policy of 'no confrontation' if riders refuse to
pay fares). On NHSL, it was not easy to police, admittedly, since riders tended to be charged according to
where they boarded inbound (where the fare is pay enter) or outbound (where it's pay leave) even if they were
riding between intermediate stops within a zone. The
downside of the NHSL change is now that those riding
shorter distances are paying the same as those riding
the entire length of the line, and in some cases, it might
be easier for riders to switch to the nearby PaoliThorndale Line. SEPTA’s party line is that NHSL riders
should purchase a Zone 1 Regional Rail pass if they
ride regularly, since, as noted, the Transpass they may
have been able to use in the past will now require a 'copay'.
“I took a trip on NHSL last week and noticed the exCTA cars were not in their usual space alongside the
shop building. Apparently, they were moved to the other
side of the building (out of sight) before the Merion
USGA event, so they're still on the property. A friend
who uses NHSL regularly noted that lots of SEPTA
'brass' were everywhere to be found on the line during
the tournament and ridership was fairly heavy. Much of
the construction that has been underway is complete or
wrapping up, so there are only a handful of slow zones.
“On Regional Rail, the consolidation of zones has
been interesting. You mentioned in the July Bulletin that
the number of zones went from 7 to 6 (Zone 5 dropped
(Continued on page 16)
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and Zones 3 and 4 were reworked), and this is correct.
However, for all practical purposes, the Center City
zone (CCP) and Zone 1 are one and the same as far as
ticket prices go - the only exception is that there is no
Trailpass for CCP. Both North Broad and North Philadelphia moved from CCP to Zone 1, again with no immediate net effect. Anyone riding within CCP is getting
the brunt of the fare increase since it's now a Zone 1
fare, basically. Of course, riding between the Center
City stations (and, as I've experienced it, to and from
University City as well) is fairly easy to do without paying a fare since Conductors tend to start examining/
collecting outbound after leaving Market East on the old
Reading side and after leaving U City on the Pennsy
side. I've also noticed Conductors do tend to randomly
check tickets for folks boarding toward Center City at
30th Street, I'm guessing to get the Amtrak riders who
are making the 'short hop' (I've been checked on occasion doing this, and I have both my pass and an Amtrak
ticket generally when I'm making this trip, so it all works
out for me). It is interesting to see what SEPTA Conductors and Operators know about the fares and what they
don't. I have had varied experiences with 'stepping up'
my Zone 2 pass to ride to Zone 3 - the ticket has one
cost at the ticket window, a different cost on the train
(even though, officially, there is no on-train penalty for
this purchase, some Conductors want to charge it anyway), and some merely decide that the pass is good
enough and don't charge me anything additional. I took
NJ Transit home from a trip to New York last week and
tried to buy a step-up ticket at the Trenton ticket window. The Agent had no idea what to sell me and advised me to buy it on the train. On the train, the Conductor accepted my Zone 2 pass (for what was a Zone
6 ride last week) and told me that the 6:32 train was
'close enough' to the evening rate, but he admitted
when I got off the train that he had no clue what to
charge me.
“I had noticed on my infrequent trips on the Broad
Street Subway that rehabbed cars (those missing the
orange window band) were kept in trains separate from
non-rehabbed ones. Recently, though, it appears this is
no longer the case, and trains of mixed cars are the
norm. The goal was to have the fleet entirely rehabbed
by the Rail Roadeo this fall, so not sure if this is still on
track to happen.”
Dave Safford reported: “I caught a Silverliner V today
(July 11), and found that the station announcements
were gone, both from the TV screens and from the
sound system. The visuals were completely replaced by
ads and public service announcements and the recorded station announcements by informal spots from the
Conductor. I couldn't say whether this is a policy or a
malfunctioning system, but it was a disappointment.”
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I forwarded Dave’s comments to Bob Wright, who
rides more regularly than Dave, and this was his response. “I have noticed this more than a few times, and
am just as curious as to why brand-new equipment has
this sort of malfunction, but... It seems to come in two
'varieties' - either the screens are frozen, and there is a
visible error message (just like you'd get on your computer) on each screen, or the ads are displayed with no
'pertinent' announcements like stations, the line you're
on, etc. (as Dave reported). The Conductors have the
capability to override this to make their own announcements, but from what I've seen, this rarely happens. In
fairness to the Conductors, as one explained to me, the
microphone for this is actually a speaker that's mounted
near the door control panel (on the door frames), so it's
not easy to use, particularly on a moving train. I've also
seen (once) the line info not displayed and the stations
called out way out of sequence - not sure how that happened. Interestingly, at first, the station info also gave
connecting SEPTA transit routes, but that doesn't happen except for the rapid transit/subway-surface lines
that connect with the Center City stations.”
WASHINGTON, D.C. AREA
Track maintenance work by CSX affected some of
MARC’s off-peak trains on the Brunswick and Camden
Lines from mid-July through mid-September.
My son Marc reported that MARC trains are now easier to find using http://www.marctracker.com/.
Maryland Governor Martin O’Malley, on July 9, announced that the state would provide $560 million towards the Purple Line LRT project. This 16-mile, eastwest line would connect the Capital Beltway from New
Carrollton in Prince George's County to Bethesda in
Montgomery County. One source on the Internet alluded to a 2020 opening. Thanks to Progressive Railroading for this news.
The intercoms of the 6000-series cars do not work
when they are in the lead of other series cars. So for
now, the 6000s will be the middle cars. They are running out of lead cars, as the 1000-, 1100-, and 1200series are restricted from being used as lead cars.
Thanks to member Steve Erlitz for this news.
Virginia Railway Express informed its riders that due
to rider feedback, funding was found to add a railcar to
one of its trains effective July 1. Also on that date, the
equipment for some trains was swapped in response to
ridership.
The first phase of the Silver Line, which was supposed to open last December, and then this December,
will not open until January, 2014, according to a report
that aired on News Channel 8. Sam Carnaggio, Director
of the Dulles Corridor Project and the Metropolitan
Washington Airports Authority, says construction work is
94% complete, and that the project will be turned over
to Metro by October. He says Metro will then take at
least 90 days to independently test the trains and tracks
(Continued on page 17)
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and hire staff. Work on the second phase, which will
extend Metrorail into Loudoun County past Dulles Airport, was expected to begin in July and be complete in
five years.
SOUTH FLORIDA
Tri-Rail reported that on June 24, it carried 19,060
paying passengers, most of whom were destined to the
Miami Heat (National Basketball Association) Victory
Parade, Previous Miami Heat parades also generated
high ridership counts. The highest ridership occurred on
“Dump the Pump Day”, June 16, 2011, when 19,731
passengers were carried without charge in support of
the American Public Transportation Association's national effort to promote the benefits of riding mass transit.
Metro-Dade Transit operated rush hour headways (5minutes) south of Earlington Heights and added cars to
its trains.
The Fort Lauderdale City Commissioners approved a
plan for a special tax assessment zone to help fund the
proposed The Wave streetcar line. So far, there is federal and local funding for the $142.6 million, 2.7-mile
starter line, with $20.6 million to be generated from local
property owners over a 25-year period Phase I of The
Wave, costing $83 million, would run 1.4 miles and
begin operation in 2016. The city hopes to add 1.3 miles
to the line after that segment opens. Thanks to Railway
Age for this news.
CLEVELAND, OHIO
Member Ralph Deitrick sent an article from The Cleveland Plain Dealer, which adds some information that
was not reported in the July Bulletin. The Greater
Cleveland Regional Transit Authority (RTA) decided to
resume 7-day-a-week service to the Waterfront after
completion of the first phase of the Flats East Bank development. Ernst & Young had recently relocated its
2,100 employees into a 23-story tower across the street
from the Flats East Bank station. This 2.2-mile line,
which was completed in July, 1996 at a cost of $69.3
million, had seen a fall-off in ridership from 1.1 million
the first year to an average of 613,000 between 1998
and 2000. By 2001, ridership had dropped to 426,000
and RTA stopped keeping statistics. In April, 2010, it
was decided that rush hour-only service would operate
on weekdays, with full-time service on weekends only.
CHICAGO, ILLINOIS
The Chicago Transit Authority (CTA) on June 21, announced a Blue Line Forest Park Branch Feasibility/
Vision Study to assess future needs for the entire
branch between the Clinton and Forest Park stations.
Built in 1958, the Forest Park Branch has a growing list
of “state of good repair” needs. The study will evaluate
the entire branch to determine how best to address
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modernization needs of its 55-year-old infrastructure,
station/terminal needs, customer access points, and
Park & Ride access along the expressway. Thanks to
Robert Hansen for this report.
MINNEAPOLIS, MINNESOTA
Thanks to Walter Zullig, who sent me copies of the
May 18 Blue Line (originally Hiawatha Line) and
Northstar Line timetables.
TUCSON, ARIZONA
During the week of June 24, a car that had been constructed by United Streetcar rolled down a test track
prior to its delivery to Tucson. The first of the eight-car
order is scheduled for delivery this month, with the other
cars arriving every four weeks. Due to the late delivery,
United Streetcar has been subject to penalty charges of
up to $1800 per day up to a maximum of $2.9 million
since March. It is expected that service should begin
operating by next summer, about eight months later
than originally planned. This 3-9-mile line, to be known
as Sun Link, is part of a $2.1 billion transportation program. Thanks to Jack May for sending this article from
The Arizona Daily Star.
SEATTLE, WASHINGTON
The existing, temporary station at Tukwila is being
replaced by a permanent facility. A groundbreaking ceremony was held on June 24 for this $46 million project.
A Fall, 2014 opening is planned. Thanks to member Al
Holtz for forwarding this news.
PORTLAND, OREGON
There is a follow-up to a news item that was reported
in the April Bulletin. On July 2, Judge Henry C.
Breithaupt ruled in favor of TriMet’s lawsuit regarding
Clackamas County’s commitment to the PortlandMilwaukie Light Rail Transit Project agreements. The
Court ruled that Clackamas County breached its
contractual commitments to the project and that it must
now honor its commitments supporting the construction
of the line or pay monetary damages.
SAN FRANCISCO, CALIFORNIA
After the contracts with BART’s 2,300 unionized
employees expired and talks broke down, the workers
went on strike on July 1. This was the first time since
1997 that this action has been taken. That strike lasted
six days. 400,000 daily riders had to find alternate ways
of traveling. On July 4, negotiations were resumed, with
the current contract being extended for 30 days, and
the workers returned to work as of 3 PM July 5. BART is
the nation’s fifth largest rail system.
It seems hard to believe, but the original F Line PCC
fleet is in need of some rebuilding. After all, they have
been providing faithful service since September 1,
1995. Member Pete Donner sent a link to a story on the
Market Street Railway website advising that SF Muni is
awaiting bids from contractors to renovate 16 PCCs
(1050-3, 1055-63, 1007, 1010, and 1015) that have
(Continued on page 18)
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seen much heavier use than originally anticipated, due
to the popularity of the F Line. Their bodies will be fully
cleared of rust (the original contractor did a poor job of
this 20 years ago), the wiring will be updated, and they
will receive the same new propulsion equipment,
faithfully based on original PCC designs, that was
installed in the last group of renovated streetcars (107080, 1006, 1008, 1009, 1011, and 1040). This will make
the PCC fleet closely standardized, based on
equipment of the Westinghouse design, and thus easier
to maintain. Upon approval of the contract, three cars at
a time will be shipped to the repair facility.
LOS ANGELES, CALIFORNIA
Metrolink accepted its 137th and final Hyundai-Rotem
car on June 25. This group of cars, with a crash
management system, was ordered in the aftermath of
the horrific January 26, 2005 Glendale crash and the
one in Chatsworth on September 12, 2008. These cars
have been dubbed “The Guardian Fleet,” and have
energy-absorbing crumple zones and other safety
measures now required by federal law Thanks to Pete
Donner for this report.
Effective July 1, Metrolink fares went up 5%. The
increase was approved on June 14 following a series of
public workshops. In addition to the fare increase, the
Board changed the existing Weekend Pass to a
Weekend Day Pass, still priced at $10, but opted to
exempt students from the new fare changes. This action
was taken to close a projected $10.2 million funding
gap for FY2013-4. The last time fares were increased
there was a series of three annual 3.5% hikes on July 1,
2007, 2008, and 2009.
HONOLULU, HAWAII
According to Honolulu Authority for Rapid
Transportation CEO Dan Grabauskas, standardizing the
features and fixtures of its planned 21 stations will
reduce the cost of the project by $100 million. Earlier
station designs were larger and more elaborate. He
said: "frankly the community pushed back on it and so
did our budget department.” Thanks to member David
Erlitz for sending this report from The Star-Advertiser.
TORONTO, ONTARIO, CANADA
The Toronto Transit Commission (TTC) announced at
a press conference held on June 25 that when the new
streetcars enter service in early 2014, it will be first on
the Spadina Line. At the same time, the Presto Card for
fare payment will be used for faster boarding. Currently
the CLRV/ALRV fleet contains 247 vehicles, but only
204 of these Bombardier streetcars have been ordered.
TTC officials said that only about 190 are in service
each day. Thanks to member Bill Vigrass, who forwarded this report from member John Bromley from The Toronto Star.
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Another email that was forwarded provided further
details on the assignments as the new cars are
accepted for service:
2014: Spadina, Bathurst, Harbourfront (relatively low
number of cars)
2014/5: Dundas (few cars, only one island)
2015/6: Queen/Lakeshore (requires substation upgrade
in the west)
2016/7: King
2017/8: St. Clair (St. Clair West Station not accessible)
2018 Downtowner, Kingston Road Tripper
2018/9: Carlton
The morning after writing the paragraph above, there
was a report from Railway Age that TTC is urging Toronto to order an additional 60 cars. At the same time,
the TTC Board requested that Toronto assist in studying
the idea of banning cars on King Street during the
morning rush.
A result from one of the wildest summers, weatherwise, was a photo of a train of GO Transit bi-levels still
on the tracks, but surrounded by water. On July 8, a
severe thunderstorm caused flash flooding in Toronto
along with extensive power outages. Canada’s weather
service reported that some parts of the city received 3.9
inches of rain. Emergency service personnel, using
small inflatable boats to rescue 1,400 commuters from
the 10-car train, required six hours to evacuate all who
fled to the upper level as waters reached the windows
of the lower level. One passenger wrote on Twitter:
“There's a full-on river on either side of us... We. Are.
Stuck. Hard." The train, #835, left Union Station for its
run to Richmond Hill and was halted about 15 minutes
into its run. In addition to the stalled GO Transit train,
subway service was also temporarily shut down.
Thanks to Jack May for this report from The Associated
Press.
KITCHENER-WATERLOO, ONTARIO, CANADA
On July 10, the Waterloo Regional Council approved a
C$92.4 million agreement between Metrolinx and Bombardier for the purchase of 14 LRVs for the first stage of
a planned 19 km (11.8-mile) line. Details were published
in the May Bulletin. Thanks to Jack May for this news.
MONTREAL, QUEBEC, CANADA
AMT is in negotiations with Canadian National to purchase the 18.6-mile, 12-station Deux Montagnes Line.
This will allow AMT to add service. In the short term,
AMT plans to increase capacity by adding two cars to
the current 10-car trains. With 7.9 million passengers
carried last year, it is AMT’s busiest, carrying 45% of its
total ridership. Thanks to Al Holtz for sending this report.
CALGARY, ALBERTA, CANADA
Torrential rains, which led to major flooding during the
third week of June, caused major property damage in
southern Alberta Province. Transit was affected including a suspension of the C-Train through downtown, alt(Continued on page 19)
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hough the outer portions of Routes 201 and 202 continued to run. The Operations Center had to be relocated
from Victoria Park to an unnamed temporary facility.
Due to no overhead power, LRV transfers were done
with a car mover.
Effective June 25, Calgary Transit reported Blue Line
service was running normally while Red Line service
was unavailable between the 8th Street and Heritage
stations, leaving two stubs of rail service at opposite
ends of the Red Line. It was expected that restoration of
full service would require two weeks. Repair work continued and all services were operating on July 3.
ORANJESTAD, ARUBA
Al Holtz and his wife took a Caribbean cruise that included Aruba’s capital city as a port of call and sent the
following report: “Yes, we got to ride the tram, which is a
solar-powered open bench replica car (they own two,
but only one was operated). The tram is operated by
Arubus, the agency that also operates local and interisland bus service. There was a small cement marker
painted ‘Arubus’ on the sidewalk near the Cruise Terminal tram terminus, although most people wouldn’t associate this marker with anything. I suppose it was there
to represent the tram stop, but one would never know.
The fare is FREE — not the $1.00 I also saw mentioned
earlier in emails. The route is about a mile — maybe a
mile and a half — long and runs behind the main shops
on the next street(s) over from the main waterfront
shopping street — Caya C.F. Betico Croes. The first half
of the route from the Cruise Terminal to Renaissance
Square is split between two narrow parallel streets —
one for outbound and the other for inbound. Beyond
Renaissance Square it is single-track in the middle of a
narrow street for the remainder of the ride — for both
directions of service. I saw few tourists aboard, although patronage was about 2/3 full on the trips I saw
and rode. Mostly locals hop on and off along the way
when they see the tram coming. The tram seats 70 on
the wooden benches (beautifully lacquered) accessed
from the sides. The Motorman (plus Police Officer and
the clipboard person I noted) all sit on the front seat —
unprotected from any elements. I guess most of the
time Aruba has OK weather. The two cars are immaculately maintained. As I noted, I saw crews polishing and
cleaning them inside and outside — and on the roof —
at the carbarn about an hour before the first trip. The
current carbarn is a primitive enclosed shed through
which one track passes — large enough to park the two
trams. However, I saw a new larger carbarn under construction about a block away. Recorded announcements
for each stop are in English and Spanish interspersed
with admonitions not to stand while the tram is moving.
As I noted, the speed is maybe just a bit better than
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walking pace — with the bell gong constantly clanging
while there is much squealing of the flanges around
every bend, and as I noted, a long time is spent at each
stop. That’s why it takes at least 15 minutes to make a
one-way trip. I’m not sure they use a timetable. When
the car reaches the terminus stop it just waits a few
minutes before returning the opposite direction. It’s possible it departs the cruise terminal at 00:10 & 00:40 and
the outer end at 00:25 and 00:55, but I’m not sure. It
would be nice if this information were posted at the
stops. The one car gets to make 6 round trips between
the 10 AM and 1 PM operating window. The first two
round trips were made with one Motorman, and a new
Motorman came aboard for the third round trip. As I noted, many of the streets are still under construction and
thus difficult to walk along. Beyond the last outer stop
there is more construction in progress indicating the line
will go further.”
JERUSALEM, ISRAEL
In Israel (May 24) reported that ridership on the
light rail has grown to 120,000 per day, far exceeding
the 40,000 to 50,000 per day that was originally envisioned. Thanks to member Dave Klepper, who added
that this is better than some heavy rail lines, for this
news.
A senior Bombardier official told The Jerusalem Post
that Israel Railways should “take quick steps” to electrify its 420 km (260-mile) rail system. The remarks were
part of his address at the International Transportation
Conference at the Kfar Maccabiah convention center in
Ramat Gan, sponsored by the Morag Group and the
Transportation Ministry, in partnership with the Prime
Minister’s Office. Thanks to my son Marc for this news.
FROM THE HISTORY FILES
65 Years Ago, In July, 1948, trolley service ended in
two Virginia cities: Norfolk on July 10, when the
Lamberts Point-Church and Naval Base Lines were
abandoned, and July 31, in Roanoke, which saw
service end on the South Roanoke-Raleigh Court Line.
The Tide restored a 7.1-mile streetcar line to Norfolk on
August 19, 2011 (August, 2011 Bulletin). Ridership
has been increasing and there is talk of extending
service to Virginia Beach.
35 Years Ago: On July 20, 1978, NJDOT received a
$33.8 million grant toward the cost of re-electrifying the
former Erie-Lackawanna (Delaware, Lackawanna &
Western) lines out of Hoboken to Dover, Gladstone, and
Montclair. The project was ultimately completed with
Arrow IIIs operating under 25kv power on August 28,
1984. Ceremonies were held at the Maplewood station
on September 15, 1984. I attended that event with my
children and saw many of our members there. As I
recall, rides on all three branches were free that day.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
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Around New York’s Transit System
MTA Awards Final Second Avenue Subway Contract
MTA awarded a $208,376,000 contract to the 86th
Street Construction Joint Venture, consisting of
Schiavone Construction Company LLC and John P.
Picone Incorporated. This contract for 86th Street station
finish includes mechanical, electrical, plumbing,
ancillary buildings, and entrances. It is the tenth and
final contract to be awarded for Phase I of the Second
Avenue Subway.
Q trains should start operating on this $4.45 billion
extension in December, 2016.
$Commute-N-Save$
A June 17, 2013 Bee Line leaflet furnished details of
the Federal Commuter Choice Program and explains
how employers can give a new federal pre-tax benefit to
those employees currently using public transit buses,
trains, ferries, and vanpools.
If a company offers this benefit, an employee is
eligible to use up to a combined total of $490 a month
for $5,880 a year of his or her pre-tax income for
commuting costs. Eligible costs include the costs for
transit and qualified parking, which includes parking
costs incurred during travel to work.
The Longest Single-Fare Ride
The current Westchester County Bee Line bus
timetables reveal interesting information regarding
transfer privileges between Bee Line buses and Bronx
subway trains and buses. Most of the regulations listed
on the March 3, 2013 timetables were probably in effect
long before the timetables were issued.
Passengers paying $2.50 cash fare on a Bee Line
bus receive a paper transfer valid on intersecting Bee
Line and MaBSTOA Bronx buses with no additional
charge. Passengers swiping a Pay-Per-Ride MetroCard
on a Bee Line bus can transfer to intersecting Bee Line
buses or Bronx subway trains and MaBSTOA buses
with no additional charge within two hours of initial
boarding.
After reading about the transfer privileges, we
checked our maps and started planning the longest
single-fare ride. Starting from Tarrytown, Valhalla, White
Plains, or Port Chester, a passenger can ride for more
than an hour to the nearest subway station. There they
can board a train and eventually transfer to another
train bound for Brooklyn or Queens. On their return trip,
they may have difficulty boarding a Bee Line bus within
the two-hour limit, because many buses run on an hour
headway.
Greenpoint Tube Shut Down Weekends
During 12 weekends, 12:01 AM Saturday to 5 AM
Monday, G trains will operate between Nassau Avenue
and Church Avenue while crews make repairs in the
river tunnel. The Greenpoint Avenue, 21st Street, and
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Court Square stations will be closed and shuttle buses
operating from Court Square via Manhattan Avenue to
Nassau Avenue and via McGuinness Boulevard to
Lorimer Street will serve the closed stations.
Following are the weekend closures, which are
subject to change:
July 6-8

August 10-12

September 28-30

July 13-15

August 17-19

October 5-7

July 20-22

August 24-26

December 7-9

August 3-5

September 7-9

December 14-16

The G line’s Greenpoint Tube is one of the nine
subway river tunnels flooded during Superstorm Sandy.
At the height of the storm, the tube was flooded with
three million gallons of salt water, leaving tracks
submerged and the tunnel’s pump controls, electrical,
communications, fan control, and signal equipment
seriously damaged. Power cables immersed in salt
water are corroding from the inside. Corrosion on the
outside of rails and fasteners can cause short circuits,
resulting in signal problems. The controls for ventilation,
lighting, and communication systems were destroyed
and have not been restored to their previous condition.
Temporary repairs were made as soon as possible
and train service was resumed. Components were
cleaned, inspected, and approved. Because they were
badly damaged, their lifespan was shortened, and there
were failures and train delays. To furnish reliable
service, the river tunnel must be closed weekends for
extensive repairs.
G Train Changes Recommended
At the behest of State Senators Daniel Squadron and
Martin Malavé Dilan, NYC Transit recently reviewed G
train service. This 11.4-mile-long route has seen
ridership increases in the past few years, but ridership
is lower than on many routes.
This comprehensive review looked at several
elements of service, including conflicts with F trains,
the operation of the route’s terminals, and train stopping
locations in the stations. Several changes were
recommended, including:
● Increasing service frequency during the PM peak
on weekdays (3-9 PM) from 6 trains per hour to 7.5,
reducing average headways from 10 minutes to 8.
This change, which would require additional
funding, would let G trains mesh better with F
trains and allow for more even G train wait times
and passenger loading
● Improve mid-route service supervision, which would
(Continued on page 7)
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BROOKLYN BRIDGE CABLE CAR ANNIVERSARY

Cable cars started carrying passengers on
September 24, 1883, four months after the
bridge was opened. Service began at 9 AM
with one-car trains operating on a five-minute
headway. Later in the day, longer trains were
operated until service was discontinued at 7
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MANHATTAN TERMINAL
The Park Row terminal was a shabby, offensive, wooden elevated station covered by
an iron shed with a tunnel-like entrance from

the promenade. Passengers crossed a nondescript wooden and iron bridge over Park
Row against a shabby registry building with
mud, dirt, crowds, and liquor saloons on each
side of the shed. When it rained, passengers
waded through torrents of water in one of the
most undignified and unpleasant localities to
be found in any part of the city.

CABLE MACHINERY
The grip could take cars only at each end of
the bridge and cars could not start or stop
between stations. The first cable ran for 3
years, 3 months and the second cable for
only 1 year, 10 months.
The new power house was located on the
east side of the bridge, near the Brooklyn
end. Three engines, rated at 400 horsepower, 325 HP, and 200 HP, could not balance
the loads on the up and down grades. The
cable, which traveled at 10 miles per hour,
was made by Roebling. Its diameter was 1½
inches and its length was 11,000 feet. The
new cable made a trial trip on June 18, 1888
and was placed in service on June 23, 1888.
Following are excerpts from the reports of
the bridge trustees:
On December 2, 1883, trains started operating 24 hours a day. The fare was originally
5 cents. On March 1, 1885, it was reduced to
3 cents or 10 tickets for 25 cents. Effective
July 1, 1894, it was revised again to 3 cents,
10 for 25 cents, or 2 for 5 cents.
In 1885, 6 cars with sliding center doors
were ordered from the Pullman Palace Car
Company at $3,775 each. In 1886, 14 new
cars, including 8 center door cars, were built.
Twelve short cars were replaced with 12 long
center door cars. In 1887, center doors were
installed in the original cars. Center door cars

NEXT TRIP: RIVERLINE AND PATCO,
1
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THE GENESIS OF “DASHING DAN”
Part Two—The Long Island Rail Road Eyes Manhattan
by George Chiasson
(Continued from August, 2013 issue)
ward Hempstead terminal being relocated even further
west than it had been in 1893, to the Franklin Avenue
grade crossing. This formed a southwest wye leg at
“HC” (as then renamed from Tower 105), which joined
the New York Bay Extension Railroad (née West Hempstead Branch) by 5th Street for a very short distance
before curving away again to the southeast and finally
merging into the Central’s original Hempstead Branch at
Meadow Street. The existing (1873-6) right-of-way
along the west side of Washington Avenue from 6th
(Beech) to 2nd (Meadow) Streets was thus abandoned
and replaced in part by a short (electrical) “Sub-Station
Track” that held portable electrical distribution apparatus. This spur was in turn connected to a separate
northeasterly wye at Hempstead Crossing that was
added to support freight operations by allowing direct
access from the Bethpage end of the line toward Mineola. This supported the option of diverting line-haul
freight trains away from the growing density (and elegance) of Garden City and the branch’s single-track
choke point through Floral Park.
To accommodate the railroad’s then-sizeable merchandise and bulk material handling responsibilities, a
third track was added in 1904 from “QU” just east of
Queens (Village) to a point in the Childs’ flower fields
just west of Floral Park that was used as a long siding
to hold freight trains off the two main tracks, thus avoiding congestion. The Long Island Rail Road actually had
freight volume enough to justify even larger facilities in
that time, but it generally took the Pennsylvania’s financial largesse (in the name of expediting passenger operations) to carry out whatever cargo-related improvements were necessary to keep the railroad from being
adversely affected. To facilitate opening of the Long Island’s Holban freight classification yard (which served
as a gateway from the national railroad system to eastern Long Island) this “third track” was extended from
“QU” at Queens Village to “IS” Tower next to the Hollis
station in April of 1907, and the entire length of it electrified from Hollis to Carnation Avenue in Floral Park,
where a large shed was located that among other
things handled the apparatus used to install third rail to
Hempstead and then to house a portable substation
afterward. When LIRR instituted electric service from
Flatbush Avenue to Hempstead on May 26, 1908, some
steam-powered trains from Long Island City were supplanted on the former Central Railroad of Long Island
routing through Garden City. Though this was an addi-

MORE CHANGES TO THE MAIN LINE, AND
THE HEMPSTEAD BRANCH IS ELECTRIFIED

At the turn of the 20th century, traffic was quickly increasing on LIRR’s Main Line and the towns along its
path were developing into small cities in virtual unanimity. Ergo its stations and facilities were in constant need
of upgrade to meet the additional demand, which gave
the Pennsylvania Railroad even greater impetus to implement the conversion of large parts of the Long Island
Rail Road to electric propulsion, not only in support of
Penn Station, but also to foster an atmosphere of efficiency in a frenzied operating environment. In 1894 the
original Tower 43 inside Floral Park depot was redesignated “Tower 47,” a title that was changed to “FP”
when call letters were adopted in 1907. A new depot
was opened at the original Plainfield site about July of
1909 without the enclosed tower, which was replaced
by an independent wooden structure known as “FK”
where the existing (second) station originally known as
Stewart Junction had been positioned since 1878. An
easterly leg was also added from the LIRR Main Line
that made the Creedmoor cut-off into a full wye, but was
used exclusively for freight moves or engine changeouts. Sometime during 1898 a new local stop was added to the Main Line at “Bellerose,” which was then an
area of Floral Park, Queens County that had just begun
to sprout housing lots in a large expanse of “open” land.
It started to thrive after 1906, when the process of
transforming “77 acres of gladiola fields” into a model
residential community was initiated, largely thanks to
the labors of Mrs. Helen Marsh, who was a native of
Lynn, Massachusetts. Another station was added
around March of 1907 on the former Central main line
(née Hempstead Branch) at “Nassau Boulevard.” Its
location was a previously untamed crossing about a
mile west of Garden City, opening several months
ahead of the line’s electrification but in plenty of time to
promote development of the adjacent “Garden City Estates” that was advertised on signage at the site’s substantial new depot. Many years later (1929) the Nassau
Boulevard station would be situated just blocks from the
Garden City campus of Adelphi University, where brick
marvels Levermore, Blodgett, and Woodruff Halls survive in 2013 as rare architectural examples provided by
the signature design firm of McKim, Mead & White,
which also drew up Pennsylvania Station in New York.
At about the same time, the layout at Hempstead
Crossing was substantially reconfigured once again,
with the turnout from the LIRR Hempstead Branch to-

(Continued on page 3)
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pal exclusion in 1899. Given that the electrified Hempstead Branch as configured in May of 1908 was singletrack in its entirety, but along with its Main Line connection west of Floral Park provided a complete pathway to
what became a famous (and electrified) Pennsylvania
Railroad-sponsored test track along the former Central
Railroad of Long Island main line later that year, it
would be reasonable to ponder a possible relationship
between the two events. After its initial electrification,
another new station called “Stewart Manor” was added
to the Hempstead Branch during 1909. It was located at
the Hyde Park Avenue grade crossing between Floral
Park and Nassau Boulevard, which was earlier the site
of the original Central Railroad of Long Island stop at
Hyde Park, and later Hyde Park-Central, that opened
with the line in 1873, then was closed when local service by way of Flushing was discontinued in 1879.
Sometime by 1898, scheduled passenger service was
completely removed from the former Central Railroad of
Long Island main line between the junction at Tower
105 in Garden City and the Babylon station on the original South Side route, though it was retained intact for
freight functions (especially on the industry-laden Bethpage Branch, at least until May of 1909, when that appendage was also truncated for the first time). Operation of the former South Side Railroad as far as Babylon
(as started in November, 1874) became institutionalized
nevertheless, while through service to Patchogue that
would have used the Central Main Line, and perhaps
points beyond, was gradually incorporated into the
Montauk Division schedule starting sometime in the
1880s (and has remained so ever since). As mentioned
above, a portion of the former Stewart estate in eastern
Garden City became a sporting club during the 1880s
(polo in the spring and summer, hunting in the fall) that
was chiefly accessible through the Long Island Rail
Road. In the run-up to what was later known as the
Spanish-American War, the former Camp Winfield
Scott, now named Camp Black, was used to marshal
U.S. Army troops pending their battle engagements
around the Caribbean. On May 3, 1898 a shuttle service was established from Garden City (where it connected with regular LIRR Hempstead trains) to a hastily
built station at “East Meadowbrook” (on the site of the
former Meadow Brook stop) that was coined “Camp
Black” by military and railroad personnel. Service was
generously supplied both by this means and through
“Special” trains that could move battalions at a time to
and from the docks in New York. Altogether it made
CRRLI alive with a buzz that accompanied the coming
and going of U.S. armed forces, but tragically the confinement associated with these conditions also fostered
the rapid spread of contagious disease (most notably
typhoid) during this brief time span. In any case, the last
of the outbound troops departed Camp Black on August
29, 1898, just days after hostilities had ceased, while

The Genesis of “Dashing Dan”
(Continued from page 2)

tion to the few electrified suburban services already established, at that time it still represented only about a
third of the scheduled service to the Hempstead terminal with the balance remaining as it was: traditional
steam locomotives hauling wooden coaches from Long
Island City to Mineola via the Main Line, then (as was
the case since 1839) southward through Hempstead
Crossing, as well as Hempstead trains from Long Island
City that were routed via the Floral Park cut-off and Garden City. Whereas schedules for both of these variations were beefed up at the time, to avoid track congestion the local route between Long Island City and Oyster Bay via Garden City and Hempstead Crossing was
forsaken.
Like the existing rapid transit line already serving
Queens Village and Belmont Park, the new electric line
to Hempstead received MP-41/T-39 tandem equipment
and followed the Atlantic Branch, including stops at
Nostrand Avenue, East New York, Warwick Street,
Woodhaven Junction, and Jamaica. From there Hempstead “Locals” continued on the wide, grade-level Main
Line of six tracks past Rockaway Junction, merged into
the three-track main line near the next station at Hollis,
stopped at Bellaire and Queens (Village), then crossed
into suburban Nassau County with stops at Bellerose
and Floral Park. The Hempstead electric trains then cut
southeastward onto the single-track, former Central
Railroad of Long Island main line at FK Tower to pause
at its newest and oldest stations (Nassau Boulevard,
1907 and Garden City, 1873 as rebuilt in 1898) before
taking the southwest leg of the wye at HC to curl south
onto the “Hempstead Branch” itself. They then diverged
away from the “New York Bay Extension” (West Hempstead Branch) at 5th (Chestnut) Street and continued
south next to Magnolia Avenue to reach the original
(1873) Central Railroad of Long Island Hempstead terminal, situated precisely in the center of town at Fulton
Street.
There was some degree of justice for Hempstead
when it received the first regularly scheduled electric
trains on behalf of Nassau County that day, a measure
of integrity that might seem rather mystifying in 2013.
Historically, Hempstead had been founded in 1644 as
one of the four large municipalities that originally constituted Queens County, a deed that had even bewildered
its earliest settlers, who were intent on being chartered
by the Connecticut colony but were instead bonded by
The Crown to New Amsterdam. By 1890, after the railroad had helped to provide greater Long Island with a
viable civic structure, the first generation “towns” were
largely giving way to a budding collection of surrounding
“villages,” and Hempstead retained enough importance
to be considered for designation as the seat of the new
County of Nassau when it was formed through munici-

(Continued on page 6)
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ELECTRIC TRAINS AT PARK ROW

Park Row station in 1896.
Bernard Linder collection

Looking west toward Park Row station.
Bernard Linder collection

Park Row station, looking east.
Bernard Linder collection

Park Row station, looking north.
Bernard Linder collection

Park Row station, looking south (before exit platforms were
removed).
Bernard Linder collection

Train on the Brooklyn Bridge.
Bernard Linder collection
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ELECTRIC TRAINS AT SANDS STREET

Brooklyn Bridge at Sands
Street, looking west.
Bernard Linder collection

Looking west from Sands Street station. Trolley cars are on outer
tracks.
Bernard Linder collection

Looking east from Sands Street in 1907.
Bernard Linder collection

Looking east toward Sands Street, May 31, 1940.
Bernard Linder collection

Looking west toward Sands Street station, June 9, 1941.
Bernard Linder collection

Looking west toward Sands Street station, September 19, 1941.
Bernard Linder collection

5

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
- SEPTEMBER,
2013 2000
ary, 1899. By that time it appears the dedicated LIRR
shuttle had ended, with railroad service being otherwise
maintained on an uncertain, intermittent schedule over
the next several years for National Guard and other military-related activities.

The Genesis of “Dashing Dan”
(Continued from page 3)

members of Manhattan’s “Fighting 69th” Regiment continued to return through its tents until the end of Janu-

(Continued on page 7)

first electric train ran from Park Row to Coney Island on
July 10, 1899, after which through service was increased gradually and cable operation was curtailed. A
year later, September 16, 1900, through service was
operated in non-rush hours. On January 27, 1908,
through electric service was operated at all times and
cable operation was finally discontinued after providing
reliable service for more than 24 years.

Brooklyn Bridge Cable Car Anniversary
(Continued from page 1)

reduced unloading time from 48 to 35 seconds and
trains operated on a 75-second headway.
On June 18, 1898, the first through train operated
from Park Row to Sheepshead Bay. Motive power was
the cable to Sands Street and steam in Brooklyn. The
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(Continued on page 8)
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The Genesis of “Dashing Dan”
(Continued from page 7)

(Continued next issue)

for Brooklyn R service, additional R-46s were assigned
to F. The new assignment is as follows:

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

NUMBER OF CARS

be replaced by new equipment.
Effective at that time, R trains will operate in accordance with the following schedule:
On weekdays, R trains operate in two segments, with
17 trains of R-46s between Forest Hills/71st Avenue and
Whitehall Street and with 11 trains of R-160B-1s between Court Street and Bay Ridge/95th Street. Trains
must be wrong-railed in one direction between Court
Street and the double crossover just north of Jay Street/
MetroTech. On weekends, R trains operate between
Forest Hills/71st Avenue and Bay Ridge/95th Street via
the Manhattan Bridge.
Because R-160B-1s were transferred from Jamaica

AM Rush

PM Rush

R-46

138

128

R-160B

270

260

NYC Transit is keeping passengers informed by posting signs at the affected stations. New signs fabricated
in the sign shop were trucked to Coney Island Yard,
placed in an 8-car train, and distributed to the affected
stations. The new signs covered the permanent signs.
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
assigned R-62s began to appear on 1 each weekday
in concert with a revised car assignment plan that started on May 30. This was ostensibly to relieve spot shortages on the critical Broadway-Seventh Avenue Local,
given that its assigned fleet of R-62As has declined by
20 cars over the past several years while service demands have not.
After the fourth set of R-142As (7226-30) had been
dispatched from 6 service to the Kawasaki plant by
June 21, another round of fleet changes were completed by the time new schedules went into effect on June
30. The second train of R-62As (1721-5 and 1731-5)
was transferred from 7 to 6 on that date, joined by a
single 5-car unit from 1 (2191-5) to create a tiny, combined fleet of 25 which, as it grows in the months to
come, will be relied on to support the R-142As that remain on 6. The initial R-62A train was largely confined
to PM rush hour 6 service after its arrival in January,
but on the ironic date of Saturday, July 6 one of those
two consists (cars 2191-5 and 1741-5), made its offpeak debut in 6 service. As the second R-62A train
was assigned to 6 on June 30, R-142As 7666-75 were
correspondingly shifted from 6 to 4 and 7061-70 from
4 to 5. These moves optimized the overall equipment
distribution on the Subdivision “A” lines to the following
as of June 30:

Hello, Everybody!
Summer is here at last as this is written in mid-July,
sultry as this 2013 edition may be, and with it comes a
chance to catch up on things once again…Let’s Go!
R-62A Unitization
Starting on May 30, two 3-car R-62A units were officially assigned to S 42nd Street Shuttle. In reality the
Shuttle uses 10 of the single unit R-62As from the Livonia-based pool of 20 that are available, which may or
may not be unitized. As of July 15, the identity of the
third 3-car unitized set had still not been determined.
R-188 Progress
Early efforts to eventually transform rolling stock on 7
to a fleet of 506 New Technology Trains have been generally unchanged since our last look earlier this year,
with no further deliveries through the month of June.
Converted CBTC R-142As 7211-5 were finally moved to
Corona as of June 29 and can sometimes be found
wandering along 7, while its companion (7216-20 plus
“C-car” 7899) remained in stir at E. 180th Street as of
July 15, along with the first R-188 Pilot Train (7811-21).
The second R-188 Pilot Train (7822-32) was moved to
Coney Island on June 14 and has been observed doing
various tests on the Sea Beach and Culver Lines, as
well as performing overnight parking brake drills on the
steep grades of the Manhattan Bridge approaches. According to the latest available project estimates (April,
2013), delivery of the remaining 66 “new” R-188s (7833
-98) will commence in the fourth (October) quarter of
2013 and continue for nine months, while arrival of the
remaining 370 CBTC R-142As, along with their 37 companion C-cars (7900-36) won’t start until the first
(January) quarter of 2014 and will then carry on through
the end of 2015. Whatever the case, MTA is anticipating
the arrival and acceptance of all 88 R-188s to occur in
time for its projected opening of the 7 extension to the
Javits Center at 11th Avenue & W. 34th Street in Manhattan in June, 2014.
Pushing & Shoving on Subdivision “A” (R-62A and
R-142 Moves)
On the flip side of things, the real-world fleet implications of removing 380 R-142As from passenger service
for their conversion to CBTC and R-188 compatibility
has wrought a definite pattern of car shuffling between
Subdivision “A” routes to satisfy current-day scheduling
requirements. After the initial deployment of a lone R62A train on 6 and departure of the third set of R142As (7221-5) to the Kawasaki Yonkers plant in early
2013, five other R-142As (7676-80) were exported from
6 to 4 as of April 22. Their receipt, in turn, was counteracted by the release of R-142s 7051-60 from 4 to
5. In addition, a train or two of GE-equipped, 3-

ROUTE

CARS ASSIGNED

CARS REQUIRED

1

370

340

2

395

330

3

315

250

4

405

350

5

375

330

6

460

400

7

409

352

S

20

10

Miscellaneous Subdivision “A” Happenings
As alluded to last time, the former South Ferry outer
loop was reopened as an interim south terminal for 1
on April 4, 2013 after a closure of just over four years.
Some patching up of the existing station was necessary,
as was the restoration of its hallmark platform extenders, which are interlocked with a positive stop signal at
the north end of the platform. The station is reached by
a newly crafted, if temporary, passageway that reaches
to the newer terminal’s mezzanine, joint with that of the
Whitehall Street (R) station. As previous, this terminal
(Continued on page 10)
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requires that only the first five cars of any 10-car train
be opened, which often precipitates a flurry of public
address announcements at Rector Street southbound, if
not a “clean out” performed in person by the attending
Conductor. Restoration work on the newer (2009) South
Ferry terminal remains in its earliest stages and is not
expected to be complete before 2015.
As is usual in the summertime, single unit R-62As
have been deployed on Subdivision “A”’s refuse trains
to provide air-conditioned resting places for their otherwise busy crews. This season, “middle” car 1933 and
full width cab-equipped 1936 from S have been assigned to the 239th Street-based Main Line train since in
early June, while 1908 was used on “7-Ash” out of Corona in June and succeeded by 1910 in early July. 7Ash serves both 7 and various Subdivision “B” routes
associated with the Broadway trunk, which require that
it be powered by one of the single-unit R-62As
equipped with four trips (1901-8 and 1910).
Pump reacher conversion work on former Subdivision
“A” Prototype R-110A unit 8001-5 appeared to stop by
late May, with the cars being stored in the yard.
Retired R-33S work motors 9317, 9328, and 9338
were removed from the property in June, being trucked
to the Sims (ex-Naporano) facility in Newark to join the
R-44s and several other retired Subdivision “B” cars.
Additional retired work motors were expected to follow
suit through the summer, thus far being generally identified as both single-unit and married-pair R-33s.
Miscellaneous Events on Subdivision “B” and Staten Island Railway
(First, an addendum): On September 28, 2012 a
mixed Alstom/Siemens R-160B train consisting of N8742-41-40-39-38/9053-4-5-6-7-S appeared on Q.
Combinations of this type are generally shunned as a
rule because of potential electronic incongruities between the two designs of propulsion equipment.
On April 3, 2013 a single set of Jamaica-assigned R46s (5816-7-5-4) was operated on G all day.
Normal service was restored on A to Far Rockaway,
along with the companion S from Broad Channel to
Rockaway Park, to great fanfare on May 30. H shuttle
service that had been running since November, 2012
between Far Rockaway and Beach 90th Street-Holland
was thus discontinued and its captive R-46 units returned to regular assignments out of Pitkin Yard.
To counteract a potential equipment shortfall at East
New York as the original 340 R-160A-1s continue their
first long-term SMS (begun in March), as well as accommodate upgrades to both the R-143s and CBTC R160A-1s (8313-76), a string of 12 Phase I R-32s was
imported from 207th Street on June 8 (3452-3, 3610-1,
3618-9, 3621/3644, 3736-7, 3924-5). The first such 810

car train then entered J service on June 19.
On June 5, MTA announced that it would suspend
regular R service for up to 14 months starting in August, 2013 (more recently reset to commence in early
September). This is to accommodate an almost-total
reconstruction of the Sandy-ravaged Montague Street
Tunnel, during which the line will be divided into two
segments on weekdays (Forest Hills to Whitehall Street
and Court Street to 95th Street) and combined to operate across the Manhattan Bridge on weekends. The
weekday version will have two separate groups of cars
assigned (Jamaica R-46s on the Queens side and Coney Island R-160s on the Brooklyn side), with a quantity
of the latter to be temporarily reassigned from Jamaica
for the interim.
At the same time it was also revealed that G service
from Brooklyn will be truncated at the Nassau Avenue
station across several weekends for the balance of
2013, similarly to allow the complete replacement of
power and signal facilities in the “Greenpoint Tunnel,”
which was also consumed by the seawaters of Sandy.
This service change entails no special equipment assignments.
MTA Staten Island Railway R-44SI cars 406 and 399
were involved in a sideswipe incident during May, with
the latter revisiting Coney Island Overhaul Shop, presumably to receive repairs. It was soon joined there by
Staten Island A-car 398, which was also being evaluated for possible remedial work. This may be due to continued limitations at Clifton Shop after it was inundated
by New York Harbor as part of Sandy’s storm surge.
The Annual Summer Swap
In a hint of things to come (both short- and long-term),
overnight on June 21 and 22 a single R-160A-1 test
train (8332-31-30-29/8496-5-4-3) was operated in simulated service on C between 168th Street-Washington
Heights and Euclid Avenue. Starting with the summer
schedule on June 30, five such consists were assigned
to C on a full-time temporary basis, supplementing the
otherwise normal majority of 8-car Phase I R-32 consists. (Note that there are no R-46s in use on C as of
July 15, in contrast to past years). The R-160-A-1s are
based at Pitkin Yard while in use on C, are not to be
laid up at 207th Street or the underground yard at 174th,
and in the PM rush hour are even assigned to specific
intervals. As of July 15, 2013 there were 48 such cars
assigned to C forming the five 8-car trains: 8377-80,
8393-6, 8401-8, 8453-6, 8481-4, 8493-6, 8517-20, 8649
-52, 9947-50, and 9959-66. This allocation may be expanded even more or changed out with other R-160-A1s from East New York as summer progresses and fleet
availabilities fluctuate.
Conversely, sixteen additional Phase I R-32s were
transferred from 207 Street to East New York on June
30, also for provisional, seasonal service on J and Z
(Continued on page 20)
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Commuter and Transit Notes
METROPOLITAN TRANSPORTATION AUTHORITY
In the aftermath of the devastation caused by
Superstorm Sandy last October, MTA announced on
July 31 that it had secured $200 million of insurance
protection that would help pay for any future damages
to its infrastructure. The transaction provides protection
in the unlikely event that the water level reaches
designated heights in the New York City Metropolitan
Region during any hurricane, tropical cyclone, or
tropical storm through August 5, 2016.
The $1 so-called “green” fee that has been assessed
since the March fare increase for new MetroCards has
reaped a windfall for MTA. As of July, more than 10
million cards have been sold and MTA expects to print
60 million fewer MetroCards next year. My observations
are that there are rarely any MetroCards laying around
on floors next to the box for discarded cards.
MTA METRO-NORTH RAILROAD (EAST)
On Thursday, July 18, at 8:29 PM, just as a northbound CSX train composed of 24 garbage cars entered
the Spuyten Duyvil station, 10 of its mid-train cars derailed, destroying 1,500 feet of track. It was later determined that both tracks had sustained damage. No injuries were reported among the three-person crew. The
train had originated in Oak Point Yard and this incident
occurred in the narrowest portion of the line, as there
are only two tracks that are sandwiched in a rock cut. I
received the first alert at 9:05 PM and within minutes,
Hudson Line service was suspended. Bus service was
quickly arranged between Marble Hill and Riverdale,
where rail connections were available. Metro-North advised riders to use the Harlem Line if possible. On a
typical weekday, there are about 25,000 riders.
At 1:42 AM the next morning, the AM Peak service
plan was announced and a special schedule was posted on the MTA website: Half-hourly via local service
from Croton-Harmon to Yonkers and hourly from Poughkeepsie all stops to Croton-Harmon, then Tarrytown and
Yonkers. After 10 AM, one local and one express operated using the same plan. From Yonkers, MTA New
York City Transit assembled a fleet of buses similar to
what it has had to do so many times recently to shuttle
riders between Yonkers and the 242nd Street/Van
Cortlandt Park 1 station. Rail tickets were honored on
1. Since July 19 was the date of the July ERA meeting,
and I usually ride the Hudson Line on those days, this
option was not the one I chose. My wife and I had attended an event in Brooklyn the previous evening, arriving home nearly at midnight, and I decided to take a
later train. Arriving at the bus stop for the Tappan Zee
Express (TZX), there were two buses going to White
Plains, where I would transfer to the Harlem Line” a lo11

No. 298
by Randy Glucksman

cal on which I was already seated (and paid), or the
Orange Westchester Link (OWL), which both had 8:04
AM departure times. As it turned out, the OWL arrived
just before the TZX departed, so everyone transferred
to the OWL after their fares were returned. The Coach
USA bus experienced some air pressure problems en
route to White Plains, but my arrival on the platform was
one minute before a limited express, which worked for
me.
During the afternoon it was announced that train service would not resume and so additional schedule information was posted on Metro-North’s website. From
Yonkers, between 4:30 and 6:30 PM, there were two
trains per hour to Poughkeepsie, and from 4:51 to 8:51
PM local service operated half-hourly to CrotonHarmon. After those times until the end of service, there
was hourly service to Croton-Harmon and Poughkeepsie.
For my homeward trip, I briefly considered riding 1 to
242nd Street and trying the shuttle bus, but with the
amount of time required for this part of the ride being an
unknown, it would have required me to leave the meeting too early. As it turned out, the meeting, which had a
very interesting program, ended before 9 PM. However,
even with this additional time, I still believed that it
would be cutting it too close, so I caught an earlier Harlem Line express and waited at the bus terminal in
White Plains for the TZX bus, the same one that I normally catch at Tarrytown.
For the weekend of July 21-22, there was a reduced
train schedule of 40 trains in each direction. On a typical
Saturday, there are 59 and on Sundays, 53. The passenger count for Saturday was a little over 3,000.
Photos on the Internet, including SubChat, showed
the damage caused by the derailment. A private firm, R.
J. Corman, was shown working alongside Metro-North
and NYCT forces to remove the damaged cars and repair the tracks. Due to the extensive damage to one of
the trucks, Metro-North forces had to completely rebuild
it on site.
Two concerts, starring Jay-Z and Justin Timberlake,
were held in Yankee Stadium on July 19 and 20. It had
been planned to operate extra service following the
service plan used for Yankee games. However, only the
shuttle trains between Grand Central Terminal and the
Stadium operated. PDF versions of the timetables were
available on the Internet.
Regular schedules with 15-minute delays, returned for
the morning of Monday July 22. However, trains singletracked between CP 10 and CP 12. Later in the day, a
late-evening suspension of rail service was announced
(Continued on page 12)
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effective 10 PM to continue the repair work and
expedite removal of the damaged cars. Passengers
were told to ride Hudson Line trains that were rerouted
to Mt. Vernon West, where they would board shuttle
buses to bring them to Yonkers. There were several bus
routes. Ironically, in an email sent by member Dave
Klepper during the overnight (Sunday into Monday), he
suggested this routing, as it requires less travel time. A
word of caution was given to those who opted to ride
regular Harlem Line trains, as there could be a delay of
up to 60 minutes as the buses were there to connect
only with the rerouted Hudson trains. Passengers
headed for Yankees-E. 153rd Street were told to utilize
4 or D. For University Heights and Marble Hill,
passengers were “strongly urged” to ride 1 to 207th
Street. Hudson Rail Line buses from Mt. Vernon West
served Spuyten Duyvil, Riverdale, and Ludlow. The last
northbound Hudson Line trains departed from Grand
Central Terminal at 9:47 PM (Train #867 to
Poughkeepsie) and 9:51 PM (Train #789 to CrotonHarmon). Southbound, they were Train #890 (7:56 PM
from Poughkeepsie) and Train #790 (9 PM from CrotonHarmon). As of Tuesday morning, seven of the ten cars
had been removed, and by Thursday night, the final
three cars were gone. This service plan continued
through July 26.
Over the weekend of July 27-28, rail service operated
in two sections: Grand Central Terminal to Mt. Vernon
West and Yonkers to Poughkeepsie, following the same
late-night bus bridge plan detailed above. Normal
service using both tracks with minor delays resumed on
Monday July 29.
There was yet another derailment, this time affecting
Harlem and New Haven Line trains. This incident occurred before 4 PM, when an alert was issued that
Harlem Line trains would not be making stops between
Melrose and Woodlawn. Riders were told to ride to Mt.
Vernon West and transfer to southbound trains. Until
service resumed with Train #367 (6:49 PM Grand
Central Terminal/Mt. Vernon West), trains were delayed
between 15-20 minutes. Service was reported as
operating on time at 8 PM.
The next phase of right-of-way work in the Bronx
began on August 5. Adjustments were made to one AM
and two PM Harlem Line trains. On the New Haven
Line, two inbound and three outbound PM trains
required time adjustments. Temporary construction
schedules were issued for the Harlem and New Haven
Lines, August 5-September 2. However, they were only
available on the Internet. The New Haven schedule has
a note that the West Haven station would open on that
date.
On August 15, a notice was issued that warned of ad-

ditional schedule changes due to an expansion of work
on this project, including a bus shuttle at Melrose and
Tremont. Three trains that were canceled/combined on
July 1 have been restored. Timetables were only available on the Internet. I found signs posted on the “Gold
Kiosk” that this work will continue into the fall.
The 45-year old GP-35R diesel-electric locomotives
will be completely overhauled under a $9.68 million
contract that was awarded to Brookville Equipment
Corp. In addition, positive train control (PTC) equipment
will be added to the locomotives, which are primarily
used for work service. Although the contract calls for
seven units to be overhauled, Metro-North only owns
six, 101-106. It seems that the seventh unit will be
obtained by Brookville, and Metro-North will receive a
$40,000 credit for the salvage value of GP-8 543, which
has been out of service since 2010.
MTA METRO-NORTH RAILROAD (WEST)
A new Pascack Valley/Port Jervis Line timetable was
issued effective August 4 with new Secaucus Junction
connection times due to NJ Transit changes.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The M-8 status was updated on July 24 and shows
252 cars conditionally accepted and 10 undergoing
Kawasaki inspection. At the end of July, Bill Zucker had
observed 9100-9227, 9230-67, 9270-9, 9284-95, 92989305, and 9318-21, for 200 cars.
The West Haven station opened on August 18, and a
timetable for August 18-September 2 was issued. This
is the second station opening on the New Haven Line in
less than two years. On December 5, 2011, Fairfield
Metro opened. For now, all trains that stop at New Haven will also stop at this station, and that includes Shore
Line East.
MTA LONG ISLAND RAIL ROAD
Due to construction work associated with East Side
Access, specifically the installation of concrete slabs,
special timetable (cards) were issued for all branches
except Hempstead, Far Rockaway, Long Beach, and
West Hempstead. Once in place, LIRR says the slabs
will allow for service to continue without further
cancellations while the westbound bypass is built.
Without the slab, weekend LIRR outages would have
been required for many months. Between July 22 and
August 16, three AM Peak Hour and two PM Peak
trains were canceled. On the AM, they were on the Port
Washington, Ronkonkoma, and Babylon Branches. The
PM trains were destined to Wantagh and Babylon. In
addition, one Long Island City train to Speonk originated
in Jamaica, as did one Port Jefferson train that normally
operates from Hunterspoint Avenue. A brochure explaining the details was issued.
During the fourth week of July, member Richie Schulman was unable to book a Hamptons Reserve seat on
The Cannonball for that Friday. He also learned that the
train was sold out for the rest of the year.
(Continued on page 13)
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During July, the timetable rack that had been positioned on the east wall of the LIRR Concourse between
Track 18 and the LIRR Ticketed Waiting Area at New
York Penn Station was moved to the rear wall of this
section.
Member Larry Kiss sent an article from Newsday
(July 22) reporting that some time prior to the opening
of East Side Access, Oyster Bay riders would lose their
direct rides to anywhere other than Mineola, because
everyone would be required to transfer from “Scoot”
diesel shuttles that LIRR anticipates would be running
on this line and also east of Ronkonkoma. $37 million
has been allocated for the purchase of such vehicles.
For example, on the Oyster Bay Branch, the two-car
trains would operate on 30-45-minute headways. At present, midday headways are two hours. LIRR President
Helena Williams said that eventually the railroad would
like to introduce “Scoots” to the Port Jefferson Branch
between Huntington and Port Jefferson. The Atlantic
Branch between Jamaica and Atlantic Terminal would
also be a shuttle, but would retain the equipment that it
presently uses, from a new platform to be constructed
at Jamaica.
For the U.S. (Tennis) Open, Timetable #1 was issued
for August 20-September 2. Due to the systemwide
schedule change taking effect on September 3, there
will be a Timetable #2 for September 3-9. Details of the
September 3 schedules will be published next month.
This is the second consecutive year that this has been
done.
NJ TRANSIT
Beginning at 4:15 PM July 17, NJ Transit reported that
all westbound Northeast Corridor (NEC) trains between
Metropark and Trenton were subject to indefinite delays,
due to Amtrak overhead wire problems. Westbound
NEC trains did not stop at Metuchen, Edison, or New
Brunswick. Passengers were told to travel to Princeton
Junction, then board an eastbound train for those stops.
Suburban Bus began cross-honoring rail tickets at 4:42
PM. It got worse, because at 5:05 PM, Northeast Corridor trains were subject to 1-2-hour delays westbound,
and 30 minutes eastbound, while North Jersey Coast
Line (NJCL) trains were subject to 20-30-minute delays.
At 5:26 PM, westbound trains resumed making stops at
Metuchen, Edison, and New Brunswick with up to 1hour delays. By 6:16 PM, NJCL delays were reduced to
10-15 minutes and NEC were 20-30 minutes. By 9 PM,
service was reported as operating on or close to schedule.
Due to the extreme heat during the third week of July,
waiting room hours were extended until 11:59 PM July
19 and then also over the weekend. In addition, track
assignments for trains departing from Hoboken were
posted 20 minutes in advance and buses departing the
13

Port Authority Bus Terminal permitted the early boarding
of ticketed customers, once the bus had arrived at the
departure gate.
The weekend bus replacement service for the “Dinky,”
as was reported in the August Bulletin, was extended
to the first weekend of August. Buses depart up to 30
minutes prior to the scheduled train. Trains are given
five minutes to make the run from Princeton to
Princeton Junction.
Then, on August 8, I received an advisory that the
shuttle would be replaced over the weekend of August
24-25, and upon completion of work: “the existing
Princeton Rail Station will be permanently closed.
Shuttle buses will continue to use existing bus stop near
this station during the weekend of August 24-25.
Beginning Monday, August 26, a new, temporary
Princeton Rail Station will open approximately 1,200
feet east of the current location.”
Rail service operated to MetLife Stadium for a Bon
Jovi concert on July 27. Most of the trains shuttled
between Secaucus Junction and the stadium, and a
special PDF timetable was posted on the NJ Transit
website, as was one for a Kenny Chesney concert on
August 10. The PDF was very similar to what was used
for the Taylor Swift concert on July 13 (August Bulletin).
New timetables were issued for all lines except
Atlantic City, Montclair-Boonton, and Morris & Essex
effective August 4. The covers of the Main/Bergen and
Pascack Valley contained a box reading “Secaucus
Connections Revised,” but retained the June 2 date with
“Revised 8/4” added. The Northeast Corridor and North
Jersey Coast had “as of 8/14/13”, with “Revised
Temporary Schedule for Track Project” and “Weekend
Summer Shore Express Service,” respectively.
Two weeks after the last update, the status of NJ
Transit’s post-Sandy rail fleet was revised on July 23
and then several times after. The bolded numbers are
the latest. The number of daily trains reported in the
July Bulletin remains unchanged. I cannot explain why
the number of damaged rail cars increased.
TYPE

TOTAL
FLEET

VEHICLES
DAMAGED

RETURNED
TO
SERVICE

AWAITING
REPAIR

AVAILABLE
FOR
SERVICE

CURRENT
PERCENTAGE
AVAILABLE

Rail
Cars

1147
1152

272
273

155
173

117
100

1030
1052

90%
91%

Locomotives

207

70

48
51

22
19

185
188

89%
91%

Total
Fleet

1354
1359

342
343

203
224

139
119

1215
1240

90%
91%

Member Andrew Grahl saw multi-levels 7687, 7680,
and 7707 heading south on a CP freight at Saratoga
Springs on August 3
Even though they are for sale, the P-40-DCs continue
to see occasional service on the Atlantic City Line.
Member Bob Vogel spotted 4801 & 4802 on July 20,
(Continued on page 14)
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while waiting to photograph the Juniata Terminal special
train as it passed through North Philadelphia.
On August 10, Bob reported seeing Train #4673,
which had an all Comet V consist, the first time that he
could remember having seeing such a consist. For quite
some time the Atlantic City trains have had a Comet V
cab car with Comet II and Comet IV coaches.
METROPOLITAN AREA
Another rally was held on July 6 to generate support
for a restoration of service over the abandoned LIRR
Ozone Park Branch to the Rockaways. Sponsored by a
group that calls itself the Queens Public Transit
Committee, one of its members, Ronald Carroll, said:
“During the early part of the 20th century, the line ran
from Rego Park to Rockaway Beach, stopping at
stations in Glendale, Woodhaven, Ozone Park, Howard
Beach, and Broad Channel. The last day for
passengers on the line was June 8, 1962.” Six years
later, Carroll said, MTA considered a plan to restore
service, but the city was facing a fiscal crisis and the
project was ultimately canceled. As recently as 2001,
MTA suggested routing the proposed AirTrain service to
JFK Airport over the line. The proposal was approved
by advocacy groups, but area residents worried about
rising noise levels and the negative effects it could have
on the neighborhood’s aesthetics. Carroll added that
train service could be used with AirTrain. In March, with
the approval of USDOT, a portion of Sandy relief
funding was allocated to this project (May Bulletin).
Thanks to member Al Holtz for forwarding this report.
AMTRAK
Member Dave Safford forwarded news from The Philadelphia Inquirer that the Coatesville station is set to
undergo an $18+ million rebuilding. Long neglected and
now seriously dilapidated, it serves only 15,000 passengers a year, 33,000 less than the next most lightly used
station on the Keystone Corridor. Officials believe that
the upgrade will not only benefit Amtrak, but the entire
surrounding area of Coatesville, itself a down-at-theheels community. They point out new development by
Lincoln University linked to the area’s improvement, and
a large number of other contingent projects in the planning stage. With other projects completed or moving to
construction, the Coatesville work will give Amtrak new
or substantially renovated stations the length of the
Keystone route, "one of Amtrak's highest ridership corridors."
Member Bill Ingolia forwarded a link to a YouTube video that showed ACS-64 Sprinter 601 performing some
high-speed runs at the Transportation Technology Center in Pueblo, Colorado. Here is the link: http://
www.youtube.com/watch?v=HbHIUFajhbM.
MUSEUMS
My son forwarded information that three historic
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Cleveland trolley cars have been donated by the Greater Cleveland RTA to the Northern Ohio Railway Museum in Chippewa Lake. The Cleveland RTA Board authorized the donation after the museum agreed to accept the responsibility of stewardship for Shaker
Heights Rapid Transit center entrance car 12, Cleveland Transit System Rapid Transit car 109 (restored in
1990 by RTA), and Cleveland Transit System Line car
024, rebuilt in 1960 from Shaker Heights Rapid Transit
car 17. The museum will also responsible for moving
the cars, an operation expected to cost between $3,000
and $7,000 per car, and the museum is seeking donations to help pay for the moving expenses.
Contributions can be made to the Northern Ohio Railway Museum, noting “RTA Historical Rail Car Fund” on
the check memo line and sent to the museum at P.O.
Box 458, Chippewa Lake OH 44215. For more information,
go
to
www.trainweb.org/norm/
index.html#trolley.
INDUSTRY
A bill to delay the implementation of positive train
control (PTC) was introduced by Senator John Thune
(R-South Dakota) on August 1. Under his proposal, the
effective date would move from December 31, 2015 to
December 31, 2030. There are also several cosponsors. Thanks to Progressive Railroading for this
report.
SUPERSTORM SANDY FOLLOW-UP
The Montague Street Tunnel, used by R trains,
closed at 11:30 PM August 2 to repair damage caused
by Sandy. Weekdays, R service operates in two
sections: 95th Street to Court Street and 71st Avenue to
Whitehall Street. On weekends the line is whole,
operating via the Manhattan Bridge. Late-night shuttle
service between 95th Street and 36th Street is
unaffected. This will be in effect until October, 2014.
(See page 20.)
STILL OUT:
MTA NEW YORK CITY TRANSIT (SUBWAY)
1 To the new South Ferry station
NJ TRANSIT
Pre-Sandy schedules on the Main/Bergen, MontclairBoonton, Morris & Essex, and North Jersey Coast
Lines.
PORT AUTHORITY TRANS-HUDSON CORPORATION
Weekend service to World Trade Center.

THE HEAT!!!
Much of the nation was suffering under extreme heat
from late June to mid July, which resulted in many
transit systems (or the owners of the track)
implementing slow speed orders. Metro-North advised
New Haven Line riders that they might experience 1015-minute delays. On July 21, Senator Chuck Schumer
(D-New York) held a press conference in Grand Central
Terminal in which he requested a review of the region’s
(Continued on page 15)
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infrastructure to determine what upgrades would be
required to make transit systems more resilient to the
extreme temperatures, this in light of the rash of recent
derailments. During the previous week, catenary and
track issues delayed NJ Transit commuters (please see
above). The Senator would like the review completed so
that funding could be included in next year’s transportation reauthorization bill.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
As of July 22, by member Todd Glickman’s observation, the four-car Hyundai-Rotem test train had not
moved from its spot outside of the Boston Engine Terminal (BET) for 10 days. When I asked Todd about a week
later, he responded: “Rumors are that there are still
problems being addressed by Rotem, and so the cars
have yet to be accepted.” The following day came this
report: “Still no word on the specific issues, but that train
plus three additional cars that were delivered last week,
were moved last night (August 5) from the Valley Track
in front of BET to the layup yard behind BET. In addition, two additional cars (821, 1817) were delivered last
night.” So the current status, courtesy of NETransit, is:
● New Coaches: 75 cars on order total, 12 in service,
63 in testing or awaiting delivery
● Unaccepted cars at BET: 7 Control Trailer Coaches
and 7 Blind Trailer Coaches: 807, 808, 810, 815,
817, 819, 821, 1805, 1806, 1808, 1810, 1814, 1816,
1817.
● Awaiting delivery from Rotem (49 cars): 809, 811814, 816, 818, 820, 822-846, 1807, 1809, 18111813, 1815, 1818-1827.
For the Lowell Folk Festival, there were two extra
trains departing for North Station at 11:35 PM Friday
July 25 and 12:35 AM July 28. Todd forwarded the alert
that reported these trains as being “unscheduled.”
As was reported in the April Bulletin, half of the Longfellow Bridge connecting Boston with Cambridge was
closed to traffic. The work began on July 21, and for the
next 3½ years, cars are not permitted on the bridge in
the Cambridge bound direction. Weekend Red Line riders will have to use buses beginning August 10-11.
There are to be 24 of them, according to a report in The
Boston Globe.
Another planned construction project, the one at Government Center, which was slated to be closed for two
years starting in September (January Bulletin), will be
delayed until the Callahan Tunnel reopens next spring,
hoping to avert a looming travel nightmare. The earliest
that this would occur is March, 2014.
MassDOT Directors voted on July 19 to award the
Green Line extension an additional $26 million. This
adds to the $21.8 million awarded in February, 2011.
The project is expected to cost $1.3 billion.
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At the end of July, CapeFlyer officials were reporting
the train a success, with over 9,000 riders carried. 900
were carried over the previous weekend. The $165,000
in fare revenue that has been collected has been
enough to cover the operating costs of the train, and on
August 11 it was announced that the service would be
extended until Columbus Day.
Starting July 31, the funding aspects of the new transportation funding law went into effect with tax hikes on
gas and tobacco – an additional 3 cents per gallon, and
$1 per cigarette pack. Additionally, there can be no
more “budget-busting” MBTA fare hikes because of the
new law; MBTA can raise ticket prices only once every
two years, and by no more than 5% each time. By January 1, the agency will have to solicit proposals for sale
or leasing of naming rights to stations and study whether it would be feasible to establish tolls along the state’s
borders. The “T” must also establish a premium parking
program at three high-traffic lots where people will be
willing to pay extra for an assigned spot. These are only
a few of the requirements.
During the week of August 5, MassDOT announced
that MBTA and its contractor Massachusetts Bay Commuter Rail had completed the final steps in taking control of the Worcester/Framingham Line from CSX. “By
taking over the dispatching duties this week, the state
can now give absolute priority to passenger service
along the line,” said MassDOT Secretary and CEO
Richard A. Davey. Thanks to Todd for these reports.
Governor Deval Patrick, along with several state
transportation officials, toured the Housatonic Line by
rail on July 30 as the state considers a return of passenger service, which connects Pittsfield, Massachusetts
and Sheffield, Connecticut. The line presently has
freight service. A proposal to return passenger rail service to the 90-mile corridor between Pittsfield and Danbury, Connecticut, has been discussed for the past several years. In Danbury, riders would connect with MetroNorth. The cost to restore service was put at $113 million for track rehabilitation, signal system installation,
grade crossing improvements, and construction or reconstruction of six stations along the corridor within
Massachusetts, administration officials said. Governor
Patrick said that his state could afford the project, but
Connecticut would also have to commit to sharing in the
cost. (Editor’s Note: A colleague told me that he believed
that the train used came from MBTA. On the Internet, I found
a posting that the last passenger train operated over this line
on April 30, 1971, under Penn-Central.) Thanks to Progressive Railroading for this news.
LINDENWOLD, NEW JERSEY
From member and retired PATCO Superintendent Bill
Vigrass: “The DRPA.org web site reported that the first
rebuilt PATCO car is due back shortly after Labor Day.
The original schedule was March, 2013, but it does not
surprise me that they are late. In rebuilding there are
(Continued on page 16)
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often surprises when cars are disassembled. Indeed,
each car may be different. PATCO is retaining the
traction motors (GE-1255-A3) and their GA56 gear
units. This is 1965 technology. I argued against it and
lost. They aren’t saving money.”
The DRPA Board did approve the $102.8 million Ben
Franklin rail replacement project, as was reported in last
month’s Bulletin. Thanks to Dave Safford for this
report.
PHILADELPHIA, PENNSYLVANIA
Dave Safford wrote about this report from The Philadelphia Inquirer: “In the teeth of the fact that there is
no money in sight for any transit construction whatever,
SEPTA revealed at a public meeting on July 16 that it
has been plowing ahead with planning for a branch from
the Norristown High Speed Line to King of Prussia and
Valley Forge. Planners have reduced the optional routings from 30 to 12 (maps are online at
www.kingofprussiarail.com), with three main ‘areas of
interest.’” No cost estimates were given. Reported public comment seemed to focus negatively on a proposal
to run an elevated line down US 202 (DeKalb Pike).
Member Lee Winson reported (also from The Philadelphia Inquirer) that some attendees were opposed to
the project, not wanting to encourage more city people
to come out to the area or attract people without cars.
Other attendees noted how bad traffic is and the need
for a rail line.
Member Alfred Gaus Jr. sent a report from The Philadelphia Inquirer, which reported that in the year ending
June 30, SEPTA set a new ridership record by carrying
36,023,000 riders, its highest since it assumed control
of its commuter lines on January 1, 1983. Back then
ridership was 27,109,824. A graph that accompanied
the article showed the lowest taking place in 1983 when
SEPTA employees went on strike for 108 days and only
12,856,207 riders were carried.
From member Bob Wright: “The subway-surface lines
are all running 'over the top' this week (August 5-11) to
facilitate maintenance work in the tunnel — mostly overhead wire replacement and repair, but other work is being done as well. I passed through the area on the El
this past Tuesday PM peak and crews were busy cleaning and touching up finishes at both 19th Street and 22nd
Street westbound stations. The operation started last
Friday (8/2) at 10 PM and things will be back to normal
Monday AM (8/12). Route 10, which is busing, is, interestingly, following the rail diversion route exactly — instead of buses going to Market Street, they turn a halfblock north onto Filbert Street and load/unload on Filbert Street west of 40th. I observed and photographed
the operation of the cars on Tuesday PM peak, and
there were long lines on Filbert Street, basically being
brought around the corner to 40th & Market one by one,
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loaded up, and sent on their ways. There is a good deal
of street supervision controlling the operation, which at
least keeps things moving. Unfortunately, because of
the long line of waiting cars on Filbert, inbound passengers were being discharged as cars came to a stop in
the line and riders had to walk the 1-2 blocks to the 40th
Street El station. I haven't had a chance to watch it, but
I've been told the AM operation is similar, since folks
would rather not sit in cars waiting to get to the El.”
“One other note — in the August Bulletin, you had a
report on the four Silverliner Vs that were funded by
DelDOT for the Wilmington/Newark Line. The cars do
indeed have SEPTA markings and heralds, just like the
other Silverliner Vs. The difference is that they have
small State of Delaware shields near one door on each
side in the window band. I recall a fan telling me about
these cars having no SEPTA emblems, etc. before, but
they indeed do.” Bob attached a photo of 736 along with
a shot of the seal — 736 was on display at Fern Rock
last fall as part of the Rail Roadeo there.
WASHINGTON, D.C. AREA
Member Steve Erlitz emailed that at approximately 10
AM, Sunday July 28, a CSX train derailed just south of
the Camden station, blocking all tracks, and that MARC
was in communication with (operator) Bombardier regarding the service for Monday morning. No injuries
were reported. Initial plans called for service to begin at
Dorsey and those trains scheduled to stop at St. Denis
would stop. There would also be a bus bridge between
Camden and Dorsey. A decision regarding the morning
service, affecting six trains, was promised by 10:30 PM
Sunday night. At 10:15 PM came the announcement
that a track would be available past the derailment site
and that service would be normal with possible 15-20minute delays.
Maryland’s Governor, Martin O’Malley, announced on
August 5 that the state would seek a private company to
build and maintain the $2.2 billion, 16-mile Purple Line.
In the industry, this is known as DBOM (design-buildoperate-maintain). Thanks to member Pete Donner for
this news.
Steve Erlitz drove to Air and Space at Dulles on August 3, and saw two two-car Washington Metro test
trains on the line even though line has not been turned
over to Metro for testing. That will not happen until October.
July 23 marked the day that the first streetcar ran in
the streets of Washington, D.C. in more than 50 years.
(The actual ending date was January 28, 1962). The
red and gray car accelerated to 30 mph while testing
was performed along H Street. Transit officials hope to
have the line opened by the end of this year. Thanks to
member Jack May for this report.
By a vote of 4-1, Fairfax County Board members approved a streetcar plan — the Columbia Pike Streetcar
Project — on July 16. About $1 million will be provided
(Continued on page 17)
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by Arlington. No details accompanied the report from
The Sun Gazette, which was sent by Jack May.
CHARLOTTE, NORTH CAROLINA
On July 18, the Charlotte Area Transit System held a
groundbreaking ceremony to mark construction of a 9.3
-mile Blue Line extension to the University of North Carolina Charlotte campus. A 2017 opening is expected.
Thanks to Pete Donner for this news from The Charlotte Observer.
ORLANDO, FLORIDA
The Orlando Sentinel reported that the first bi-level
car (2000) arrived in Orlando on July 31. Bombardier is
building nine cabs and five trailers for SunRail service
at their plants in Thunder Bay, Ontario and Plattsburgh,
New York. A special ceremony was held on August 12
to mark the arrival of this car. Phase I, between Orlando
and DeBary, is 31 miles long, has 12 stations and is set
to open next year. Phase II will add five more stations
and 30 miles. Not previously reported in the Bulletin
was the award of a contract on September 8, 2011 to
MotivePower Industries who will supply seven rebuilt
3000-hp locomotives. That contract comes with an option for 13 additional units. Bombardier received a $41
million contract on July 22, 2011 for the aforementioned
base order along with an option for 46 cars.
CINCINNATI, OHIO
City officials signed a $71.4 million contract on July 15
with a firm to construct the first phase of a streetcar system, a 3.6-mile loop from Second Street at The Banks
on the city's riverfront to Henry Street, just north of
Findlay Market in the Over the Rhine neighborhood.
The cost for this phase has been put at $147.8 million.
Funding is to be provided by federal and local dollars.
Thanks to Jack May for sending this report from Progressive Railroading.
DETROIT, MICHIGAN
Despite the city of Detroit filing for bankruptcy on July
19, the private sector investors building the initial segment of the 3.3-mile M-1 LRT say that the filing will
have no effect on the project. Construction is set to
begin this fall. On July 30, a construction contract was
awarded to a California-based firm with experience in
building transit systems. A local Detroit firm has been
contracted to do some of the work.
Member Julien Wolfe added: “I just happened to be
watching some local TV news on a Detroit station the
other day and a reporter interviewed someone in
charge of Detroit's Thanksgiving Day parade, which is
big around here. He described a variety of items, and
then just threw in the news that their route has been
changed this year so as not to be affected by the M-1
light rail (or streetcar) construction that should be underway by then. Who knows, this might happen, and
supposedly the cars will be added on to the Cincinnati
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order — stay tuned.”
CHICAGO, ILLINOIS
Since the Red Line reconstruction project began in
May, ridership is down about 4,600 weekday riders. Chicago Transit Authority (CTA) officials believe they
switched to driving, riding Metra trains or Pace buses,
or simply are not making as many trips as they did before. However, 90% are using the CTA rail and bus service.
CTA’s order for its 7000-series cars will not come with
the “bowling alley” style seating that has proven unpopular in the Bombardier 5000-series cars. There will be
some center-facing seats, perhaps laid out in two- or
four-seat combinations. CTA sought feedback from riders by going into the field and talking with them. Details
of which cars will be replaced were reported in the April
Bulletin. Bombardier is continuing deliveries of the
5000-series (close to 500 are in service); however, next
month bids are due on the proposed 7000-series cars.
Last winter, CTA announced that it planned to purchase
as many as 846 new railcars and spend $2 billion over
the next 10 years, with the first cars arriving in 2016.
Ventra is the name of the new electronic regional fare
collection that was launched on August 5, when participating college students received U-Pass cards. On August 19, Chicago Card and Chicago Plus cards were
sent to registered users, those receiving a card via a
pretax benefit program effective this month. August 26
was the first day of public school and students received
their Ventra reduced fare cards during school orientation. Finally, on September 9, Ventra cards will be able
to be used by all riders and are to be available for purchase at retail locations and rail stations. Thanks to
member Jim Beeler for sending these articles from The
Chicago Tribune.
History was made on August 8, when the last of the
2200-series (2201-2350) cars were retired. These
Budd-built cars entered service in 1969-70. CTA bought
the cars to use on the Dan Ryan Branch of what is now
called the Red Line as well as the extension of the Blue
Line from Logan Square to Jefferson Park. Perhaps
they were best known for their blinker-style doors, but
that was a problem for riders in wheelchairs. Pete Donner, who sent this news, wrote: “I'm going to miss those
cars, not only for the design, but they had forward facing seats by the Operator cab.”
A TEXAS TRIP
On July 25, my wife and I flew from Newark to Houston, the first stop of a multi-city quest for me to catch
up riding some recently opened/extended light rail and
commuter lines. The reason for going to Texas, in what
has been one of the hottest summers in recent memory
was to attend the American Vecturist Association’s 63rd
annual convention, which this year was in Austin. Upon
arrival at George Bush International Airport, and after
collecting our luggage we boarded a shuttle bus to the
(Continued on page 18)
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rental car center. After selecting our car, I drove to the
northern terminal of the 7.5-mile Red Line at the University of Houston-Downtown. I left my wife with the car
and she used the time to visit an art museum. I walked
up a bridge to the University of Houston station, where
turning to the north I could see that a great amount of
work had already been done for the 5.3-mile Red/North
Line extension, which is set to open in December (July
Bulletin). Finding no ticket machine on the platform, I
asked a Train Operator where I could purchase a ticket.
She explained that this was the only station that did not
have the ticket machine on the platform and that it was
located on the other side of the track under the adjacent
building. It turned out that the terminal was not operating, so she told me to board the car and get off at the
next stop and use the machine located there, which I
did. With the headways of 6 minutes it was not a great
inconvenience.
Houston Metro purchased two groups of Siemens SD70 cars, 101-118 and a new 200-series. The highest
number that I saw was 209, but there are to be 19. Most
of the trains had two cars, although I did see a few singles. No one checked my ticket, and neither did anyone
question me about why I was taking photos. All the employees I spoke with were courteous. After reuniting, we
drove to Austin.
While I thought that I was a token collector when I
joined ERA in 1965, it was only after becoming a member of AVA (much later) and purchasing the AtwoodCoffee Catalogue that I became a “collector” and developed an understanding of tokens. Looking back I would
describe myself as being an “accumulator” of tokens.
Dues are a very reasonable $25, and members receive
The Fare Box, a monthly publication. Membership information can be found at Vecturist.com. At all conventions there is a banquet, a “bourse” where attendees
bring tokens to sell or trade, a token auction, and some
type of “transportation” ride, for which a token is issued
and used. This year the ride was aboard a “duck boat”
that was used to take us to the restaurant for the banquet, a narrated sightseeing tour of Austin, and then a
ride on Lake Austin. It is very likely that the logistics involved with combining a dinner with a Metrorail ride led
to this option not being used. As I already rode Metrorail
in May, 2010 (June, 2010 Bulletin), I did not feel the
need to take another ride, and frankly did not have the
time to do so. Following the end of the convention on
Sunday morning, we drove to Dallas. What made the
drive particularly torturous were the heavy traffic, sections of two lanes, and multiple areas of construction.
As we approached Dallas, I was looking for a hill to the
right, which I remembered during my Army days while
stationed at Ft. Hood in 1969 as having a number of
retired Dallas trolleys. So much has changed in these
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40-plus years that I really did not expect to find them.
We visited friends and had dinners with them. However,
Monday was the day I had set aside for rail riding. My
last visit to this area was in December, 1997 (January,
1998 Bulletin). As I just re-read what I wrote at that
time, I found that when describing the then-all-day ticket
that was sold for $2 and had only allowed riding on
TRE, I wrote the exact same words as I did in the paragraph below when describing the current all-day ticket.
Our hotel in Plano offered van service to the Farmers
Branch station of the Green Line, and to get an early
start, I left at 7:15 AM, which would allow sufficient time
for traffic, purchasing an all-day ticket, and taking photos. This ticket is $10, but for seniors it is only $2.50 and
has to be one of the best transit bargains in the country
because it allows rides not only on all DART trains and
buses, but also the A Train, Trinity Railway Express
(TRE), and buses in Ft. Worth, Denton, and Lewisville.
By the end of the day, I would use many of them. I rode
a northbound Green Line car two stops to the Trinity
Mills station and boarded the A Train (a DMU), which
had arrived on an adjacent track simultaneously with
my train. Departure was on schedule, as was the arrival
in Denton. The current timetable is dated January 14,
2013. There are sections of double track and stations
where northbound and southbound trains can have a
meet. Although there are literally a ton of grade crossings, train horns are not sounded as all also have “QZ”
or quiet zone signs attached. I later spoke with the Train
Operator about this, hinting that he had less work, but
his response was that he enjoyed sounding the grade
crossing signal. Trains are all two cars, and there is a
Conductor who rides in the rear car. The TRE RDCs
that were used to launch service on December 30, 1996
were no longer in the yard. I would find them later in the
TRE yard.
Upon return to Trinity Mills, I rode a northbound car
one stop to the terminus, North Carrolton, and then
rode south to Bachman, where I made a round trip on
the Orange Line. At the Beltline station, the tracks that
are visible beyond the station are for the 4.7-mile extension to DFW Airport, which is scheduled to open in December, 2014. I rode the same train to the Victory station and transferred to TRE. The train, which was composed of an F-59 (former GO Transit) locomotive and
two bi-levels (trailer 1062 and cab 1008, also ex-GO
Transit), arrived and departed on time. I found a forward-facing seat on the upper level with a table and
outlet to re-charge my cell phone. The train is equipped
with free Wi-Fi and there was an abundant supply of the
current timetable, dated February 4, 2013. En route to
Ft. Worth we passed the storage yard, where I observed that all 13 RDCs were hooked up together. Up to
this point, all of my rides and connections, which I had
pre-planned using schedules that are available on the
Internet, had worked perfectly. However, after leaving
(Continued on page 19)
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the train at Union Station, where I picked up some
Amtrak timetables that are not available in the metropolitan area for friends, I decided to revise the last part of
the itinerary. Instead of riding the Red Line to Parker
Road, I chose the Green Line to Buckner. While there, I
had the opportunity to speak with a Train Operator
about the signs that are placed in tracks at all stations
indicating where trains of 1, 2, or 3 cars should stop as I
had only seen 2-car trains. He told me that only the
Green Line runs 3-car trains and that the next three departures from Buckner would have 3 cars. Again, as in
Houston, all of the employees I interacted with were
friendly, except for one supervisor downtown (which
really surprised me) because he was the only one who
told me that I could not take photos on DART property. I
ignored him.
We had to fly home on an earlier flight than was originally planned the next day, so the Red Line to Parker
Road, Blue Line to Rowlett, and of course the Orange
Line extension to DFW will have to wait for another day.
SALT LAKE CITY, UTAH
UTA expanded its light rail system when the Draper
Extension opened for service on August 18, adding 3.8
miles of trackage to the existing Sandy/Salt Lake TRAX
Blue Line that has been designed and built as part of
the UTA FrontLines 2015 program. The line will provide
service to thousands of residents in southern Salt Lake
County. The extension will run from the existing 10000
South Sandy Civic Center station to Pioneer Road
(12400 South) in Draper and add three stations. There
is to be another opening this December for the 2-mile
Sugar House Streetcar Line, with 7 stations.
SAN FRANCISCO, CALIFORNIA
BART unveiled a half-car wooden mock-up of its
“Fleet of the Future” at the MacArthur station in Oakland
on July 22. Visitors were welcome to view the car
through the end of the week. The cars will come
equipped with vinyl seat covers, bike racks, and digital
displays. The new trains will also include more
handholds, wider aisles, and an additional door for each
car. BART ordered 410 cars from Bombardier on May
17, 2012, which will replace cars that are more than 40
years old. The average age of the fleet exceeds 30
years. Thanks to Jack May and Pete Donner for this
news.
On August 1, BART’s unions issued a strike notice,
the second in as many months (August Bulletin), to
take effect on Monday August 5. Additional limited
charter bus service was planned from most terminal
stations to downtown, but only in the peak direction. An
eleventh hour executive order by Governor Jerry Brown
averted the strike. Governor Brown appointed a Board
of Investigators for a seven-day inquiry into the contract
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dispute. Prior to the end of this seven-day period, the
unions again threatened to walk out. However, a 60-day
cooling-off period was ordered by San Francisco Superior Court Judge Curtis E.A. Karnow, who said that he
had no choice but to grant the strike reprieve, which
Governor Brown requested.
LOS ANGELES, CALIFORNIA
Following the award of a contract for 97 LRVs to KinkiSharyo, the firm announced that it would establish a
factory in Palmdale, California, per the contract requirement. Approximately 250 jobs will be created. In the
future additional cars will be required for system expansion and to replace cars dating from the 1980s and
1990s, which will be reaching the end of their life cycle.
KinkiSharyo has previously assembled 512 cars in the
USA, beginning with Boston in the late 1980s. These
were followed by orders from Dallas, Hudson-Bergen
LRT, Newark City Subway, San Jose, and more recently
Seattle and Phoenix. Each contract has been carried
out in a locally sourced 'pop-up' plant or at the customer's maintenance facilities, using body shells supplied
from Japan. Thanks to Railway Gazette for this news.
The Blue Line station on the mall in Long Beach has
been renamed Downtown Long Beach Station effective
July 31. Metro said in its press release that this was
done to more clearly reflect the location. Revisions are
being made to the station's overhead displays, as well
as its map case signs and Braille/raised-letter signs located on the station platform. Revisions also will be
made to onboard audio announcements reflecting the
new station name. The revisions to fixed signage are
anticipated to be complete and installed by the end of
September. Revisions to maps, brochures, and other
printed materials that are updated periodically will be
made as each item is reprinted.
TORONTO, ONTARIO, CANADA
At the end of July, Railway Age reported that GO
Transit introduced a new color scheme for its equipment. The green and white colors were retained, but the
lower stripe on MP-40-PH-3C 607 is a brighter shade of
green.
FROM THE HISTORY FILES
85 Years Ago: On September 1, 1928, Broad Street
Subway service was extended from City Hall to Olney.
30 Years Ago: On September 23, 1983, PATH ended
its program to name its railcars. Begun on December
13, 1972, ceremonies were held with elected officials in
attendance to name cars for the communities from
which PATH’s riders originated. 246 of the PA-1/PA-3s
were ultimately named, and many retained their
plaques that were placed at each end of the car after
their rebuilding in the late 1980s.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
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Around New York’s Transit System
A Forgotten R-6 Car May Run Again
Although most R-1 to R-9 cars were scrapped several
years ago, the museum cars still run regularly. We were
surprised to learn that R-6 car 983 may carry passengers again, if it can be rehabilitated. This car was
placed in service on October 12, 1936 and was taken
out of service on October 29, 1976.
Car 983 was on the scrap line in Coney Island Yard
when the owner of a night club in Florida decided to buy
it. It was loaded on a flatbed trailer, transported to Jacksonville, and inserted in the front of the club. Patrons
bought tickets at the Motorman’s cab and walked
through the car to the interior of the club. When the club
went out of business about 1982, the car was transferred to a vacant lot, where it rusted away slowly.
Recently, the owner of Craggy Mountain Railroad, located at Woodfin, North Carolina (near Asheville), decided to buy 983, which is in poor condition. The floor

rusted away, doors are broken or jammed, and wiring is
missing. But the structural foundation is solid and the
car can be rehabilitated.
This railroad, which was organized in 2001, owns the
last 3.45 miles of the historic Craggy Mountain Railroad.
Volunteers are rehabilitating this railroad, an engine,
two cabooses, and two trolley cars.
Montague Street Tunnel Will Be Closed for 14
Months
The Montague Street Tunnel was opened as promptly
as possible after it was flooded by Superstorm Sandy.
NYC Transit attempted to rebuilt storm-damaged equipment, but the parts failed frequently as corrosion ate
away the sensitive metal parts. Unfortunately, there
were frequent train delays. To ensure reliable service,
the tunnel was closed for approximately 14 months
starting at 11:30 PM August 2. Damaged equipment will

New York City Subway Car Update

April, 2013: 5222 (ex-224), 5223 (ex-143), 5224 (ex312), 5225 (ex-313), 5230 (ex-190), 5231 (ex-361),
5232 (ex-206), 5233 (ex-207), 5238 (ex-162), 5248 (ex106), 5283 (ex-129), 5285 (ex-201), 5402 (ex-244),
5434 (ex-232), 5435 (ex-291), 5436 (ex-238), 5437 (ex239), 5458 (ex-376), 5459 (ex-377), 5460 (ex-354),
5461 (ex-355), 5466 (ex-364), 5467 (ex-327) (23); Staten Island Railway R-44SI 402 (1)
May, 2013: 5206 (ex-324), 5207 (ex-137), 5208 (ex150), 5209 (ex-277), 5252 (ex-114), 5253 (ex-115),
5254 (ex-212), 5255 (ex-173), 5268 (ex-124), 5269 (ex217), 5271 (ex-119), 5284 (ex-326), 5328 (ex-356),
5329 (ex-267), 5330 (ex-136), 5331 (ex-121), 5366 (ex268), 5367 (ex-281), 5368 (ex-284), 5369 (ex-285) (20).
These tally up to 72, for a total of 272 scrapped R-44s,
including the lone Staten Island accident victim (402)
and excluding NYC Transit Museum A-car 5240. The
final surviving 4-car set of NYCT R-44s (5286-7-9-8, ex300/263/347/346) was towed up to 207th Street by midMay, the, later returned to Coney Island, where it was
being held for an evaluation.
Also heading to scrap at Sims Metal Management in
Newark during April, 2013 were six (6) long-retired
Phase I R-32s (3676, 3677, 3746, 3747, 3796, and
3797), followed by a pair of ex-Jamaica MorrisonKnudsen-overhauled R-42s (4738 and 4739) in May.
These were joined by former Rockaway Park school car
Slant R-40s 4392 and 4393 in June, with four more exJamaica Morrison-Knudsen-overhauled R-42s (4674,
4675, 4704, and 4705) ready to follow by early July. As
with the retired Subdivision “A” work motors, more idled
Subdivision “B” equipment was also expected to be removed from NYCT property as 2013 continues.

(Continued from page 10)

which began that very day. Fourteen more were added
on July 5, four on July 8, and, finally, six more on July
11 to create a mini-fleet of 52 cars total, which have
been operated on any given day in up to six (6) 8-car
trains: 3354-5, 3406-7, 3428-31, 3445/3468, 3452-3,
3484-5, 3520/3891, 3550-1, 3586-7, 3610-1, 3618-9,
3621/3644, 3650/3767, 3726-9, 3736-7, 3818-9, 38223, 3840-1, 3864-5, 3872-3, 3878-9, 3894-5, 3900-1, and
3924-5. The Phase I R-32s currently supplement the
usual R-160A-1s (still a majority) and Morrison-Knudsen-overhauled R-42s (50 of which still soldier on). As
with the R-160A-1s in temporary service on C, their
number may be expanded further or cars swapped out
over the course of the summer as Car Equipment needs
dictate.
Disposition Update (February to July, 2013)
The balance of the retired R-44 fleet was almost entirely removed from NYC Transit property between February and May of 2013, with all but four making the trip
by flatbed cradle across the George Washington Bridge
to Sims Metal Management’s yard near Newark. The R44s were shipped out as follows:
February, 2013: 5308 (ex-226), 5310 (ex-196) (2)
March, 2013: 5218 (ex-336), 5220 (ex-184), 5234 (ex154), 5236 (ex-314), 5260 (ex-272), 5276 (ex-158),
5298 (ex-286), 5299 (ex-163), 5300 (ex-352), 5301 (ex275), 5362 (ex-366), 5364 (ex-302), 5382 (ex-350),
5383 (ex-351), 5384 (ex-194), 5385 (ex-175), 5403 (ex247), 5404 (ex-370), 5406 (ex-380), 5407 (ex-381),
5408 (ex-164), 5409 (ex-165), 5468 (ex-330), 5469 (ex259) 5478 (ex-256), 5479 (ex-257) (26)
20
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In 1933, IND expanded into Queens and
Brooklyn, reaching Roosevelt Avenue (E)
and Nassau Avenue (GG) on August 19, followed by Church Avenue (A) on October 7.
The new route was constructed under hilly
terrain, probably deposited near Prospect
Park by a prehistoric glacier.
To avoid digging a deep tunnel under the
steep hill east of the Gowanus Canal, the
Smith Street-Prospect Park Line crosses the
canal on a high elevated structure. The alignment includes the highest station on the
transit system, Smith-9th Street — 87.5 feet
from the street to the base of rail — and a
tunnel that follows the contour of the street
above.
The following grades are encountered by a
southbound train:
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We do not have weekday October, 1933
schedules, but we have the following weekend schedules:
HEADWAYS

CARS

Saturday
Effective
10/7/33

Sunday
effective
10/8/33

Saturday

Sunday

Midnight

12

12

3

3

AM
Rush

4

—

6, 8

—

Morning

5

6, 5

6

4

Afternoon

5

5

6

5

Evening

6

5, 6, 8

6, 4

5

UNUSED EXPRESS TRACKS

Portal is at
south (east)
end of 4th
Avenue
station

Almost level

-2.56; -3.0

Almost level

(A) The Fourth Avenue station, which is on a low structure, is approximately 31 feet lower than Seventh
Avenue, which is in the subway

Although the express tracks were in place
when the line opened in 1933, regular express service did not begin until August 19,
1968. The express track alignment is unusual. Two tracks follow a direct route in a separate tunnel from south (east) of Seventh Avenue to north of Church Avenue. This 8,130foot tunnel descends southbound on a 3.0
percent grade.
Rush hour express service began on August 19, 1968. Coney Island trains, whose
running time was six minutes faster than locals, made express stops north of Kings
Highway in the direction of heavy traffic
(northbound AM rush, southbound PM rush).
Kings Highway trains, whose running time
was three minutes faster than locals, made
express stops north of Church Avenue in the
direction of heavy traffic. All F trains made

REMINDER: JAPAN1 TRIP—MAY, 2014
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THE GENESIS OF “DASHING DAN”
Part Two—The Long Island Rail Road Eyes Manhattan
by George Chiasson
(Continued from September, 2013 issue)
pearance of a fairly smooth riding surface. The test was
conducted in the late afternoon of June 21, 1899 before
a body of media aboard the parlor car and in the presence of various officials who would be able to formally
record the outcome for posterity. The aim was for the
LIRR locomotive to get up a full “head of steam” to
about 60 mph as it traversed the straight, level track
and that Murphy would be able to ride within the
shroud, be shielded from the natural drag this speeding
train would otherwise create, and of his own volition be
able to match its speed for one mile and within one minute. As things turned out the train required more than
one start to attain the desired 60 mph speed within the
planked-over testing zone, and then when it finally did
the engine’s force was such that it made the planking
undulate excessively, with cinders being shaken out at
all angles the whole while and ejected into both the
shroud and Murphy’s face. As he successfully reached
the finish line by the Maywood (freight) station at the
end of the test (at an average speed officially measured
at a hair above 60 mph), the steam was shut off and
Murphy’s bicycle crashed into the rear of the coach,
though the cyclist himself was fished away from disaster by the hands of the media and sporting enthusiasts
who had been rallying him along from the platform. Murphy was briefly incapacitated from the stresses of his
adventure, but recovered sufficiently to receive his due
commendation for the everlasting spectacle he produced. So was born the legend of “Mile-a-Minute Murphy,” who for years thereafter claimed to have the
world’s greatest understanding of the phenomenon of
streamlining, much as it was later applied to railroads,
automobiles, and even aircraft (and was actually consulted on the subject in various professional capacities),
all thanks to the complicity of the Long Island Rail
Road.

THE SAGA OF MILE-A-MINUTE MURPHY
One tale worthy of mention as we depart the Central
Railroad of Long Island for the moment involves the
folly of “Mile-a-Minute Murphy.” Charles Murphy was a
bicyclist of national renown in the 1890s, a Brooklyn
native who had worked in a bicycle shop and made an
avocation of studying ways to get the most out of the
designs which paraded through his establishment, or
improve upon them with innovations of his own. By
1895 he had seven world cycling championships to his
credit, had won 17 North American titles, and owned 29
New York State records in the sport, all before gaining
employment with the New York City Police Department
following the municipal consolidation of 1898. In early
June of 1899, so Murphy claimed, he was party to a
serious discussion as to who was the world’s fastest
cyclist, and in a pang of defiance claimed rather loosely
that he could match any locomotive in the world…at
speed! To his credit Mr. Murphy did have some built-in
authority on the issue of self-generated velocity, as he
already had set a record of “rolling” one mile in 37 seconds on a stationary device similar to a grocery conveyor.
In any case, upon “happening to meet” a Special
Agent of the Long Island Rail Road soon after, he brokered a deal with the line to test out his theory, which,
for lack of a better term, could be described as the principle of streamlined motion. The proposal was that he
could attain a faster speed riding his bike in the hypothetical air “vacuum” that he presumed was naturally
created behind a speeding train than would otherwise
be subject to the limitations of the bicycle itself. To test
the dynamics of his supposition, Murphy had the railroad construct a protruding, boxy shroud off the end of
one of its parlor coaches, which had an open vestibule
on the rear, and two miles of the gauge on the
(otherwise largely idle) Central main line from Babylon
to Farmingdale were planked over to provide the ap-

(Continued on page 3)

June 16, 1969, Kings Highway trains made local stops
north of Kings Highway. Several years later, August 30,
1976, express service was discontinued north of Church
Avenue and all GG locals were turned at Smith-9th
Street. Rush hour Coney Island trains, whose running
time was three minutes faster than locals, made express stops between Kings Highway and Ditmas Avenue in the direction of heavy traffic until service was
finally discontinued on May 26, 1987.

IND Extended to Church Avenue 80 Years Ago
(Continued from page 1)

express stops north of Church Avenue in the direction of
light traffic. Rush hour GG service was extended to
Church Avenue.
Because the heaviest riding is north of Church Avenue, there were many complaints from passengers who
no longer had a one-seat ride to Manhattan. To please
these passengers, schedules were revised. Effective

(Continued on page 3)
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IND Extended to Church Avenue 80 Years Ago

WEEKDAYS
EFFECTIVE
SEPTEMBER 7,
1933

(Continued from page 2)

Recently, trains have been rerouted to the express
tracks due to the rehabilitation of the Smith-9th Street
station and the elevated structure in the vicinity.

ANOTHER ANNIVERSARY
On August 19, 1933, E trains started operating between Roosevelt Avenue and Chambers Street, making
local stops. Three-car trains were scheduled for rush
hours and two-car trains were operated at other times.
GG trains provided shuttle service between Queens
Plaza and Nassau Avenue. E headways were as follows:

SATURDAY
SUNDAY
EFFECTIVE
EFFECTIVE
SEPTEMBER 9, SEPTEMBER 10,
1933
1933

Midnight

12

Midnight

12

12

Rush Hour

4

AM Rush

4

—

Midday

5

Morning

5

8, 6

5

5

6, 8

6, 8

Evening

6, 8 Afternoon
Evening
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SCENES ON THE CULVER LINE

13th Avenue, looking north, October 28, 1959.
Bernard Linder photograph

Fort Hamilton Parkway, looking east, with ex-SIRT cars.
Bernard Linder collection

Ditmas Avenue, looking north, October 14, 1968.
Larry Linder photograph

Fort Hamilton Parkway with car 2701 in the lead, April 12, 1969.
Larry Linder photograph

Two photographs of car 2712 in the lead, April 12, 1969.
Larry Linder photographs

(Continued on page 5)
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Van Sicklen Avenue station, looking north, October 14, 1968.
Larry Linder photograph

Looking north from Van Sicklen Avenue station.
Bernard Linder collection

Avenue N station, looking north, October 14, 1968.
Larry Linder photograph

Avenue I station, looking north, October 14, 1968.
Larry Linder photograph

Fourth Avenue station.
Bernard Linder collection

Fourth Avenue station, looking north.
Bernard Linder collection
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Commuter and Transit Notes
METROPOLITAN TRANSPORTATION AUTHORITY
On August 12, MTA awarded the first three of its
Manhattan South Structures contracts to fabricate and
construct the permanent concrete lining interior
structures, and fit-out for caverns and tunnels
excavated underneath Grand Central Terminal for the
East Side Access project. These contracts are valued at
$200,602,743.
On September 18, Kawasaki was awarded a $1.9 billion contract to deliver 676 M-9s for the Long Island Rail
Road and Metro-North, starting with 92 for LIRR. Details
next month.
MTA METRO-NORTH RAILROAD (EAST)
Anticipating that there could be a ceremony to mark
the opening of the West Haven station on August 18, I
kept the date open so that I could attend. However, it
turned out that the ceremony would take place the next
day, and I would not be able to attend. Nonetheless, I
decided to go there and was accompanied by my son
Marc and member Barry Zuckerman. We were picking
Marc up at a New Haven Line station, and as I drove
into the parking lot, an NJ Transit train of single-level
cars raced through the station, presumably doing
qualification runs for the service that would soon start.
We arrived at West Haven in time to photograph the
second eastbound train, the fifth westbound train, and
Amtrak Train #195. The station design is magnificent,
and for my money it is probably best looking station on
the line. Its 1,100-foot platforms can accommodate 12car trains. West Haven comes with 650 parking spaces.
Westbound trains were operating on Track 1 instead of
Track 3 and bridges were installed for passengers to
access trains. I spoke with a CDOT employee who told
me that she heard that there was a huge crowd waiting
to board the first westbound train when it departed at
4:44 AM. We saw the local NBC affiliate reporting from
the westbound platform.
We then drove to the State Street station, arriving in
time to photograph a westbound Shore Line East train.
This was the first time that I had seen one of these
trains making a station stop and was surprised to see
that the train crew manually opens/closes the doors.
The four-car train of ex-VRE cars was powered by exAmtrak P-40 840. I found adequate supplies of the August 17 SLE timetable and copies were posted around
the station. Our next stop was a visit to the Shoreline
Trolley Museum (Branford). Please see below.
As occured earlier this year (August Bulletin), a
timetable, this one dated August 18 for the New Haven
Line, went into effect before the previous one was set to
expire. One more note about this timetable: Barry
wondered what affect this station opening had on the
10

No. 299
by Randy Glucksman

timetable, and the answer is that the previous edition
had started trains one minute earlier from New Haven.
A visit to Grand Central Terminal on September 3
found Harlem Line and New Haven Line timetables
dated August 19. Due to bus service being provided
between Melrose and Tremont in both directions until
further notice to accommodate construction, in lieu of
station times for these stations, the rows are shaded in
yellow. The Hudson Line came out a few days later with
the same August 19 date.
The Yankees-E. 153rd St timetable was due to be reissued effective September 3-26, but was not.
Year Five of joint service to the Meadowlands began
September 8, and the usual special timetable booklet
was published; it is essentially the same as last year.
This year Train #3137 departs 10 minutes earlier from
New Haven. Service is scheduled to operate on the
following Sundays for 1 PM games: October 6, 13, 20;
November 3 and 10; and December 1*, 8*, 15, 22*, and
29*. (* Denotes that the game time could be changed,
and if so, this service will not operate.) The November
17 and November 24 games presently do not have 1
PM kick-off times; however, if they are changed to 1
PM, this service will operate. The return trip from
Secaucus Junction has a scheduled departure time of
5:26 PM as Train #3148. Again this year, single-level
cars powered by ALP-46 locomotives are used.
On August 14, Metro-North President Howard Permut
told reporters that the Spuyten Duyvil derailment of a
CSX garbage train (September Bulletin) caused July’s
on-time-performance to fall from 98% to 92%.
On August 30, just in time for the Labor Day crowds, a
new ticket vending machine center with 9 TVMs was
placed into service, bringing to 37 the number in Grand
Central Terminal. These new TVMs introduce Smart
Card technology, which offers a “contactless payment”
option. Hudson News formerly used the site.
Changing technology has affected newspaper
recycling, as Metro-North reported in the Summer, 2013
edition of OnTrack. With many riders now turning to
digital news formats, the amount of newspapers being
collected in the metal recycling bins has fallen, so the
contractor has agreed to also accept mixed paper,
which is defined as dry paper refuse (stationery, office
paper, timetables, magazines, and periodicals). Container labels have been changed to reflect the new
standards and also on the circular receptacles for cans,
glass and plastic bottles.
Metro-North will very likely provide some special
service for the February 2, 2014 Super Bowl.
(Continued on page 11)
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CONNECTICUT DEPARTMENT OF TRANSPORTATION
Shore Line East issued a new timetable effective
August 17. There were some train retimings, and, of
course, the addition of West Haven as a stop. There
was an interesting note on the SLE website relating to
Train #1638 – “Leaves New Haven a few minutes later
and has a slight pause in Guilford to allow an Acela train
to pass.”
The Hartford Courant reported that the federal
government will pay $10 million toward the construction
of a new platform that would eventually serve trains on
the planned 62-mile New Haven-Hartford-Springfield rail
corridor. Sixteen trains would operate each day. The
state of Connecticut is still short an unspecified amount
of the $600 million that is required to have the service
running by 2016.
The M-8 status last updated on July 24 shows 252
cars conditionally accepted, with 10 undergoing
Kawasaki inspection. At the end of September, member
Bill Zucker had observed 9100-9227, 9230-67, 9270-81,
9284-9307, 9314-5, 9318-29, 9334-5, and 9344-5, for
220 cars.
MTA LONG ISLAND RAIL ROAD
A public hearing was held at MTA Headquarters on
August 27 for two proposals: restoration of half-hourly
weekend service on the Port Washington Line and extension of Ronkonkoma Branch service to Greenport by
approximately 10 weeks so that it operates from April to
November, rather than from Memorial Day Weekend
through Columbus Day Weekend. These service reductions began in 2010. Half-hourly Port Washington Line
midday service on weekdays returned May 14, 2012
(June, 2012 Bulletin).
The new timetables that were issued effective September 3 through November 9 increased weekend service to Ronkonkoma by extending three trains in each
direction that operated only to Farmingdale. Weekend
Greenport service now will operate through November
10. These timetables also allow for construction activities during off-peak hours on the Hempstead Branch,
affecting that branch as well as Huntington, Far Rockaway, and Babylon trains. Work on the Port Jefferson
and Oyster Bay Branches has been completed and normal schedules resumed. The covers of these timetables
all have a box in which mention is made of the new
Route Q70 Limited bus which runs between LaGuardia
Airport and the Woodside station. The first day of service was September 8.
The timetables that will replace the September 3 edition on November 11 restore half-hourly weekend service to the Port Washington Line. Weekdays, there will
be a 4:09 PM train from Penn Station to Farmingdale,
an 8:22 PM train from Penn Station to Hicksville, and a
reverse peak train departing Farmingdale at 7 PM for
11

Penn Station. Next March, the 4:37 PM weekday express from Penn Station to Wantagh and 5:03 PM train
from Penn Station to Farmingdale will be restored.
Special timetables or timetable cards were issued for:
● Oyster Bay: August 24, Greater Long Island Running Club Triathlon – two AM westbound trains originated at Locust Valley and one eastbound terminated at this station. Bus service was provided to/from
Oyster Bay (card)
● Mets-Willets Point: September 3-29 (timetable)
● Belmont Park Fall Meet: September 7-October 27
(timetable)
● Ronkonkoma: September 14, Sperry Rail Testing,
Ronkonkoma to Farmingdale, bus service
Ronkonkoma to Hicksville (card)
● Port Washington: Miscellaneous Track Maintenance, September 21, bus service Port Washington
to Great Neck (timetable)
● Port Jefferson: Sperry Rail Testing, September 24
and 25, Port Jefferson to Huntington, bus service
Port Jefferson via Huntington to Hicksville (card)
26 (many of them nearly 7 feet high) high-definition
monitors have been installed around the Long Island
Rail Road’s space in Penn Station. CBS Outdoor Advertising paid the costs and will use them for ads, but the
railroad will have regular use of 11, although all can display train schedule and delay information.
The Oyster Bay Festival will take place over the weekend of October 19-20. Special timetables with trains
added to provide hourly service will be issued as has
been done in past years. Thanks to member Lee Winson for this news.
NJ TRANSIT
Meadowlands rail service operated August 14 for a
soccer match between Mexico and Ivory Coast. There
was no direct westbound service from Hoboken.
Attendees had to board trains at Secaucus Junction,
where shuttles operated between 4:00 and 8:17 PM.
Eastbound shuttle service to Secaucus Junction
operated from 4:45 to 11:45 PM. There were four trains
departing from the Meadowlands station between 12:00
AM and 12:40 AM that ran to Hoboken after their
Secaucus Junction stop.
Rail service to MetLife Stadium operated for these
pre-season football games: August 17 (Jets vs.
Jaguars), August 18 (Giants vs. Indianapolis), August
24, (Jets vs. Giants), August 29 (Jets vs. Eagles), and
September 8 (Jets vs. Buccaneers). With exception of
five trips in each direction, trains shuttled between
Secaucus Junction and the stadium. PDF versions of
these timetables were on the Internet. Regular season
game dates were reported under Metro-North (East). At
Secaucus Junction, Meadowlands service departs from
Track H, scheduled westbound service operates on
Track F, and eastbound service uses Track E. This
makes for some very close scheduling during the even(Continued on page 12)
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ing commute and use of Laurel Interlocking west of the
station as trains are routed to the Bergen County and
Pascack Valley Lines.
A cold front passing through the metropolitan area on
August 22 caused flooding that forced a suspension of
the Gladstone Branch between Bernardsville and
Gladstone shortly before 1 PM. Starting at 4 PM and
continuing through the evening, eastbound rail service
was suspended between Summit and Bernardsville.
Buses were provided in both directions, but eastbound
Gladstone Branch substitute busing was ended. Only
westbound shuttle bus service from Bernardsville to
Gladstone was provided. Service remained suspended
west of Bernardsville through most of Sunday. Train
#740 (8:52 PM Gladstone) and Train #735, the 7:49 PM
from Bernardsville, re-started the service. The following
day between 9 AM and 3 PM bus service ran between
Bernardsville and Gladstone to accommodate additional
repairs.
A special excursion for the 110th Anniversary of the
Morristown & Erie Railroad (M&E) took place on August
24. M&E did not do this alone, but with the assistance of
Norfolk Southern (NS) and NJ Transit (NJT). Tickets
ranged from $1,250 for a four-person Bedroom Suite to
$199 for Coach Class. The top accommodations were
sold out well in advance of departure; however, First
Class ($389), Deluxe Coach ($279) cars, which are
privately owned, and Coach Class ($199) tickets were
still available at departure. Many of these private cars
were also on display at the May 11-12 celebration of
Grand Central Terminal’s 100th Anniversary. Powering
the train were NS 3031 (GP-40-2) – M&E 18 (C-424) –
NJT 4802 (P-40-BH (supplying head-end power)).
Coach class passengers like myself, Marc, and Steve
Lofthouse rode in one of three Comet Vs (6211, 6201,
or 6205). A few of our members were also on board.
The 18-car special departed from Hoboken (on time) at
8:30 AM with more than 700 aboard operating via the
Morristown Line and 0.8-mile Hudson Line to the
Northeast Corridor (NEC), stopping at Newark to pick
up additional passengers. From there we left the NEC
for the Lehigh Line at Hunter on trackage that is used
daily by Raritan Valley (former CNJ mainline) trains and
owned by Conrail Shared Assets. Arriving at CP Port
Reading Junction put us on the NS-owned portion of the
Lehigh Line. East of Phillipsburg the train crossed from
the former Lehigh Valley mainline back to the CNJ
mainline. Our train arrived at 11:30 AM at Geisingers,
stopping on the running track between the Lehigh and
Reading Lines, where a hot catered lunch was awaiting
us. During lunch, the engines were run around the train
and repositioned, so that M&E 18 was leading, followed
by 3031 and 4802.
The train departed shortly after 1:30 PM, retracing our
12

steps to Phillipsburg and operating at track speed until
we entered NS’s Washington Secondary, where it took
over 3 hours to travel the 22 miles to NJ Transit
trackage at Hackettstown. We were told that the speed
was 10 mph. As the train passed Port Morris Yard there
were a number of Arrow IIIs that appeared to be out of
service, including 1388-9 and 1476-7, and at the MMC,
there were also a number of Arrow IIIs and Comet IVs
that appeared to be out of service and could be part of
group of Sandy-damaged unrepaired cars. The latest
report shows 27 Arrow IIIs, 22 single-levels (Comet IV/
V) and 38 multi-levels listed as awaiting repair (please
see table below). A friend who rode home on the
Raritan Valley Line sent a report that between Garwood
and Cranford, on a track on the south side not used for
passenger service, he observed Arrow IIIs 1356-7,14045,1522-3, 1430-1, 1328, and 1360-1 plus Comet IVs
5547, 5355, 5025, and 5540. He added that as the train
was moving fast, he could not get all of the numbers,
but estimates that there are about 30 in total. After
making a stop at Broad Street Newark to discharge
some passengers, we returned to Hoboken, arriving
about five minutes ahead of schedule. It was a great
trip.
NJ Transit’s post-Sandy rail fleet status is being
regularly updated. The numbers on the top line of the
table below are carried over from last month’s Bulletin
and the bolded numbers are the latest. The number of
daily trains operated (685 out of 700) reported in the
July Bulletin remains unchanged, but could change
when new timetables are issued.
TYPE

TOTAL
FLEET

VEHICLES
DAMAGED

RETURNED
TO
SERVICE

AWAITING
REPAIR

AVAILABLE
FOR
SERVICE

CURRENT
PERCENTAGE
AVAILABLE

Rail
Cars

1152
1155

273
273

173
186

100
87

1052
1068

91%
92%

Locomotives

207

70

51
53

19
17

188
190

91%
92%

Total
Fleet

1359
1362

342
343

203
239

139
104

1215
1258

90%
92%

I recently got my first ride in one of the recently
delivered multi-level cars. Under an option that was
exercised on July 14, 2010, 100 are being delivered.
This time there two not three varieties: ten cab cars with
toilets (7052-61) and 90 trailers (7678-7767) without
toilets. The digital signs are different with this group as
they are LED vs. the LCD that was used for previous
orders.
At the east end of Secaucus Junction (Lower Level),
during late August I saw construction equipment
between Tracks G and H for the project to extend the
platform to accommodate 10-car trains (April Bulletin).
On August 26, Governor Christie announced a
partnership with the Obama Administration to make the
state’s infrastructure more resilient for future disasters.
(Continued on page 13)
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New Jersey is collaborating with the U.S. Department of
Energy to design NJ TRANSITGRID — a first-of-its-kind
electrical microgrid capable of supplying reliable power
during storms (Sandy) or other times when the
traditional centralized grid is compromised. A
memorandum of understanding has been signed among
the US Department of Energy, NJ Transit and the New
Jersey Board of Public Utilities to collaborate with
Sandia National Laboratories to study and design NJ
TRANSITGRID. This could be accomplished by
designing, constructing and operating self-generation
power facilities, a new, dedicated power grid and
distribution of self-generated power to overhead
catenary wire network and key facilities.
There was yet another day of bus replacement for the
“Dinky”, this time on September 14.
At the September 12 Board Meeting, the Directors
approved a $12.5 million contract for design, engineering, and other technical services for the Mid-Line Loop
Project. This project would eliminate the at-grade
crossing conflict that exists on the NEC in the vicinity of
MP 32 at the Jersey Avenue Station/County Yard.
Currently, trains traveling eastbound must cross
Northeast Corridor Tracks 4, 3, and 2 at grade to
access eastbound Track 1. A grade-separated Mid-Line
Loop track would allow trains from the eastbound track
at Jersey Avenue (and the associated County Yard) to
reach the inbound side of the NEC (towards Newark/
New York) without interfering with train movements on
express tracks in either direction. Elimination of this atgrade conflict would facilitate increased rail service
along the Northeast Corridor and allow for future Amtrak
track expansion/upgrades along the Northeast Corridor.
The “at-grade” crossing currently limits the number of
trains that NJ Transit would be able to operate to meet
the future ridership growth on the NEC (horizon year of
2030). A separate deal would construct a new station
with an initial 1,500 parking spaces in Phase I, which
would increase to 3,500 in Phase II.
Fall is here, and according to news reports from
earlier this year, the Pennsauken Transit Center should
open soon, but the “season” does not end until
December 20. The $36.2 million project, funded under
the American Rehabilitation and Recovery Act, added a
station at the junction where the Atlantic City Rail Line
crosses above the RiverLine. The Atlantic City Line has
two 300-foot-long high-level platforms, while the
RiverLine has a low-level center island 200-foot
platform. A parking lot to accommodate 280 cars was
also built. Over the length of this project, member Bob
Vogel has been providing photographic evidence of the
progress, which has been reported in the Bulletin. New
timetables for both lines are anticipated.
Newark Light Rail got another timetable effective
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August 31. I could not find any changes.
Due to increased ridership, effective September 3, 12
evening departures between 7:30 and 10 PM, affecting
three trips in each direction between Hoboken/Bayonne
and West Side Ave./Tonnelle Avenue, are operating with
two-car trains instead of one car.
PORT AUTHORITY TRANS-HUDSON CORPORATION
A ceremony was held on August 16 to mark the start
of construction of the new Harrison station that will
replace the existing station, which opened in 1936.
When completed in 2017, riders will have a glass-andsteel 21st Century facility.
Due to “police activity,” PATH fare media was honored
by NJ Transit at Newark between 8:57 and 9:25 AM
August 22. Usually it is PATH that honors NJ Transit
tickets. Oddly, the same thing occurred the following
morning, this time between 8:25 and 9:05 AM.
Member Bob Wright traveled to New York City near
the end of August and wrote: “As I passed the Harrison
Maintenance Facility, I saw PA-4 843 in the west end of
the yard in my travels each day, where the work
equipment usually is stored. For some reason it has a
blue end cap (same color as the PA-5s) instead of the
yellow that many of the other PA-4s have. Not sure
why.” One of our members supplied the answer — PA4s 843 and 844 are CED (Car Equipment Department)
rerail cars.
On September 11, nearly one year after the Port Authority said that it would study an extension of PATH
service to Newark Airport, sources in New Jersey who
are familiar with the plan reported that Governor Chris
Christie would soon announce his support for this $1
billion project.
AMTRAK
With the success of the recently launched service
between Norfolk and New York last December 12, and
with new tax revenues, the Commonwealth of Virginia,
Norfolk Southern, the city of Roanoke, and Amtrak are
joining forces to extend service from Lynchburg to
Roanoke. In an August 9 press conference, Governor
Bob McDonnell announced that the goal is for a 2016
start. News stories reported that the last time that
passenger service operated from this city was 34 years
ago, in 1979. Not finding any details on the Internet, I
turned to my timetable collection, which showed the
distance as being 79 miles with a stop at Bedford,
Virginia. At that time the train was named The Hilltopper
as #66 & #67. #67 departed from Boston at 10:10 PM
and #66 from Tri-State Station in Kentucky at 5:33 AM.
Today’s Train #66 departs from Boston at 10:05 PM and
#67 from Virginia Beach at 2:15 PM, both as Northeast
Regional, but for many years this train was also known
as The Night Owl or The Federal. The last appearance
of The Hilltopper came in the July 29, 1979 timetable.
With the October 1-October 27, 1979 National
Timetable, the train was no more.
(Continued on page 14)
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Member Dave Safford commented on an article from
The Philadelphia Inquirer: “ There are projects in
process to upgrade Amtrak's 30th Street Station. The
$30 million surface reconstruction that has kept the
west entrance closed for nearly a year is projected to be
complete by Thanksgiving, although the structural work
below grade will continue for another year. A separate
$3 million project to replace the elevators to the track
platforms and the building office elevators is scheduled
to begin soon. Finally, and most curiously, a $2 million
project to shroud the station in scaffolding is expected
to begin soon and be completed by the end of
September. The last is preparation for a much larger
project to restore the building exterior. That project,
however, is unfunded, and appears to have no
immediate prospect of being funded, leaving the
prospect of a steel cocoon being the visual hallmark of
Amtrak's third busiest station into the indefinite future.”
For the weekends of August 24 and 31, and after September 5, each Thursday, Saturday, and Monday northbound and after September 6, each Friday, Sunday, and
Tuesday, Amtrak’s last remaining dome Great Dome
(10031) has been assigned to The Adirondack (Trains
#68/69). This car is added for the portion of the run between Albany and Montreal until November 1. Amtrak
has offered this service in previous years.
Amtrak offered a special “Autumn Express” train on
November 2, from Philadelphia’s 30th Street Station operating via the historic Port Road Branch, which does
not have passenger service, along the Susquehanna
River, passing through Enola Yard, crossing the Shocks
Mill and Rockville bridges before continuing over the
Columbia Secondary and back to Philadelphia via
Amtrak’s Keystone Corridor through Lancaster County.
The train will be powered by a P-42 with Horizon
coaches and a café car. Tickets were $89 for adults and
half-priced for children ages 2-15, but were sold out
within a few days, even with extra coaches added. All
tickets include a boxed lunch and free souvenir tote bag
emblazoned with the special “Autumn Express”
inaugural logo. Other commemorative merchandise will
be available for purchase aboard the train as well as
special announcements highlighting key landmarks
along the route.
Bob Vogel sent photos of ACS-64 (Sprinter) 602 being
tested on a run between Washington, D.C. and Boston,
as it passed Penn Park late in the afternoon of August
31. The balance of the consist were four Amfleet cars,
plus AEM-7 901 (trailing), presumably as a protect
motor.
MUSEUMS
We were all interested in seeing the progress of
Branford’s “Elevating the Collection” project. Several
days in advance of our visit, members were emailed
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this link - http://www.bera.org/etc-photos.html, where
progress photos from the start of construction in May
can be seen.
BERA President Jeff Hakner fills in some of the details: “The general contractor is making rapid progress
on the construction of these two buildings, which will
provide 24,000 square feet of new housing for the museum's collection above the flood plain. Site work is
nearly completed, with building foundations to begin in
September. By mid-November both buildings will be
finished. However, the museum still needs the help of
the rail enthusiast community. The buildings will only
serve their purpose when the tracks are connected to
them! Our Elevating the Collection campaign has raised
$1.7 million of our $2.0 million goal. Closing this gap
and finishing the campaign will allow the museum to
buy all the ties, rail, switches, overhead wire, and fittings needed to join these buildings to the museum's
historic railway. The museum has extended its Bricks
Drive and still has a few major naming opportunities
open. For more information, call museum manager Nathan Nietering at the museum (203) 467-6927 or email
office@shorelinetrolley.org.”
Fortunately for us, it turned out to be a “Guest
Operator/Rapid Transit Weekend” and Barry and I
shared the enjoyment of operating IRT R-17 6688. He
operated the outbound trip, and I the inbound. It was
the first time that I had operated this type of subway car
since June, 1980, when I was promoted to Train
Dispatcher. For me it was like I had had never stopped
being a Motorman. Barry did an excellent job. The
trolleys that were in service included New Orleans 850
and Connecticut Company 775. Some of the other cars
that were displayed outside the barns included IRT Lo-V
5466 and Johnstown 357. My favorite, TARS 629, had
the head-out spot in its barn.
INDUSTRY
Member Dave Klepper forwarded an email from an
acquaintance who had observed new CTA 5000-series
cars, as well as rebuilt cars being transported by truck
from Hornell, New York to Chicago. He wondered why
they were not shipped by rail. That is a good question,
and it was answered by member John Aurelius:
“Railroads don’t know what to do with rapid-transit cars.
The wheels probably don’t meet AAR specifications, the
couplers don’t fit, and the braking systems are
different. Putting the rapid-transit car on a flatcar
exposes it to vandalism. The whole thing is a special
move which, even with extra charges, won’t make the
railroad rich. Automobiles are in sufficient volume to get
special railcars with protective sides and ends to protect
against vandals and keep the bums out. Even better to
haul coal, which isn’t in a hurry and is hard to damage.”
BOSTON, MASSACHUSETTS
MBTA reported on August 26 that due to a crackdown
at key stations, fare evasion has been reduced signifi(Continued on page 15)
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cantly. Transit Police had issued 2,838 citations for fare
evasion compared to 3,187 for the same period last
year, representing an 11% decline. Member Todd Glickman comments: “The south end of the southbound Red
Line at Kendall Square is a huge problem – two gates
with no supervision. One day a few weeks ago I was
waiting there for about seven minutes and counted over
20 ‘tailgaters’ (when one person pays a fare, the gates
open (‘T’ gates open much like two-panel subway
doors), and someone passes through behind the farepayer before the gates have a chance to close). I have
repeatedly reported this and have never seen any surveillance nor attempt to put in a different style of gates
that would stem this practice. I have even sent pictures
of NYCT’s HEET (High Entrance/Exit Turnstile) as an
example of what would help. Since this is not an accessible entrance (stairs only), that style could be installed
there. But MBTA has no HEET-style gates anywhere on
the system.”
With the Commonwealth of Massachusetts the owner
of trackage known as Track 61, a project has been quietly placed on a fast track to operate DMUs on a route
between Fort Point Channel in the Seaport District and
Back Bay. Track 61 has not mattered much to anyone
for a few decades. Its real heyday was nearly a century
ago. Back then, the line was busy with freight cars carrying goods to and from the cargo ships that docked in
the Port of Boston. But after World War II, the port began to shrink, and freight lines fell dormant as companies shipped by truck. The new line is expected to open
within 2 years.
There is a rumor that the newly delivered Rotem
1800-series cab cars cannot be used as control cars
even on the North Side. Previously they were banned
from South Side use due to cab signal issues. So for
now, all 16 of the accepted cars are used only as blind
trailer coaches.
The MPI HSP-46 engines that will be delivered to
MBTA later this year will be numbered 2000-39 instead
of the previously planned 1200-39. No reason given so
far.
Last spring, MBTA launched its New Perspectives
MBTA Map Re-design competition, and between September 10 and September 20, the six finalists were
online for those who were interested to cast a vote.
Thanks to Todd for these reports.
BUFFALO, NEW YORK
In June, member Julien Wolfe and his wife stopped in
Buffalo as part of a road trip and sent this report. “After
arriving at Main Street we walked to the nearby Seneca
stop, where I noticed a one-car LRV heading south,
which looked odd during what should be the rush hour. I
soon found out via notices and yellow tape around the
northbound mini-platform that a two-direction shuttle
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service was operating just along the south track, between the Church stop and the last stop, Erie Canal
Harbor (originally Auditorium). We thus crossed the
street and waited for car 121 to reappear, and we rode
“wrong rail” to Church, where we crossed over again to
await a northbound train that came in southbound from
the tunnel over the northbound track and then reversed
direction. A friendly transit employee, probably from operations and just assigned to station duty for the start of
this strange service, informed us that they were replacing track along the southbound track from the portal to
this location, thereby requiring this shuttle service. However there was more to it than that, as what ‘really’ was
happening was that they were cutting back the sidewalks and platforms along Main so as to reintroduce
autos onto this street. He felt that this would result in
schedule delays and less reliable service, and in the
meantime a flat 20-minute headway was in place for the
entire summer, even during peak hours, and that this
would be repeated next summer and perhaps the summer after that, too. Obviously they will lose riders with
this reduced service, and the need to change trains to
reach the southern part of the downtown area, but the
auto proponents on council apparently won out on this
one. However, he felt that they might finally be able to
extend the line to the University of Buffalo’s North Campus beyond the current terminal; he also was less than
pleased with the pace of rebuilding the cars by AnsaldoBreda – only 4 or so of the 26 cars (originally 27) have
been rebuilt, and cannot operate with the original cars.
The work was supposed to take place at the SuperSteel
plant in Schenectady, but when that plant closed in
2009 they switched to Gray Manufacturing in Hornell. At
this point the total cost has risen to $1.7 million per car
and is moving at a glacial pace. A study of extending the
line to the north campus of the University of Buffalo is
progressing, but it might be 2020 at the earliest before
this goes into service; they are also looking at the extension of regular service to a new parking deck beyond
the current shop, but nothing definite has happened to
this plan, either. Some businesses from time to time
suggest that the transit line should be removed in order
to put regular parking back on the street, but so far this
has not been taken seriously. After a 5-minute wait a 4car train showed up, changed ends, and we rode in car
103 to the last surface stop, Fountain Plaza, originally
Huron. The “Theatre” stop, just before the portal, was
removed in February, 2013, as it was deemed ‘unsafe,’
no doubt due to the introduction of autos on Main
Street. After a 10-or-so-minute wait we got on car 122,
another 4-car train, wrong-railing southbound, and at
Church changed back to the single shuttle car (121),
riding it to the last regular stop, Erie Canal Harbor. This
car continued to the yard to pick up another Operator
but came back in only a few minutes and we rode it to
our starting point at Seneca. We had noted that at the
(Continued on page 16)
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Erie Canal Harbor stop there was construction for a new
high-rise condo, indicating that perhaps things were
starting to improve in the downtown area. By the way,
there is one more stop to the south of Erie Canal Harbor, called ‘Special Events,’ and is used only when
some hockey game or other event is underway at the
First Niagara Center. The tracks extend south beyond
this stop to the shop and storage area in the old Lackawanna terminal.”
LINDENWOLD, NEW JERSEY
Dave Safford also sent this news and comments
about PATCO’s elevators: “As a mildly macabre coda to
an earlier release noting that all PATCO stations lacking
elevators were scheduled to have them installed, they
released (or The Inquirer dug up) the information that in
over half of PATCO’s stations the existing elevators or
escalators are broken and out of service. Further, they
are not likely to be repaired soon, as the current service
contract, with Otis, lapsed at the end of July, and entering a new contract must await the mandated bidding
and award process. It was not explained why management did not think to start this process so that the new
contract could follow seamlessly after the lapse of the
old one, but doubtless it will help patrons with their
physical fitness programs.”
A mea culpa appeared on PATCO’s website. "We let
PATCO customers down, and we apologize”, wrote
John Matheussen, CEO of DRPA and President of
PATCO. “Our customers deserve much more from us.
We're in the process of putting an interim contract in
place, and we hope to have the out-of-service elevators
and escalators working as soon as possible. This
should never have happened, and we're working to
make sure it never happens again."
In a subsequent report, Dave added: “Giving the lie to
the canard that no one reads the newspaper any more,
the Chair of PATCO hastily ordered an emergency
$50,000 be provided for those emergency repairs. The
temporary contract is expected to go to Otis. Bids for a
permanent contract were expected September 3,
although at publication time, there was no information
that this had been done.
According to member and retired PATCO Superintendent Bill Vigrass, the first cars, which were due to return
from overhaul in September, are now slated for this
month.
PHILADELPHIA, PENNSYLVANIA
The track replacement project on Lancaster Avenue
between 40th and 44th Streets that caused shuttle buses
to replace the trolleys was completed on August 31.
During the shutdown, approximately 4,000 track feet
was replaced. Thanks to Lee Winson for this news.
Bob Wright reported: “I noticed today (August 27) that
738, the last single-unit Silverliner V, has the Snapple
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full wrap. It covers the side numbers so it's not easy to
tell (I saw this from a couple tracks over a while back
and thought it was 730). 738 was on my homebound
train today although I didn't ride in it - was on the next
car back (729). It appears that all the Tropicana wraps
are gone and there are almost no other wraps of any
kind on the Silverliner Vs from what I've noticed lately.”
From Cinders: SEPTA reportedly will be leasing 2101,
an SW1001 locomotive from Norfolk Southern, which
traces its heritage to Reading (2612) and Conrail. Built
in 1973, its last known location was at Enola Yard near
Harrisburg. 2101 will be a temporary replacement for
BL1500 51, which has been sent to a shop in South
Carolina for conversion to a genset unit. According to a
source on the Internet, genset “is short for "Generator
Set," or sets of engines turning a generator. The large
diesel engine and generator found in almost all existing
freight locomotives are replaced with two or three much
smaller diesel engines and generators. These smaller
engines are similar to large off-road diesel engines and
are Environmental Protection Agency Tier II, Tier III, or
soon to be even Tier IV railroad compliant to meet EPA
mandates. Advanced computer technology allows for
precise control of the engines, starting and stopping
only as their power is needed.
Six retired Silverliner IIs (203, 208, 9003, 9005, 9013,
and 9106) were transferred from Wayne Electric Shop
to Woodbourne Yard for pickup by CSX and delivery to
the scrapper.
Member Lee Winson sent a report from The Philadelphia Inquirer that Miller/Coors sponsored free rides
at a cost of $45,000 between 10 AM and 6 PM on the
Broad Street Subway for the Eagles home opener, September 15. An additional $30,000 was spent on advertising, of which SEPTA gets 62%. The remainder goes
to the ad agency, Titan. SEPTA also ran 10 extra Sports
Expresses, which stopped at Fern Rock, Olney, Erie,
Girard, Spring Garden, Race-Vine, City Hall, WalnutLocust, and AT&T (Sports Complex).
BALTIMORE, MARYLAND
Baltimore’s fleet of ABB-built LRVs, many of which
have been in service since 1992, will be going to Alstom’s plant in Hornell, New York for an overhaul under
a $150 million contract that was awarded on September
6. The first cars are to be shipped this month, and the
last car is expected to return in May, 2018. To minimize
any impacts on service, no more than five cars will be
off the property at a time.
WASHINGTON, D.C. AREA
Metro announced that as of the second week of August, the intercoms had been fixed, and the 6000s were
back as lead cars (August Bulletin).
Maryland’s Governor, Martin O’Malley, announced on
September 5 that weekend MARC service on the Penn
Line would begin effective December 7. Under the plan,
there would be nine round-trips on Saturdays and six on
(Continued on page 17)
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Sundays between Penn Station in Baltimore and Washington D.C.’s Union Station at a cost of $46 million. $52
million has also been allocated for the purchase of 10
new diesel-electric locomotives and to add two weekday round-trips on the Camden Line. Finally, $689 million has been approved for right-of-way acquisition and
final design to start construction of the Red Line, a 14.1mile, east-west light-rail connecting Woodlawn in Baltimore County to the Johns Hopkins Bayview Medical
Center campus on Baltimore City's east side. Thanks to
Steve Erlitz for these two news items.
With the first phase of the Silver Line set to open next
January (August Bulletin), WMATA issued a new Metro
map that shows the line with terminals at WiehleReston East and Largo. Thanks to member Jack May
for this report.
SOUTH FLORIDA
Railway Age reported that the South Florida Regional Transportation Authority approved the remaining
three-year extension of the contract that Veolia Transportation had to operate Tri-Rail. This contract will now
expire at the end of June, 2017.
ST. LOUIS, MISSOURI
Construction of the proposed 2.2-mile Loop Trolley
that would connect University City and Forest Park is in
jeopardy over a funding issue, according to a report in
Railway Age.
FORT WORTH, TEXAS
One of the Leonard’s M&O (for Marvin and Obidiah)
Subway trolleys will be restored and placed on display
at One City Place. When it opened on February 15,
1963, it was and remained the only privately owned
subway in the nation. Headlights (March, 1963) reported that the line was 4,000 feet in length. The subway
was built to connect the Leonard’s department store to
a huge parking lot (5,000 cars) with four stations, using
PCC cars purchased from D.C. Transit. Later arrivals
were ex-MBTA. Jack May, who sent this report from The
Star-Telegram, wrote: “ Brings back lots of memories. I couldn't believe it when in 1963 the line was
opened with rebuilt PCC cars. And, if I recall correctly,
the layout was changed and the cars were rebuilt again,
before Leonard's was sold to Dillard's and then replaced by the Tandy Center.” After the store was demolished, the subway, renamed the Tandy Center Subway,
continued to run until it was closed on August 30, 2002.
Two of the cars survive. Car 1 was located on a farm
southwest of Fort Worth. Marty Leonard, a daughter of
Marvin, purchased it from a scrap metal dealer for $400
and placed it there. This car will be reconditioned by a
shop near Ennis, Texas and then moved to One City
Place. The other car went to the McKinney Avenue
Transit Authority, which provides the trolleys for DART’s
Line M. According to the McKinney Avenue TA website,
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the car, now numbered 143 or “Winnie,” was purchased
in February, 2003 and transported via truck to Dallas.
Modifications were made to return the subway car back
to a trolley car. However, due to numerous mechanical
failures, the car was moved to DART yard storage,
where it will become a test bed for new technologies
that may be applied to the ex-Toronto and ex-Dallas
PCCs. I rode the M&O Subway in early 1970, while I
was in the Army, when the original cars were in service.
My next visit would come in the spring of 1990, when
the “modernized” cars were in operation.
SALT LAKE CITY, UTAH
The opening of the Draper TRAX Line on August 18
(September Bulletin) marked the completion of the
FrontLines 2015 program, two years ahead of schedule
and $300 million under budget. FrontLines was a $2.9
billion project to construct 70 miles of light rail in seven
years.
On August 28, the Utah Transit Authority began running test trains on 20-minute headways on the 1.9-mile
(not 2-mile) Sugar House Streetcar Line, which will be
known as Line S in honor of the streetcar’s founding
cities Salt Lake, South Salt Lake, and the Sugar House
neighborhood. Line S cars feature a white and silver
design reflecting the area's industrial heritage. The cars
are the same Siemens S70s that operate on TRAX
lines, but will run as single cars and operate at speeds
of 20 mph or less. A December 3 opening is planned.
Thanks to Railway Age and Progressive Railroading for
these reports.
TUCSON, ARIZONA
The first of eight modern streetcars arrived on August
30. Built by United Streetcar in Oregon, this car will undergo 4-6 weeks of testing before it will be permitted to
run on the 3.9-mile line. The final car is due to be delivered next April, and opening day is scheduled for next
summer. Thanks to member Pete Donner for this news.
PORTLAND, OREGON
On July 25, TriMet reported that the PortlandMilwaukie Light Rail Transit Project reached its 50%
construction completion milestone. Construction on the
7.3-mile line began in May, 2012 between downtown
Portland and North Clackamas County, with the bridge
construction over the Willamette River beginning in July,
2011. Project partners, including the City of Portland,
Metro, state legislators, Clackamas County, and representatives for the Oregon Congressional delegation
celebrated the milestone. Opening day is set for September 12, 2015.
TriMet announced on August 16 that the process to
officially name the Portland-Milwaukie Light Rail Bridge
would begin September 5 and last until next spring, with
two phases of public input. This will mark the first time
in the region’s history that the public will have the
opportunity to suggest names for the first new bridge
over the Willamette River in more than 40 years.
(Continued on page 18)
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Here is one more report from Bob Wright: “I was in
Portland during the week of August 19 visiting relatives
and had the opportunity to ride both WES and the East
Side Streetcar (called the Central Line (CL), while the
'original' line is now the North-South (NS) Line). WES is
interesting with its variations of equipment — my brother-in-law and I rode a two-car train of the DMUs (10032001) from Beaverton to Wilsonville and back, picking
up a good-sized crowd both ways. 1003 is one of the
powered units (1001-3) and 2001 is a cab trailer. The
1000s have a streamlined cab at one end and a straight
end at the other, but there is an operating cab (similar to
most EMUs) at the straight end. On the line that day,
1002 was operating as a single unit (must've been
crowded based on what we saw distributed between
two cars) and the RDC set (1702-1711) was also in service. The RDCs are a bit interesting as they are combines and the baggage door is now used for passenger
loading/unloading in each car (the end doors appear not
to be used). 1001 was nowhere to be found — didn't
see it at the shop at Wilsonville and was told it might be
at TriMet's Elmonica shop. (I think the Portland & Western rail line, which WES uses, connects to the shop
from its line toward the west, which branches off the
WES spur to Beaverton Transit Center a few blocks
south of the Center).
“The East Side streetcar is a nice ride but a bit
slow. The line operates in two portions, sharing the
10th/11th Avenues downtown tracks — NS running from
South Waterfront to NW 23rd and CL from Portland
State to OMSI (Oregon Museum of Science and
Industry). The end of the CL line uses the MAX
Milwaukie line trackage to cross over the Union Pacific
tracks and roll into the temporary terminal just south of
OMSI. When the new bridge over the Willamette River
opens for MAX in two years, the CL will tie into it and
then operate as two loop lines between downtown and
the East Side (not sure if the OMSI terminal will remain
as is). This is why the bridge appears to be pointed in
the wrong direction (on a southwest/northeast
alignment crossing the river), and the Milwaukie line will
curve to the southeast once it crosses the UP tracks.
Other portions of this line are under construction in
southeast Portland as well.”
SAN FRANCISCO, CALIFORNIA
Market Street Railway released its Vision For The ELine, an eight-page full color brochure in which the
organization makes a good case for extending this line
to Fort Mason. You can find it at http://
www.streetcar.org/uploads/E-line%20vision%20MSR%
200313.pdf. Thanks to Pete Donner for this news.
OTTAWA, ONTARIO, CANADA
Julien Wolfe reported that the 8 km (4.97-mile) OTrain was shut down on April 26 so that the line could
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undergo C$59 million in upgrades that would enable
trains to run more frequently. OC Transpo’s new 107
bus route ran between the South Keys and Lebreton
stations during construction, while passing sidings were
added. The line re-opened as planned on September 3.
The three, 12-year old Bombardier-built DMUs used on
the O-Train will be replaced next year by six Alstom
Concordia Line 41 DMUs, which arrived on July 22. Julien wrote that he and his wife rode in these original Talent cars on a free introductory Sunday, which he believes was around November, 2001, and did make several subsequent trips. (Editor’s Note: I also got to ride in
these cars during my one and only visit to Canada’s capital).
Where will these relatively new cars go? Julien wrote: "I
am sure this is quite improbable, but a good use for
them would be on the Dinky at Princeton. Who knows?"
Jack May and Al Holtz also contributed to this report.
KITCHENER-WATERLOO, ONTARIO, CANADA
On August 27, an agreement was signed between the
Regional Municipality of Waterloo and Bombardier for
the purchase of 14 Flexity LRVs at a cost of C$63 million. Deliveries are expected in the second half of 2016.
There is an option for 14 additional LRVs. Thanks to
member Al Holtz for forwarding this report.
CALGARY, ALBERTA, CANADA
Calgary Transit, apparently happy with its previous
orders of Siemens LRVs, on September 12 ordered 60
S200s for delivery between August, 2015 and December, 2016. With the addition of these cars, train lengths
will be increased to four cars and some of the oldest
(1981-vintage) U-2s may be retired. Use of the word
“may” means that due to increasing ridership, the cars
could continue to be used. According to Railway Age,
the transit agency expects to increase its fleet of LRVs
from 192 to 390 over the next 30 years as its network
continues to expand.
UNITED KINGDOM AND THE NETHERLANDS
At the end of July, member Howie Mann sent this report: “Just returned from a two-week trip to Manchester
(UK) and Amsterdam. My wife and I visited our son
Daniel to celebrate his Master’s Degree received from
the University of Manchester and then spent one week
in Amsterdam. Both cities are great places to visit and
have interesting transit systems, but Amsterdam takes
transport to whole new level. In Manchester, the light
rail system is called Metrolink and is owned and managed by Transport for Greater Manchester and operated under contract by RATPdev, the French transit operator. It is extensive and growing. All branches run
through the center of the city through one multiple route
junction at Piccadilly Gardens, which is a great place to
watch and photograph. There are two branches under
construction as extensions of existing lines. One is the
extension to the airport branching off East Didsbury at
St. Werburgh’s Road, due to open in summer, 2016.
Another is the extension from Droylsden to Ashton(Continued on page 19)
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Under-Lyne due to open in fall of 2013. A third project is
not an extension, but, when completed in 2014, will reroute the existing Oldham-Rochdale Line off the private
right of way (formerly a railroad line) route through Oldham Mumps onto street trackage through the center of
the same community. The Rochdale branch will also be
extended past the Rochdale railway station to Rochdale
Town Centre in 2014. There are two types of rolling
stock. One is the older class from the initiation of service manufactured by Ansaldo known as T-68s. The M5000s are a newer class of cars (Flexity) manufactured
by Bombardier. There are reliability issues with the T68s and so they are being retired. The Metrolink is a
convenient way to get to the East Lancashire Railway in
Bury, which is a steam tourist operation connecting Bury
to Rawtenstall and Heywood. I was only able to ride
from Bury Bolton Street to Rawtenstall because their
schedule varies from month to month and week to
week. This is a nice ride in 1950s suburban coaches
through fields and country to a very small community,
Rawtenstall. My train was pulled by a 0-6-0 steam
switcher, 132 Hunslet Austerity “Sapper”. Their roster is
large and varied. We also had the opportunity to ride
Eurostar and Thalys high speed rail services from London and Brussels respectively. My wife and I enjoyed
Around New York’s Transit System
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and 9:32 AM.
Next Train Announcements on Astoria Line
On August 7, a newly installed automated system
started informing riders when the next two trains are
expected to arrive at the 39th Avenue, 36th Avenue,
Broadway, 30th Avenue, and Astoria Boulevard stations
on the Astoria Line. Unfortunately, these audio announcements do not specify whether the train is an N,
Q, reroute, light, or work train.
NYC Transit has installed next-train countdown clocks
in all Subdivision “A” (IRT) stations and the entire L
line. Most of the Subdivision “B” (BMT/IND) stations do
not have real-time arrival information. NYC Transit expects to install countdown clocks in all stations in three
to five years.
Aqueduct Racetrack Station is Open Full-Time
An August 8 newspaper article reveals that the Aqueduct Racetrack A station is open 24 hours a day. Because only Manhattan-bound A trains stop at this oneplatform station, riders from Manhattan must ride to
Howard Beach and transfer to a Manhattan-bound train.
This station was originally open only when the horses
were running at the racetrack, but was closed from
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meals and wine at our seats. As with high-speed rail
services elsewhere, you hardly have the sensation that
you are traveling that fast.
“Amsterdam is my new favorite city because it has
great energy and vitality. Without doubt the transit system is comprehensive and functional. The system is
made up of buses (articulated and single-unit), trams,
metro, and ferries, all operated by GVB. I rode several
tram lines with the advice of Jack May, who provided
me with wonderful advice for my stay in Amsterdam.
One major issue I faced was the shutdown of a large
portion of the metro. The trunk line 51 to Central Station
was closed for construction as well as for the construction of a new line. I believe, but cannot verify, that this
made tram loadings on lines ending at Centraal Station
much higher. The tram system uses private right of way,
street running and transit/pedestrian only streets. I rode
several lines including 2, 4, 5, 9, 10, 14, 16, 17, and 26.
Most of these trips were made to visit sites and sections
of the city. I observed the following series of rolling
stock: 700-, 800-, 900-, and 2000-series cars. The 900s
are double-ended and are used on 5, which ends at a
stub-ended terminal. The newer 2000-series cars are
the Combino model, which employ a Motorman and a
Conductor who has his own little compartment. Both of
the staff sell tickets and make change.
“On our last day my wife and I visited the Electrische
(Continued on page 20)

April, 2011 until August, 2013 due to construction. Since
the Resorts World Casino opened in 2011, there has
been enough demand from patrons and employees to
keep the station open 24 hours a day.
Flushing Line Extension Progress Report
As of August, 2013, construction of this extension is
nearly 90 percent complete. Service will be extended
1½ miles to 34th Street and 11th Avenue, to the center
of Manhattan’s newest neighborhood. This extension
will make it possible for new housing, office buildings,
and restaurants to expand on the far West Side of Manhattan. It will also provide convenient access to Penn
Station and the Jacob K. Javits Convention Center.
Construction began in December, 2007 and trains
should start running in June, 2014.
Shortage of Subway Train Operators
NYC Transit has a personnel shortage, and has been
sending letters to 120 retired Train Operators. It asked
them to return to work because there is a “critical and
urgent need” for their experience.
NYC Transit needs additional crews to operate trains
for its $3.4 billion repair project. It also needs more
crews for the R line, which is running less efficiently as
two separate services. New Train Operators are being
trained, but they cannot be certified until they spend six
months in the classroom and the field. There are about
3,400 Train Operators.
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Around New York’s Transit System
R Schedules Revised Due to Montague Street Tunnel Closure
In the previous issue, we published a summary of the
new R schedules, which went into effect on August 3,
the day the Montague Street Tunnel closed. Checking
the Internet, we found additional information about the
schedules. Hours of operation are as follows:
BROOKLYN SERVICE
Weekdays
th

Leave 95 Street

11:06 PM –
5:06 AM

Leave 36th Street

11:56 PM6:01 AM

Leave 95th Street

5:21 AM10:49 PM

Leave Court
Street

6:00 AM11:32 PM

HEADWAYS
Weekdays

Leave 95th Street

11:06 PM
(Friday)5:06 AM

Leave 36th Street

5:26 AM11:07 PM

Leave 71st Avenue

71st
Avenue

Midnight

20

—

Midnight

20

20

AM
Rush

7½

7½

Morning

10

15, 12, 10

Midday

10

10

Afternoon

10

10

PM
Rush

7½

8½

Evening

10, 12

10, 12

10, 12

10, 12

Evening

RUNNING TIME
11:56 PM
(Friday)5:36 AM

Between
th
th

95 Street and Court Street

Leave 95th Street

11:26 PM
(Saturday)5:06 AM

Leave 36th Street

11:56 PM
(Saturday)5:36 AM

Leave 95th Street

5:26 AM11:06 PM

Leave 71st Avenue

5:15 AM10:44 PM

st

Whitehall Street and 71 Avenue

Weekdays
Leave Whitehall
Street

Minutes
12
28-31
75-78
48-58

The Court Street, Jay Street-MetroTech, Whitehall
Street, Rector Street, Cortlandt Street, and City Hall
stations are closed midnights and all day Saturday and
Sunday.
In the morning rush, two trains are turned at Canal
Street, arriving at 7:06 and 9:18 AM and leaving at 7:28

MANHATTAN AND QUEENS SERVICE

5:02 AM10:30 PM

st

95 Street and 71 Avenue via Bridge

Sunday

Leave 71 Avenue

th

95 Street and 36 Street

5:15 AM10:46 PM

th

st

Sunday

95th
Street

Saturday
Leave 95th Street

Saturday

6:00 AM11:30 PM

(Continued on page 19)
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Museumtramlijn, a terrific tram museum in the city,
which runs over an abandoned regional railroad line,
which last saw freight service in the 1970s and passenger service in the 1950s. They offer a scenic ride lasting
60 minutes for the round trip. There are street crossings, passing sidings, crossing gates, and interesting
scenery. If you are into cycling, as I am, the line parallels a well-used bike path. I was only able to see a very
small portion of their 100-plus cars. The museum operates out of the old railroad station called Haarlemmeerstation, a beautiful old building. Many books are available for sale, but, unfortunately, most of them are in
Dutch, including the museum’s guidebook. Overall it
was a terrific trip and I look forward to going back to
both places.”
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TEL AVIV, ISRAEL
International Railway Gazette reported that on August 13, Yisrael Katz, Israel’s Transport Minister, announced that the National Infrastructure Committee had
approved the first phase of Israel Railways’ electrification project. According to Katz, the first lines to be electrified will be the new direct line to Jerusalem and the
Acre-Carmiel Line. This initial phase is said to cost the
equivalent of U.S. $3.1 billion.
FROM THE HISTORY FILES
75 Years Ago: On October 1, 1938, Boston’s Atlantic
Avenue El closed. It opened on August 22, 1901 and
was demolished in June, 1942.
70 Years Ago: On October 16, 1943, the State Street
Subway opened in Chicago. Now part of the Red Line,
it is 7.5 miles long.
News items concerning this column may be emailed to
ERAnewseditor@gmail.com.
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THIRD AVENUE’S CAR BUILDING PROGRAM
In the early 1930s, the company was operating approximately 900 obsolete, slow,
wooden double-truck cars built in 1908,
1909, and 1911. Also operated were more
than 100 newer single-truck cars. But the
company could not afford new cars because
the city insisted on maintaining a five-cent
fare. Because PCCs were too expensive, the
company found an economical way of modernizing its fleet. In 1934, Third Avenue began the rebuilding of 100 single-truck convertibles by lengthening them, installing bolsters, and converting them to double-truck
cars. The company must have been pleased
with the cars’ performance and it decided to
build new cars 101, 301-400, and Huffliners
in its 65th Street (Manhattan) shops.

THE HUFFLINERS

Most of the Huffliners were built 75 years
Production Manager:
ago.
Cars 551-625, the only center-exit cars
David Ross
ever operated by the company, were named
“Huffliners” in honor of Slaughter W. Huff,
who had been President of the company and
who was in favor of trolley cars.
The engineers who were designing the
©2013
Electric
Huffliners tried to produce a car that was
Railroaders’
Association,
lighter than the 300-series cars. In late 1936,
the company built 601, which was made of
high tensile steel. Meanwhile, the Aluminum
In This Issue: Company of America’s engineers helped
The Long Island Third Avenue design aluminum car 551,
Rail Road Eyes which weighed only 34,000 pounds. This car
was 1,200 pounds lighter than the steel car.
Manhattan
After comparing the car bodies on a cost(Continued)
weight basis, Third Avenue’s officials decided

to order 24 alloy steel cars, 602-625, which
included about 1,000 pounds of aluminum
parts. ALCOA’s engineers submitted revised
plans, which reduced weight and cost to the
minimum consistent with weight and safety.
Company officials approved the plans and
ordered 49 aluminum cars, 552-600. These
bodies were lighter than the alloy steel or the
original aluminum car, but were stiffer than
551.
Third Avenue’s officials were economical;
its new cars contained many second-hand
parts. Its engineers chose a lighter 25 HP
motor, which could be bought on the used
market. By rewinding the armature with twoturn instead of the original three-turn coils,
reducing the turns in the field coils, and converting the motors to 300 volts, speed was
increased from 25 to 40 miles per hour. The
rewound motors developed 38 HP.
Instead of expensive automatic acceleration, the company specified a 22-point
straight parallel controller, which gave
smooth acceleration up to 4 miles per hour
per second, almost as fast as a PCC.

CAR ASSIGNMENT
Most of the Huffliners were built and placed
in service on the busy Broadway Line in
1938. The 300s that were transferred from
Manhattan to the Bronx or Yonkers were sent
to the shop, where trolley poles were installed for overhead trolley operation.
The following cars were transferred in
1938:
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THE GENESIS OF “DASHING DAN”
Part Two—The Long Island Rail Road Eyes Manhattan
by George Chiasson
(Continued from October, 2013 issue)
escalating) costs, inconveniences, or impacts.
As postulated above, one of Long Island’s distinguished men of influence with a strong passion for what
were then relatively-newfangled motor cars was William
K. Vanderbilt II (1878-1944), the great-grandson of Cornelius Vanderbilt. His massive estate, coined
“Deepdale,” was laid out just after the Central Railroad
of Long Island was closed from Flushing to Creedmoor
in 1879. After Nassau County was separated from
Queens in 1899, its perimeter transcended both and
was of sufficient size to form a municipality of its own.
On its Nassau County side, the Deepdale estate was
tucked between Great Neck and New Hyde Park, being
centered about 1¼ miles northeast of the former Frankiston station of the Central Railroad of Long Island. In
time part of its grounds became the basis for the present-day village of Lake Success, whose itinerant residents now tend to gravitate by car to Great Neck station
on MTA-LIRR’s Port Washington Branch, about 1¼
miles up Lakeville Road. Incongruously, the Vanderbilts’
former mansion and the lake it overlooked both survive
nicely in 2013, but are hemmed in by the Northern State
Parkway and the Long Island Expressway. A century or
so ago, Deepdale’s massive and historic accumulation
of acreage was a private domain that catered to the
wealthy society man’s every need, though “Willie K.,” as
he was known, moved about frequently between several residences including quarters in Manhattan, a summer home in Newport, Rhode Island, and (especially
during the depths of winter) another estate in Florida.
There was also a smaller, attached plot of land adjoining the elder Vanderbilt’s abode for his son (and presumably his family when he would wed), there to lead a
life of semi-independence as he gradually moved up the
pre-ordained family ladder of succession. Regrettably,
these best laid plans never came to pass, for irony
reigned when William K. Vanderbilt III was killed in a
1933 South Carolina auto accident at age 26 while driving home from the family retreat in Florida.
After being drawn to the allure of motor sports overseas as a teenager and gaining a reputation for untoward motoring activity as a young man while
“summering” in Newport, W.K. Vanderbilt II sponsored a
local competition for the “Vanderbilt International Cup”
that was to be held on local roads (or in some cases at
that time, dirt-caked trails) in the flat, open area of the
Hempstead Plains. Though among the first of such contests of their kind to be held on U.S. soil, and vaulted to

CAR CRAZY: THE VANDERBILT CUP RACES
AND THE LONG ISLAND MOTOR PARKWAY
(AMERICA’S FIRST EXPRESSWAY)
As we all know in contemporary history, the motor
parkway system of Long Island represents its largest
and most widely used transportation asset. This parkway system’s early roots had an irrefutable and quite
interesting interplay with the Long Island Rail Road in
its day (particularly with the now-gone Central Railroad
of Long Island) and through time has continued to be
measured in part against the railroad with which it has
been an ongoing competitor for some 85 years. Your
author feels that a complete railroad history of the territory contained within this chapter would be remiss if it
did not include an examination of this facet and its ultimate outcome, in both its own context and that of modern times.
Among many, one well-known quality about Long Islanders is this: they love their cars! Judging from the
early start the area had as a favorite subject of the map
publishing business (volumes from the long-defunct E.
Belcher-Hyde Company that go back to the 1890s),
since their earliest availability cars as such, from the
horseless carriages of yore to the newest SRT Viper in
2013 have had a long, if not affectionate, place in the
history of Nassau and Suffolk Counties (and in Queens,
too, for that matter…). This is understandable given the
area’s tradition of wealthier, sometimes much wealthier,
than average demographics. Then and now, rich, selfindulgent “playboys” (and some distinguished older men
as well) have been captivated by the avant-garde grandiosity of fast and/or fancy automobiles and had the
money, time, desire, and influence to use and promote
them both in competition (ostensibly to advance automotive science) and for personal gratification. As time,
finances, and land use patterns evolved on Long Island
through the decades, the private automobile came to be
a seminal form of practical, personal transportation, if
not of self-expression, among the majority of its citizens. Much like a western desert, the area’s open country roads, (formerly) sparse development, and flat terrain, particularly in Central Long Island, have been highly conducive to propagation (and perpetuation) of the
freedom of movement that the motor vehicle has represented rather well. With a car of choice in hand that reflects one’s lifestyle, personality, or economic status, the
ability to “cruise” has continued to be a core tenet of
Long Island culture as it developed through time, enduring to the present regardless of its intrinsic (and ever-
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did, and rejoin Jericho Turnpike back at the launching
point. This is the portion of the 1905 route that is hardest to retrace on a modern-day Nassau County map, as
the Willetts Road alignment of old was long ago overridden by the current Northern State Parkway and disappeared around 1931.
During the third race, held on October 6, 1906, spectator Curt Gruner of Passaic, New Jersey wandered too
close to the action at the Jericho Turnpike grade crossing of the Long Island Rail Road’s Oyster Bay Branch in
Mineola and was fatally struck. This incident played on
continued trepidation regarding crowd control and the
public safety of the entire enterprise, which led to its
abeyance for the year 1907. Vanderbilt and his associates had already worked a major change into the
course for the 1906 contest as a preemptive attempt to
minimize the mayhem and disruption of his racing day.
This time, the speedsters were rerouted west from Glen
Cove Road to Roslyn via Westbury, Back, and Roslyn
Roads to Main Street, where they crossed under the
Long Island Rail Road in Roslyn village instead of using
the “dangerous, uneven” grade crossing in the concentrated municipality of Albertson as they had the previous
year (and which would have also required an extensive
police detail). They then sped up Main Street in Roslyn
back to North Hempstead Turnpike and made a left turn
(this road now extends westward as Northern Boulevard
(NY 25A)), brushing against Manhasset before heading
south on Lakeville Road to the northeast corner of
Deepdale. To avoid a widening and general improvement of Jericho Turnpike from the Nassau County line
to Mineola that was then underway (including the installation of a streetcar line) the 1906 racers forged east on
I.U. Willetts Road (moving opposite to the 1905 course)
and lastly southward on Mineola Avenue to the starting
point at Jericho Turnpike. It was near this final left turn
that the race’s lingering cloud of dust was blamed for
drivers’ inability to pick up a drifting spectator such as
Gruner, and though organizers had truly felt they did all
that was required to attain a fair level of safety, their
preparation unhappily proved deficient in avoiding such
a long-dreaded incident. Upon due consideration, Vanderbilt decided to tackle several of these issues, and
still keep his treasured racing competition alive, by privately bankrolling a company to design and build a
completely new, grade-separated quasi-public roadway
across the middle of Long Island, which in part would
support his Vanderbilt Cup heats and in part promote
motor car use in the years ahead through quick, easy
access from New York City to the countryside of western Suffolk County, at least for those with the necessarily lofty means to take advantage of it.
After less than a year of design, property acquisition,
and construction, what emerged in the late spring of
1908 was the first limited-access highway in the United
States: the initial segment of the Long Island

The Genesis of “Dashing Dan”
(Continued from page 2)

an immediate level of prestige given its pre-eminent and
well-known (if not flamboyant) patron, the expressed
safety concerns of area residents made for an unenthusiastic public reception to the idea and some political
effort was made to prevent it from happening. The race
was held nevertheless on October 8, 1904 with both
Europeans and Americans participating, and gained a
high degree of sporting interest thanks to a long (and
probably quite expensive) advance-publicity campaign.
Vanderbilt made it clear that his aim in backing the race
was to promote and hopefully advance both the sport of
auto racing and the science of automotive development
in the United States, but as they had already gained
considerable experience in the field, the first three prizes (1904-6) were taken by British and French drivers.
A lively poster promoting the first race boldly proclaimed that the speeding cars would follow “Nassau
County Highways!!!” for 250 to 300 miles, circling
around Westbury at “Daylight” (actually 9 a.m.). From
an origin in eastern “Queens” (then easterly Jamaica,
now Queens Village), the advertised course used by
these hurtling motor machines included Jericho Turnpike, Oyster Bay-Massapequa (now Hicksville) Road,
and Plain Edge-Bethpage Road (now Hempstead Turnpike) within Westbury, Hicksville, and Central Park
(Bethpage) before turning back through Hempstead
itself. After roaring along Fulton Street, the racing cars
finished their long trips via Hempstead Avenue
(Turnpike) back into Queens, where they swung onto
Creed Avenue (Springfield Boulevard) and ended up
back at “Queens” (Village). These roads were then
among the few well-defined thoroughfares of central
Nassau County, though still unpaved and nothing like
the seemingly endless, multiple-lane “strips” into which
they’ve been transformed in more recent times.
The desire to avoid a repeat of predictable crowd control problems with the 1904 competition led to a far different route for the second Vanderbilt Cup Race, held
on October 14, 1905. Being kept wholly within Nassau
County, entrants were again instructed to follow Jericho
Turnpike, but this time starting the event at Hyde Park
(now Lakeville) Road instead of eastern Jamaica, and
upon reaching Jericho proper, to go north on the Oyster
Bay Road instead of south. At East Norwich (a much
quieter hamlet than Hicksville), the cars were then to
head west on North Hempstead Turnpike as far as
“Bull’s Head Corner” (near Greenvale), turn left (south)
onto Glen Cove Road, and follow that to I.U. Willetts
Road. Heading west, the racers would cross the Long
Island Rail Road’s Oyster Bay Branch at the future site
of Albertson depot, wiggle across Mineola (Willis) Avenue, and wind all the way out I.U. Willetts to Lakeville
Road in Lake Success. There they were to head south
again, straddling the easterly edge of Deepdale as they
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Third Avenue’s Car Building Program
(Continued from page 1)

Car 410 at W. 42nd Street Ferry.
Bernard Linder collection

Car 175 at Westchester and Third Avenues, 1948.
Bernard Linder collection

Car 268 on the V/Williamsbridge Road Line at West Farms Square,
1948.
Bernard Linder collection

149th Street Crosstown Line at the Bergen Avenue Cutoff, August
13, 1947.
Bernard Linder collection

Car 4 on White Plains Road in Mount Vernon.
Bernard Linder collection

Car 38 on the P/Webster Avenue Line in New Rochelle.
Bernard Linder collection

(Continued on page 5)
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Third Avenue’s Car Building Program
(Continued from page 4)

Third Avenue Railway car 336.
Bernard Linder collection

Third Avenue Railway car 340.
Bernard Linder collection

Car 612 on Tremont Avenue, east of West Farms Square.
Bernard Linder collection

Tremont Avenue, east of Third Avenue, circa 1933.
Bernard Linder collection

Fordham Road and Third Avenue, looking west, late 1930s.
Bernard Linder collection

Battery car on Pelham Park & City Island Railway.
Bernard Linder collection
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ond LIMP overpass of the (single-track) LIRR Main Line
was located very close to the present MTA LIRR bridge
over the Seaford-Oyster Bay Expressway which opened
in 1963.
Vanderbilt did not have the luxury of time to evaluate
alignment alternatives from a public benefit perspective
or perform environmental impact studies, but used his
financial prowess to acquire or gain access to the properties he deemed necessary for the creation of a dedicated roadway in as efficient a manner as possible. In
the end, the road’s overall alignment was dictated by
geographic variations between its key destination
points, and it literally wound its way across a significant
portion of Long Island as a result. The road was originally 16 feet wide and later expanded to 22, being constructed with two lanes for general travel (one in each
direction) that were bounded by wooden railings and
had super-elevated curves so those early, minimallypowered motor cars could maintain their “high” speeds.
There was no speed limit per se in the parkway’s early
years, but given the technology then available, a typical
vehicle of the time was able to reach and maintain
about 40 mph with a minimum of consequence. Simple
overpasses were built to get across each public roadway (including some that were barely chartable at that
stage), being composed of bedecked, steel I-beams
dropped between low concrete abutments. Access was
controlled through dedicated ramps and toll houses,
which all vehicles were required to pass before reaching
the main roadway. A full-time attendant would open the
swing-gate upon receipt of the appropriate toll (set at $2
in 1908 (that was the same as $50.40 in 2011!...), it fell
to $1 by the onset of World War I). In fact, the access
ramps were the only places where traffic would cross on
the whole parkway, as each faced the same direction
and left turns were required to reverse field.
Naturally, the initial segment was first used to host an
informal auto competition from the “Garden City Lodge”
near Clinton Road to the “Massapequa Lodge” on June
6 before the entire road was thrown open to the motoring public (such as they were). The fourth Vanderbilt
Cup race was then finally held on October 24, 1908 and
won for the first time by an American, one George Robertson of Garden City. It did indeed use the new Motor
Parkway between Barnum (Merrick) Avenue and Massapequa (Hicksville) Road as a high-speed straightaway with some built-in curves, but the overall circuit was
markedly shortened from the earlier three matches as it
traveled around a trapezoid formed by the above three
thoroughfares plus Old Country Road. For each event
between 1904 and 1906, the Long Island Rail Road was
pleased to provide extra or “Special” service to various
vantage points of the racing course, namely (New)
Hyde Park, Mineola, East Williston, Roslyn, North
Roslyn, Westbury, Hicksville. and Central Park on the
Main Line and Oyster Bay Branches. For the 1908 race,
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(Vanderbilt) Motor Parkway. Then stretching for about
10 miles, the Parkway unassumingly originated at a turn
off Rocky Hill Road (now Springfield Boulevard) in
“Creedmoor,” just inside the Queens County boundary,
and closely paralleled the present-day Grand Central
Parkway, which in Nassau County changes to the
Northern State Parkway. The new thoroughfare bisected Deepdale almost exactly between Little Neck and
Lakeville Roads, passed very close to the Vanderbilt
mansion, and then veered east from Lakeville Road to
Nassau Heights (now a residential area centered on
Herricks High School). It then circled southward next to
St. George’s Lake (later filled in, its site is now framed
by Searingtown and Old Searingtown Roads) and
turned east again, crossing over the Long Island Rail
Road’s Oyster Bay Branch next to Foxcroft Road at
what is now the boundary of Albertson and East Williston. The road then turned southward and passed
through the middle of the Wheatley Hills golf course,
which was combined with local hotel development and
constructed in 1907 in concert with the parkway. Again
paralleled by the present-day Northern State Parkway,
LIMP passed over Hillside Avenue (NYS 25B), Jericho
Turnpike (NYS 25), and Westbury Avenue before
swerving slightly to cross over the LIRR Main Line
about halfway between the current Mineola and Carle
Place stations. After fording Old Country Road on the
eastern fringe of Garden City, the new roadway made a
long, graceful 90° turn east as it crossed above Clinton
Road. More or less, it then paralleled the former Central
Railroad of Long Island “Extension” off the northerly
flank of Stewart Avenue. This portion originally formed
part of the south side of the Hempstead Plains Aerodrome in 1909-10, which was the original name for Roosevelt Field. In more contemporary terms, the Long Island Motor Parkway in this area cut across the south
end of the present Roosevelt Field Shopping Center,
and is actually used in part by its South “Ring Road.” In
late 1956, a very short piece of Vanderbilt’s alignment
was also adopted for the Meadowbrook State Parkway
between Zeckendorf Boulevard and the Merchants Concourse. Like the former Central Railroad, that initial portion of LIMP is then still traceable across the Eisenhower golf complex before melting into Salisbury Park Drive
in modern-day Levittown. Its final exit at that time was
the “Massapequa Lodge,” a toll house off what is now
Hicksville Road (NY 107) on the south side of Bethpage
(formerly Central Park). Beyond that point the incomplete highway suddenly turned north (at a location later
and famously coined “Dead man’s Curve”), again
crossed over the Long Island Rail Road Main Line south
of Central Park (Bethpage) station and petered out as it
entered Bethpage State Park. Worthy of note, that sec-
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this time it was completely confined to a large new track
built on the original site of the Roosevelt airfield, which
then became Roosevelt Raceway. Unfortunately, the
new race attracted mostly foreign contestants, somewhat like its predecessor, while less-than-impressive
construction worked against the peak performance that
its fans had expected and enjoyed. Small improvements
were made to the course after the first race, but the
Roosevelt Raceway held its last motor sports event in
1937 and was then converted for horse racing meets
beginning in April, 1940. As time advanced, these competitive equestrian events were served by Long Island
Rail Road Specials that used the “Mitchel Field Secondary” (former Central Extension) until the adjacent Air
Force Base, which controlled access to the station site,
was closed in 1961.
Given the ability to develop dedicated track ways and
grandstands, several car racing venues sprouted up
around Long Island in the decades surrounding World
War II, with competitive auto racing on municipal roads
finally being banned by state statute after the 1953 season (at that time thanks to another incident in upstate
Watkins Glen). The first was located in Freeport at its
large depression-era Municipal Stadium, which was
finished in 1931 and hosted its first, unsuccessful auto
race in 1934. Midget car racing was then tried with better results through 1941, but when it was resumed after
the war in 1946 drew less of a response and the Allstate
Racing Stock Car Club was formed the following year to
organize and promote the track’s activities. This series
of races lasted through the 1959 season, after which
several successor racing associations kept the track
open until it was finally shut down in September of 1983
and the property subsequently redeveloped. Other Long
Island race courses through the years were located at
Islip from 1947 to 1984, it being particularly notable as
birthplace of the “Demolition Derby” in 1958 and for
hosting yearly NASCAR meets between 1964 and
1971; and at Riverhead, which saw the start of Stock
Car racing in 1949 and remains open in 2013 as the last
surviving motor sports arena on Long Island. Racing in
the upscale east end community of Bridgehampton had
a history similar to that of the Vanderbilt Cup, but was
not as prestigious and began years later. Between 1915
and 1921 a competition was staged using the Montauk
Highway and local streets before it was suspended for
economic reasons, then not revived until 1949 using a
slightly expanded course which lasted through the
sport’s 1953 banishment. Local enthusiasts then formed
a corporation to construct the required, permanent track
facility, but it was not until 1957 that the Bridgehampton
Raceway was actually opened, yearly hosting the
Sports Car Club of America’s national championship
heats. The next generation of the Vanderbilt Cup was
awarded to its winners in 1965, 1967, and 1968, with no
racing at all in 1969 and 1970. After one final SCCA
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a main grandstand was erected in the strip between the
New Bridge and Massapequa Road grade crossings of
the Central Branch where that portion of the Motor
Parkway ran parallel to the railroad. This location was
coined “Division Avenue,” a somewhat arbitrary point
just west of the former Island Trees depot at Milepost 25
(measured from Long Island City), where temporary,
low-level cinder platforms were laid for the privileged,
ticket-holding hordes. There LIRR could use the Island
Trees siding to stage dedicated trains from Long Island
City and Jamaica, which employed tank engines (as
had once been used on “rapid transit” trains) to avoid
the necessity of a reverse (tender-forward) haul or a
wye maneuver.
The station and grandstand saw use for three Vanderbilt Cup races (1908, 1909 and 1910), including midsummer qualifying heats, before competitive auto racing
on Long Island was halted by legislative fiat, almost as
horse racing at Belmont Park had been by the antiwagering ordinance. Such political intervention was the
by-product of the same apprehension about public safety which Vanderbilt had been battling since the start, as
in 1906 being spurred by a fatal occurrence during the
October 1, 1910 preliminary. In this second instance,
however the victims were not “civilian” by-standers but
rather two “mechanicians” who rode along in each car
to insure their proper operation. One was killed in the
race’s first laps when he was thrown out of his racer as
it hopped over the New Bridge Road overpass, the other in a more spectacular manner when the Buick driven
by Louis Chevrolet got snagged in a rut on Old Country
Road (perhaps exacerbated by inlaid streetcar track),
which disabled the car’s steering. It then careened off a
parked trolley, spewed undercarriage parts as it crashed
through a fence, and tumbled into the front yard of a
residence, where it bowled over an occupied touring
sedan and ejected both occupants before settling
against the porch. Mechanic Charles Miller was pinned
under the racing car’s wreckage and died on the spot,
while Mr. Chevrolet was lucky enough to suffer only a
broken shoulder. Thankfully, none of the four ladies occupying the destroyed touring sedan was seriously hurt,
but there certainly was enough fear, excitement, and
attendant media play to go around.
In subsequent years the Vanderbilt Cup began to travel across the United States and was awarded at a number of venues from Savannah, Georgia to Milwaukee,
Wisconsin and finally Santa Monica, California through
the year 1916. The cup and the racing it engendered
were then suspended as the First World War began and
not resumed for 20 more seasons. In 1936, William
Vanderbilt II’s nephew, George Washington Vanderbilt
III, resumed the sport of car racing on Long Island, but
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portions in Nassau County, this extension was again
grade-separated, but its newer overpasses were slightly
larger and higher, as well as constructed in a more substantial manner. After the parkway’s extension in 1926,
the original Rocky Hill Road toll terminus was maintained as an exit called “Hillside Avenue Lodge,” while
cars on the newer stretch passed through one of the
first recognizable toll booth arrays in America, as there
were no collection facilities west of that point. Ultimately,
the entire road as completed through this final extension
reached a total length of approximately 45 miles from
Fresh Meadows to Lake Ronkonkoma, and was renowned as a swift, somewhat exclusive, and almost
secretive alternative to an otherwise long journey between the “far” reaches of Long Island and New York
City. By the early 1920s, annual passes in the form of
metal license tags were available for a price of $55
(again, that would be $716.69 in 2011…). This played
nicely into the hands of the illicit, so-called “Rum Running” trade spawned by Prohibition (otherwise known as
the Volstead Act) in 1919, whose agents eagerly and
effectively used it as a main commercial pipeline for
more than a decade. Their exploits eventually resulted
in public law enforcement on the otherwise privatelyoperated highway, as not only were speed limits finally
incorporated, but patrols from the New York State Police
were brought in during 1924 to replace the existing, private (and perhaps susceptible) security forces that had
been deployed since the road opened.
The Long Island Motor Parkway led a mediocre economic existence well into the 1930s, just as the Greater
New York area began to grow a publicly-funded motorway system of its own. This process was largely shepherded by Robert Moses, who was a politico in a very
key position of power, at one time being simultaneously
appointed as Mayor LaGuardia’s Parks Commissioner
and the Commissioner of Parks for Nassau County, just
as the Depression-era emphasis on public works came
about. As a result of his political associations, Moses
wielded great (and growing) influence across institutional and geographic borders through the formation of
state-sanctioned public-benefit corporations, which in
turn directed the construction of roadways. By the time
the now-familiar Queens-Long Island expressway grid
first began to take shape, Vanderbilt’s road was in default of taxes across some communities and being
smothered by debt (situations exacerbated by the lingering Depression, falling usage, and plummeting toll
revenues, as the cost of a passage sank to just 40¢ by
1937 (that being $6.18 in 2011 terms…)). LIMP’s Board
initially offered to sell the Queens-Nassau portion of its
road to Moses and his affiliated companies as early as
1930, but the “Commissioner” demurred, claiming its
alignment was no longer practical or particularly useful
as a part of the modern highway system, and that the
soaring use of emerging, toll-free highways (which he
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seasonal race in 1971, the track stood idle for 27 years
before it was finally demolished in 1998.
As for the Long Island Motor Parkway, it was maintained and even expanded in the years after its time as
the Vanderbilt Cup venue had ended. In 1911 the road
was finally completed as far as Lake Ronkonkoma,
which became an alternative end point after Vanderbilt
was unable to secure the needed land to reach his desired destination of Riverhead, this being a sign of personal economic troubles as much as anything. The
easterly extension continued where the original road
had left off, slicing east-northeasterly across Bethpage
State Park and Old Bethpage to enter Suffolk County.
Roads were such that there was no longer an effort to
eliminate grade crossings on this extension and the entire 2-lane thoroughfare was laid completely at grade,
where it found little competition for space. From about
Baylis and Pinelawn Roads in Lower Melville, the Parkway set a southeastward course straight into Wyandanch (actually Wheatley Heights), where it bent
sharply northeastward again to reach Half Hollow Road.
Wyandanch became a dividing point when speed limits
were finally imposed on the parkway around 1923, being set at 40 to the east and 30 to the west, with typical
traffic speeds by that time actually reaching up to 50
mph. From Half Hollow Road to its end by the shores of
Lake Ronkonkoma, the balance of the “Vanderbilt Parkway” has been adopted by Suffolk County as its Route
67, was modernized through the decades, and remains
a public way in 2013. It turns eastward at Deer Park
Avenue in Dix Hills, eventually to tie in with a spur (now
Harned Road) that still reaches Jericho Turnpike in
Commack. After that the surviving highway weaves between the Northern State and Sagtikos Parkways, and
then wobbles alongside the Long Island Expressway as
far as Exit 57 near Islandia. The “Long Island Motor
Parkway” then remains on its original course, albeit
greatly widened, to the site of its former terminus at the
Petit Trianon Inn next to Lake Ronkonkoma, a resort
house that was destroyed by fire in 1958.
Expansion also came to the Queens end of the Long
Island Motor Parkway after World War I (at which time
Vanderbilt’s fortunes were again elevated). From its
original end at Rocky Hill Road, the highway was continued on its original west-southwestward trajectory
across Cunningham Park, where it turned sharply northnorthwest and was built as a companion artery to Cross
Island (later Francis Lewis) Boulevard. That final stretch
of the parkway went as far as Peck Avenue, then curled
briefly northwest before ending completely at Horace
Harding Boulevard, which later became World’s Fair
Boulevard (for 1939-40) and was massively rebuilt as
the Long Island Expressway about 1960. Like the older

(Continued on page 9)
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across Nassau County can now only be traced on topographic maps such as those available through Google,
and at that in a fragmentary nature much like its adjacent relic, the former Central Railroad of Long Island. In
recent times an awareness and appreciation of its trailblazing existence seems to be growing, but just as its
railroad contemporary was symbolic of the energetic
drive to link the American city with its countryside in the
19th Century, knowledge of the Long Island Motor Parkway’s history now serves little purpose other than to
illustrate the not-so-humble beginnings from which one
of America’s most prized 20th century cultural phenomena, the freeways that so well express its citizens’ independence, came to be.

The Genesis of “Dashing Dan”
(Continued from page 8)

was only starting to provide with public funds) would
gradually starve the older road of its patrons in any
case. Thus denied a long-term role in overall development of the metropolitan area’s public roadway system,
the Long Island Motor Parkway—America’s First Expressway—withered on the vine and was finally closed
forever in 1938. Certain portions of it lived on afterward,
most notably the section in western Suffolk County as
cited above, but also as a hiking, biking, and jogging
trail in Queens, which was rehabilitated and improved
as recently as 1999. The middle, most original portion
Third Avenue’s Car Building Program
(Continued from page 5)

OBSERVED DATA
Car Numbers

From Line

To Line

Month

331-383

Third and Amsterdam Avenues
Yonkers-all lines
Broadway-Amsterdam Avenue-125th Street
125th Street Crosstown

April-September

101-179

Broadway
10th Avenue

Third & Amsterdam Avenues
Broadway-Amsterdam Avenue-125th Street
125th Street Crosstown

Entire year

316-320

Broadway
10th Avenue

Ogden Avenue

March

301-315

Yonkers Avenue

Yonkers-all lines
A/New Rochelle-Subway

April

25-57

1/Broadway-Warburton Avenue
2/Broadway-Park Avenue
3/Broadway

Out of service (A)

August

700s

Yonkers and New Rochelle-local lines

31st Street (Steinway) or out of service

July (A)

287, 291, 292, 300

Westchester County

St. Anns Avenue
Morris Avenue
Harlem Shuttle
138th Street Crosstown

May

269-273, 275

Westchester County

Kingsbridge Car House

May

276, 278

Westchester County

Kingsbridge Car House

October

(A) When the 300s arrived in Yonkers, 25-57 were transferred from Broadway to lightly-traveled Yonkers lines, replacing the 700s, which were
scrapped or transferred to Steinway’s 31st Street (Queens) Line. When all 300s were running, 25-57 were placed in storage.

The Huffliners, which were replaced by buses, were
taken out of service when they were only ten years old.

Aluminum cars were probably scrapped and steel cars
were sold to Brazil.
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Metropolitan Transportation Authority
Here is additional information about the $1.83 million
M-9 contract that was reported in last month’s Bulletin.
Using funding from MTA’s 2010-4 Capital Program, the
base order will deliver 92 cars to the Long Island Rail
Road. If funds are provided in the 2015-9 Capital Program, additional cars would be ordered under options
for the Long Island Rail Road (up to 304) and MetroNorth (up to 280). These 676 cars would replace the
roughly 290 M-3s that currently operate and provide for
future service expansion. Since the M-9s will be assembled in Yonkers, up to 1,500 people will be employed in
New York State. In recent years Kawasaki has produced 1,136 M-7s (836-LIRR and 336-MNR) and is in
the process of delivering 405 M-8s for the New Haven
Line, of which 276 are on the property. The M-9s will
incorporate many features introduced in these two car
models. Artist’s renderings show the cars as LIRR 4402
and MNR 7900. Something seemed odd about the numbers and immediately I realized that the artist had
switched the numbers for the cars since the last M-7
delivered to LIRR was 7836, and for MNR, 4335.

A press conference was held on September 30 to
highlight the agency’s 20-Year (2015-34), $106 billion
Needs Assessment. Included are projects for protecting
the system and its assets from future weather events
such as Superstorm Sandy. One omission is mention of
the Third Track Project, which would add capacity between Hicksville and Floral Park. The tables below highlight some of what is contained in the 148-page report
(TYNA-Consolidated.pdf) available on the Internet.
AGENCY

TOTAL (MILLIONS)

NYCT

$ 68,237

LIRR

$ 13,404

MNR

$ 8,936

MTA Bus

$ 2,507

MTA Bridges & Tunnels

$ 12,033

MTA Police & Security

$ 614

No. 300
by Randy Glucksman

Below are some of the proposed projects:
LIRR

MNR

NYCT / SIR

Expansion of Real-Time Information
Implementation of new fare and toll payment options
Improvement of access for elderly and physically challenged
Purchase M-9As
Purchase M-9s

Purchase New Subway Cars for Subdivisions "A" and "B"

Replace End-Door
Coaches
Optimize service links by adding transfer opportunities
Upgrade Line Equipment (Tunnel Lighting, Ventilation Plants, Pump
Rooms & Deep Wells), Power, Security, Signals, Stations, Tracks,
Depots, Shops & Yards, and Structures
Completion of
Campbell Hall to
Ronkonkoma
Bus/Paratransit VehiSloatsburg Second
Branch Doublecle Replacement
Track
Track Project
Reopen Republic
Southeast InterHub Station in East
CBTC Expansion
modal Center
Farmingdale
Introduce "Scoot"
Grand Central TerShuttle service to
Install Real-Time
minal Improvenon-electrified
Information
ments
branches
Third track between
Jamaica ImproveTimes Sq. ReconfiguNorth White Plains
ments
ration and Upgrade
and Crestwood

Other LIRR projects would extend electrification on
the Main Line to the Port Jefferson and Montauk
Branches, adding 16 stations to the current 85 stations
served by electric trains (there are 124 stations on
LIRR), double track from Ronkonkoma to Yaphank, new
storage yards in Nassau and Suffolk Counties, and platform extensions to accommodate trains longer than four
cars at Forest Hills and Kew Gardens.
Subway car replacements:
NUMBER

LENGTH

BUILT

R-46
(System
Growth)

752

75'

1975-8

REPLACEMENT
YEARS
2015-9

168

75'

-

2015-9

R-62/62A

1,140

50'

1983-7

R-68/68A

625

75'

1986-9

CLASS

2020-4
2025-9
2025-9

The American Public Transportation Association
(APTA) awarded its 2013 communications grand prize
for printed materials, and first prize for electronic media
to MTA Arts for Transit and Urban Design. The grand
prize recognizes MTA’s Graphic Art Cards and Poster
Program and the first prize win goes to a mobile app,
Meridian, that provides detailed information and location
(Continued on page 11)

$ 105,731
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information about Arts for Transit’s permanent works of
art in the MTA system.
MTA-METRO-NORTH RAILROAD (EAST)
Track and drainage repairs on the second track
between Woodlawn and Melrose were completed over
the weekend of September 14-15 and service resumed
on (inbound) Tracks 4 and 2. Some initial work was
done on outbound Track 1, prior to switching to Track 3
before returning to Track 1. Two high-tech methods
were employed to determine the extent of work required
to repair this six-mile section of track, which over the
years has sustained water damage.
Metro-North reported that the first method is Ground
Penetrating Radar (GPR). “In the past, railroads have
primarily relied on visual inspection and excavation to
assess the condition of the track bed. GPR can
accurately show potential problem areas in the
structural layers below the track’s surface before
anyone starts digging. This information has been critical
in developing the scope of our on-going track
improvement programs, especially in identifying areas
of poor drainage that need to be corrected.” Second is a
Track Loading Vehicle (TLV). “This technology leads the
industry’s efforts in assessing track conditions. It is
designed to apply forces close to the strength limits of
the rails, track ties, rail fasteners, and ballast. We are
one of the first railroads in the US that is using this
technology to test its entire right-of-way.” As of
September 18, GPR has inspected 85% of the railroad’s
620 track miles, and the TLV has completed the entire
New Haven Line.” As this column was being completed
(mid-October), Metro-North reported that the project
was 70% completed.
While checking the August 19 temporary construction
timetable, I discovered that for the first time, all Harlem
Line stations are listed on one side – there is no
separate section for the Wassaic service. This is
because the bus shuttle from Melrose to Fordham
occupies that space.
2013 will probably go down in history as being one of
the worst in terms of service for Metro-North riders.
Some of the tragedies that have befallen the railroad
include the derailment and collision near Fairfield Metro
(May 17), the CSX garbage train derailment at Spuyten
Duyvil (July 18), and the latest, loss of a Con Ed
138,000-volt electrical feeder from a substation that
supplies power to an 8-mile section of the New Haven
Line from Mt. Vernon. When it failed at 5:22 AM
September 25, service was suspended between Grand
Central Terminal and Stamford for the entire inbound
commute. Passengers were told to use alternate means
of transportation, including the Harlem Line, where New
Haven Line tickets were accepted. As I rode the Hudson
Line that morning, I observed two trains of M-8s
11

heading north on this line. In the following days, similar
sightings were reported. At 9:10 AM, hourly (described
as “extremely limited”) diesel (actually dual-mode)
service was instituted between Grand Central Terminal
and Stamford. Westbound service departed from Stamford hourly, starting at 9 AM. This service could only
accommodate about 10% of the typical daily ridership.
(While this was taking place, a man described as a resident of a homeless shelter pushed a young woman onto
the tracks at White Plains in front of a northbound train
at about 11 AM. She was hospitalized for treatment of
serious leg trauma.) I was in Grand Central Terminal
that afternoon and saw the virtually empty New Haven
Line departure boards. Numerous alerts were sent, including one advising that pre- and post-Yankee game
service would not operate on the New Haven Line (and
for the following night, the final home game). Connecticut Governor Dannel Malloy, speaking at a press conference, warned that the outage could last for weeks (till
October 15). A service plan with some bus service was
promised for the next day; however, the limited operation that was already in effect continued until the end of
service.
Thursday, September 26: Riders were “strongly encouraged to stay home or seek alternate service" as
even with the additional trains and bus shuttles, only
about 33% of the regular ridership could be handled.
Harlem Line cross-honoring continued. Until further notice, the New Canaan and Danbury Branches were operated with shuttle trains, while Waterbury was a shuttle
bus. Again, as the MTA agencies have done too many
times in recent history, a fleet of buses (60) with drivers,
supervisors, and support personnel was marshaled to
provide this service.
PDFs of the timetable for the hours of 5 AM through 3
PM and 3 PM to end of service, and a separate map,
were posted on the MTA website. Governor Malloy held
a press conference in Grand Central Terminal and blasted MTA for the catastrophic failure and called for refunds to commuters. He also suspended all routine
highway work to aid those who opted to drive. The following services were operated:
● New Haven/Stamford, electric trains on 20-to-30minute headways
● Stamford/Harlem-125th Street/Grand Central Terminal, diesel trains on 20-to-30-minute headways
making all stops
● Old Greenwich to Rye, diesel trains on 25-minute
headways, shuttle bus to White Plains
● Harrison to New Rochelle/Harlem-125th Street/
Grand Central Terminal, diesel trains on 20-30minute headways
● Pelham and Mt. Vernon East, shuttle bus to Mt.
Vernon West (Harlem)
Friday, September 27: One timetable PDF was posted
on the MTA website, which continued the same service
(Continued on page 12)
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plan as the previous day
Saturday-Sunday, September 28-29: Westbound from
New Haven, trains departed at 45 minutes after the
hour making all stops to Stamford. At Stamford, riders
could switch to a diesel express to Grand Central or to a
diesel local to Grand Central. Express trains to Grand
Central departed Stamford at 55 minutes after the hour.
Local trains making all stops (between Old Greenwich
and Fordham) to Grand Central departed Stamford on
the hour. Eastbound local trains making all stops to
Stamford departed Grand Central at 34 minutes after
the hour, while express trains to Stamford departed
Grand Central at 8 minutes after the hour. Expresses
connected with a local to New Haven, departing
Stamford on the hour
Monday, September 30: Working with Con Edison,
arrangements were made to utilize what was termed
residential power. Several temporary substations were
constructed by bringing transformers to supply the correct voltage, which would enable an increase in service
and operation of electric trains through the 8-mile section. Metro-North was now able to operate 50% of its
daily service. These temporary substations had to be
reengineered so that they were suitable for providing
the higher voltage required to operate electric trains, as
well as to be able to handle the spikes in power that
occur when a train enters this section. These
substations usually provide residential power which is
sent to households in a steady stream. Con Edison was
still working on a permanent fix that would be completed
by October 7, shortening the original date by one week.
To supplement this service, 8,600 Park & Ride spaces
were secured as follows:
LOCATION

WALK OR RIDE TO

NUMBER OF
SPACES

8 E. 153rd
Street, Bronx

Yankees-E. 153rd Street
(Hudson) or 161st Street 4CD

1,500

Orchard
Beach, Bronx

Free shuttle bus to Pelham Bay
Park 6

5,000

Rye Playland

Bus to White Plains (Harlem)

1,500

Kensico Dam

Valhalla or bus to White Plains
(Harlem)

600

In response to questions raised the previous week by
Governor Malloy, Metro-North announced that it was
reviewing the possibility of providing a credit toward
future purchases. Any rider who had a monthly or
weekly ticket during this incident was advised to hold
onto his or her ticket. Also, in a change, New Haven
Line tickets were being honored on all Metro-North
lines. In fact, a special MTA Board meeting was called
for the afternoon of October 1 to consider approving
such a credit. According to a report in The New York
Times, Con Edison admitted that it may have caused
12

the power failure by disconnecting a feeder cable that
had previously been taken out of service for upgrades
Tuesday, October 1: At around 8 AM, an advisory was
sent that normal service had resumed on the Waterbury
Branch, which included the through trains. The MTA
Board approved a credit toward future purchases for
New Haven Line monthly or weekly tickets valid for
travel between September 25, 2013 and the restoration
of full service. An implementation plan as to how the
credits would be received was being developed to be
announced on the MTA website
Wednesday-Friday, October 2-4: With Con Edison
supplying additional power via an additional
transformer, five AM Peak trains were added to
accommodate about 65% of daily ridership. To speed
things up for New York customers at stations in the area
of the power outage, local diesel trains originating in
Harrison made fewer stops and customers at Pelham
and Mount Vernon East boarded electric trains that
originated in Stamford. Parking and bus shuttles
remained in effect. A new PDF timetable was posted on
the MTA website. On the Danbury Branch the peak hour
through trains were restored.
Later that day, Connecticut Transportation Commissioner James Redeker told a gathering of Connecticut
Mayors and First Selectmen at the Connecticut Convention Center that he was hoping for a full restoration of
service for the Monday morning commute. According to
a report in The Hartford Courant, Mr. Redeker also said
that the railroad was able to accommodate about 65%
of its riders; another 20% were using the Harlem Line.
The remaining 15% drove, carpooled, or worked from
home.
During the afternoon, Metro-North reported that full
service would be restored Monday morning, assuming
the new substation, which received Con Edison power
that day, was found reliable during testing over the
weekend.
MTA released its refund policy for holders of weekly or
monthly New Haven Line tickets valid during the period
of the outage. Those tickets would be prorated and
riders could begin applying for the credit on October 9
and have until March 31, 2014 to submit their tickets.
Mail&Ride customers will see this credit in December.
There are no processing fees. Details can be found on
the MTA website
Saturday-Sunday, October 5-6: The Meadowlands
train did not operate for the Giants vs. Eagles game.
There was hourly electric service, making all stops between New Haven and Stamford, and diesel express
service between Stamford and Grand Central Terminal
in both directions. Local trains operated with EMUs between Stamford and Grand Central Terminal. Bus shuttles did not operate. Metro-North conducted tests of the
new substation and announced that the testing was
successfully completed.
(Continued on page 13)
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My son Marc and I took photos on Saturday at South
Norwalk, Stamford, and Cos Cob. With the additional
electric power that was available, all Acelas and
Regionals operated solely on electric power. One MNR
local train operated using push/pull equipment instead
of M-8s. No M-2/M-4/M-6 consists were to be seen
Monday, October 7: Normal service was resumed.
A 500-car garage will be built to serve the North White
Plains station, which is used by more than 2,200 people
each weekday. In the planning stages since 2003, the
structure will also include spots for bicycles and
scooters space for administrative operations and
utilities, and limited retail space. The present 109-space
garage will be demolished. Funding for this $41.8
million project came entirely from a federal Congestion
Mitigation/Air Quality (CMAQ) grant.
By the time you read this, alcohol-free, soapy foam
hand sanitizers will have replaced many of the soap
dispensers in train restrooms. The project should be
completed this fall.
MTA METRO-NORTH RAILROAD (WEST)
Midday weekdays, between September 30 and October 11, buses replaced trains between Port Jervis and
Harriman to enable track work and work in the Otisville
Tunnel. Over the weekend of October 4-7, bus service
operated between Port Jervis and Ramsey Route 17 so
that maintenance projects could be performed at Tuxedo and Woodbury.
There was another midday busing project (using Leprechaun Bus) from October 14 thru November 22.
Select off-peak trains between Port Jervis and Ramsey
Route 17, and between Middletown and Ramsey Route
17, were replaced by buses to accommodate track work
and the Otisville Tunnel Project.
A Pascack Valley/Port Jervis Line timetable was issued effective October 13. Please see details below.
The M-8 status was updated on September 19 to
show 276 cars conditionally accepted with 20 cars
undergoing Kawasaki inspection. As of mid-October, Bill
Zucker had observed 9100-9307, 9312-31, 9334-5,
9342-63, and 9372-3 for 254 cars.
MTA LONG ISLAND RAIL ROAD
New timetables (timetable cards) were issued effective
November 11. Details were reported in last month’s Bulletin.
Special timetables or timetable cards were issued for:
● Port Washington: October 5, Sperry Rail Testing —
Bus/van between Port Washington and Great Neck
● Ronkonkoma: October 5, switch replacement at
Pine-Aire — 3 westbound trains suspended between Ronkonkoma and Farmingdale (card)
● Port Jefferson: October 6 and 20, rail welding and
miscellaneous work — bus service from Port Jefferson to Huntington
13

Port Jefferson: October 12-13, Switch 5E & 5W Replacement at Divide Tower — Hourly service vs.
half-hourly service between Huntington and Hicksville
● Hempstead, October 13, Altered Sunday PM Service — One train re-timed (card)
● Oyster Bay, October 19 and 20, Oyster Festival —
three extra eastbound and four westbound between
Mineola and Oyster Bay
● Ronkonkoma, October 19-20, Switch 6E & 6W Replacement at Divide Tower — Some train re-timings
● Montauk, October 21-24, Sperry Rail Testing — bus
service; transfer at Babylon, Patchogue, or Speonk,
depending on the day
TrainTalk (September) reported that each year nearly
15,000 items are turned into the Lost and Found Office.
Since 2011, the return recovery rate has increased from
51.5% to 60%.
The 2013 edition of LIRR’s “Train to the Game” brochure to MetLife Stadium was available in late September.
On September 17 an agreement between LIRR and
the Buildings and Construction Trades Council of
Nassau and Suffolk Counties, a first for MTA and LIRR,
was announced. This will reduce the railroad’s labor
cost on seven projects, the first being the $137.7 million
Main Line Double Track between Farmingdale and
Ronkonkoma. The other projects covered by the
agreement are: the Mid-Suffolk Electric Yard ($76.6
million); Hicksville Station improvements ($55.2 million)
and Hicksville North Siding ($37.7 million); Ellison
Avenue Bridge Replacement in Mineola ($39.2 million);
Great Neck Pocket Track Extension ($25.8 million);
Wantagh Station Platform Replacement ($20.7 million);
and the Colonial Road Highway Bridge Replacement,
also in Great Neck ($9.5 million). The total cost of union
labor on those projects was originally estimated at
$60.1 million. LIRR (and taxpayers) expect to save an
estimated $6.5 million over the next five years.
In the September Bulletin I reported that the timetable
rack next to the information window had been moved to
the waiting room. That was the back (east) wall. Shortly
after that move it was moved again to the north wall
(men's room). Member Richie Schulman reported that It
has been moved again as it is no longer in the waiting
room. Nobody that he asked seemed to know where it
is now. (Editor’s Note: The man who was staffing the desk at
the entrance to this area told me that the timetable rack was
moved from its first position early in the summer in order to
place a large fan at that location. It was banished from the
waiting area when passengers complained about the loss of
seating. It is still unknown where the timetable rack was
moved.)
NJ TRANSIT
Between late September and February 2, 2014 (Super
Bowl Sunday), NJ Transit will receive $635,000 of a
(Continued on page 14)
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$1.06 million contract with Titan Advertising from Pepsi
Cola to place ads on trains and buses and in stations.
New timetables were issued effective October 13 for
all lines except the Atlantic City, which got its new
timetable the following day to coincide with the opening
of the Pennsauken Transit Center Station, and of
course the RiverLine’s timetable carries the same date.
Getaway service operates on November 27
(Thanksgiving Eve) and December 24 (Christmas Eve)
for the Morris & Essex, Northeast Corridor, North Jersey
Coast, Pascack Valley, Port Jervis, and Raritan Valley
Lines. Weekend/Holiday schedules will be in effect for
November 28 (Thanksgiving Day), December 25
(Christmas Day), January 1, 2014 (New Year’s Day),
January 20 (Martin Luther King Day), and February 17
(Presidents Day). Pre- or Post-New Year’s Eve service
will operate on the Northeast Corridor, North Jersey,
Pascack Valley, Port Jervis, and Raritan Valley.
Enhanced Weekend/Holiday service will operate on the
Montclair-Boonton, Raritan Valley Lines on January 20
and February 17, 2014. For the Far Hill Steeplechase,
an annual event, a special schedule, where buses replaced certain trains, was on the Gladstone Branch on
October 19. PDF schedules were posted on the Internet.
NJ Transit’s post-Sandy rail fleet status is regularly
updated. The numbers on the top line of the table below
are carried over from last month’s Bulletin and the
bolded numbers are the latest.

TYPE

TOTAL
FLEET

VEHICLES
DAMAGED

RETURNED
TO
SERVICE

AWAITING
REPAIR

AVAILABLE
FOR
SERVICE

CURRENT
PERCENTAGE
AVAILABLE

Rail
Cars

1,152
1,164

273
273

186
200

87
73

1,068
1,091

92%
94%

Locomotives

207
210

70
72

53
55

17
17

190
193

92%
92%

Total
Fleet

1,359
1,374

343
345

239
255

104
90

1,258
1,284

92%
93%

The June schedules scheduled 685 of the 700 trains
that were operated pre-Sandy. With the October 13-14
schedules there are 697, which equates to 99%. Twelve
trains have been restored to the schedules, six each on
the Montclair-Boonton and Morris & Essex Lines. Still
not back to full service are the Morris & Essex (1), North
Jersey Coast Line (1), and Main/Bergen (3). The totals
do not match because the Montclair-Boonton has two
additional trains.
During September, member Bruce Russell visited
Atlantic City and wrote: “Just for the heck of it, and
because it was a warm, late summer day, I made a
round trip Newark-Atlantic City. I went by NJ Transit bus
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where I was one of SIX passengers, but returned on the
Atlantic City rail line to Philly and then SEPTA-NJ
Transit back to Newark. A.C.’s loss of business to
Pennsy casinos is very obvious. The casino buses you
once saw on the Garden State Parkway are now almost
gone. A security guard at the Tropicana told me that
there is no more business from Philadelphia and its
suburbs and much less from New York City. I visited
that new Revel casino (Editor’s Note: Bruce wrote that he is
not a gambler but understands that many people derive
pleasure from sitting in front of a slot machine). What I
noticed right away was LACK OF GAMBLERS! I
returned on the 4:42 PM train to Philly. It had 4 cars with
3 open. Occupancy in each was about 65%. We passed
the soon to open transfer station at Pennsauken.”
The MyTix app for smart phones, which was launched
on April 25 on the Pascack Valley Line (June Bulletin),
was extended to the Main/Bergen/Port Jervis Lines
effective September 18.
Effective 9 AM October 7 and continuing through
December, the Hoboken Terminal Waiting Room was
closed to permit restoration work.
Construction of a new Anderson Street station
(Pascack Valley Line) began March 18 (May Bulletin)
and was scheduled to be completed in September. As I
passed the station on September 30, although work
was underway, the project was not anywhere close to
completion.
During the second week of October, I observed that
significant work had been done on the platform
extensions at Secaucus Junction Lower Level. Prefabricated sections of concrete platform have been
installed east of both platforms. Additional work was still
being done.
After NJ Transit replaced the Newark City Subway
(NCS) PCCs on August 24, 2001, 11 were sold to SF
Muni, where, after rebuilding, they are successfully
operating on the F line. Eight cars (4, 7, 13, 15, 24-26,
and 28) were retained for use on a proposed loop line in
Bayonne, but the plans fell apart for this project and the
cars were stored under wrap in HBLR’s Communipaw
Yard. Seven others went to various museums and four
were scrapped. Member Khalis Ward sent a report
about PCC 28, which has been undergoing restoration
at the HBLR Shops since this past March. “Wiring and
welding are steady. It is due for painting soon.
Originally, car 24 was chosen but due to structural
issues, and it looks like it hit something, that car was
put back and can still be seen unwrapped in the south
yard from passing Bayonne trains. At present, the car
takes power but is still towed around the shop facility by
track car equipment. In-house Kinkisharyo personnel
told me car 28 will be used for historic and business use
on the NCS system. The other cars in the south yard
area were also inspected and parts from those will be
used to refurbish car 28.”
(Continued on page 15)
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PORT AUTHORITY TRANS-HUDSON CORPORATION
Regular fares went up from $2.25 to $2.50 effective 3
AM October 3. This is the third consecutive year for a
25-cent increase. Other increases were: 10-trip fares
from $1.70 to $1.90, 1-day Unlimited Pass from $6.75 to
$7.50, 7-Day Pass from $24 to $26, and 30-Day Pass
from $73 to $80. Senior fares remain unchanged at $1
for those with Senior SmartLink cards. A card detailing
the fare increases was produced. There is one more
planned fare increase, on October 1, 2014 at 3 AM,
single fares go to $2.75; two-trip tickets will be $5.50; 10
-trip tickets will be $21; 20-trip tickets will be $42; 40-trip
tickets will be $84; a 30-day unlimited will be $89; and a
7-day unlimited will be $29.
Member Richie Schulman provided copies of a new
Timetable, Map, and Guide, dated October 13. Its cover
differs from previous versions as the PA-5 photo was
replaced by a graphic of a train in a tunnel. There are
“targeted” service reductions for weekday overnight and
Sunday daytime schedules to accommodate Sandy and
other capital project repairs.
AMTRAK
The Metro-North power outage also affected Amtrak,
which ran its Regional trains from Boston with a diesel
on the front and electric (pan down) to Queens, where
the diesels were removed and the consist continued
with the electric to New York Penn. Eastbound, the procedure was reversed. Amtrak informed its riders that
refunds would be given.
One of my colleagues riding into Penn Station on
September 27 told me that as the train passed Gate
Interlocking, he saw an AEM-7 being removed from an
eastbound train that was headed to Boston — its motor
power now a diesel-electric. As reported above, trains
operated on electric power on Saturday, October 5, and
Amtrak resumed its regular schedule on October 6.
Due to overwhelming demand for its first Autumn
Express, which was sold out (September Bulletin), a trip
was added for November 3. Cinders reported that the
train would have 15 cars and would likely be powered
by Phase II Heritage 145 (P42) and 822 (P40).
Cinders also reported that in mid-September, a
second ACS-64, 603, was delivered for testing. 600 and
601 are at the Technology Test Center in Pueblo,
Colorado.
In the fiscal year that ended on October 1, Amtrak
carried a record 31.6 million passengers, setting a
record for the tenth time in 11 years.
The already successful Downeaster continues to grow
in ridership. Much of that ridership comes from three
New Hampshire stations (Dover, Durham, and Exeter),
and in response, more round trips may soon be added.
The New Hampshire stations generate about 40% of
ridership.
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As of October 17, 19 states had reached agreements
with Amtrak to increase state control and funding of 28
current routes: California, Connecticut, Illinois, Indiana,
Maine, Massachusetts, Michigan, Missouri, New York,
North Carolina, Oklahoma, Oregon, Pennsylvania, Texas, Vermont, Virginia, Washington, and Wisconsin.
States with state-supported Amtrak service have been
renegotiating their contracts as required under a 2008
federal law that called for supporting Amtrak routes of
less than 750 miles. Thanks to Progressive Railroading
for this news.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
With voting for a new map concluded, MBTA reported
that 17,000 votes were cast and Map 1 was the winner
with more than 6,000 votes. According to MBTA, Mikheil
Kvrivishvili, an interactive and graphic designer from
Moscow, Russia, submitted the winning map. The public
can expect to start seeing new maps in stations as replacements are needed and as new stations open. The
new maps will first be placed at Orient Heights (Blue
Line) when it reopens early next year, and the new Assembly Square (Orange Line) when it opens in late
2014, according to “T” officials.
Engineer training on the HSP-46 locomotive began at
the MPI plant in Boise, Idaho during September. There
is a rumor that 2001 was rolling east during the last
week of September. It is assumed that is the one coming to MBTA for testing, though one is also going to
Pueblo to the DOT testing facility — the thought is that
2000 will be that one.
Rotem update: Cars 812, 1812, and 1819 were in
Ayer, Massachusetts on September 27, to be delivered
by Pan Am Railway shortly. 820, 822, and 1822 were
picked up in Philadelphia by CSX for the trek northeastward. Word is that a possible fix for the cab cars was
being tested the weekend of September 28-29 that
would allow them to be used again as control cars. No
word if this also solves the cab signal issue that has
them banned from the Northeast Corridor.
Massachusetts Governor Deval Patrick announced
that after several years of studies, the preferred routing
for the South Coast Rail Project would be via Stoughton
serving Raynham, Easton, and Taunton, with its primary
line running to New Bedford and a secondary line to Fall
River. In January of this year, the Governor unveiled a
new state transportation plan that called for spending
$10 billion over 10 years, including $1.8 billion to complete the South Coast Rail line by 2021. Thanks to
member Todd Glickman for these reports.
LINDENWOLD, NEW JERSEY
On September 18, PATCO’s escalator maintenance
contract that was expected to go to Otis went instead to
Fujitec America Incorporated of Sharon Hill,
Pennsylvania (September Bulletin). The three-year
contract, valued at $1.39 million, became effective after
(Continued on page 16)
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three weeks. In the interim, the firm received a $50,000
contract. Fujitec was also the manufacturer of the
escalators, making it easier to get the necessary
replacement parts. Prior to these contract awards,
SEPTA repair crews were used and PATCO was billed
$12,397 for work under a temporary contract.
Separately, the Federal Transit Administration launched
its own investigation into the failures following a
complaint that PATCO is not providing mandated
access to disabled customers. In August, escalators
were working just 55.8% of the time, vs. the goal of
90%. Thanks to member Bill Vigrass for sending this
report from The Philadelphia Inquirer.
PHILADELPHIA, PENNSYLVANIA
Member Bob Wright wrote: “Silverliner Vs 717 and 730
(and 710 per Cinders) have been wrapped for the Philadelphia Eagles. The latter was on my homebound train
tonight (September 19). You may have seen the SEPTA
“doomsday” plan, to react to the non-passage of state
transportation funds. Fairly drastic, but realistic in many
ways given the state of bridges on Regional Rail and
the coming end of serviceable life for the Silverliner IVs
and Kawasaki cars. Not sure what’s behind the proposed cutback of the Norristown High-Speed Line to
Bryn Mawr — the cars will be OK and the Schuylkill River Bridge closure would still allow service to Bridgeport.
Speaking of this, the work on the bridge is about halfcomplete, so pretty much on schedule.”
SEPTA officials outlined their case for $6.5 billion to
address state-of-good-repair investments needed over
the next ten years to state Transportation Secretary
Barry Schoch. Here are some details of the “doomsday”
plan:
● Elimination of service on 9 of 13 Regional Rail
Lines: Cynwyd in 2014, Media/Elwyn in 2015, and
Chestnut Hill West in 2018, followed by West Trenton, Airport, Warminster, Marcus Hook/Wilmington,
Fox Chase, and Chestnut Hill East Lines in 2023
● Truncating service on the Lansdale/Doylestown
Line (2018) and Paoli/Thorndale Line in 2023
● Suspending service on the Broad-Ridge Spur of the
Broad Street Line and eliminating express service
on Broad Street
● Converting all city and suburban trolley routes to
bus and truncating service on the Norristown HighSpeed Line to Bryn Mawr
Member Dave Safford sent news that SEPTA would
be receiving $10 million in federal funds to build a 6mile bypass track on West Trenton Line between Woodbourne and West Trenton. This would permit CSX trains
to operate independently of SEPTA trains.
Dave also provided the following news and commentary: “Back files of a newspaper are traditionally called
the morgue, and today The Inquirer has charmed four
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zombies, however briefly, into the light of day. These are
four important transit plans announced in 2009 that are
still awaiting the lightning bolt required to animate their
bodies. Specifically:
● An 18-mile LRT line between Camden and Glassboro is still under environmental study. Completion
of the study is a year away, but there's no hurry:
Neither an operator nor a source of construction
funds has been identified
● A proposal for a $46 million express bus route along
Highway 42 is also under an environmental study,
completion of which is due spring 2014. But again
the construction is unfunded
● A $3 million plan for a combined transit depot at the
Walter Rand Transportation Center in Camden has
been returned to go due to the realization that the
existing plan would not accommodate the Glassboro Line, assuming that this is built, and further that it
is routed through the Transportation Center
● Four years and $750,000 have produced no results
from a study on ways to improve the existing Atlantic City Line. (The reporter notes wryly that the entire original Philadelphia and Atlantic City Railway
was built in 90 days in 1877).
An NJ Transit spokesman was quoted as saying, presumably with a straight face, that these projects "can
take a significant period of time."
Here is one more from Dave: “This one is for those
citizens who fight rail service as lowering property values. SEPTA has now issued a commissioned study
which shows that not only does the availability of rail
service, especially in combination with adequate parking, dramatically increases property values. Moreover,
the closer the property is to the station, the greater is
the increase. A station with frequent service and adequate parking can be expected to increase the value of
properties located within ½ mile by 10% over one located three miles away, and the one three miles away will
still be worth 8% more than one with out service.”
The Friends of Philadelphia Trolleys ran a charter trip
on September 29 using PCC-II 2329 from Elmwood Depot to commemorate the 75th Anniversary of the PCC
cars in Philadelphia.
In early October, SEPTA reported that the Bridgeport
Viaduct project (bridge to Norristown) was approximately 75% complete. Workers completed installation of new
ties, rail, grating, and handrail on the entire open deck
portion of the structure. Work remaining on the open
deck spans includes; railing toe plate, the third rail system, and guard rail. The structural steel repairs in the
station area are complete and the installation of the waterproofing and remaining track structure will begin October 7. A November 11 re-opening was planned.
From Cinders: SEPTA will donate Reading Company
9001, the first Silverliner, to the Railroad Museum of
Pennsylvania. Built by the Budd Company at its Red
(Continued on page 17)
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Lion Plant in Philadelphia, this was the first of 17 such
cars for the Reading.
WASHINGTON, D.C. AREA
Metro exercised an option with Kawasaki to purchase
220 additional 7000-series cars under a contract signed
in 2010. Previous orders totaled 528 cars. The first
group is expected to be in service in mid-2014, with the
option cars in service in 2016. Deliveries were delayed
by the tsunami that hit Japan in 2011. Thanks to member Pete Donner for sending this report from The Washington Post.
Although no transit services were curtailed due to the
partial shutdown of the federal government, member
Steve Erlitz reported: “Metro says there has been a
25% drop in ridership. I heard there are no 8-car trains
now. Six cars will be the max until resolution.”
During September VRE began including Amtrak delays in its email alerts.
On September 30, one day before the then-possible
partial shutdown of the federal government, Virginia
Railway Express (VRE) sent an advisory that full service would operate the next morning and “once morning
service is done, we will look at how many riders came in
and then make a determination if we need to move up
the bigger train sets to accommodate a possible rush of
early afternoon commuters.” VRE did dispatch its larger
train consists earlier in the afternoon. Additional alerts
were sent throughout the week and continuing for 16
days, but the regular schedules remained in use.
VRE held a webinar on October 9 to hear from its riders on its plans for growing the system and responding
to current and future travel needs in the northern Virginia and Washington, D.C. regions. The plan will evaluate
potential service improvement and system expansion
initiatives to ensure future VRE capacity best meet regional travel needs. While the plan will not guarantee
specific levels of service or funding, it will inform VRE
Operations Board decision-making and will reflect
VRE’s priorities and role in the region's transportation
system. The plan can be found at http://www.vre.org/
about/strategic/SystemPlan/
SystemPlanReadAhead.pdf.
ATLANTA, GEORGIA
Next spring, the 12-station, 2.7-mile Atlanta Streetcar
is expected to open for service.
ORLANDO, FLORIDA
A crowd of over 500 was in Winter Park on September
21 to view the first SunRail bi-level car. The 32-mile
Phase I is now scheduled to open next spring. Thanks
to Pete Donner for this news. Railway Age reported that
a SunRail train was displayed at the Church Street station in downtown Orlando on October 10. Member Bob
Kingman observed cab car 2004 waiting to enter Kenwood Yard in Albany, New York on October 13.
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CHESTERTON, INDIANA
On the days that there are Chicago Bears football
games, NICTD will stop select trains at 18th Street, a
station that is normally used only by Metra Electric
trains. I asked member Jim Beeler to confirm this and
he wrote: “Yes, as far as I know it is true; what I don't
know is whether NICTD might stop if there is a big concert being held at Soldier Field. As 11th Street/Museum
Campus is a regular stop for NICTD, they probably
won't stop at 18th Street for a concert. While 11th Street
is a little further walk from Soldier Field than 18th Street,
it is not a big deal.”
CHICAGO, ILLINOIS
For two Sundays, September 22 and October 6, from
8:45 AM until 4:45 PM, part of the Rock Island Line
(Gresham to LaSalle Street) was closed to enable the
bridges at 60th and 66th Streets to be removed. Passengers destined to downtown Chicago were told to ride
the Rock Island Line to Blue Island and change for special Metra Electric trains to Millennium Station. Passengers boarding at stations between Blue Island and
Gresham had to ride to Blue Island and transfer. In case
you were wondering what would replace these bridges,
here is the answer. “The viaducts were filled in as part
of the Englewood flyover bridge project; a new bridge
that will carry the Metra Rock Island tracks over a set of
tracks used by Amtrak and freight trains at 63rd and
State. This will eliminate conflicts between trains. Closing the streets and filling the viaducts provided design
flexibility and cost savings compared to replacing the
viaduct structures on the new track alignments.”
News reports (including the national news) reported
that a two-car commuter (sic) train apparently rolled
away approximately ½-mile from where it was being
stored in Des Plaines Yard and struck a Blue Line train
at about 20 mph at the Harlem station at approximately
8 AM on September 30. At least 33 passengers were
taken to hospitals with minor injuries. The National
Transportation Safety Board (NTSB) was also investigating this incident. The Chicago Tribune reported on
October 3 that NTSB plans to consider issuing emergency recommendations to CTA. All cars involved in the
collision were in the 2600-series that were built by the
Budd Company between 1981 and 1987.
KENOSHA, WISCONSIN
Railway Age reported that the city’s transit commission approved plans to add a north-south route to
the existing 1.7-mile line that uses former Toronto
Transit Commission PCCs. Under the proposal, federal
funds would cover 80% of the $10.3 million total capital
cost, with Kenosha paying the remaining $2 million. The
City Council last November approved funding in Kenosha's 2013 budget for the streetcar expansion, but on
October 7 decided to defer approval for two weeks.
KANSAS CITY, MISSOURI
CAF USA was awarded a contract on October 4 to
(Continued on page 18)
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build five streetcars for the initial 2.2-mile streetcar line.
This firm, which is a subsidiary of Spain's Construcciones y Auxiliar de Ferrocarriles S.A., will assemble the
vehicles at its plant in Elmira, New York. Five cars for
Cincinnati will also be constructed.
MINNEAPOLIS, MINNESOTA
Effective September 23, free Wi-Fi is available in cab
cars of all Northstar trains. Signs were placed near the
doors identifying these cars. Average weekday boardings were 3,250, year to date ridership is up more than
16% over 2012, and in August, average weekday
boardings were 3,250. Year to date, ridership is up
more than 16% over 2012.
FORT WORTH, TEXAS
Member Bruce Bente sent this follow-up. “The disposition of the Tandy PCCs is more complicated than indicated in the October Bulletin. More than two cars may
still exist. Tandy 2 and 3: I photographed them on
Brookville property in June, 2004. Being nine years ago,
they may be gone by now. But about five years ago,
there were a number of PCCs stored in a lot adjacent to
I-80 near Brookville, and the assumption was that these
were owned and stored there by Brookville. Again, I
haven't seen an update since then. Tandy 4, 5, and
7: The website for "North Texas Historic Transportation",
a historic group, says that NTHT owns these Tandy cars
and stores them in Fort Worth. It also lists a number of
other electric cars on their roster — it would be interesting to get an update on the status of all their cars.”
ALBUQUERQUE, NEW MEXICO
A groundbreaking ceremony was held September 12
for the new Montano station, to be located between Los
Ranchos and Downtown Albuquerque. A January opening is planned. Zia Road, between Santa Fe County
599 and South Capitol, is still not open, despite the fact
that it has been listed as a “future station” since RailRunner opened in 2006. According to its website, “Zia
Road will open after the City of Santa Fe addresses
some nearby land use issues.”
During September, parts of the western United States
were inundated with heavy rains. RailRunner sent an
advisory that train service had been canceled for Sunday, September 15, as crews were working to repair at
least one bridge that washed out in Santo Domingo.
Other bridges were also being inspected to ensure that
Monday service would not be impacted. It was not,
however; trains operated at restricted speeds over a 2mile stretch of Santo Domingo Pueblo, which caused
some minor delays.
PORTLAND, OREGON
TriMet reported WES commuter rail ridership set a
record in the summer quarter (June through August)
when compared to last year, by rising by 10.3% to an
average of 1,930 daily riders.
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PETALUMA, CALIFORNIA
The Sonoma Marin Area Rail Transit (SMART) Commissioners announced on September 30 that they
would recommend that the Metropolitan Transportation
Commission redirect $11.4 million in Regional Measure
2 toll funds to the SMART Larkspur Extension. However, the line, for which construction began in May, 2012,
is not scheduled to open until either late 2015 or early
2016. Phase I is a 38.5-mile line connecting downtown
San Rafael and North Santa Rosa, with nine stations.
Under Phase II, the line would be extended approximately five miles south to Larkspur Ferry and north to
Cloverdale, approximately 31 miles north of Santa Rosa. Four stations would be added. The right-of-way parallels U.S. 101. Nine DMUs have been ordered from
Sumitomo.
SAN FRANCISCO, CALIFORNIA
Muni Heritage Weekend will be celebrated November
2 and 3. Attendees will get a taste of the city’s public
transit past with rides on vintage motor buses and
trolley buses from 10 AM to 5 PM. Also operating those
days will be a special cable car and historic streetcars
rarely seen in regular service. Details can be found at:
http://www.streetcar.org/#sthash.6nDlvmzY.dpuf.
Thanks to Pete Donner for this news.
When the 60-day cooling-off period ended on October
11, BART employees once again threatened to go on
strike (September Bulletin). The deadline was extended
by 72 hours, and then extended again to Wednesday,
October 16. However, on October 18, the employees
went on strike. A tentative agreement was reached on
October 21, and rail service returned the following
morning.
OAKLAND, CALIFORNIA
The 3.2-mile link between BART’s Coliseum station
and Oakland International Airport, presently under construction, is reported to be on time, on budget, and
scheduled to open next September. This driverless automated people mover will replace the AirBART bus.
LOS ANGELES, CALIFORNIA
On September 11, LACMTA approved a $1.272 billion
contract to build the 8.5-mile Crenshaw/LAX Transit
Corridor Project connecting the Expo and Metro Green
Lines. The initial work is the relocation of utilities, with
heavy construction to begin next spring. There are to be
eight stations. This is one of 12 transit projects funded
by Measure R, the half-cent sales tax approved by Los
Angeles County voters in 2008. Completion is planned
for 2019.
During the second week of September, Metrolink began testing its first positive train control (PTC)-equipped
train. Under a law enacted by Congress in the aftermath
of the train crash in Chatsworth on September 12,
2008, virtually all rail lines must be equipped with PTC
by December 31, 2015, although there are some in
Congress who are working to have the deadline extend(Continued on page 19)
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ed. Thanks to member Al Holtz for this report.
HONOLULU, HAWAII
Sliding door panels, also called platform screen gates,
to prevent passengers from accessing the tracks, will
be added to the line’s 21 stations under a $27.1 million
allocation from the project’s contingency fund. Thanks
to member David Erlitz for this report from The Honolulu
Star-Advertiser.
Copenhagen, Denmark
Member Bob Matten visited Copenhagen in June and
wrote this report. “The main purpose was to ride the M1
and M2 Metro lines, and some of the S-TOG lines.
When I was there with the ERA Scandinavian Convention, there was not enough time and the nearest two
Metro stations were far from the hotel (which was near
Central Station). I was very surprised that the two Metro
lines did not go to Central Station. I took a 2-hour guided walking tour and saw the construction of 5 or 6 subway stations. Copenhagen Metro (København Metro) is
building a 2-track ring line (M3) with 17 underground
stations, going through Central Station. It is scheduled
to open in 2018. There will also be a Line M4, which will
begin at Central Station, goes partly on the ring, and
has 2 branch line stations. This is scheduled to open in
2019.
“The existing lines run 3-car small driverless trains
about every 5 minutes. Digital signs give the time of
arrival of the next train to the nearest half-minute. Stations have stairways, escalators, and elevators. The
ends of both lines are in the open. On the underground
stations there are sliding glass doors that open only
when a train is in the station. (Nobody can jump onto
the tracks). The system looks just like the Turin, Italy
Metro, which ERA visited last year. The S-TOG trains
are like commuter trains. In the city the stops are close
to each other. Outside the city, the stops are further
apart. I only had time to ride one line, Line E.
“On the Sunday of my visit I rode several bus lines
with headways of 5 minutes. In the Bronx, where I live,
it is 24 minutes. I plan to return in 2018 or 2019 to ride
the new lines.”
GENEVA, SWITZERLAND
Bob also visited Geneva, where he rode The ChocoGoing in Circles, on Long Island
(Continued from page 20)

Patchogue. The fare is $2.00. Service is every
hour Monday to Saturday (no Sunday service), and the
running time is 45 minutes.
Trip #3: Ronkonkoma and Patchogue
Suffolk County Transit Bus Route S7A connects the
Ronkonkoma station with the Patchogue station. The
fare is $2.00, running time 25 minutes. The bus runs
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late Train, which is made up of old first class cars and
departs from Montreux. En route, the train stops in
Gruyere, where the admission to a cheese factory and
chocolate factory in Broc is included. Bob also wanted
to ride all of Geneva’s light rail lines, which use new 7section LRVs. Service is very frequent. In 2011, there
were six lines with branches, which were reconfigured
several times so that today there are four lines (12, 14,
15, and 18) and no branches. While riding Line 12, Bob
noticed construction taking place near the Chen-Bourg,
Eaux-vives, and Carouge stops. There was a large sign
(in French) with a picture of a train and a map showing
seven stations, the first being Central Station (Gare
Cornavin). Bob asked someone connected with the project some questions and was told that a metro to
France (which is very nearby) was being built.
TEL AVIV, ISRAEL
International Railway Gazette reported that on August 13, Yisrael Katz, Israel’s Transport Minister, announced that the National Infrastructure Committee had
approved the first phase of Israel Railways’ electrification project. According to Katz, the first lines to be electrified will be the new direct line to Jerusalem and the
Acre-Carmiel Line. This initial phase is said to cost the
equivalent of US $3.1 billion.
FROM THE HISTORY FILES
110 Years Ago: On November 24, 1903, Public Service Railway Company President Thomas N. McCarter
proposed a streetcar subway for Newark. However, it
took until November 18, 1929 until a groundbreaking
ceremony took place. The Newark City Subway would
open between Newark Penn Station and Heller Parkway on May 26, 1935. An extension to Franklin Avenue
came on November 22, 1940. Initially there would be
three lines using the subway, 7, which remains today
(although without a number), 21/Orange (until March
30, 1952), 23/Central Avenue (until December 13.
1947), and 29/Bloomfield Avenue (until March 30,
1952). Today, the line is referred to as Newark Light Rail
and uses a fleet of Kinkisharyo LRVs. It was extended
to its present terminus, Grove Street, on June 22, 2002.
30 Years Ago: On November 13, 1983, the last of the
original Broad Street Subway (Philadelphia) cars was
retired.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
Monday through Saturday about every 70 minutes.
As you can see, you can ride the Far Rockaway and
Long Beach Branches as a circle trip as well as the Port
Jefferson Branch and the Montauk Branch and finally
also the main line to Ronkonkoma and back from
Patchogue. Of course these trips can be done in either
direction. In future issues of the Bulletin I will describe
other circle trips that can be done using Metro-North
and NJ Transit.
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Around New York’s Transit System
NYC Transit Chooses New President
After making a nationwide search, MTA appointed
Carmen Bianco as President of NYC Transit. New York
City has the largest mass transit system in North America, serving more than 7.5 million passengers a day on
subway trains, buses, paratransit, and Staten Island
Railway. NYCT’s new President is a NYC Transit veteran and career professional who will serve in North
America’s top subway and bus leadership post. Bianco
is the seventh person to serve as President since the
title was created in 1980. Since April, he has served as
Acting President. Since 2010, he was Senior Vice President of the Department of Subways, where he was in
charge of the entire subway system.
NYCT’s 61-year-old President was in charge during
Superstorm Sandy, which flooded tunnels, inundated
stations, and washed out tracks in the most violent
storm that ever hit the subway. He supervised the immediate efforts to pump out water, 24-hour emergency
repairs, and the unusual construction work to restore
service to damaged areas. He is also making plans to
prevent future flooding. When he was the head of Subways, he helped develop the successful FASTRACK
program.
MTA’s Capital Budget
MTA officials were briefed on the proposed $106 billion 20-year capital budget, stretching from 2015 to
2034.
About a quarter of NYC Transit’s $68.2 billion budget
includes improvements to the aging signal and communication system. About one-fifth of the same budget includes the estimated cost of new subway cars and buses.
Planned subway improvements include a systemwide

network of countdown clocks and a successor to the
MetroCard system, which cannot be maintained beyond
2019. NYC Transit has raised resiliency standards on
cables and power relays since Superstorm Sandy.
The current signal system allows 29 trains per hour to
run on the Lexington Avenue Line. But during the rush
hour, only 26 trains run because crowding increases the
dwell time at the stations. When Long Island Rail Road
trains start running to Grand Central, additional heavy
riding is anticipated. Train service cannot be increased,
but congestion may be relieved by building additional
stairways and installing additional turnstiles.
Pelham Line Station Rehabilitation
On October 5, the Castle Hill Avenue and Middletown
Road stations were closed for rehabilitation in both directions for seven months until early May, 2014. The
Buhre Avenue and Zerega Avenue stations will be
closed from July, 2014 to February, 2015.
Improvements include replacement of floors, walls,
ceilings, street, and platform stairs, reconstruction of
platform edges including rubbing boards, and new ADA
boarding edges. Work also includes new mezzanine
lighting., a bird deterrent system, and replacement of
canopies, windscreens, and railings. New platform lighting and public address systems will be installed at the
Middletown Road and Buhre Avenue stations. Structural
steel will be replaced at the Castle Hill Avenue station.
The Pelham Bay Park station will remain open during
the reconstruction of the bridge over the tracks, installation of a bird deterrent system, and replacement of the
platform rubbing board and tactile warning strips. New
platform canopies will be installed and control buildings
and windscreens will be painted.

GOING IN CIRCLES, ON LONG ISLAND
By Larry Kiss
Two major trends seem to have developed over the
last 20 years or so in the railfan world. The first, and
unfortunately, not for the better, has been the disappearance of almost all chartered railfan train trips. The
second, and helpful, trend has been the advent of the
Internet. Once getting information and schedules was
an arduous and time consuming task and now it can be
done quickly with the use of a computer.
With these two trends impacting my train riding I have
been able to create my own personal "circle" railfan
trips. By using the web I have been able to put together
trips where I can ride more than one line and sometimes use a connecting bus or train to create a circle
trip. In this inaugural article of Going in Circles, I have
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prepared three circle trips centered on the Long Island
Rail Road.
Trip #1: Far Rockaway and Long Beach Branches
Take either A to Far Rockaway or the LIRR Far Rockaway Branch to Far Rockaway. One can take the Nassau Inter County Express (nicebus.com) bus route N33
to Long Beach, where the Long Beach Branch of LIRR
can be accessed. The bus runs hourly, 7 days a week,
the fare is $2.25, and the running time is 25 minutes.
Trip #2: Long Island Rail Road Port Jefferson Branch
and Patchogue
By taking Suffolk County Transit (sct-bus.org) bus
route S61 you can connect between Port Jefferson and
(Continued on page 19)
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SIXTH AVENUE “L” QUIT 75 YEARS AGO

Sixth Avenue elevated trains ceased operating on December 4, 1938. On the last day,
souvenir hunters stole hundreds of light
bulbs, which were rated at 130 volts. If they
used them at home, the light would have
been much dimmer than the light from ordiFor general inquiries,
nary bulbs.
contact us at bulletin@
The last southbound train departed from
erausa.org or by phone
155th Street at 10:06 PM and arrived at South
at (212) 986-4482 (voice
mail available). ERA’s
Ferry an hour later, 17 minutes late.
website
is
The Motorman, an employee since 1916,
www.erausa.org.
was assigned to the last northbound train
leaving Rector Street at 10:50 PM. This train,
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which carried officials and regular passenBernard Linder
gers, stopped only at 42nd Street. When both
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Following is the 1938 car assignment for
the Sixth Avenue and Ninth Avenue Lines:
GATES

MULTIPLE UNIT DOOR
CONTROL (MUDC)

Motors

226

127

Trailers

114

96

Total

340

223

Sixth Avenue Local—gates weekday and Saturday AM
rush, weekday PM rush; MUDC other times
Sixth Avenue Express—MUDC AM rush, MUDC and 3
gate trains weekday and Saturday PM rush, gates Saturday AM rush

In 1938, weekday and Saturday Sixth Avenue locals ran between South Ferry and
Burnside Avenue in the evening and between
South Ferry and 155th Street at other times.
Sixth Avenue expresses made express stops
on Ninth Avenue and local stops on Sixth
Avenue, a two-track line. Weekday and Saturday morning rush hour expresses operated
from Burnside Avenue to Rector Street and
returned as locals or light trains. Evening
rush hour weekday and Saturday expresses
ran from Rector Street to Burnside Avenue or
Woodlawn and made local stops or ran light
southbound. Alternate Saturday morning rush
hour locals were turned at Rector Street.
Sixth Avenue was the only IRT line operating additional service for the Saturday evening rush (5-7 PM). In 1938, it was also the
only IRT line with trains running to different
terminals (Burnside Avenue and Woodlawn)
in the AM and PM rush.
The Interborough Rapid Transit Company
was placed in the hands of receivers on August 26, 1932. The Manhattan Railway Company followed on September 6, 1932 and

REMINDER: JAPAN1 TRIP—MAY, 2014
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THE GENESIS OF “DASHING DAN”
Part Two—The Long Island Rail Road Eyes Manhattan
by George Chiasson
(Continued from November, 2013 issue)
Attached herewith are three maps of the Long Island
(Vanderbilt) Motor Parkway. The first (Map 35) is a reproduction of a 1929 pamphlet issued by the Motor
Parkway corporation itself, showing the roadway as
completed at both ends by 1926, from Fresh Meadows
to Lake Ronkonkoma. The list of “Lodges” (their nomenclature for an “exit”) is described in correspondence
with the map and list of connecting destinations as depicted. There are two major items worthy of note on this
map. One is that most of the points described are those
alternatively reached by the Long Island Rail Road,
which then was the Parkway’s most prominent (if not
sole) competition in travel around Long Island. The other is the fledgling state of what evolved into the Greater
Long Island motor parkway system in later decades,
with then only two short segments (highlighted in dark
gray) opened to traffic, neither of which were directly
linked to LIMP (and nor were they or any other part of
the burgeoning grid-configured highway system ever to
be). The second and third diagrams (Maps 36 and 37),

depict the now long-abandoned Long Island Motor
Parkway, as it existed prior to 1938 in full, set against
the growing (1958) and the current (2013) limitedaccess parkway system of Queens, Nassau, and Suffolk Counties as well as the Long Island Rail Road. Its
former “Lodges” are arbitrarily re-designated as though
to be latter-day exits, with their present-day locations
described. These convey some context regarding the
Long Island Motor Parkway for those of us in the modern world who know it only in concept and not in reality.
This is not in any way to suggest that the old Motor
Parkway should either still be there or that it should be
resurrected—that is for history to judge. In any case
there probably wouldn’t be much use in 2013 for a 50mph, 2-lane highway across the midst of one of America’s densest urban and suburban regions. Nevertheless, in a vein similar to that of the long-forgotten Central Railroad of Long Island, these two maps reveal
more through what no longer exists than what actually
does.
(Continued on page 3)

Around New York’s Transit System

without using mechanized equipment. Another vendor is
producing a permanently implantable device, which can
be installed beneath sidewalk ventilation gratings and
can be easily and immediately closed, sealing the grating from flood waters. A prototype is in place at Rector
Street. If successful, several hundred units may be installed at flood-prone locations. MTA engineers are
planning protective measures for Staten Island Railway’s Clifton Shops and St. George Terminal, which
were heavily damaged during Sandy. Officials also visited the new South Ferry station, which was flooded with
14 million gallons of water during the storm. A tunnel
plug was demonstrated inside the station. This plug can
protect subway portals. If it is successful, NYC Transit
hopes it can be installed at portals and stairways.
MTA engineers are working on more than 70 projects
worth approximately $4.5 billion. Under construction are
16 projects worth $575 million. At NYC Transit, design
has begun for six river tunnels used by more than one
million riders on an average weekday. Rehabilitation
includes signals, pump rooms, power, and communications. NYC Transit is also building two new pump trains,
which will pump the water faster than the old trains.
Holiday Train to Operate Once Again
The holiday train of R-1 to R-9 cars will operate on
Sundays, December 1, 8, 15, and 22, via Sixth Avenue
between Queens Plaza and Second Avenue from 10
AM to 5 PM.

(Continued from page 20)

The Last R-27 Has Been Scrapped
On October 22, the last R-27, 8145, was transported
on a trailer truck from the W. 215th Street end of 207th
Street Yard. This car was once coupled to R-30 8463,
which was featured in the movie “Money Train,” filmed
in the New York City area. In the 1990s, 8145 was converted to a school car and assigned to 36th Street Yard,
after which it was transferred to Pitkin Yard.
Officials Observe Flood-Prevention Systems
On October 29, the first anniversary of Superstorm
Sandy, Governor Andrew M. Cuomo, MTA Chairman
and Chief Executive Officer Thomas F. Prendergast,
United States Department of Housing and Urban Development Secretary Shaun Donovan, and other officials
toured lower Manhattan, where they observed the technologies that could prevent future floods. MTA has been
investigating foreign flood-prevention systems that
could be installed in New York. NYC Transit’s engineers
are designing solutions for keeping water out of approximately 600 entry points in lower Manhattan in addition
to vulnerable ventilation plants and openings in other
flood-prone areas. At the Whitehall Street station, the
Governor and officials unveiled a prototype entrance
cover, which could protect 13 vulnerable stairways in
lower Manhattan. This stairway cover could be installed
2
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SEMTA’S LAST TRAIN OPERATED 30 YEARS AGO
by Julien Wolfe
to run it, and it did. In return, and since DT&I was being
absorbed into GTW at the end of 1983, and our Commuter Rail person at GTW, Pat Freeman, was a former
DT&I person, I told Pat to invite whomever he wished
from DT&I to ride our last car, free, for one more ride
over the railroad while it still had DT&I’s identity — they
had a good crowd on board and enjoyed the ride. As
most know, soon after (early 1984) our coaches (22 of
them) went to Metro-North, and a year later, our 5 GP-9
locomotives were transferred to MBTA.
But it took longer than expected to transfer the locomotives to MBTA, because at one point in 1984 we

It recently dawned on me that October 17 marked the
30th anniversary of the last regular SEMTA (Southeastern Michigan Transportation Authority)
commuter train. And October 22 marked the 30th anniversary of the very last SEMTA train, which was a Saturday fantrip in conjunction with the Bluewater Michigan
Chapter of NRHS, over the Detroit and Toledo Shore
Line, and then the soon-to-disappear Detroit, Toledo &
Ironton to Dayton (with a short stretch on Conrail),
where the passengers took school buses to the WrightPatterson Air Force Museum.
GTW ran this train even though our last commuter
train had already run, but it had given us a commitment

(Continued on page 5)
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North of South Ferry, looking east.
Bernard Linder collection

North of South Ferry, looking north.
Bernard Linder collection

South of Battery Place.
Bernard Linder collection

Rector Street station looking north.
Bernard Linder collection

Rector Street station looking north, July 14, 1937.
Bernard Linder collection

Looking south toward Rector Street station.
Bernard Linder collection

eventually refused to pay real estate taxes. The report
for the fiscal year ending June 30, 1933 reveals that the
Sixth Avenue Elevated lost 19.78 percent of its traffic.
Another report informs us that the Jerome Avenue Line
lost 30 percent of its elevated traffic and 15 percent of
its subway traffic after the IND Concourse Line opened
on June 30, 1933. When the unpaid real estate taxes
on all elevated lines reached $9 million in 1938, the

Transit Commission allowed the City to condemn this
line. It was sold to the bondholders, who sold it to the
City of New York. As soon as the title passed to the City,
service was discontinued.
Two years later, December 15, 1940, the Sixth Avenue
Subway was opened and rapid transit returned to this
busy avenue.
(Continued on page 5)
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Sixth Avenue Elevated.
Bernard Linder collection

Sixth Avenue Elevated, location unknown.
Bernard Linder collection

Looking north on Sixth Avenue.
Bernard Linder collection

Sixth Avenue at W. 4th Street, December 5, 1938.
Bernard Linder collection

8th Street looking north.
Bernard Linder collection

W. 14th Street looking west toward Sixth Avenue.
Bernard Linder collection

their planned commuter rail service out of D.C., and
looked at our 5 GP-9s. They also were to head to Toronto to look at GO Transit's surplus locomotives. We
thus held on to our GP-9s for a longer time than we
might otherwise have done just in case Virginia wanted
them, but they never got back to us, so finally in 1985 I
contacted MBTA as it was the only commuter operation
I was aware of that could use our non-HEPequipped locomotives, as they at the time were pull-

SEMTA’s Last Train Ran 30 Years Ago
(Continued from page 3)

were visited by an official (or two) from the Northern
Virginia Transportation Commission, who came in (as I
remember it) on a private jet to the Oakland County Airport, west of Pontiac, along with a Virginia legislator. I noted that the jet's registration marks were
"N76CS" — I wonder whose plane that was...In any
case, they were interested in our locomotives for

(Continued on page 6)
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(Continued on page 7)

idling, and asked if we had ever used them! Needless to
say, when he got back to Boston MBTA told us it wanted all 5, even 903, which we had never rebuilt. Interestingly, one of the five was 905, which was the only one
not formerly a GTW engine — we acquired it from ICG
when it was rebuilding locos, and had been received
from the “T” (ex-New Haven engines) in trade for some
F-10s that the “T” acquired. The Road Foreman indicated that he had put that locomotive (now numbered
905) in service when the New Haven got it. By transferring the engines to the “T” we avoided having to pay
UMTA back, as it paid to rebuild them but they were
only used in that condition by us for a couple of years.
In 1985 I rode a Lowell to North Station train behind a

SEMTA’s Last Train Ran 30 Years Ago
(Continued from page 5)

ing around de-motored RDCs, in some cases with
leased engines painted for Burlington Northern. At one
point the Chief Mechanical Officer (CMO) flew to Detroit
Metro, I picked him up, and we drove to the Pontiac
shops, where our engines had been stored indoors. We
hired Jack Neubaum, GTW’s former machinist and later
a technician with Peaker Services in Michigan, which
rebuilt locomotives, to get our locomotives running, and
he also moved them outside our Pontiac shop. I told the
CMO how good they were. He thought I was promoting
some rust buckets like he had seen elsewhere, but he
started to smile when he saw them and heard them

(Continued on page 7)
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(Continued next issue)

Pontiac. There was some "atmosphere" on that train,
as Bluewater's dining car, the "Lake Michigan" was in
the consist, but they had an electrical failure. So they
put candles on each table and continued to cook in the
kitchen, and served real meals to the passengers, who
thought this was a neat effect. Interestingly, that diner
almost derailed the train on the going portion, as on one
sharply banked curve in southern Ohio its Amtrak style
diaphragm "hung up" on one of our coach diaphragms,
and back on tangent track it still was tilted to one side.
Luckily it sort of slid back in place before any serious
damage occurred.
I was SEMTA’s Commuter Rail Manager between
1974 and 1983; I originally was from Brooklyn, where I
went to high school and college on BMT’s West End

SEMTA’s Last Train Ran 30 Years Ago
(Continued from page 6)

former SEMTA engine, purely by accident, but did get
nice shots of it at North Station. As of a few weeks ago,
at least 902, one of the 5 engines, remained at MBTA’s
North Station maintenance facility, still in the SEMTA
paint scheme after almost 30 years in Boston.
Regarding our last train, in 1983, though car hosts at
Bluewater were "forbidden" to take photos or accept
cab rides, it was "my train," and the last one at that, so I
rode in the lead engine (we had all 4 operable engines
on the head end, and around 22 cars) back to Royal
Oak, Michigan, where my car was. It was foggy at that
point, and it was perhaps poetic that I watched the very
last SEMTA train disappear into the mist as it headed to

(Continued on page 8)
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Chicago and Amtrak's Brighton Park Turbo yard around
1979 when I saw an ad in Railway Age for Amtrak's
original turbo seats from the French units they brought
over around 1972-3. These had been non-reclining, non
-reversible 2nd class French seats; passengers riding the Turbos in Midwest Corridor service apparently did not like them and thus Amtrak reseated them. I
found them stacked up in a building, and they looked
filthy, but they could easily be cleaned, so I suggested that we bid $30 per pair for these non-reclining
seats; surprisingly, we were the only bidders, so we got
them, and GTW cleaned them and installed them in the
4800s that it had been rebuilding for us with a sole
source contract (long story) under an UMTA grant.
The 12 100-series stainless steel cars we had acquired from Penn Central for $25,000 each (price set by
the bankruptcy judge, so we could not negotiate) in
1975-6, and which at the end PC had been leasing to
Amtrak for corridor service prior to the arrival of the Amfleet, had a smoking section at one end, and we decided to put in more seats for commuter service, so I purchased for SEMTA approximately 100 seats from Los
Angeles County as they were surplus when "Baxter
Ward's Choo Choo" train was being rebuilt, at a time
prior to the start and expansion of Metrolink. (SEMTA
used a 100% State of Michigan grant to buy and upgrade these cars). We had these seats rebuilt by Hoover Industries in Miami, and they were then shipped to
Mechtron in Wilmington, Delaware, where we had the
100-series cars rebuilt (ex-1500 series on PRR, the 21
roomette (Inn-series) cars built by Budd in 1949, and
which were rebuilt by PRR and Budd into coaches in
1963-4 for greater New York World's Fair capacity — I
used to commute from New York to Philadelphia daily
on these cars, but I never dreamed that I would buy 12
of them for an agency called SEMTA around 12 years
later).
We had scrapped 4 of GTW’s ACF cars (1952), and
sold 2 to a museum group in Ohio, leaving us with 11
PS cars in the 4800-series, but only 10 went to MetroNorth, as car 4807, though rebuilt with UMTA funds,
had been used for parts that even in 1982-3 were beginning to be hard to get for such steam-heated cars. I
am sure that UMTA would have not have approved of
this, but we had no choice. This car, by the way, eventually went to the now-discontinued Michigan Artrain,
based at the time out of Ann Arbor. It is my understanding that our former cars continued in Metro North service until the 1990-1 period (someone in ERA must
have the exact dates) when new Bombardier cars replaced them. They apparently were once in a while
leased to Amtrak for holiday extra train service. I was
told that one such lease, for trains to Albany, were the
last regular trains Amtrak ran with steam-heated equip-

SEMTA’s Last Train Ran 30 Years Ago
(Continued from page 7)

Line, and joined ERA in the 1950s. The commuter trains
were discontinued due to declining ridership, which was
a two-punch result of the recession at the time — first,
fewer people from Oakland County were working in
downtown Detroit, due to the recession and the movement of jobs to the suburbs, and second, those who still
were could drive faster than the train because of reduced traffic volumes on I-75 into downtown Detroit.
Due to reduced subsidies from UMTA (United States
Department of Transportation) at the time, in part because of reductions made during President Reagan's
administration, bus service was cut at SEMTA, and ultimately the SEMTA Board felt that it looked bad to be
subsidizing a high-cost train service for high-income
suburbanites while cutting bus service that in part was
used by low-income City of Detroit workers to reach
jobs in the suburbs. Not helping matters was that GTW
trains still had 5-man crews, as the major labor changes
that came about as Metro-North and SEPTA took over
employees from Conrail suburban services had not yet
occurred, and SEMTA could not bargain with GTW’s
employees. And while our coaches had been rebuilt and
were in great shape, we had not converted to HEP due
to a lack of appropriate local share for a larger UMTA
grant, so we continued to run high-cost steam generators and steam-heated cars.
Early in 1984, after "extensive" negotiations with Metro-North and (ERA member) Walter Zullig's legal staff,
we leased our coaches to Metro-North and a 22-car
special train ran to New York, taking several days and
laying over in several freight yards. I believe when
these cars were put in service (to Danbury, among other places) the commuters enjoyed the very clean and
comfortable seats and car interiors we had. I made the
trip to New York in 1984 to ride a fan trip over MetroNorth lines using these cars! The 17 aluminum (steel
frame) 4800-series coaches we had purchased around
1978 from GTW had originally been 44-seat longdistance coaches (ACF, '53 and PS, '50) built for the
Union Pacific, which went into GTW’s intercity service
to Chicago (and also GTW/CNR service between Chicago and Toronto). Upon the ending of their intercity
service at the beginning of Amtrak in 1971 GTW placed
these cars into Pontiac-Detroit commuter service, replacing the old 6-axle "wood/steel" cars, and
also replacing the seats in around 9 of the ex-UP cars
with old green plush Haywood Wakefield seats they had
removed from these older 4800-series cars that ran
until 1971 (you could hear their wooden sides, steel
sheaved, creaking during operation; the frame was
steel). Thus these modern lightweight cars looked odd
with these old seats in them, and therefore I went to

(Continued on page 9)
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area along Woodward Avenue, for 3.3 miles up to the
New Center (Grand Boulevard, and where the Detroit
Amtrak station is) is experiencing a rebirth of sorts. One
reason is that an activist billionaire, Dan Gilbert of
Quicken Loans, has purchased around 30 or 40 empty
buildings and is rebuilding them for rent, and has
moved his offices from the suburbs to the downtown as
well. He is the guiding light behind the M-1 Woodward
Streetcar line (not really light rail, but the media cannot
distinguish between the two), which at this time is a
90% likelihood (they are advertising for streetcars, all
new, etc.). The Detroit Medical Center is greatly expanding, as is Wayne State University, and both are
also located on Woodward. But, there is no rail service
to the city from the suburbs, and at least in my mind,
there will not be any, either. SEMCOG and MDOT now
are pushing for a network of Bus Rapid Transit lines,
which might help to some degree, depending on what
they plan to build (all that comes out now is that they
are basing what they want to do on Cleveland's Health
Line as a model), but even this will require a regional
vote (all counties in the new RTA have to approve such
things), which to me is unlikely, but in any case it will
not be on the ballot, if at all, for a couple of years, and
even if it passed the BRT would not be running until
around 2019 or so, so I am not sure how they will cope
with thousands of extra autos heading for the CBD each
day, which is what is going to happen. MDOT and SEMCOG, for whatever reason, are also pushing for commuter rail between Ann Arbor and the New Center of
Detroit, not the CBD — they initially wanted it to start in
2009, now they say 2017 or something like it. Again, it
will require a multi-county vote, and in any case would
not handle a significant number of passengers. By the
way, MDOT has rebuilt, and has stored at the Great
Lakes Central RR in Owosso, some ex-Metra bi-levels,
which are lettered for Michigan.
In the meantime, the rest of the city of Detroit is a basket case, which is not related to public transportation for
its solution, if there is one. The city is (we think) in bankruptcy — a federal court case began on October 23 to
see if the Emergency Financial Manager can file — we
will see. It would be chaos if the judge ruled against
bankruptcy. To improve the rest of the city is a highly
complex matter, involving solutions to crime, education,
unemployment, etc., etc. But, the downtown and Woodward spine, for different reasons, is improving and
hopefully a Portland, Oregon-style streetcar line along
Woodward Avenue will soon be under construction.
(News Editor’s Note: Readers of the Bulletin know that I try
to include first-person stories, written by those who made the
decisions that affected how transit agencies operate or operated their service.)

SEMTA’s Last Train Ran 30 Years Ago
(Continued from page 8)

ment.
For a while I was the only "profit center" at SEMTA,
bringing in something like $600,000 in lease payments
the first year, but UMTA did not like the idea of an agency making money out of cars it had paid to be rebuilt,
and we eventually transferred ownership of the ex-GTW
cars to Metro-North. Similarly, the State of Michigan
decided to take over the lease of the 12 ex-PRR cars to
Metro-North, and after they no longer were needed by
Metro-North they went to MARC in Baltimore, where
they finally were rebuilt for HEP, joining a number of
cars from the original 50 1500s that Penn Central disposed of, most coming from NJ Transit, which had purchased those that SEMTA could not or would not buy in
1975-6. Ironically, we moved the 12 cars, in two groups
of 6 each, to Detroit via Boston, the Lake Shore to Albany, and the Niagara Rainbow to Detroit, even before we
had purchased them (we had paid Penn Central a down
payment of $20,000). When Amtrak told us we had to
get them out of the Michigan Central Terminal in Detroit
as it needed the track space for its own operations, I
arranged to have them stored on the Essex Terminal
Railroad's property in Windsor, Ontario, essentially
moving them out of the country without the permission
of the Federal Bankruptcy Court (Editor’s Note: The statute of limitations has long since expired) — but they were
protected there, and in the spring of 1976 they eventually went to a Michigan DOT storage area in the Lansing area before, ironically, being moved back east to
be rebuilt by Mechtron Industries. Interestingly, I flew a
very early morning Northwest flight to JFK in spring
1976, carrying a check for $280,000 to hand over to
Penn Central for final purchase of these cars. I was not
to be in Newark until lunchtime and had wanted to
ride a LIRR "turbo" train, but that day it was a regular M
-1 MU, unfortunately. But our lawyer at SEMTA and I did
get a free lunch from Penn Central prior to handing
them the check. Why in Newark, and not New York
City? Because for highly complex reasons, these cars
had been rebuilt back in the '60s by a paper organization called the "Jersey Associates," acting for PRR, and
the contract indicated that all transactions regarding the
cars had to take place in New Jersey!
I believe that Metro-North sold most or all of the 4800s
to the Ringling Brothers Circus, for its train. Some of the
12 Budd-built ex-SEMTA, ex-PRR cars still run in various places, with two owned by the Washington Chapter,
NRHS, which are used for excursions behind Amtrak
trains: Franklin Inn and Collinsville Inn, thus ending this
history.
Now, interestingly, the downtown and greater central
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Commuter and Transit Notes
METROPOLITAN TRANSPORTATION AUTHORITY
MTA released its Final Proposed 2014 Budget and
Four-Year Financial Plan on November 13. The plan
includes the addition of new cost-reduction measures
and recognizes favorable operating results and tax
revenue re-estimates that have taken place since the
preliminary budget was released in July. MTA expects
that the combination of increased cost cutting, lower
expenses, and higher operating revenues will allow the
agency to reduce by almost half the previously
projected fare and toll increases scheduled for 2015
and 2017. So, instead of a 7.5%, fares/tolls would rise
4%.
There is also some good news for riders: subject to
final approval at the December Board meeting, $18
million has been allocated for service restoration,
including extending M from Myrtle Avenue to Essex
Street on weekends and adding/extending several bus
routes such as Bx24, Q31 (weekends), and Q77
(Sundays) and restructuring Staten Island express bus
service to add a new “super express” service via the
Lincoln Tunnel to Midtown.
MTA METRO-NORTH RAILROAD (EAST)
If you picked up copies of the New Haven Line timetable dated August 19 in September or early October,
there was an error on the cover showing the Waterbury
Branch connection at Fairfield Metro. This was similar to
one that occurred in the December 5, 2011 through January 6, 2012 edition. I found a replacement timetable,
with the correct connection, on October 24.
On October 25, Metro-North reported that the six-mile
Bronx right-of-way improvement project was more than
80% complete. Beginning Monday, October 28, and
continuing for approximately two weeks, work was
extended on the outbound platform track from Melrose
to the Harlem River Lift Bridge (just north of the Harlem125th Street station) to take advantage of the track
outage. Continued was the bus shuttle between
Melrose and Fordham.
A press release dated November 14 reported that the
aforementioned job, which began on July 1, had been
completed. Speed limits in the six-mile section between
Woodlawn and Melrose were increased by 15 mph to
75 mph on three of the four tracks. A summary of work
performed includes: Removed 5,381 concrete ties, installed 6,610 new wood ties and 2,350 tons of new
stone ballast, trenched 6,350 feet of the right-of-way
shoulder or between tracks to improve drainage, installed new rail on various curves, welded rail joints and
installed new insulated joints, excavated and removed
4,702 cubic yards of mud created by poor drainage
along the tracks, and removed a significant amount of

No. 301
by Randy Glucksman

debris, garbage and graffiti on railroad property. The
weekend was spent removing bridge plates at Fordham
Road, Botanical Garden, Williams Bridge, and Woodlawn. Busing continues weekdays and weekends for the
Melrose and Tremont stations while right-of-way improvements continue for an additional two miles from
Melrose south to the Harlem River Lift Bridge. Additional
track work also is underway elsewhere on the Hudson,
Harlem and New Haven Lines. This extended work lasts
through the end of the year, with minimal impact to service expected.
Completion of this work permitted the issuance of
new timetables, which will be in effect until January 5,
2014. There are no changes to the Hudson Line and
only minor adjustments to the Harlem Line. However,
completion of a resignalling project on the Danbury
Branch allows for a 27% increase in service: three shuttles between Danbury and South Norwalk in each direction. Under the new schedules, there are now 14 daily
trips in each direction, contrasting to 11 daily trips under
the August 19 schedules. New Haven Line riders are
also benefitting by having shorter running times for
trains to and from New Haven on both weekdays and
weekends.
The United States Senate Committee on Commerce,
Science, and Transportation's subcommittee on Surface
Transportation and Merchant Marine Infrastructure,
Safety, and Security met on October 28 for a hearing at
the Bridgeport City Hall to discuss the September 25
power outage that knocked out electric service to part of
the New Haven Line (November Bulletin). U.S. Senator
Richard Blumenthal (D-Connecticut) called the hearing.
Those who testified included Con Ed President Craig
Ivey, Metro-North President Howard Permut, Amtrak
President Joseph Boardman, John Hartman of the
Connecticut Rail Commuter Council, and Otto Lynch
from the American Society of Civil Engineers. The
purpose of the hearing was to review the outage's
causes, how to prevent future power failures, and the
economic impact of such a major service disruption.
President Permut estimated the cost to Metro-North as
being in the $8-$12 million range, while Con Ed
President Ivey rejected Senator Blumenthal’s request to
reimburse Metro-North and its customers.
It was announced on November 4 that Con Edison
was working with Metro-North to nearly double the
power supply for the New Haven Line and provide more
secure redundancy. The work includes a $50 million
substation upgrade in Mount Vernon, a $12 million
substation in New Haven, and a $5 million expansion of
one in Greenwich. When that work is done, expected
(Continued on page 11)
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early next year, the railroad will be able to use up to 115
megawatts of power.
Buses replaced trains on the Upper Harlem Line
(Southeast to Wassaic) during middays from November
4-7 to enable track work to be performed. Riders were
advised that buses would operate up to 30 minutes
earlier than the trains.
If you picked up copies of the New Haven Line timetable dated August 19, in September or early October,
there was an error on the cover showing the Waterbury
Branch connection at Fairfield Metro. This was similar to
one that occurred in the December 5, 2011-January 6,
2012 edition. I found a replacement timetable with the
correct connection on October 24.
The usual Thanksgiving timetables were to be issued
but were not available at publication time. Also to be
issued this month are the special Christmas & New
Year’s timetables.
The partial government shutdown (November Bulletin)
caused the National Transportation Safety Board
hearing into the collision/derailment near Fairfield Metro
station (May 17) and the accidental death of a track
foreman (May 28) to be moved from October 22-23 to
November 6-7. At the hearing on November 6, MetroNorth’s Chief Engineer, Robert Puciloski, acknowledged
there were red flags that should have triggered more
aggressive action prior to the May 17 accident near the
Fairfield Metro station (May, November, and December
Bulletins). Six weeks before, Metro-North inspectors
discovered that a pair of "joint bars" connecting two
sections of rails were cracked, a condition that can
occur when there is inadequate support beneath a
section of track, according to hearing testimony. The
bars were replaced, but problems again emerged just
two days before the accident. Inspectors reported a
"pumping condition," meaning the ties and rails were
moving up and down under the weight of trains, and
"inadequate ballast support," according to hearing
testimony.
Over the weekend of September 28-29, Track 3 was
cut in between CP 271 and CP 266, so now trains can
directly platform at the West Haven station. Since
opening on August 18, westbound passengers used
bridge plates to access trains.
Five pairs of M-3s, including 8094-5, have been
“wrapped” to advertise “I ♥ NY.” It is believed to be
Metro-North’s first venture in this type of advertising.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
The M-8 status was last updated on September 19 to
show 276 cars conditionally accepted with 20 cars
undergoing Kawasaki inspection. As of mid-November,
Bill Zucker had observed 9100-9307, 9312-35, and
9340-73 for 266 cars.

MTA LONG ISLAND RAIL ROAD
On October 21, it was announced that weekend service to Greenport would be extended through Thanksgiving Weekend, December 1.
Completion of rehabilitation work at Jamaica Station
was commemorated during an October 23 ceremony.
The current station replaced one at street level in 1913.
A rehabilitated Queens Village station was unveiled on
October 30, following completion of an $8.5 million project. Queens Village opened as a stop for LIRR in 1881,
although the current building has only been in use since
1924. The entire station has been repainted, new
signage was added, the platform waiting room has been
rehabilitated, and numerous improvements have been
made throughout the complex, including replacement of
platform railings, a new shelter, replacement of platform
lighting, bird abatement devices, drainage and erosion
control, and security cameras.
Special timetables or timetable cards were issued for:
● Hempstead: October 26-27, Track work between
Jamaica and Bellerose – bus service Hollis to
Hempstead
● Belmont Park: October 26-27, Queens Interlocking
work – modified schedules (card)
● Babylon: November 2-4 and 9-11, Wantagh Switch
Replacement – reduced train service
● Montauk: November 2-4 and 9-11, Wantagh Switch
Replacement – some re-timings
● Far Rockaway: November 2-4 and 9-11, Wantagh
Switch Replacement – one re-timing (card)
● Hempstead: November 2-4 and 9-11, Wantagh
Switch Replacement – one re-timing (card)
● St. Albans: November 2-4 and 9-11, Wantagh
Switch Replacement – some re-timings (card)
● Babylon Branch: November 16-17, Amity and Babylon Switch Surfacing – Service reduced from hourly
to half-hourly
● Montauk Branch: November 16-17, Amity and Babylon Switch Surfacing – Most trains adjusted, including some canceled/combined
● St. Albans: November 16-17 — 3 eastbound and 7
westbound trains adjusted
The latest set of timetables were issued for the period
November 11-December 15. All have “Happy Thanksgiving” on their covers, with a message about the extra
service (if any) that operates during this holiday period.
Thanksgiving Eve, the usual “Getaway” service of eight
trains operated to Babylon, Far Rockaway, Hicksville,
Huntington,
Montauk,
and
Port
Washington.
Thanksgiving morning, six extra westbound trains
operated, and there were 11 early eastbound afternoon
trains. On weekends between November 30, 2013 and
January 5, 2014, eight additional trains operate on the
Long Beach Branch to provide half-hourly service, inbound (9 AM-1 PM) and outbound (4-8 PM). In addition,
two overnight trains between Penn Station and
(Continued on page 12)
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Huntington and Penn Station and Babylon have been
added to accommodate customers taking in late-night
events throughout the city during the holiday season.
Also with these timetables, half-hourly weekend
service was restored to the Port Washington Branch
effective November 16.
Christmas Eve (December 24) LIRR will operate 13
extra “Getaway” trains, the aforementioned eight, plus
three to Babylon and two to Ronkonkoma. New Year’s
Eve, the eight “Getaway” trains will operate. Those
planning to celebrate New Year’s Eve in New York City
will find 18 extra early evening westbound trains. While
the regular weekend schedule will be in effect on
Christmas Day, New Year’s Day riders will find 14 extra
early morning eastbound trains.
A colleague who rides the train from Massapequa
informed me that the western end of the platform had
been demolished during early November as part of the
project to rehabilitate the station. While this is going on,
only six cars can platform.
NJ TRANSIT
The day after the ERA trip on the Atlantic City Line,
member Bob Vogel observed P-40s 4802 and 4803
operating on the line. GP-40PH2A 4146 powered our
westbound train (#4678). Three of the four P-40s (4800,
4803-03?????) were in service on October 22.
Beginning next spring, Raritan Valley Line riders will
be getting one-seat rides to New York Penn Station, but
only in the off-peak hours, and not during peak hours
nor on weekends, according to a report in The StarLedger. New Jersey transportation expert Martin E.
Robins, Director Emeritus of the Alan M. Voorhees
Transportation Center at Rutgers University, said: “NJ
Transit purchased $340 million worth of dual-powered
locomotives. The highest and best — and really, almost
the only — use of the dual-powered (ALP-45/DP) locomotives is on a line like the Raritan Valley Line. How
can NJ Transit diddle around with this subject for so
long, after having made an expenditure of $340 million,
and not take advantage of it? To me, it’s unthinkable.”
Thanks to member Al Holtz for sending this report.
As was reported in the April Bulletin, the first ALP-45/
DP-powered revenue train operated to New York Penn
Station on March 2, 2013. The Raritan Valley, mentioned above, is not the only NJ Transit line that could
benefit by using the ALP-45/DPs when you consider the
North Jersey Coast Line from Bay Head and the
Montclair-Boonton Line from Hackettstown.
NJ Transit’s post-Sandy rail fleet status is being
regularly updated; however, at publication time there
had been no change since last month’s Bulletin.
Bob Vogel sent a report with photos noting that “the
height of the Atlantic City Line platforms at the newly
opened (October 14) Pennsauken Transit Center
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necessitated raising the tracks 8 to 10 inches (I've seen
both figures mentioned). The southbound track was
raised prior to the Grand Opening. The work on the
northbound track is being done now. After the first two
northbound trains stopped at the northbound platform
on opening day, somebody got to the Dispatcher and
had the remaining northbound trains diverted to the
southbound platform. The northbound platform was
subsequently closed.”
Between November 1 and 4, a track replacement project caused trains to use the low-level platforms on the
Northeast Corridor at Princeton Junction, Hamilton, Elizabeth, Linden, and Rahway, at various times.
My son Marc sent this report on November 10. “There
were a ton of trains at the Meadowlands station, all 10car multi-levels, and all seemed to have ALP-45/DPs —
on either end. The last time I was there, the trains were
all single-level cars.”
At the November 13 Board meeting, a $23 million
change order to the contract with Bombardier for replacement trucks for its multi-level cars was approved.
According to the action item: “The multilevel rail cars
feature trucks with a specialized suspension system
that ensures customer comfort when the train is operating at higher speeds. The vehicle manufacturer recommends replacement of the air secondary suspension
system, rubber bushing, and similar components every
six years. With the required maintenance to the suspension system, NJ Transit will also incorporate other vehicle modifications that have been recommended by customers and employees. These modifications include
additional seats, upgrades to the onboard computer
systems, updates to onboard digital signage, and the
addition of a forward-facing camera, which can be used
in a post-incident investigation, such as a trespasser
incident or motor vehicle collision.”
What a difference a day makes! On November 11, an
email advisory was sent advising that bus service would
operate for a soccer match between Argentina and Ecuador at MetLife Stadium. The following day, another
email reported that rail service would operate.
Since the beginning of fall, NJ Transit’s Aqua Track
Train has been making its annual rounds on lines that
have a preponderance of falling leaves, such as the
steep hills in Glen Ridge (Montclair-Boonton) and
Summit (M&E). Equipment aboard this train blasts
water onto the rails via a high-powered pump, removing
oily residue that causes slippery rail conditions, which
have the potential to damage rolling stock and cause
service delays.
A study commissioned by NJ Transit recommends that
increasing service on the Atlantic City Line, the least
used in the entire NJT system at 3,450 riders per weekday, from 12 to 20 round trips daily would significantly
increase traffic. The cost of the added service is estimated at $6.3 million per year, but with 38% covered by
(Continued on page 13)
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farebox revenue, as opposed to 22% today, and ridership doubling to 6,760 weekday riders. Currently passengers have waits up to 2½ hours for a train. It was
further estimated that construction of a $30 million station near Atlantic City Airport would increase ridership to
8,780 passengers per weekday. The $750,000 report,
prepared by LTK Engineering Services, has not been
officially released, but the above is based on a draft obtained by The Philadelphia Inquirer. A separate report,
prepared for the Delaware Valley Regional Planning
Commission, states that the new $40 million
Pennsauken Transit Center will be less effective than
planned without additional Atlantic City service. Member
Dave Safford notes: “The Atlantic City Line was reopened in the expectation of a strong revenue stream
from gamblers from eastern Pennsylvania flooding to
the casinos. This stream is now actually diminishing due
to competition from new Pennsylvania casinos, to the
extent that some Atlantic City casinos are in, or teetering on the edge of, bankruptcy. It is unclear whether the
LTK report considered this. The article in the paper was
clearly prepared by someone unfamiliar with transit.
They got trips and round trips thoroughly scrambled, but
I believe that I have managed to extract sense from the
mess.”
Member Bill Vigrass wrote: “My proposal of 1980 for
PATCO had 24/7 hourly service, took 3 trains. NJT has
5 trains on a 2-hour headway each with a crew of
three. PATCO would have one Train Operator but perhaps would have had a crew of three, but not a threeman crew. I had some support but not
enough. Congressman Jim Florio (D-Camden), got $30
million for Amtrak in the Pipeline Safety Act of 1981 for
“Amtrak Northeast Corridor Improvement Program Atlantic City Branch” It was meant to be 50% but the project ended up over $100 million, with NJ picking up the
balance.”
Work is progressing on the lower-level Secaucus
Junction platform extensions, as I happened to be there
during the late afternoon of November 8 and saw that
the lights had been turned on. On November 13, I noticed that the barriers had been removed and that passengers had access to the entire platform.
As the RiverLine approaches its first anniversary
(March, 2014), The Trenton Times reported that average weekday ridership has grown from 6,100 in 2005 to
9,000 in 2013. NJ Transit figures show the line operates
at a substantial loss: $24.4 million in fiscal 2013, an increase from $19.9 million in fiscal 2005, the line’s first
full year of operation. The 2013 loss is nearly nine times
the $2.84 million in revenue the River Line pulled in this
year. NJ Transit spokesman William J. Smith called the
rise in costs “natural,” and said it was the result of adding extra stops to meet increased consumer demand,
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variable costs such as fuel costs and insurance claims,
and inflation. Still, local leaders say the benefits are well
worth the cost. The fares are very reasonable; a oneway trip on the 34.5-mile line between Trenton and
Camden costs $1.50. Seniors/disabled pay half of that
amount.
The MyTix app for smart phones, launched on April 25
for the Pascack Valley Line and extended to the Main/
Bergen/Port Jervis Lines effective September 18
(November Bulletin) was added to the MontclairBoonton and Morris & Essex Lines on October 21.
PORT AUTHORITY OF NEW YORK & NEW JERSEY
The first pedestrian connection of the new World
Trade Center station opened on October 24. This
approximate 600-foot section is now known as the west
concourse. Eventually there will be shops and
restaurants on two levels. With this opening,
pedestrians are now spared the need to climb to the
bridge that spanned West Street. The Fulton Street
Transit Hub has a 2015 opening.
METROPOLITAN AREA
Ever since the start of public bus service in Rockland
County (1976), the operators have been Rockland
Transit Corporation (The Red and Tan Lines) and Hudson Transit Lines (The Short Line). When these companies were acquired by Coach USA, the new company
continued to operate the Transport of Rockland (TOR)
routes and the Tappan Zee Express service. A few
years ago, Rockland County put the operation of these
routes up for bid, and Peter Brega, a local school bus
and charter operator based in Valley Cottage, was the
low bidder. Years of lawsuits followed until late October,
when a judge threw out Coach USA’s case, and effective November 3, Brega took over the operations. Aside
from re-lettering the buses, by most accounts, the transition went well
AMTRAK
Beginning October 23, San Joaquin Trains #711 and
718 have been composed of former NJ Transit Comet
cars. The State of California purchased 14 of the 40year-old former NJ Transit "Comet" commuter cars in
2008 for $1.05 million and contracted with Amtrak to
refurbish the cars at its Beech Grove, Indiana shops.
Riders were cautioned that because these cars do not
have low-level doors, those who required the use of a
lift should arrive at the station 45 minutes prior to
departure. The Comets are not equipped to handle
bikes like the bi-level California cars. The two trains can
only handle boxed bikes as checked baggage.
Passengers with bikes at stations without checked
baggage are advised to wait for a different train. The
trains are operating with a locomotive, a former F-40PH cab car, and a refurbished Horizon food service car
in addition to the former commuter coaches. Thanks to
Al Holtz for forwarding this news.
Amtrak officials visited the CAF plant in Elmira, New
(Continued on page 14)
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York on October 24 and announced that the first 130
new single-level cars were nearing completion, and,
after testing which is to begin this winter, could be in
service next summer. The $298.1 million contract will
also add 25 sleeping cars, 25 diners, 25 baggage/
dormitory cars, and 55 baggage cars for use on Eastern
United States routes. These cars will replace and
supplement the existing fleet and allow cars built in the
1940s and 1950s to be retired. Thanks to Mass Transit
Magazine for this news.
Amtrak issued its usual Thanksgiving Northeast
Corridor timetable (Form T-5) for November 26December 2. They were available at many locations
during the first week of November. The booklet also
includes the Keystone and Empire Routes. A colleague
compared the Keystone and Empire services with the
regular timetable and found that it was exactly the
same. Holiday Extra trains are numbered above 1054.
One Thanksgving timetable for Michigan service was
not available at any station that I visited. PDF versions
were available on the Internet in early November. Again,
Amtrak reported that it would borrow commuter
equipment.
INDUSTRY
As I rode past the Kawasaki Plant in Yonkers on November 14, the yard was filled with NYC Transit R-188s
in the 7855-99 series.
For those who ride public transit, without Congressional action by December 31, the $245 that one can
set aside on a pre-tax basis will revert to $125 per
month. Those commuting by car will continue at the
$245 rate. For some commuters, this means an additional cost of over $1,400 annually. With the partial federal government shutdown now over, some of our Senators and Representatives are working to extend this
benefit.
MUSEUMS
Member Evan Jennings, representing the Trolley Museum of New York, which is located in Kingston, wrote
that Bulletin readers might like to know that B&QT PCC
1000 (Clark Company, 1936) has been listed in the
State Historic Register and is now being considered for
the National Register. For details, please refer to this
article:
http://www.dailyfreeman.com/
articles/2013/09/24/news/
doc5240d5c9d6cfc352208772.txt.
At the Shore Line Trolley Museum (Branford) a ribboncutting ceremony was held on November 16 to dedicate
the first building of “Elevating the Collection.” This was
followed by a guided tour of the new buildings and light
refreshments.
If you like a mystery, here is one. The details were
forwarded by Al Holtz: “My source in Mt. Pleasant, Iowa
informed me that one PCC car has arrived at M.E.R.A.
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and is sitting on the rails outside the carbarn. It is painted red and cream but has no identifying symbols other
than a small sticker with ‘Pennsylvania’ on it. The car
body looks in decent shape, with the seats loosely piled
inside. There was no trolley pole on it (but that was
probably removed for transport). It is my understanding
that this and possibly another car were purchased by
the Board of Directors of Midwest Old Threshers at a
Board meeting following this year's Reunion at which
only about half the elected directors were in attendance. My source has also informed me that there is
great unhappiness about this and his attempt at getting
more information has been met with silence. If anybody
has any information about this I sure would like to
know.” If any of our members has information, I will be
happy to forward their report to Al.
2013 IN REVIEW
In the January Bulletin, a table of transit projects that
were scheduled to open or expand during this year was
published. The results appear in the table below.
DATE

AGENCY

LOCATION

LINE

PROJECT

January
28

New Orleans
Regional
Transit Authority

New Orleans,
Louisiana

Loyola
Avenue

1.5-mile
extension,
4 stations

April 14

Utah Transit
Authority

Salt Lake
City, Utah

Airport
TRAX
Line

6 miles,
6 stations

April 26

Denver RTD

Denver,
Colorado

West
Corridor

12.1 miles,
12 stations

August
18

Connecticut
DOT

West Haven,
Connecticut

New
Haven

West Haven station
opens

August
18

Utah Transit
Authority

Salt Lake
City, Utah

Blue
Line

3.8-mile
extension
to Draper,
3 stations

Pennsauken,
New Jersey

Atlantic
City/
River
Lines

Pennsauken
Transit
Center
Station
opens
2 miles
7 stations

5.3 miles
8 stations

October
14

NJ Transit

December 7

Utah Transit
Authority

Salt Lake
City, Utah

Sugar
House
Street
Car
(Line S)

December 21

MTA
Houston

Houston,
Texas

North/
Red
Line
Extension

The completion dates for these projects were moved
as shown below.
(Continued on page 15)

ERA BULLETIN - DECEMBER, 2013
Commuter and Transit Notes
(Continued from page 14)
2014
January - WMATA –
Silver Line Phase I

2016
Opening of South
Florida RTA /
Amtrak Miami International Airport
station

UNKNOWN
Opening of NJ
Transit AvalonWestmont station

March – Virginia
Railway Express
Spotsylvania station
opens
March – H Street
Benning Streetcar
Line

OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Although ridership on commuter rail across the country is up, that sadly is not the case for MBTA’s Massachusetts Bay Commuter Railroad Company (MBCR)operated commuter trains. Fewer people ride commuter
rail now than 10 years ago, when MBCR took over running the rail service. That contract is up for renewal next
June, and the firm is facing competition. An MBCR
spokesman blamed the fall-off on factors outside of their
control. The “T”’s subway lines did not suffer the same
fate. A decision about the operator is to be made early
next year.
On October 29, Governor Deval Patrick announced
there would be a $1.3 billion procurement to purchase
new cars for the Red and Orange Lines, with a stipulation that the cars be assembled in Massachusetts in
order to bring jobs to the region. The 74 oldest Red Line
cars (01500- and 01600-series) were built by PullmanStandard in 1969-70 and rebuilt 1985-8, while the 120
Orange Line cars were built by Hawker-Siddeley in
1979-81 and have not been rebuilt. According to The
Boston Globe, “ Though the cars will not appear on
the line for several years, state officials will soon begin
the process of soliciting input on the design of the cars’
interiors.” The first cars are not expected to arrive until
2019.
For the first two games (October 23 and 24) of the
Major League Baseball World Series (Boston vs. St.
Louis), MBTA said that it would operate subway service
for as long as it would take to get attendees home.
After gaining the lead in St. Louis, the Series returned
to Boston where the Red Sox won it 4 games to 2. What
was called a “Rolling Rally” using Duck Boats was held
on Saturday, November 2. (From Member Tony Fitzherbert: “The Duck Boats are combination buses and ferry
boats which operate, mostly to carry tourists, on both
the streets of Boston and in the waters of Boston Harbor. They are unique and very popular with out-of-town
visitors. 24 of them (were to) be used to carry the team
from Fenway Park to the Charles River near North Station. MBTA planned to run rush hour service all day on
the four rapid transit lines and commuter rail specials,
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but only on the lines that normally operate Saturday
service. The Mayor and the MBTA Chair, Beverly Scott,
had been on the radio urging people to use mass transit, and MBTA expect(ed) to carry two million riders,
mostly in the subways, which carry about 600,000 on a
typical weekday.”)
A follow-up report, sent by Tony from The Boston
Globe (November 3), reported that between 140,000
and 150,000 folks rode MBTA commuter rail into Boston
on the 2nd. The usual weekday ridership is about
120,000 fares — that is 60,000 in each direction. Even
more remarkable is that several of the South Side lines
do not run on weekends, including the Canton, Needham, Greenbush, and, of course, that most heavily used
Fairmount Line with the eight-car long high-level platforms serving neighborhoods in Dorchester. The Globe
reported that many riders were passed up by early
trains but picked up later, and delivered to Boston in
time to see the Duck boats pass. “I presume that the
same 140,000-150,000 returned to the suburbs later in
the day, making it a 280,000-300,000-passenger day on
commuter rail. Other than overcrowding, no problems
were reported. Passengers arriving at North and South
Stations were urged to buy their outbound tickets at the
station before returning. I wonder if the riders faced gate
collection at North and South Stations. Of course, riders
may buy round trip cash fare receipts aboard the trains.
And there are very few ticket offices on the Boston commuter rail, other than those in Boston, so the crews
must have handled a load of cash. I saw no figures for
travel aboard the subways. Crush conditions were reported in that Globe article.”
Verizon cell service has slowly been expanded under
the streets of Boston. This was first noticed by Green
Line riders, then by Red Line riders.
Here is another item for the “If you build it….they (he)
will come” category. On October 29, Governor Deval
Patrick announced that due to the success of The
CapeFlyer, MassDOT, working with the Cape Cod Regional Transit Authority (CCRTA), would support permanent weekend service from Memorial Day through Columbus Day. In addition, MassDOT will launch a study
to review the feasibility of year-round weekend service
on the line. MassDOT will also add a Wareham stop,
which will be open when service resumes next Memorial Day weekend. This year, ridership on The CapeFlyer
through Columbus Day weekend was 16,586. Fare revenue from the line totaled more than $290,000.
Rotem Bi-level and MPI Locomotive Update as November 12:
Accepted and in service: 800, 804, 808, 810, 815,
1800, 1801, 1802, 1810, 1816 (currently running
North); 805, 806, 807, 817, 821, 1805, 1808, 1814,
1817 (current running South); 801, 802, 803, 819,
1806 (currently running South/Old Colony) [24 cars]
Accepted and held for vehicle engineering at BET
(Continued on page 16)

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
- DECEMBER,
2013 2000
Commuter and Transit Notes
(Continued from page 15)

(Boston Engine Terminal): 1803 and 1804 [2 cars]
Unaccepted at BET: 809, 811, 812, 813, 814, 818,
820, 822, 823, 824, 1807, 1809, 1812, 1813, 1818,
1819, 1820, 1822 [18 cars]
En route from Rotem/Philadelphia to BET: 816, 1821
and 1823 [3 cars]
In production at Rotem/Philadelphia: 825-846, 1811,
1815, 1824-1827 [28 cars]
2000 is at General Electric for emissions testing, 2001
was delivered to BET on October 24 for training and
testing, the status of 2002 is unknown, and 2003 is at
the Pueblo AAR Test Center (since October 25).
There were reports that the first solid set of Rotems in
revenue service was on Sunday, October 27, on Train
#4080, a Halloween Special (Salem Express), with
1801-1800-808-810-804. Thanks to member Todd
Glickman for these reports.
LINDENWOLD, NEW JERSEY
The day before the ERA trip to the RiverLine and
PATCO (October 19), Bill Vigrass wrote: “I just learned
today that the first pair of cars is now scheduled to be
delivered November 11, 2013 (yes, this year!), with the
balance of the 8-car pilot train by year's end. An 8-car
train must pass acceptance tests even though PATCO
presently runs only 6's. Platforms will allow 8 cars.”
Bill later wrote: “November 11 was an exciting day at
Lindenwold as rebuilt cars 1047 and 1048 arrived via
Silk Road Transport about 2:30 PM, having departed
Hornell, New York Alstom facility approximately 6:30
AM. These are the former married pair 247-8, which
had poor reliability. The rebuilt cars will not MU with older cars, hence the new numbers. These cars also are
equipped with chopper control, which provides very
smooth acceleration as well as regenerating capability
and enhanced slip-slide control. They also will have
greatly enhanced maintenance data gathering and
transmittal. A separate Silk Road flatbed truck-trailer
brought four bolsters, which arrived earlier in the day.
PATCO’s shop rebuilt a set of trucks in kind, retaining
the GE1255A3 d.c. motors and GA56 gear-unit. These
two cars had their trucks connected in Lindenwold Shop
and will be subjected to thorough operational testing. Six more cars will follow to provide an eight-car
train for further testing.”
PHILADELPHIA, PENNSYLVANIA
Under a five-year program announced on October
29 by Comcast and SEPTA, 70 additional stations will
receive Wi-Fi. Market East, Suburban, and 30th Street
are already Wi-Fi-enabled. All stations on the Broad
Street and Market-Frankford Lines, the 69th Street and
Olney hubs, and selected trolley stops will be covered
by this program, which will be financed by Comcast in
return for advertising rights on the new system and in
stations. Cost to Comcast is estimated at $1 million for
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installation and $700,000 to the ad agency that brokered the deal. Thanks to Dave Safford for this news.
Member Russ Jackson sent this report about SEPTA’s
Route 15. “The fairly short new track and new loop at
Frankford and Delaware Avenues, built last year for
Philly Trolley Route 15, got a lot of railfan press coverage. But what is taking place on Route 15 beyond
Frankford Avenue is of far greater magnitude. The
PennDOT site at http://www.95revive.com/girardavenue-interchange-home.aspx will give a few more
pictures, plus maps. It is stated that there will be new
railroad bridges over the new Richmond Street. Presumably the new construction will provide greater overhead clearance and the trolley wire won't be getting hit
by the top of trucks as was frequent in the previous arrangement. The attached map shows the project section. Route 15 enters from the top left, crosses the newly rebuilt Aramingo Avenue overpass and then makes a
left onto the new Richmond Street. At the right, the connection between the new and old Richmond Streets can
be seen. In the years to come the derelict riverside
property at the picture bottom can be expected to see
development. Buses covering the closed end of Route
15 use the old street to the degree that construction
makes possible. Several are shown.
“The cutback loop at Cumberland, installed when I-95
was built because the old loop back at Girard & Richmond got built over, is not going to be connected to the
track on the new Richmond Street. Therefore, Route 15
will only be able to be short-turned at the present new
Frankford Loop, leaving the remaining ¼-mile to the
Aramingo Avenue overpass unserved except by the
next car. Not the way they'd do it in Europe.”
WASHINGTON, D.C. AREA
WTOP News reported that the H Street-Benning
Streetcar Line, which had a planned opening this year,
might not open until some time before the end of March,
2014. In an exclusive interview with WTOP, DDOT Deputy Director and Chief Engineer Renaldo "Nic" Nicholson said a number of delays have occurred. Among
them were delays with the delivery of the final two
streetcars from United Streetcar, which were supposed
to arrive early this fall. The Oregonian reported that
United Streetcar and parent company Oregon Iron
Works have suffered numerous delays in their production of streetcars and meeting deadlines for their clients.
Thanks to member Steve Erlitz for this news.
Railway Age reported that stringing of overhead wire
on this 2.2-mile line began on November 12.
MEMPHIS, TENNESSEE
Seven passengers were injured when a fire broke out
aboard MATA trolley 452 on November 4. 452 was built
for the Melbourne & Metropolitan Tramways Board in
1927 and was acquired by MATA from New Orleans
RTA in 1997. GOMACO refurbished 452 in 2004. Pending an investigation, buses replaced the Main Street
(Continued on page 17)
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Trolley until November 7. Thanks to Jack May for this
report.
ORLANDO, FLORIDA
The first phase (29.5 miles) of SunRail, an eventual
61-mile commuter line, is scheduled to begin revenue
service next May. Testing with a MP-36 locomotive and
three Bombardier bi-levels began on October 26.
CINCINNATI, OHIO
The election of a new Mayor on November 5 cast the
future of the streetcar project in doubt. John Cranley ran
on a platform that opposed continuing this project. Ironically, in the 2011 election, pro-rail City Council members
replaced those who were anti-rail (January, 2012 Bulletin). According to The Cincinnati Inquirer, by December 1, the date that Mayor-elect Cranley takes office, the city will have spent $26 million on this 3.6-mile
line. “I think it’s cheaper to cut our losses,” Cranley said.
In July, city officials signed construction contracts for the
project. The streetcar project will cost at least $133 million. The outcome of litigation over moving utility lines
for the project with Duke Energy could raise the cost by
an additional $5 million. Canceling the ongoing project
still requires a vote by the City Council, with a majority
who already oppose the project. If the project were terminated, the city would need to cover lost profits to construction contractors and suppliers and repay $2.4 million in federal grant money already spent. The project
received $45 million in federal money. A groundbreaking
ceremony was held on February 17, 2012 (April, 2012
Bulletin), and on July 15, 2013 (September Bulletin)
the city signed a construction contract for Phase I.
Thanks to Al Holtz for forwarding this report.
CHICAGO, ILLINOIS
On October 18, Metra’s Board voted not to increase
fares in 2014. The Board acknowledged that ridership
took a hit when the agency eliminated its 9-rides-for-10
deal this past February. Director Norm Carlson of Lake
Forest told The Daily Herald “We took a benefit from our
riders, some went to tickets with a 30% discount
(monthly passes), and others said ‘goodbye.’”
Red Line (South) riders got their service back as of 4
AM October 20, when nine stations were reopened after
the branch’s complete rebuilding. All temporary shuttles
were canceled at that time. Passengers riding the 10.2mile section between 95th Street and Roosevelt should
experience reduced commute times of up to 20
minutes, due to elimination of the slow speed zones.
The Chicago Transit Authority has added a clause in
its contracts asking the bidder to disclose how many
jobs they might create in the United States. Contracts
would still be awarded to the lowest bidder. Thanks to
member Jim Beeler for sending these reports.
ST. LOUIS, MISSOURI
Metro promised extra service and staff to handle the
17

crowds expected to attend World Series Games 3-5,
which took place on October 26-28, and the Monday
night (October 28) football game between the St. Louis
Rams and Seattle Seahawks.
On July 31, Metrolink celebrated its 20th anniversary.
DALLAS, TEXAS
Trinity Railway Express reported that its best year for
ridership was 2009, when it carried an average of 9,870
daily riders. Since then, ridership has steadily declined
and through August the average weekday ridership was
down to 7,535. As I reported in the September Bulletin,
all trains are equipped with free Wi-Fi as an amenity for
riders. Additionally, there are discounted family pass
tickets for Saturdays; the line does not operate on Sundays, but there have been preliminary discussions
about adding Sunday service to lure more weekend
riders and to serve more commuters who work odd
hours. One respondent to this report that was sent by Al
Holtz wrote that he believed that there was some Sunday service for the Texas State Fair on October 27, but
there was no big advertising campaign, just notices
posted in the stations and on the Internet.
FT. WORTH, TEXAS
As was reported in the October Bulletin, former M&O
car 1 was restored with a fresh coat of light blue spruce
paint and placed on display at One City Place. Thanks
to member Jack May for this news.
HOUSTON, TEXAS
The 5.3-mile North/Red Line extension is scheduled to
open December 21.
SALT LAKE CITY, UTAH
Jack May sent a report from The Salt Lake Tribune that when the Sugar House Streetcar (Line S)
opened on December 7, rides were free. from 10 AM to
6 PM to anyone who brought a nonperishable food item
to donate to the Utah Food Bank. UTA also offered children’s activities, food, and entertainment at the line’s
Fairmont and 300 East stops. When the line officially
opened the next day, the limited-time promotional fare
of $1 was offered to those who use electronic fare media — including FAREPAY cards, bank-issued contactless credit cards, ISIS or Google Wallet. The cash fare
is $2.50.
TACOMA, WASHINGTON
Starting next September, the 1.6-mile Tacoma Rail
Link will charge fares. A Sound Transit Board policy allows fare-free service where the cost of collecting fares
exceeds potential revenue. The policy no longer applies
to Tacoma Link, the Board says, since annual ridership
has climbed to 1 million. Under this policy, regular fares
will be $1.00, rising to $1.50 in 2016. Youth and Senior
fares will be $.50, increasing to $.75 in 2016.
SAN FRANCISCO, CALIFORNIA
History was made on October 25, when Market Street
Railway (MSR)’s second “boat tram,” 233, arrived in
Cameron Beach Yard. MSR acknowledged Michael
(Continued on page 18)
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Thoresen, the most generous donor who made the
acquisition possible through the Thoresen Foundation,
and FedEx Trade Networks, which arranged and helped
underwrite the shipping of the tram from England to San
Francisco.
You
can
see
more
at
http://
www.streetcar.org/#sthash.HanYw6CC.dpuf. 233 (built
in 1934) joins sister car 228, which arrived in San
Francisco in 1984. Thanks to member Pete Donner for
this news.
TORONTO, ONTARIO, CANADA
Jack May forwarded a photo showing 4401, one of
Toronto’s new Red Rockets, operating in test service
during the afternoon of October 17 on Oakwood and St.
Clair.
ISTANBUL, TURKEY
For the first time, there is rail link under the Bosporus
Strait, connecting Europe and Asia. The opening occurred on October 29. First proposed by an Ottoman
Sultan about 150 years ago, construction began in
2005. The tunnel is 8.5 miles long, with 4,593 feet running under the Bosporus, which connects the Black Sea
to the Sea of Marmara and divides Istanbul between
Asia and Europe. Turkish officials say that at more than
55 yards deep, it will be the deepest submerged railway
tunnel of its type in the world. Thanks to Bill Zucker for
this news.
BEIJING, CHINA
Todd Glickman was in China during late October, had
the opportunity to ride the High-Speed Rail from Beijing
to Shanghai for the first time, and prepared this report:
"While I've ridden short stretches of China's high-speed
rail in the past (Shanghai to Wuxi and Nanjing), this was
my first opportunity to ride the flagship route from Beijing to Shanghai that opened in June 2011 after a construction period of only three years and three months.
From Beijing to Shanghai is 1,302 km (809 miles), and
there are 24 stations inclusive (many trains are express). The line is operated by China Railway HighSpeed (CRH), and branded as ‘Harmony.’ Originally, the
fastest trains were to have made the trip in just less
than four hours at a maximum operating speed of 228
mph. But to save energy and reduce operating costs,
the fastest expresses run at 186 mph and make the trip
in four hours 48 minutes. These trains use CRH320A
trainsets in 16-car consists. I made the journey in two
segments, with a stopover in Jinan, resulting in 1:35
and 3:20 legs. My trainset had three classes of service:
● Second class, with 2x3 seating, much like coach on
a domestic MD-80 airplane
● First class, with 2x2 seating, similar to first class on
a domestic airplane
● Business class, with 1x2 seating in motorized layflat loungers, similar to first class on an international
airplane
18

Yes, "business class" is a higher class then "first
class." I rode business class on both segments, for a
combined fare of $291. This is about two-thirds of the
cost of the business class fare by air. (The CRH Second
class fare is about $93 and first class about $155.) The
comparison between modes is similar to the Acela Boston-New York City decision process: For air, one needs
to take an expensive and long taxi ride at either end;
plus air traffic delays are substantial even in good
weather on the Beijing-Shanghai route, China's busiest.
Conversely, Beijing South Station to and from Shanghai
Hongqiao train stations are closer to city centers, and
easily reached by inexpensive metro or shorter, lessexpensive taxi rides. So center-city to center-city travel
times are competitive, and the train operation is much
less prone to further delays due to weather, maintenance, etc. that afflict air travel.
“The business class compartment offers complimentary soft drinks and a light snack on the shorter segment, and a full meal on the longer segment — prepackaged Chinese-style and warmed on-board. With its
dedicated right-of-way and modern trainset/trackway,
the ride is incredibly smooth. Veterans of Amtrak Acela
know of its sway, bounce, and jounce, none of which
are felt on the CRH train. Acceleration and deceleration
are very smooth, and there is very little sense of change
in speed. Automated announcements are made in both
Mandarin and English, and overhead signs display information in both languages as well. The highlight of the
trip was when I heard some commotion behind me. It
turns out that a passenger had dropped his mobile
phone into the innards of the motorized business class
seat. The Conductor had taken some panels off, and
after a few minutes, fished it out. Using chopsticks!"
FROM THE HISTORY FILES
75 years ago: On December 17, 1938,
groundbreaking for the State Street Subway in Chicago
took place. The initial 4.9-mile line opened on October
16, 1943. Today, this is the Red Line.
35 years ago: Between December 6 and 8, 1978, MTA
displayed three former New Haven 4400-series
“Washboards” in Grand Central Terminal for the
purpose of refurbishing 60 of them for eventual use on
the Harlem Line when electrification was extended to
Brewster. Needless to say, this did not occur. However,
when your News Editor served on the Rockland County
Transportation Advisory Council (1977-84), those cars
were offered for use (also after some refurbishment) for
the Pascack Valley and Port Jervis Lines. The offer was
rejected, and instead, eight stainless steel Comet-IA
coaches were purchased: cab cars 5198-9 and trailers
5994-9. They resembled SEPTA’s Silverliner IVs, also
without center doors. These cars were scrapped after
2004.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
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ERA RIVERLINE/PATCO TOUR
By Marc Glucksman
(Photographs by the author)
On Saturday, October 19, ERA took its final trip of the
2013 season. It was also the final trip of Sid Keyles' tenure as trip coordinator.
The group informally met at the northern end of the
Northeast Corridor Line in New York or New Jersey for
the trip down to Trenton. At Trenton we boarded an NJ
Transit RiverLine train that had been sent specifically
for our group of about 50 guests. No premium fare was
required.
Our first stop was at the Camden Shops of New Jersey Transit's RiverLIne. This line is an anomaly in the
NJ Transit system, as it uses 20 Diesel MUs built by
Stadler (3501-20). As our hosts explained to us, this
often makes it difficult to obtain spare parts. The cars
are operated individually or in two-car sets. The line is
operated under contract by Bombardier. NJ Transit
does the dispatching from this location, and is only authorized to run passenger service between 6 AM and 10
PM over much of the line. Freight rules the overnights,
and, as we were told, sometimes delays the start of
passenger service in the morning.
Pennsauken Transit Center opened earlier in the
week (October 14, 2013) at a cost of $40 million, largely
funded by the American Recovery and Reinvestment
Act of 2009. It allows riders to transfer between NJ
Transit's RiverLine and Atlantic City Line. Standing on
the platform for the first time caused me to ask a number of questions about what used to be there. I will
share what my research and the feedback of our members and associates revealed.
The overhead catenary towers remain in place, remnants of the electrification installed in the early 1930s
that lasted intermittently until 1981, which carried
freights from the Philadelphia High Line into Pavonia
Yard. Electric service was not provided for passengers ,although the Delair Bridge itself was used for both
freight and passengers. When there was an obstruction
on the Northeast Corridor, routing was sometimes
changed to go through this connection, but the necessary engine change to electrics was made at Trenton.
The Pennsylvania, Reading & Seashore Line (PRSL)
MP-class cars that used overhead wire and third rail ran
to Atlantic City directly from Camden and not Philadelphia.
There was no station on the present Atlantic City Line
in the area. There was a station named "Pensauken"
and later "Pennsauken" on the Camden-Bay Head/
Pemberton Line of the PRR to the northeast, 5.6 miles
east of Camden. Member Larry Kiss relates that he
rode the last commuter trip here on Friday, April 25,
1969.

On the RiverLine/Bordentown Secondary/former Camden & Amboy, a station called Delair was 5.6 miles
north of Camden. This would place it approximately ½mile north of the present Pennsauken Transfer Station
on NJ Transit's RiverLine.
Track connections existed between both lines that
were used for many different passenger routings. There
was routinely direct service over the Delair Bridge to
Atlantic City from Philadelphia and as far west as Chicago that at one time included sleeper cars. New York to
Atlantic City trains would head south through the junction over PRSL, while Trenton to Philadelphia locals via
Bordentown used it to head north to 30th Street Station
via Frankford Junction.
PATCO's fleet of 120 cars:
CAR NUMBERS

CLASS

SINGLE/
MARRIED
PAIR

BUILDER

YEAR

101-125
(24 cars)

PATCO I

Single

Budd

1968*

201-250
(50 cars)

PATCO I

Married
Pair

Budd

1968

251-296
(46 cars)

PATCO II

Married
Pair

Canadian
Vickers

1980

19

*car 116 damaged by fire in 1997 and removed

PATCO's press release regarding the overhaul of this
fleet cites that they have been used evenly to approximately 1.5 million miles each. The cars are sent in
groups to Alstom's facility in Hornell, New York. Current
schedule operation requires 84 cars with 16 spares for
a total of 100. The rebuild schedule has been arranged
so that there will be no fewer than that number available
on the property. They also state that the returning cars
will not operate with non-overhauled cars.
During our visit to the Lindenwold Shops, we toured
the new "Annex" building, where inspection, testing, and
warranty work will be performed. The first cars were due
at the beginning of November, and our host informed us
that it is expected that their lifecycle will be extended
another 25 years.
When PATCO opened as a unique Hi-Speed Line in
1969 it was an expansion in an age of reductions in the
American rail industry. It is used by approximately
12,500 people per day.
A thank-you goes out to all of our hosts at NJ Transit
and PATCO, but especially SId Keyles for his final trip
after 12 years of being the ERA Trip Coordinator.
For a complete slideshow from this trip and others,
please visit http://www.erausa.org.
(Continued on page 20)
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Around New York’s Transit System
Brighton Line Station Rehabilitation
At 5 AM October 28, NYC Transit reopened the rehabilitated northbound (Manhattan-bound) Brighton (Q)
Line platforms at Cortelyou Road, Beverley Road, and
Parkside Avenue. The platforms, which were closed in
July, were reopened two weeks ahead of schedule.
Work included painting, concrete repair, and waterproofing at all three stations, and replacing the steel stairs at
Beverley Road. Workers repaired the concrete columns
at Parkside Avenue and the steel columns at Beverley
Road and Cortelyou Road.

The southbound platforms at these stations will be
closed from February to June, 2014.
Free Rides on A and R Routes
On October 29 between 12:01 AM and 11:59 PM, the
first anniversary of Superstorm Sandy, riders entering
A stations between Howard Beach and the Rockaways
and R stations between Bay Ridge/95th Street and
Court Street were allowed to ride free.
(Continued on page 2)

ERA RiverLine/PATCO Tour
(Continued from page 19)

NJ Transit RiverLine car 3518.

NJ Transit RiverLine yard.

PATCO car 273 at Lindenwold Shops.

The group hears about maintenance procedures.

PATCO car 250 in Lindenwold Annex Building.

NJ Transit Atlantic City Line Pennsauken station.
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THIRD AVENUE “L” SERVICE CURTAILED 60 YEARS
AGO

On December 31, 1953, Third Avenue Elevated service was discontinued between City
Hall and Chatham Square. It was the beginning of the end for Manhattan’s last elevated
For general inquiries,
line, where there was no service south of
contact us at bulletin@
149th Street weekday evenings and miderausa.org or by phone
nights and 24 hours on weekends since
at (212) 986-4482 (voice
March 14, 1952.
mail available). ERA’s
In this issue we will publish excerpts from
website
is
www.erausa.org.
the New York City Transit Authority’s May 4,
1954 report recommending that Third Avenue
Editorial Staff:
Elevated service be discontinued completely
Editor-in-Chief:
south of 149th Street. This report states:
Bernard Linder
“After careful investigation, it is the considNews Editor:
Randy Glucksman
ered opinion of the Executive Director and
Contributing Editor:
General Manager that it will be in the best
Jeffrey Erlitz
interest of the New York City Transit Authority
and the City of New York to cease operation
Production Manager:
David Ross
of the Third Avenue Elevated Line south of
East 149th Street, and to demolish the structure between Chatham Square and East
149th Street in The Bronx.
“The Third Avenue Elevated Line has out©2014
Electric
lived its usefulness. It has been carrying fewRailroaders’
er passengers each year since 1947. PasAssociation,
senger traffic has now fallen to a level where
riders using the line south of 149th Street can
In This Issue: be accommodated on alternate transit faciliThe demolition of the above portion of
The Long Island ties.
the line would result in an estimated annual
Rail Road Eyes net saving of $2,400,000 to the New York
Manhattan
City Transit Authority.
“The Third Avenue line is the oldest existing
(Continued)
elevated
railroad in the City, and while safe,
...Page 2
is in poor physical condition. Train operation
on the local tracks is not controlled or protected by automatic signals. The cars in local
service are made of wood, are old, and are

costly to operate and maintain. To rehabilitate
and put the elevated line south of 149th
Street into first class modern operating condition would cost approximately $80,000,000.
Expenditure of such a sum is neither warranted nor can it be justified by potential traffic.
“For all of the foregoing reasons, it is recommended that the New York City Transit
Authority cease train operations on the Third
Avenue Elevated Line south of 149th Street at
midnight December 31, 1954, and that he
structure be released to the City after that
time and that the Board of Estimate be notified of the Authority’s decision.”
(Editor’s note: Trains continued running a little
longer until service south of 149th Street was finally discontinued on May 12, 1955.)

SIGNALS
“On June 29, 1927, the Interborough Rapid
Transit Company, lessee of the elevated lines
at that time, was ordered by the Transit Commission of the State of New York to install
automatic signals on the local tracks. This
work was to be completed before June 30,
1936. However, with the advent of the depression, the Interborough Rapid Transit
Company was placed in receivership and
receivers were appointed in August, 1932.
On August 28, 1933, this order was modified
to read that the signaling in the subway was
to be completed before work would begin on
the elevated lines. On November 21, 1936,
the Transit Commission recommended that a
sum of $500,000 be spent within a twelvemonth period for an engineering study of the
elevated signaling, the study to begin immediately. After some study by IRT Company

REMINDER: JAPAN1 TRIP—MAY, 2014
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THE GENESIS OF “DASHING DAN”
Part Two—The Long Island Rail Road Eyes Manhattan
by George Chiasson
(Continued from December, 2013 issue)
1876. Service was eventually discontinued for the second and final time as part of the large-scale schedule
changes in effect on April 30, 1879. Terminals aside, all
three known stations on the New York & Hempstead
were present on a surviving 1873 map of Hempstead
and environs. Working northward from Valley Stream
they included: “Bridgeport,” at Cornwell & Franklin Aves.
in what might best be described as North Valley Stream;
“Norwood,” (later known as Malverne) at the present
intersection of Hempstead Avenue and Nassau Boulevard; and “Woodfield Depot,” later identified as Lakeview (though actually situated in Hempstead Gardens)
at Woodfield Road & Maple Street. Whatever its configuration, the inactive New York & Hempstead Railroad
was eradicated from the Earth starting in March, 1890
and soon disappeared, leaving absolutely no trace.
Several attempts at redress with LIRR over the years
that followed the elimination of the New York & Hempstead came to naught, but in January of 1892 a group
of local citizens, with the support of LIRR President
Austin Corbin, incorporated the New York Bay Extension Railroad to act as part of a cross-county “bridge
line” between Oyster Bay and the Brooklyn seashore.
Its new segment of track was to be actually located between Garden City (really Hempstead Crossing) and
Valley Stream, thus bypassing central Hempstead entirely, with an extension to be added later that connected to the (New York &) Manhattan Beach station at New
Lots, then a town in independent Kings County. From
that location it was projected that trains could reach
both Coney Island and Bay Ridge on existing railroad
trackage, with another new connecting route to be built
between them. This would potentially allow service to
be operated in a manner similar to the “circular trains of
the New York & Rockaway Beach and Long Island Rail
Roads.” Construction of the vital intermediate segment
began by the summer of 1892 and was accomplished
rather quickly, but due to a variety of circumstances (not
the least of which included the Panic of 1893) the anticipated extension from Valley Stream to New Lots never
materialized.
In addition, LIRR shifted the alignment of the MineolaHempstead Branch through Hempstead Crossing back
onto the original 1839-era survey line between Stewart
Avenue and 5th (now Chestnut) Street. This also forced
a westward relocation of the diamond crossing to abut
Tower 105, and the complete repositioning of the connecting switch from the former Central main line to the

ORIGINS OF THE HEMPSTEAD CLUSTER,
PART 2: DEVELOPMENT OF THE WEST HEMPSTEAD BRANCH
In January of 1890 LIRR built “Tower 105” at Hempstead Crossing, near the grade-level diamond west of
the point where the former CRRLI and then-present
LIRR intersected east of Garden City. At the time there
were still two different “Hempstead Branch” services,
which came together at the site; the original opened in
1839 by the Long Island Rail Road Company from Mineola south to the center of Hempstead, and the later
one completed in 1873 by the Central Railroad of Long
Island as a branch off its Flushing-to-Babylon main line.
Both were consolidated into a single terminal at Hempstead after LIRR gained control of the Central in 1876,
with the older line being partially abandoned as a result.
Aside from the economic benefit, one untold reason that
LIRR may have been so anxious to physically merge
the two overlapping branches was at the time it was
becoming embroiled in a low-grade territorial battle for
access to Hempstead from the south, and with it potentially severe competition to the resort beaches of Brooklyn. This erstwhile competitor was the New York &
Hempstead Railroad, a virtual branch of the Southern
Railroad of Long Island (and of the South Side Railroad
before that), which had begun service on a slightly wavy
route from the South Side’s station at Valley Stream to
Front and Greenwich Streets in Hempstead on September 28, 1870. Within just three years the South Side
was already facing the financial difficulties that would
ultimately bring about its surrender to the rival Long Island Rail Road, but during its brief tenure this alliance
with the Southern did provide NY&H with a decent terminal in Williamsburg, Brooklyn.
After both the Central Railroad of Long Island (by then
under the name Flushing, North Shore & Central) and
the Southern respectively came under LIRR supervision
(but not actual ownership) in August and September of
1874, no time was wasted in consolidating as many of
their assets as possible. Just as the Central’s operation
was bob-tailed from the Fire Island ferry dock in Babylon to the former South Side line on November 1 (as
disclosed above), the New York & Hempstead’s trackage was closed completely. Also as with the Babylon
Dock (which is believed to have been used for one last
summer season in 1875), the New York & Hempstead
was purportedly revived on July 1, 1875 after being idle
for several months, and continued to run even after it
came directly into the possession of LIRR on May 3,

(Continued on page 3)
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LIRR’s receivership following its 1877 bankruptcy, the
railroad underwent an understandable series of contractions, but at the same time continued the pursuit of other endeavors which, it was perceived, could bring indisputable economic benefit. Laffan had been a long-time
summer resident of Far Rockaway, where he saw how
successful the leisure trade could be and immediately
recognized the potential for a fresh, exclusive beachfront resort whose guests could utilize a new railroad to
achieve access from the New York City area. With a
desired site identified and secured, his syndicate then
tended to construction of the huge Long Beach Hotel, a
potentially lucrative resort-in-the-making. The protocols
of receivership and favor of President Sharp eased the
construction and operational aspects of this new railroad immensely; as did the initial expectation that the
Long Beach Branch would only be scheduled to operate in the summer season.
As opened on June 5, 1880 trains generally originated
at the Hunters Point terminal in Long Island City, though
some trips may also have worked out of the secondary
terminal at Bushwick for the first several years. They
then followed the same routing as those going to Far
Rockaway: the Montauk Division main line through
Fresh Pond, Glendale, and Richmond Hill to Old Jamaica, then the combined route of 1876 through Foster’s
Meadow (Rosedale) to Valley Stream. From that location trains destined for Long Beach continued east on
the original South Side main line to the next stop at
“Pearsall’s,” where they curled up to their own platform
facing southeast, having entered the new branch
through a simple switch off the #2 track at the Atlantic
Avenue grade crossing. This was eventually under the
control of Tower 21 on the grade-level South Side main
line (at least by 1898), which became “PT” by 1907. As
freshly opened, the single-track Long Beach Branch
had only two intermediate stations, the first being located at the Ocean Avenue grade crossing in “East Rockaway.” From that point the branch maintained a steady
south-by-southeasterly bearing for its next 5½ miles,
hopping the numerous inlets of the South Shore en
route to the northerly grade crossing of Long Beach
Road (near Shell Harbor), where the other lonely stop
was located, named Barnum Island. The track then
turned a bit more southwestward and continued across
Long Beach Channel on a first version of the branch’s
now-famous “Wreck Lead” drawbridge, then crossed a
trestle over the Inner Beach Lead and finally, on land,
pulled around an easterly bend to the original terminal
at Long Beach, which was about where Broadway and
Long Beach Boulevard intersect in 2014. This was situated right on the ocean shore next to Laffan & Company’s Long Beach Hotel, with a wye track and small engine shed just beyond.
The Long Beach Hotel itself was finally opened in part
on July 18 and in full by the end of that month. As things

The Genesis of “Dashing Dan”
(Continued from page 2)

Hempstead Branch such that it was located west of the
new 90° crossing. The revised configuration provided a
straight north-to-south shot for Mineola trains from
Stewart Avenue and a milder turn for the Hempstead
Branch at 5th Street. As a result CRRLI’s 1873 Hempstead Branch was abandoned between 2nd (now Meadow) and 6th (now Beech) Streets, a land parcel that is
largely occupied by homes along Magnolia Avenue,
Garden City in 2014. As operation of the New York Bay
Extension began on September 12, 1893, it overlapped
the existing Mineola-Hempstead LIRR service (that
originally instituted in 1839) as far as 7th Street. West
Hempstead trains started their trips at Long Island City
(with connecting service to Bushwick available) and
followed the Montauk Division main line through
Queens, whose 1893 station list included Laurel Hill,
Bushwick Junction, (Fresh Pond), Ridgewood, Glendale, and Richmond Hill, with additional flag stops at
Morris Park Shops (employees only) and Dunton
(public). From the old Jamaica station they took the
combined 1876 routing through Springfield Junction and
stayed on the former South Side main line as far as
Valley Stream, where they diverged. Whereas the previous, meager real estate development between Valley
Stream and Mineola had mostly been related to the
long-departed New York & Hempstead, trackside activity along the new railroad was even more nonexistent,
so at the beginning its only way station was the existing
stop at Stewart Avenue, Hempstead Crossing. In 1894
three new stations were added on a largely speculative
basis that were named West Hempstead, Hempstead
Gardens, and Norwood, but spurred very little notice for
several years. When some development finally did
begin to transpire by 1903, the original station at Hempstead Gardens was renamed Woodfield to accurately
portray its true location as opposed to an imaginary
one, while that at “West Hempstead” became Hempstead Gardens in the same manner as this village was
just coming to fruition. The station, which survives as
West Hempstead in 2014, was established much later,
after the “New York Bay Extension” underwent a suburbanization process that would have been little more
than a delusion for its first 15 years of life.

“THE BACK OFFICE OF PENN STATION:” DEVELOPMENT OF THE LONG BEACH BRANCH
Like many potential beneficiaries of fortune, political
operative and media aficionado William M. Laffan saw a
void and took advantage of an opportunity. So was created the New York & Long Beach Railroad Company, a
scheme financed by the small start-up company that
Laffan originated in partnership with LIRR, amid the
total complicity and blessing of its briefly-tenured president, Colonel Thomas R. Sharp. During the time of

(Continued on page 6)
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Third Avenue “L” Service Curtailed 60 Years Ago
(Continued from page 1)

Lower level of City Hall station, looking north, December 30, 1953.
Bernard Linder collection

City Hall upper level, looking south, December 30, 1953.
Bernard Linder collection

City Hall Tower, December 30, 1953.
Bernard Linder collection

City Hall station, November 26, 1950.
Bernard Linder collection

Looking south toward City Hall station, December 10,
1944..
Bernard Linder collection

engineers, it was estimated in 1938 that to signal the
Third Avenue local tracks from South Ferry to Bronx
Park would cost $1,775,000.
“The Transit Commission on October 25, 1938 again
ordered the signaling of the local tracks, the work to be
completed prior to December 31, 1942. Since the final
acceptance of the subway signaling by the Transit Commission was completed on December 22, 1939, signal-

ing of the Third Avenue local tracks could be, and was,
delayed beyond that date. By the latter date, however,
transit unification was imminent and the IRT Company
installed no additional signals.
“Under City ownership since unification, there has
been no further signaling of the elevated line, the 1927
order of the Transit Commission remains dormant, and
(Continued on page 5)
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Third Avenue “L” Service Curtailed 60 Years Ago
(Continued from page 1)

Chatham Square in 1880.
Bernard Linder collection

Chatham Square.
Bernard Linder collection

Willets Point express at Chatham Square, July, 1940.
Bernard Linder collection

Second Avenue “L” - 3-car Freeman Street express on a
Saturday afternoon in 1940.
Bernard Linder collection

Looking north from Chatham Square upper level.
Bernard Linder collection

Northbound Third Avenue Local approaching Canal
Street.
Bernard Linder collection

hour. It was obvious that the state-of-the-art signal system
would not allow the company to operate 50 trains per hour in
the 1930s on the local track in the direction of light traffic.
Service was increased to 55 trains per hour after unification
and reduced gradually to 30 trains per hour when this report
was written.)

(Continued from page 4)

the old wooden cars are still in service on the unsignalled local tracks.”
(Editor’s note: Many years ago, I asked the IRT signal engineers whether local track signaling was feasible. They explained that the signal system that was in service at that time
did not allow the company to operate more than 30 trains per
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ering a good part of the railroad’s earnest enterprise
until it was finally driven to ruin. Corbin was a shrewd,
penurious native of Northern New England (Newport,
New Hampshire to be precise), but had spent much of
his adult and professional life navigating the predatory
waters of New York’s financial and transportation gamut. In the 1870s he had used his emerging influence
with the Long Island Rail Road to parlay some otherwise docile and seasonal excursion railroads into a major transportation force on the Brooklyn oceanfront, one
which (if only briefly) exercised the railroad’s weight in
the development of Coney Island and Manhattan Beach
as full-fledged and highly-touted summertime adult destinations. Unfortunately for the fledgling New York &
Long Beach, Corbin still maintained a widespread interest in the thriving amusement district aimed at the
beaches around Coney Island even after assuming
command of the Long Island Rail Road, and was disinclined to extend such munificence to the neophyte operation after its initial season came to an end on November 5, 1880.
(Continued on page 7)

The Genesis of “Dashing Dan”
(Continued from page 3)

turned out, these events also proved to be a short-term
high point in the new railroad’s fortunes, for the good
Colonel was replaced as LIRR President by Austin
Corbin, a widely recognized agent of financier J.P. Morgan, in November, 1880. Mainly for the usual mercantile
reasons, Morgan (and by extension Corbin) had decided to act expeditiously when the financially bankrupt
and commercially exhausted Long Island Rail Road
became available for the taking. For the first time as a
result, the wide-reaching power of its corporate executive was concentrated in a single office, one whose influence would reign over the transportation fortunes for
the entirety of Long Island and a good part of New York
City as well. By the time of Corbin’s ascendancy to
President of LIRR, such authority could even be gained
at a reduced cost in tribute to the formerly-pervasive
and corruptive influences of local politics and corporate
governance, duties which had been capable of smoth-

terial, were taken to various disposal facilities in New
York, New Jersey, and Pennsylvania.
The utility work included relocation of approximately
82,000 linear feet of Con Edison’s electric cables, approximately 4,500 linear feet of Verizon fiber optic cables, extensive relocation of Con Edison’s gas mains,
and relocation or protection of New York City’s water
and sewer mains.
This $4.45 billion project is the largest subway expansion project for several years. Trains should start running in December, 2016.

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

and reconstruction of the structural steel for the extension of Q service.
On the entire line, the heavy structural work involved
utility relocation, demolition of existing buildings, underpinning, slurry wall construction, station excavation, and
concrete placement of the station slab of the main station, entrances, and ancillary facilities.
Approximately 400,000 tons of soil and 40,000 tons of
rock/concrete debris, equivalent to 22,000 trucks of ma-

ERA’S LAST MEETING AT ST. JOHN’S MANHATTAN CAMPUS
Photos by Eric Oszustowicz
On December 13, 2013, ERA members met for the
last time at the St. John’s University Manhattan Campus, formerly known as the College of Insurance, where
the then-New York Division-ERA began holding its
meetings in 1988. Member Eric Oszustowicz took some

Final presenter Gary Grahl talks with
audience members before the show.

photos to mark the occasion; here are three.
Starting in January, 2014, we will be meeting at the
Roosevelt Hotel near Grand Central Terminal. Please
see the meeting notice for details.

Sid Keyles makes the pre-show announcements.
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Some of the attendees.
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NEW YORK CITY SUBWAY CAR UPDATE
by George Chiasson
1840 group) with two full-width cabs on the south
(Times Square) end and a newer link with no full-width
cabs at all on the north. As of November 30, the full listing of links so modified (quarter cab at south end, full
cab at north end*) included 1971-5*, 1991-5*, 19962000*, 2011-5*, 2016-20*, 2031-5*, 2041-5*, 2071-5*,
2076-80*, 2086-90*, 2101-5*, 2111-5*, 2116-20*, 21215*, 2131-5*, and 2136-40*.
By mid-November, full-width cabs had also been restored on 7 R-62As 1651, 1656, 1661, and 1666.
These had been converted to quarter cabs at one end
as a means of transitioning to the new “5-1-5” configuration created when cars 1966-2155 were unitized in
2012-3, and their associated links now again have fullwidth cabs at both ends.
R-188 Progress
Though the timetable for some of its objective milestones has slipped in recent months, the R-188 project
remained on target in the fourth quarter of 2013. The
pilot train of “new” cars (7811-21) was placed in revenue service for the first time on Saturday, November 9,
at which time it commenced its 30-day test on 7. At
press time this train appears to have exhibited few technical glitches per se, though in its first weeks it was
somewhat out of sync operationally with the existing R62As, which have an inherently hastier personality in
moving from stop to stop. This characteristic was
learned from the introduction of R-142As on 6 many
years ago, where it was noted that New Technology
Trains take longer to “cycle” through station stops than
do traditional SMEEs owing to the precise and repetitive
(“packaged”) manner in which their doors open and
close in concert with a mandatory plethora of prerecorded announcements. The initial set of “converted”
R-142As with added “C” car (7211-20 plus 7899) and
the second R-188 train (7822-32) remain in testing and
modification at facilities around the system, with the
former also observed making simulated rounds at its
future home in Flushing during the month of August.
Ironically just in time for this Update, R-188 set 7833-7
was delivered to the barn at 239th Street on November
27, with matching link 7838-43 expected to follow within
days. The 88 new cars called for in the R-188 contract
(7811-98) are projected to be on hand and ready for
service by the time the Flushing Line is extended to the
Jacob Javits Convention Center in mid-2014.
As 2013 drew to a close, there was a definite pattern
emerging in the anticipated rotation of equipment between 6 and 7 (and perhaps elsewhere) to support
creation of the new 506-car CBTC-compatible fleet for
future operation of the Flushing Line. As the R-188 pro-

Farewell, Everybody!
While the inverse of this expression always seemed to
be an appropriate greeting (and a nod to Mel Allen, one
of New York’s all-time media greats), it is with sadness
that I must reverse this salutation. Yes, after 13¼ years
of compiling this semi-regular Update for your information and reading pleasure, it has come time to
(ahem) “pass the torch.” Ergo, this will be my last and
final issue of New York City Subway Car Update.
There’s no denying that it’s been quite a “ride” all
through all the rights, wrongs and twists of fate in between; from the Redbirds to the R-142s; barges headed
God-knows-where and various R-160s seizing control
of Subdivision “B” as they came to dominate transportation life in three of the four subway boroughs. My hope
is that New York City Subway Car Update’s functions
will again be assumed by a new generation of staffers
at the ERA Bulletin, from where it originated in 1958
and (I believe) should be continued ad infinitum (write to
bulletin@erausa.org if interested). Furthermore, just as
my predecessor (Bill Zucker) has been “there for me”
for a quarter century now, so I shall remain available to
those willing to follow in these footsteps as the coming
R-188 and R-179 sagas unfold. Though this endeavor
has been a labor of love, the time has come for yours
truly to “move on” to other organizations in other cities
where similar changes are occurring. And of course, I
will continue to offer the Bulletin various written fare of a
historic nature as long as the staff wishes to receive
and publish them. With that, I will close this part of our
eternal enterprise with yet another cliché that was once
a staple of New York television (and NBC’s Linda Ellerbee): “And So It Goes…”
R-62A Unitization and Cabbage
Despite expectations to the contrary, a third linked set
of R-62As never did materialize on S 42nd Street Shuttle by the end of November, with subsequent transfers
to date (as well as all 4-car consists used on middle
Track 3) being coupled together. The two existing links
utilized on Tracks 1 and 4 continue to be composed of
cars 1950-1929-1945 and 1951-1953-1946.
In August, a full-width cab was added to R-62A 2080
at the “north” (Flushing) end of that recently-unitized 5car link, while the “quarter cab” on car 2076 at the
southerly end was untouched. Depending on where this
full-width cab was situated in an 11-car consist, it was
either matched against the middle single unit in support
of the Conductor, or positioned at the Main Street end
of the train in support of the Train Operator. This
change enables two of the “newer” links created in
2012-3 (1966-2155) to be used together in trains when
bracketing a single-unit R-62A, as opposed to the
standing practice of deploying an “older” link (1651-

(Continued on page 9)
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9318, 9320, 9328, and 9338. This leaves 29 R-33 single unit work motors in existence on the system, including museum car 9306 (retired since 1976), four at Corona (9307, 9308, 9310, and 9343), six at 239th Street
(9311, 9316, 9324, 9326, 9329, and 9332) and 14 at
207th Street (9315, 9316, 9319, 9330, 9331, 9333-42,
9344, and 9345), all of which remain active, along with
four others at Unionport Yard (9309, 9322, 9323, and
9325), which are used on the rail adhesion train.
All 10 of the surviving “SMS” R-33s that were assigned to work service upon their retirement were removed during October, 2013 following an extended period of storage (car numbers shown below). The last of
these to roam the system as part of a 239th Street refuse train had been 8888/9 in the summer of 2010,
when it still had functional air conditioning.
The other retired Subdivision “A” cars that were disposed of in October, 2013 included the last surviving
pair of Westinghouse-equipped R-36s (9400/1) and
Rider Car RD407 (ex-SMS R-33 8869). The former was
in poor physical shape and partly stripped (thus going
unclaimed by the Transit Museum); the latter had been
wrecked near DeKalb Avenue in May, 2011.
Miscellaneous Events on Subdivision “B”, Including the 2013 Summer Swap
R-68As were observed in N service through this interim on August 23, 2013 (5130-5040, north to south)
and September 12 (5162-5058). Another was spotted in
D service on September 19.
On November 8, a train of Coney Island-assigned R68s (2858-2786) was spotted on N.
Since S Rockaway Park shuttle service was restored
on May 30, it has been making a “long relay” from
Broad Channel to the middle tracks near Howard
Beach-JFK and back (as prior to 2000), rather than reversing direction in the siding at Broad Channel. This is
due to a lack of communication with the tower at Liberty
Junction owing to damage that resulted from Hurricane
Sandy, with no known timeframe for resolution. One
more 4-car set of R-46s was added to the schedule to
compensate for the scheduling irregularity this creates.
During the height of the 2013 “Summer Swap” in August and September, as many as 10 trains of Phase I
R-32s, imported from 207th Street, were deployed on
J/Z, while 9 8-car sets of R-160A-1s out of East New
York were borrowed for C. Car numbers for both ultimately were random, with usage based on inspection
intervals, while the balance of each line’s schedule
(roughly half of the 20 trains required for J/Z and 18
for C) was filled with their usual contingents of R-42s
and R-160A-1s (J/Z) and Phase I R-32s (C). The
Swap was reversed as of September 29, at which time
the R-160A-1s were removed from C and all but one
train of Phase I R-32s taken off J/Z, as shown below.
Though long-term SMS of the R-160A-1 fleet was

New York City Subway Car Update
(Continued from page 8)

cess has progressed, several additional sets of R142As were haltingly removed from passenger service
on 6 for shipment to the Kawasaki Rail Car plant in
Yonkers since our last Update, including cars 7231-5 in
October and 7236-40 and 7241-5 during November,
2013 (just as this report was being written). So far it
adds up to 35 of the projected 380 R-142As committed
for conversion to a state of R-188 and CBTC compatibility, with additional re-deliveries expected to commence in the first quarter of 2014. Meanwhile, the surviving 345 cars of those earmarked for conversion, plus
75 more “standard” R-142As (7246-7665 all told) continue to carry the lion’s share of service on 6.
Subdivision “A” SMEE News
As that small initial group of R-142As has gradually
made its way to Yonkers, so too has a preliminary assemblage of R-62As been gathered on 6 to replace
them. When last we checked in July, 2013 there were
25 such cars (20 from Corona, 5 from 240th Street) recently assigned to Pelham, which were released into
the general, full-time pool of equipment on July 6. On
September 9 these were independently joined by 17915, with 1716-20 and 1831-5 following on November 4 to
create a mini-fleet of 40 cars or 4 full 10-car trains. In
what may be the first of many such choreographed
moves of R-142As from 6 to Kawasaki Rail Car and R62As from 7 to 6, five more R-62As (1706-10) were
shifted on November 25 as the latest two sets of R142As were sent out to Kawasaki. Meanwhile, to help
counteract the earlier loss of equipment from the important Broadway-Seventh Avenue Local, longborrowed R-62As 1891-5 and 2236-40 were returned
from 7 to 1 on July 21, by which time two trains of 3assigned R-62s (1306-10, 1396-1400, 1411-5, 1621-5)
were also anchored for longer term use on 1. This has
rebuilt and expanded the fleet at 240th Street to some
400 cars even, while the quantity of R-62As left on 7
has fallen to 379, enough to create 34 11-car trains plus
spares.
Miscellaneous Subdivision “A” Happenings and Car
Dispositions
The summertime use of single-unit R-62As on system
refuse trains (1901-8 or 1910 from Corona on 7-Ash
and 42nd Street Shuttle-assigned single units from 239th
Street on the Main Lines) was again forsaken by late
September until 2014.
Pump reacher conversion work on former Subdivision
“A” prototype R-110A unit 8001-5 had resumed by early
October, 2013, with all five cars showing signs of progress.
The complete listing of retired R-33 single unit work
motors removed from NYCT property between June
and October, 2013 included 9312, 9313, 9314, 9317,

(Continued on page 10)
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erty (4550, 4551, 4616, 4617, 4620, 4621, 4674, 4675,
4704, 4705, 4784, and 4785), as usual by flatbed cradle
truck across the George Washington Bridge to Sims
Metal Management in Newark. After a two-month hiatus, during which a variety of surplus, stored equipment
was staged from around the system to 207th Street, dispositions were resumed on September 16 when slant
R-40s 4442 and 4443 (originally put aside for an abortive school car assignment) were trucked away, followed by sister units 4162 and 4163 on October 1. Also
departing in October were six more retired Phase I R32s that had formed most of 2010’s Fresh Pond
“storage train.” These cars (3370, 3371, 3630, 3631,
3836, and 3837) had been sitting at East New York for
some months prior, while 3786/7 remain behind to
serve as work motors at the Coney Island complex.
Phase I R-32s 3720 and 3721 were also scrapped
along with the remains of the Fresh Pond train. These
were initially stored at Jamaica following their retirement
in February, 2009 (allegedly in relation to an ongoing
legal action), were passed over during the reefing program, and were eventually deposited at Coney Island
during the summer of 2012.
Between October 7 and 19, disposition efforts were
concentrated on a variety of Subdivision “A” cars that
had mostly been dedicated to work service since their
retirement. These included five more single unit R-33s
(9312, 9313, 9314, 9318, and 9320); all 10 R-33s that
had once been used for various purposes (8812, 8813,
8834, 8835, 8888, 8889, 8996, 8997, 9000, and 9001);
one ex-R-33 rider car (RD407); and the last surviving
pair of Westinghouse-equipped R-36s (9400 and 9401).
On October 21 and 22, New York City Transit’s 18month “scrap drive” was concluded with the departure
of Westinghouse R-30s 8424, 8425, and 8463, along
with the very last surviving R-27, 8145. The first pair
had been stored for sometime in the “Museum Yard” at
Coney Island Shops, while unsuccessful efforts had
been made to secure an alternative home for the R-27.
8145 (and indeed virtually all of the steel SMEEs that
departed the property) exhibited significant and likely
irreparable structural corrosion and were probably beyond feasible repair, an after-effect of their harsh experience during the graffiti era, when an acid mix was
used as part of the car washing process between 1982
and 1984.
Having marked a formal conclusion to the long and
drawn out process of introducing the R-160s that began
in 2005, this effort was said to be the last concentrated
disposition undertaken on New York City Transit until
the next wave of equipment replacement commences,
presumably associated with future arrival of the R-179s
by 2017. Nevertheless, a handful of other surplus, nonmuseum cars do remain scattered about various yards
and could be removed from the property if so ordered.

New York City Subway Car Update
(Continued from page 9)

completed in August, the testing of modified CBTC
equipment on both the 8313-76 group and the R-143s
continued as of November 30, 2013, with one 8-car
train of Phase I R-32s (3698-9, 3714-5, 3770-1, 3778-9)
remaining in use on J and occasionally Z.
After completion of SMS on the R-160A-1’s, they were
followed into Coney Island Shop by the original fleet of
R-160Bs (8713-8842), which are coming on seven
years of age. This has brought about the use of one or
two Jamaica-assigned R-160A-2 or R-160B trains out of
Coney Island on N and Q, as required to pick up the
operational slack. As was noted by Bill Zucker, these
Jamaica assigned R-160s are run on both lines in both
solid consists and mixed train sets having one Jamaica
unit joined to one of its Coney Island-assigned contemporaries.
Also passing through Coney Island for overhauls are
the 25-year-old R-68As and “EPO” series work motors.
Owing to spot shortages brought about by the former,
R-68s 2776-83 were shifted from Concourse (D) to
Coney Island (BG) with the August 3 assignment
changes.
Fix & Fortify: The Montague Street Tunnel Closure
R service through the Montague Street Tunnel was
suspended on August 3 (as originally projected, not revised) to allow the permanent repair and/or replacement
of signaling and electrical facilities that were ravaged by
the flooding of Hurricane Sandy on October 29, 2012.
Though projected assignments originally showed the
use of Jamaica R-46s on the “north” end between Continental Avenue and Whitehall Street and R-160s on the
“south” side between Court Street and 95th Street, in
reality the two separate services have largely been handled by Jamaica’s varied fleet of R-160A-2s and R160Bs, with a train or two of R-46s used on either end
as necessary. This remains the case on weekends,
when through R service is offered via the Manhattan
Bridge, with the following week’s “South R” contingent
being largely shaped by whatever equipment gets laid
up at Coney Island by Monday morning. This redistribution had a profound effect on F from the start in early
August, where R-46s were brought back in a big way. At
first they appeared on about one out of every three
trips, then gradually became even more frequent and as
of November 30, 2013 were providing the majority
(approximately ¾) of its trains for the first time since
2010. The Montague Street Tunnel reconstruction project is expected to continue through the summer of
2014.
Disposition Update (July to October, 2013)
Following up on our previous observations, the month
of July saw the remaining dozen ex-Jamaica MorrisonKnudsen-overhauled R-42s removed from NYCT prop10
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Commuter and Transit Notes
MTA METRO-NORTH RAILROAD (EAST)
The first alert was sent at 7:48 AM Sunday, December
1, 2013, that “Hudson Line Service is currently suspended due to a disabled train incident in the vicinity of
Spuyten Duyvil.” My son Marc called shortly after 8 AM
to tell me that a train had derailed. The train, #8808
(5:54 AM Poughkeepsie) with the following consist, S6222-6288-6345-6440-6188-6147-6156-225-N, derailed
at about 7:20 AM. Shortly after 9 AM, Metro-North reported that it was working to operate service as far
south as Tarrytown with bus service to White Plains.
That service began at 11 AM. Riders at stations between Irvington and Yankees-E.153rd Street were urged
to use the Harlem Line, and, of course, tickets were
cross-honored.
Television coverage showed that the entire train was
north of Spuyten Duyvil with the lead car stopping just
short of landing in the Harlem River. The first four cars
jackknifed with two turning onto their sides. A passenger
who had been aboard the train told WABC-TV News
that he takes the train every Sunday morning, and that
“it was travelling at a higher rate of speed than it normally does.” Other passengers would later confirm his
statement. The speed limit is 30 mph, but 70 mph leading into the area. Police and Fire Department boats
checked the surrounding waters to be sure that there
were no drownings. On July 18, 2013, a northbound
CSX garbage train derailed south of this area, while
entering this station (September and November, 2013
Bulletins), affecting service for nearly two weeks.
This incident made the national news. Initial reports
told only of injuries, but when all of the passengers were
accounted for, there were 4 fatalities and 70 injuries, 11
of which were listed as critical. The National Transportation Safety Board (NTSB) arrived on scene at about
12:30 PM. In a 4:30 PM press conference, its spokesman gave details on what had transpired in the intervening hours, and as much as was known about the
events leading up to the derailment. The event recorders (a k a black boxes) were sent to NTSB headquarters in Washington, D.C. for analysis
Amtrak Empire Service was suspended until about 3
PM. Member Bob Kingman reported that he visited the
Rensellaer station several times and found little train
activity. At about 11 AM, the 8:15 AM train was leaving
for New York Penn. He found it strange that it had a locomotive on the rear, leaving Bob to wonder if Amtrak
was not sure that it would make it all the way. This incident, as horrible as it was, also occurred at the end of
the very busy Thanksgiving weekend.
Monday, December 2: Shuttle bus service using the
same mixture of types as has been used previously,
11

No. 302
by Randy Glucksman

operated between Yonkers and the 242nd StreetBroadway 1 subway station, the same terminal that
was used during the Spuyten Duyvil derailment. NYCT
promised extra 1 service. Between 4:30 and 9 AM,
there was half-hourly service between Poughkeepsie
and Yonkers and between Croton-Harmon and Yonkers,
then hourly till the end of service. Northbound service
mirrored what arrived at Yonkers. During the afternoon,
a similar service plan was in effect for northbound
trains. A timetable PDF was posted on the Internet.
Additional parking was set up at Kensico Dam and
Southeast, which were within walking distance of the
Valhalla and Southeast stations. The Hudson Line typically carries about 26,000 riders each day.
Amtrak does not take standees; however, The New
York Times reported that although Empire Service
trains were sold out, if there were space, Amtrak would
honor Metro-North tickets. For probably the first time,
east-of-Hudson tickets were being honored on the
Pascack Valley and Port Jervis Lines. I spoke with a
commuter at New York Penn who was headed for
Salisbury Mills and who told me that she had no
problems with train crews accepting her Hudson Line
ticket. This policy was in only effect through Tuesday.
NTSB held a press briefing after 4 PM, where it was
announced that the event recorders showed that as the
train entered the curve, its speed was 82 mph, almost
three times the allowable speed, and that the brakes
were engaged just five seconds before the derailed train
came to a stop! Questions were raised by some in the
news media about the safety of having a locomotive
pushing a train. Although Metro-North only began this
type of operation upon receipt of its first Bombardier
coaches in 1985, push-pull operation is used worldwide. The New York Central Railroad tested push-pull
operation on the Hudson Line in February, 1962 using a
borrowed New Haven FL-9. Member Larry Kiss told me
that the Chicago & Northwestern RR began using push/
pull cars in the early 1960s, and the Central Railroad of
New Jersey in the fall of 1966 in preparation for the
Aldene plan using cars from the 1920s and engines
from the 1950s.
In the evening, MTA posted videos on its YouTube site
showing the re-railing and removal of the cars and
engine using several heavy-duty Crane Master units.
Metro-North received clearance from NTSB to begin the
infrastructure repairs that would be necessary to restore
service through the area. 800 feet of track needed to be
repaired. Once those repairs were completed, there
was testing – both to ensure passenger safety and in
furtherance of the NTSB investigation before service
(Continued on page 12)
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would resume.
Tuesday, December 3: The same service plan was in
effect. Starting late morning, news reports told of the
Engineer having told authorities that he “zoned out”
moments before the train left the tracks. Some “experts”
who chimed in equated this “condition” to a “nod,” a
“doze,” or “highway hypnosis.” There were reports that
the 46-year old Engineer, who was suspended without
pay, would be evaluated for sleep apnea. He had been
operating trains for 10 years and had other positions
with the railroad prior to becoming an Engineer. It was
revealed that while Metro-North’s locomotives have an
“alerter,” control cabs do not. This will be remedied
sooner than later.
At a 4:30 PM news conference, NTSB reported that it
had checked the equipment and brakes and found them
to be working properly. MTA issued a statement that
both Metro-North and the Long Island Rail Road have
been working to install positive train control (PTC) since
2009 by the mandated date – December 31, 2015.
However, MTA will make sure the appropriate funding is
made to implement PTC on the most aggressive
schedule possible. However, implementing PTC by the
2015 deadline will be very difficult for MTA as well as for
other commuter railroads, as the Federal Railroad
Administration
(FRA)
and
the
Government
Accountability Office (GAO) have both concluded. Much
of the technology is still under development and is
untested and unproven for commuter railroads the size
and complexity of Metro-North and LIRR, and all of the
radio spectrum necessary to operate PTC has not been
made available. MTA will continue its efforts to install
PTC as quickly as possible, and will continue to make
all prudent and necessary investments to keep its
network safe. NTSB removed the Association of
Commuter Rail Employees (ACRE) as a participant in
its investigation of the incident due to disclosures that
were made the previous day by its General Chairman
concerning the Engineer’s state of mind.
Wednesday, December 4: Metro-North reported that it
would operate 98% of its Hudson Line service, but
riders should expect scattered delays of up to 15
minutes due to only one of three tracks available around
Spuyten Duyvil. Three trains, one each departing from
Scarborough, Ossining, and Greystone were combined
with neighboring trains from Croton-Harmon. Hudson
Line ridership was off by about 25%, possibly because
riders took advantage of the Harlem Line.
Thursday, December 5: With completion of track
repairs, full service operated.
Friday, December 6: The Federal Railway
Administration (FRA) issued Emergency Order No. 29
(EO 29) to Metro-North, requiring the railroad to take
immediate steps to ensure that its crews do not exceed
12

speed limitations. Also included are requirements to
modify the signal system to ensure speed limits are
obeyed and provide two qualified railroad employees to
operate trains where major speed restrictions are in
place until the signal system is updated. Another
requirement was to provide FRA with a list of locations
where the speed limits change by more than 20 mph.
The entire EO 29 can be found at http://
www.fra.dot.gov/eLib/details/L04880.
Weekend of December 7-8: Metro-North forces
modified the signals leading to Spuyten Duyvil to reduce
the speed limit to 30 mph, which was active for Monday
morning, December 9.
Tuesday, December 10: To comply with EO 29, all
trains had enhanced communication between train Engineers and Conductors to ensure operation at safe
speeds at four other critical curves as well as at five
movable bridges. Conductors will stand with Engineers
at each train's control cab through the critical curves to
verbally confirm that speed limits are adhered to. Where
the train layout prohibits the Conductor from reaching
the Engineer in a locomotive and also at the five
movable bridges, they will communicate by radio.
Sunday, December 15: In one of his usual Sunday
press conferences, Senator Chuck Schumer (D-New
York) was joined by his colleague Senator Richard Blumenthal (D-Connecticut) in Grand Central Terminal,
where they called for 45 additional FRA inspectors and
for Congress to approve the Administration’s request for
$185 million for safety and operations for Fiscal Year
2014. That is an increase of about $15 million over this
year’s budget, which was cut by $9 million.
Monday, December 16: FRA launched a 60-day, topto-bottom safety probe of Metro-North, where investigators will check everything from track and train maintenance to medical requirements for operating employees. FRA calls this “Operation Deep Dive.”
The turkey motif used on the cover of the 2013
Thanksgiving timetables has been in use since 2007.
Christmas/New Year’s special timetables were not available at publication time.
Member Bill Zucker located another of the five pairs of
M-3s (December, 2013 Bulletin), 8108-9, that have
been “wrapped” to promote “I ♥ NY.” With my son’s
sighting of 8028-9, three of the four pairs have been
accounted for.
When new timetables are issued on January 18, it will
be the first time in six months that all four tracks will be
in service between Woodlawn and Melrose, a six-mile
distance. Running times are being reduced because
speeds in certain sections, which were 15 mph, have
been increased to 75 mph for the first time in five years.
Harlem Line riders will see reductions of 1-3 minutes in
the AM and 2-5 minutes in the PM. New Haven Line
riders will benefit by 1-2 minutes. The bus shuttles will
also be gone, as Tremont Avenue and Melrose will have
(Continued on page 13)
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full service.
MTA METRO-NORTH RAILROAD (WEST)
On December 2, 2013, in the course of Woodbury
Viaduct rehabilitation, emergency repairs required
halting of rail service over the structure. That evening,
bus service was instituted between Harriman and Port
Jervis. The following morning direct bus service was
provided from all stations between Port Jervis and
Salisbury Mills/Cornwall and Harriman, where passengers could board trains. Train service resumed with
Train #51, the 4:08 PM Hoboken.
CONNECTICUT DEPARTMENT OF TRNASPORTATION
Shore Line East issued a timetable on November 18,
2013, coinciding with Metro-North.
CDOT raised fares 5% effective January 1 between
stations within Connecticut, between Connecticut and
New York stations, and between the Rye and Port
Chester stations and a limited number of other stations.
This was the third increase in nine years and the
second consecutive increase to help pay for the M-8s. A
new Tickets and Fares Brochure was issued.
The M-8 status, last updated on November 21,
showed 294 cars conditionally accepted with 16 cars
undergoing Kawasaki inspection. As of mid-December,
2013, Bill Zucker had observed 9100-9307, 9312-35,
9340-73, and 9376-7, for 268 cars.
MTA LONG ISLAND RAIL ROAD
Larry Kiss reported that for only the second time in
years (late November, 2013), he observed all trips on
the Ronkonkoma-Greenport Scoot were being operated
with just one double-decker coach and a diesel engine.
Newsday (November 26, 2013) reported that a critical
impasse was reached, which means that a strike is a
real possibility in 270 days (July 15, 2014). It has been
more than three years (June, 2010) since contracts expired for 8 of the railroad’s 10 unions, which represent
5,000 of the 6,000 represented workers. The last strike,
which lasted 45 hours, occurred June 17, 1994.
President Obama appointed a Presidential Emergency
Board composed of three members, all professional
arbitrators, who will have 120 days to reach a
settlement. If they do not, a second Presidential
Emergency Board can be appointed. There are some
cooling-off periods in the process that extend the time
frame as well. At that point, if there is no agreement,
Congress could end the strike by legislation.
Special timetable cards were issued for:
● Babylon: November 23-24, 2013, Switch Surfacing
East of Amityville – Two overnight trains in each
direction were replaced by buses between Amityville and Babylon
● Long Beach: December 14. 2013, Lead Bridge Lock
Replacement – Two overnight trains replaced by
van service between Lynbrook and Long Beach
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New timetables were issued for all branches for the
period December 16, 2013 through February 23, 2014.
“Season’s Greetings” appears on the covers. The extra
service for Christmas Eve to New Year’s Day is included
in these timetables, and was reported on in last month’s
Bulletin. Extra service for Martin Luther King Day
operates on the Port Washington, Ronkonkoma, Port
Jefferson, Babylon, and Montauk Branches. On Presidents Day, February 17, all lines will operate on a Holiday (weekend) schedule.
NJ TRANSIT
For the Super Bowl (February 2), NJ Transit is
anticipating that 10,000-12,000 attendees would use the
train option while another 30,000-40,000 would ride
buses to MetLife Stadium. Parking will be drastically
reduced from 28,000 to under 13,000, a 55% loss,
because these spaces will be used to extend the
security perimeter from 100 feet to 300 feet, and to
provide space for the world-wide media expected to
cover this event. Thanks to member Al Holtz for sending
this report from The Star-Ledger.
NJ Transit will be selling an unlimited ride SUPER
PASS through January 20, but only online, which will be
valid on all NJ Transit trains, buses, light rail, and
Access Link lines between January 27 and February 3
for $50. An NJ-ARP officer asked if this pass would be
valid from Metro-North stations on the Main/Bergen or
Pascack Valley Lines, and the response was, “No.” The
collectible pass, which is 3⅞"x5½", is being issued with
a lanyard that can be worn around the neck. A brochure,
on hard stock was issued in English and Spanish.
MTA produced a Regional Transit Diagram, its first, for
the Super Bowl. Its style is similar to the subway maps
designed by Massimo Vignelli that were used between
1972 and 1978 because it was designed by him, and
show Manhattan from the E. and W. 80s to South Ferry
and NJ Transit rail connections to MetLife Stadium. A
commemorative set of four MetroCards was also issued.
I frequently check NJ Transit’s post-Sandy rail fleet
status, which is regularly updated, and was very
surprised with what I found on November 26, because
the number of cars awaiting repairs had dropped
dramatically, from 73 the previous day, to just 26,
including 42 fewer Arrow IIIs (229 to 187) in the total
fleet. The numbers on the top line of the table below are
carried over from the November, 2013 Bulletin and the
bolded numbers are the latest.

73
22

AVAILABLE
FOR
SERVICE
1,091
1,112

CURRENT
PERCENTAGE
AVAILABLE
94%
98%

55
55

17
17

193
193

92%
92%

255
281

90
39

1,284
1,305

93%
97%

TYPE

TOTAL
FLEET

VEHICLES
DAMAGED

RETURNED
TO
SERVICE

AWAITING
REPAIR

Rail Cars

1,164
1,134

273
248

200
226

Locomotives

210
210

72
72

Total
Fleet

1,374
1,344

345
320

(Continued on page 14)
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With the return to Eastern Standard Time, my
commutes have been in darkness. I did ride a midday
trip in late November, 2013 and saw that a roof had
been placed atop the structure that will become the
Anderson Street station. The station had been
scheduled to be completed in September (November,
2013 Bulletin).
The MyTix app for smart phones was extended to the
North Jersey and Raritan Valley Coast Lines on November 21, and finally to the Atlantic City and Northeast
Corridor Lines on December 18, 2013.
The waiting room in Hoboken Terminal was re-opened
(again) on November 18, 2013. Following Superstorm
Sandy, there was five feet of water in the waiting room.
It reopened last November, but closed again between
December 19, 2012 and January 28, 2013, after the
heating, combined with floodwater still under the
surface, caused the terrazzo flooring to buckle. The
room closed again on October 8, and a train on Track 8
served as a temporary waiting room.
NJ Transit would like to extend the eastbound platform
by 230 feet at New Brunswick to accommodate 12-car
trains. At present, 10- and 12-car trains cannot completely platform at this station. There was no mention of
the westbound platform. A $638,315 contract for preliminary and final design; plus engineering and construction
services was awarded at the December 11, 2013 Board
meeting.
A record was set for the Thanksgiving period when
nearly 400,000 passengers were carried. On a daily
basis, an average of 350,000 passengers were carried,
second to 2011.
On December 16, 2013, the Raritan Valley Rail Coalition announced that limited direct service (10 AM-3 PM
weekdays) to New York Penn would begin on March 2.
NJ Transit will meet quarterly with the Raritan Valley
Rail Coalition to evaluate how the one-seat rider service
is working and discuss extending the service. The new
step would be to offer one-seat ride service into Manhattan in the evening hours after 8 PM, according to the
Coalition. Thanks to Al Holtz for forwarding this good
news from http://www.cranford.patch.com.
In last month’s Bulletin, due to an editing error, the P40s used in Atlantic City Line service should have been
reported as 4800 and 4802-03.
PORT AUTHORITY TRANS-HUDSON CORPORATION
For three weekends, November 8-11, 15-18, and 2124, 2013, service between Exchange Place and World
Trade Center was suspended to enable crews to power
wash the tunnels to remove the corrosive salt that
accumulated from the millions of gallons of salt water
left by Superstorm Sandy. PATH promised additional
service on the 33rd Street Line. Passengers who were
destined for lower Manhattan did not get a break – they
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had to pay fares on NYCT subways.
AMTRAK
Through October 31, 2013, the Downeaster carried
nearly 50% more passengers between Portland and
Brunswick than rail officials expected since service began on November 1, 2012. About 52,000 rode between
both cities, according to unofficial numbers, said
Patricia Quinn, director of the Northern New England
Passenger Rail Authority. Prior to the expansion, it was
projected ridership would be 36,000. Overall ridership
has risen 123% since service began in 2005. Most
riders are Mainers going to Boston, not Massachusetts
residents visiting Maine. Thanks to member Todd
Glickman for this report from The Portland Press
Herald.
An unusual reroute occurred on November 14, 2013,
when instead of New York City, Keystone Train #644
wound up in Cynwyd, the terminus of a SEPTAoperated line. The news item was sent to me by my son
Marc, and after sending it to my “railfan” group,
responses came from members Jim Guthrie and Lee
Winson. According to the Philadelphia Chapter NRHS
website and another Internet source, there were
ACSES/cab signal issues with cab car 9639, so after
departing Philadelphia 32 minutes late, it was decided
that the train should run west to 52nd Street on the
Cynwyd Line, switch ends, and run through the “New
York-Pittsburgh Subway” (a wye track used to reverse
trains and used at one time by The Broadway Limited)
to Zoo Interlocking and back onto the NEC with AEM7AC 904 leading east. However, instead of stopping just
west of that signal, the train continued two miles to the
end of the line, stopping a car length short of the
bumper post at the Cynwyd station. About 130
passengers aboard the train were transported by
SEPTA to 30th Street Station, where they boarded a
New York-bound Regional train that made the Keystone
stops. Of course, the final determination of what
happened lies with the official inquiry, and since it is an
internal investigation we will probably never learn the
full story unless there is someone we know who
happens to be involved in the investigation. Railfans
were on hand to document this rare event, and their
photos may be viewed at http://www.trainweb.org/
phillynrhs/RPOTD131114.html.
Member Bob Vogel sent photos of Amtrak and its
(Thanksgiving) Holiday Extras. He reported that some
Keystone trains, which normally operate with five cars,
had six cars. Train #1054 had a café car added to the
rear of the MARC train, which was powered by HHP-8
4915. Trains #1057 and 1099 were composed of eight
Arrow IIIs.
Cinders reported that ACS-64 locomotives 602-604
are being tested along the Northeast Corridor. Additionally, there are Internet rumors that some to-be-retired
AEM-7s would be turned into cab cars for push-pull ser(Continued on page 15)
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vice, similar to the F-40 “Cabbage” units.
At publication time (mid-December, 2013), the SpringFall National Timetable was still in effect.
METROPOLITAN AREA
New Jersey’s Assembly Transportation, Public Works,
and Independent Authorities Committee passed a
resolution in support of expanding MTA New York City
Transit’s Flushing Line into New Jersey, according to
the State Legislature's website. The extension, with
stops in Hoboken and Secaucus, would bring 128,000
more riders per day between Manhattan and New
Jersey. According to NJ.com, the feasibility report
issued by the New York City Economic Development
Corporation in April, 2013 was a “game changer.” The
resolution faces an uphill battle. Thanks to member
Jack May for this report.
According to the calendar it was still not winter, but the
first significant snow of the season fell over the
weekend of December 14-15, 2013. Metro-North sent a
series of winter advisories urging caution when traveling
and telling customers to allow for additional travel time.
NJ Transit reported trains could be subject to 10-15minute delays due to the inclement weather.
INDUSTRY
Member Bill Wulfert wrote regarding page 14 of the
October, 2013 Bulletin. “The reason that the Chicago
Transit Authority (CTA) moves all of their 'L,' not 'El,'
cars by truck is because they have no railroad connection. CTA’s Skokie Shops was served by the Chicago &
North Western's Weber Line, which at one time ran from
Mayfair to Evanston. It was kept in service only to the
Weber Industrial area. C&NW wanted to abandon the
northern portion of this line, but agreed to keep it in service as far as the CTA connection until the last of the
2600-series (2601-3200) were delivered 1981-7, after
which the line was cut back farther south. It is now totally abandoned.
“There was the possibility of putting the old North
Shore Line interchange with C&NW back in where the
Skokie Swift turns north, south of Oakton Street, but
C&NW also wanted to abandon the ‘New Line,’ so that
was not done. C&NW was forced to keep the ‘New Line’
in service north of Oakton Street for one customer, and
it was only served from the north end. That too is now
abandoned south of Valley Junction. I am told that the
former New York Central interchange at 63rd Street Lower Yard is still in service for deliveries. CTA uses AAR
wheels, but, of course, non-railroad type couplers and
no air brakes, so there is no way they can be transported on their own wheels. The last cars with air
brakes were the 1924 4000-series cars. From 1947 on,
CTA has used all-electric braking.”
SCHEDULED FOR 2014
This looks to be a busy year for placing into service or
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extending transit lines and adding stations. Past history
has shown that there may be changes; however, the
information presented in the table on the next page was
current at time of publication.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Work has started on a $15 million upgrade of the
tracks on the Worcester Line. MBTA is hoping to operate 40 trips (up from 33) between Worcester and Boston early this year. Riders who spoke at a public hearing
on November 18, 2013 told MBTA officials that they do
not want stops added to their already long commutes,
particularly in the Newton/Wellesley area.
From a Conductor “in the know,” “2001 is a prototype
engine at the Boston Engine Terminal for training purposes only and will never turn a wheel in revenue service. Once its training stint is over, it will be shipped
back to MPI (its rightful owner) and MBTA will start taking delivery of our very own 1200 series HSP-46s hopefully in March, 2014."
MBTA officials dedicated the new Orient Heights Blue
Line station on November 26, 2013. This station opened
in 1952 and was demolished in March, 2013.
MBTA has started to outline plans for a slightly higher
than 5% fare increase on July 1.
General Manager Beverly A. Scott ordered an audit of
third rails on December 11, 2013, following discovery of
two cracked third rails. Two days later, it was reported
that there were no major problems.
The Boston Globe reported that this spring, all
subway trains and the 15 most popular bus routes
would run until 3 AM on Saturday and Sunday mornings. Although the “T” is still strapped for cash, and the
state budget remains tight, Governor Deval Patrick has
found about $20 million, along with pledges from corporate sponsors, to launch a one-year pilot program to
begin in March or April. Boston’s Mayor-elect, Martin J.
Walsh, promised to work on this when he got into office.
The last initiative with late night service did not go so
well. Launched in 2001, the Night Owl bus service ran
from 1 to 2:30 AM Saturday and Sunday mornings. It
drew few patrons over the years and was canceled in
2005 because ridership did not support the cost.
Thanks to Todd Glickman for these reports.
Railway Track & Structure reported that work began in November, 2013 to upgrade the 33-mile Fall River Branch. Approximately 42,000 crossties and thousands of spikes will be installed along the 14 miles of
track to Fall River and 19 miles of track to New Bedford.
The Commonwealth of Massachusetts purchased the
rail lines from CSX for future South Coast Rail service.
An Internet search could not provide a proposed opening date.
SOUTHERN NEW JERSEY
A public hearing, which drew more than 100 people,
was held on November 19, 2013 in Pitman, New Jersey
(Continued on page 16)
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to review plans for a 14 station, 18-mile diesel light rail
line between Camden and Glassboro. The Delaware
River Port Authority is funding and managing the study,
the 29th or 30th study of this geography since 1931. The
DRPA Board voted to not fund construction or operation
of the proposed line, thus leaving it to NJ Transit. No
funding has been designated. Thanks to members Bill
Vigrass and Russ Jackson for this report.
The escalator and elevator maintenance contract with
Fujitech America, Incorporated fell through when the
company declined to agree to all of PATCO’s requirements (November, 2013 Bulletin). In the interim, SEPTA
was hired again and awarded a $100,000 contract,
which runs through June 1. A long-term contract will be
sought. Thanks to member Pete Donner for sending this
report from philly.com.
MONTH

TRANSIT AGENCY

PHILADELPHIA, PENNSYLVANIA
Member Dave Safford sent this report with commentary from The Philadelphia Inquirer: “More legislative fun
in Pennsylvania: a transportation bill that contains,
among other provisions, $475 million for mass transit
($430 million for SEPTA) was defeated in the Assembly
103-98 on Monday, November 18, 2013, but revived
overnight and passed 104-95 Tuesday. Do not get excited, though: it has to go back to the Senate, which
passed the bill in June, but the Assembly has since
tacked on changes to the prevailing wage law that may
be a deal breaker for the Senate, which is controlled by
Democrats. Stay tuned ---.” The “stay tuned” did not last
too long, for the following day, Dave wrote: “Somewhat
unexpectedly, the State Senate took all of an afternoon
to pass the transportation bill that the House had agonized over for several months.” Governor Tom Corbett
signed the bill on November 25, 2013.
From member Bob Wright: “Norristown High-Speed

CITY

LINE

EVENT

January

New Mexico Rail Runner
Express

Albuquerque, New
Mexico

Rail Runner

Montano Station opens

February

Secretariat of Panama Metro

Panama City, Panama

Line 1

Fernandez de Cordoba to Curundu
8.5 miles, 16 stations

March

Virginia Railway Express

Fredericksburg, Virginia

Fredericksburg

Spotsylvania Station opens

March

District DOT

Washington, D.C.

H Street/Benning
Streetcar Line

3 miles, 6 stations

March

SunRail

Orlando, Florida

Phase I

Deland to Poinciana
29.5 miles, 12 stations

End of
March

Washington Metropolitan
Transit Authority

Washington, D.C.

Silver Line
Phase I

East Falls Church to Wiehle-Reston East
11.4 miles, 5 stations

Spring

City of Atlanta /
Atlanta Downtown
Improvement Project /
MARTA

Atlanta, Georgia

Atlanta Streetcar
Project

2.7 miles
12 stations

Spring

Edmonton Transit

Edmonton, Alberta

North

Churchill to Nait
1.5 miles, 3 stations

Mid-year

MTA Houston

Houston, Texas

Southeast (Purple)

Convention Dist. to Palm Center
6.0 miles, 6 stations

Mid-year

MTA Houston

Houston, Texas

East End (Green)

Convention Dist. to Magnolia Park
3.3 miles, 5 stations

Summer

Sun Tran

Tucson, Arizona

September

Bay Area Rapid Transit

San Francisco,
California

DowntownUniversity
Oakland Airport
Connector

Fall

Calgary Transit

Calgary, Alberta

Northwest LRT

Fall

Massachusetts Bay
Transportation Authority

Boston, Massachusetts

Orange

December

Dallas Area Rapid Transit

Dallas, Texas

Late

Dallas Area Regional Transit
(Oak Cliff Streetcar)

Dallas, Texas

?

Metro Transit

Minneapolis-St. Paul

Green Line

?

Agence metropolitaine de
Transport

Montreal, Quebec

Train De L’Est

Orange Line
Phase II
Dallas Union
Station to Oak Cliff

16

3.9 miles
19 stations
Coliseum to Airport
3.2 miles
Crowfoot to Tuscany
1.5 miles, 1 station
Assembly Square
(Fill-in Station)
Belt Line to DFW Airport
4.7 miles, 1 station
1.5 miles, 4 stations
Downtown to Downtown
11 miles, 18 stations
Central Station to Mascouche
32 miles, 10 stations
(Continued on page 17)
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Line (NHSL) went back as scheduled on November 11
but had some issue late in the day, as I was told, and
shuttle buses were brought back. Apparently all was
'well' on Tuesday. I had occasion to hear SEPTA’s Deputy General Manager for Engineering speak last week
and learned a little more about the so-called 'doomsday'
plan (November, 2013 Bulletin). Apparently the combination of bridge/infrastructure issues and the age of the
Silverliner IVs is what are prompting the (proposed) closure of the Regional Rail lines in this plan. Four lines
stay open: Paoli, Trenton and Wilmington, taking advantage of Amtrak’s work on those corridors, and Norristown, which has no major capital issues — and the
Silverliner V fleet is adequate to serve these
lines. Broad Street Express and Broad/Ridge go because of the advanced age of the fleet and the reluctance to run express speeds with old cars. NHSL has
similar issues on fleet age, which will prompt the cutback to Bryn Mawr.” This subject is now moot as a result of the transit bill (please see above).
On November 24, 2013, U.S. Senator Bob Casey
called for a 1½-mile extension of the Broad Street Subway from Pattison Avenue to the Philadelphia Navy
Yard. The area has recently undergone a dramatic rebirth as a sprawling office park for about 130 companies
that employ about 10,000 workers. Senator Casey sent
a letter to the Federal Transit Administration in support
of this project. A 2007 feasibility study found that if built,
the line would attract about 8,000 riders per day. SEPTA
General Manger Joe Casey said in an emailed statement: “While SEPTA’s priority remains addressing our
$5 billion backlog of critical infrastructure projects, we
also participate in a responsible long-range planning
process that evaluates the future transit needs of the
region.” Thanks to Mass Transit Magazine for this report.
Bob Wright, who is a Professional Engineer, wrote: “I
did some preliminary work on the study in question. It
will be expensive and maybe not a subway — the Navy
Yard is a former island and the soils are lousy from a
structural standpoint, so there has been some talk
about an elevated line (but the soil still needs to be able
to support ’L’ foundations, etc.). It also doesn't solve all
the problems since there is probably only one station
that can be built in the Yard and not everything there is
all that close to it, so there will still be a need for shuttle
buses to distribute/collect from/to the subway extension. Not keeping my fingers crossed that this will ever
happen, but... At one time, the extension was proposed
to go to South Jersey following the line of Broad Street,
under the Navy Yard, tunneling under the Delaware River, and continuing to Woodbury and would have been a
PATCO operation had it ever made it to reality. It would
have made one stop in the Navy Yard and replaced a
17

Navy ferry that went between the Yard and National
Park on the New Jersey side. This is another ‘60s/70s
idea that never went anywhere.”
Bob also reported: “As of the first week of December,
the Wayne Junction station rebuilding is moving along
nicely and the inbound trains are now using the new
high-level platform. Chestnut Hill East trains continue to
use the low-level platform.”
Regional Rail schedules were re-issued on December
15, 2013. Lee Winson reported that a number of trains
were re-timed, and some others had stops added.
From Cinders: On November 14, 2013, Silverliner IIs
209, 215, 252, 266, 268, and 9014 were picked up by
CSX and delivered to the scrapper. On that same day,
there were three old cars stored at Overbrook Shop.
Several “Santa Express” trains operated to the Gallery
at Market East on “Black Friday,” November 29, 2013.
There were also some Market-Frankford and Broad
Street trains adorned with seasonal decorations. Regional Rail Trains #9348 (Elwyn) and #423 (Warminster)
were comprised of Silverliner Vs, also with seasonal
decorations.
WASHINGTON, D.C. AREA
Member Steve Erlitz reported that due to Automatic
Train Control system “software” issues, the Silver Line
(Phase I), East Falls Church to Wiehle Avenue, would
not open until the end of March.
Pete Donner reported that, weather permitting, the
first streetcar was scheduled to make its first trip over
the 2.4-mile line on December 20, 2013.
VIRGINIA BEACH, VIRGINIA
Three plans, each sponsored by a private group,
would extend rail service into Virginia Beach. On November 12, 2013, the City Council voted to review
them, two light rail, and one maglev. Hampton Roads
Transit is still reviewing its own $1 billion light rail proposal that would add 12.2 miles to the current system.
Thanks to Pete Donner for this report from
PilotOnline.com.
ORLANDO, FLORIDA
Member Bob Kingman saw Sun Rail coach 2008 in
Kenwood Yard (Albany, New York) over the weekend of
December 14-15, 2003.
PLANT CITY, FLORIDA
“By now, construction should be completed on a
‘Railfan Platform’ in Plant City, Florida. There is already
a museum in the former switching tower at this site,
where the CSX S-Line (roughly parallels I-75 thru Ocala on the way to Baldwin Yard, approximately 25 miles
west of Jacksonville) crosses the CSX A-Line (roughly
parallels I-4 through Orlando, then Sanford, where it
parallels U.S. 17 through St. Augustine on the way to
Jacksonville). As our readers may know, there has been
a ‘Railfan Platform’ for several years at Folkston, Georgia on the S-Line heading toward the large CSX yard in
Waycross, Georgia. The Folkston Railfan Platform is
(Continued on page 18)
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equipped with a railroad scanner to alert railfans of the
approach of CSX and Amtrak trains, power outlets to
charge laptops and cell phones, flood lights to illuminate
the passing trains at night, a museum across the tracks
with railroad memorabilia, a restroom near the platform,
a caboose (which can be rented for an overnight stay) a
few blocks south of the platform, and barbeque pits for
the preparation of meals for hungry railfans.” Thanks to
member Dennis Zaccardi for this report.
CLEVELAND, OHIO
Member Walter Zullig’s son Craig sent an article from
the Daily, which reported that the Greater Cleveland
Regional Transit Authority broke ground October 22,
2013, for a new Red Line station to be called Little ItalyUniversity, a $17.5 million project. It will be located near
Case Western Reserve University, is expected to take
1½ to two years to complete, and will replace the obsolete Euclid-East 120th Street station with a new, energyefficient building several blocks south, at Mayfield Road
at East 119th Street.
GRCTA held three public hearings during December,
2013 to get feedback on proposals to extend the Red
Line or HealthLine BRT from the Louis Stokes/
Windermere station to the City of Euclid.
On December 2, 2013, the first renovated Red Line
car was displayed at Tower City. At the conclusion of
this $3.5 million project, all 40 cars will have LED lighting (replacing the fluorescents) and completely renovated interiors including seats, windows, graphics signs,
etc. This work should extend the life of the cars by 15
years. A mechanical overhaul of these cars was completed in 2012. Thanks to member E.L. Tennyson and
Bill Vigrass for sending these two reports from The
Cleveland Plain Dealer.
CINCINNATI, OHIO
As expected, on December 3, 2013, the City Council
voted to suspend spending on the $133 million streetcar
project. Actually, the project had been suspended pending an audit. Details were provided in last month’s Bulletin. Thanks to Jack May for sending this report from
Progressive Railroading.
CHICAGO, ILLINOIS
Ventra, Chicago’s electronic fare collection system,
failed during the evening of November 13, 2013. The
Chicago Transit Authority (CTA) responded by dispatching employees to allow riders to enter the system for
free. It was later reported that 165 fare readers failed at
60 stations due to a server problem and that about
15,000 free rides were provided. The Ventra operator
will be billed.
CTA’s Board approved a $1.38 billion operating budget without fare increases or service cuts for 2014.
Thanks to Al Holtz for forwarding these reports.
Member Jim Beeler reported that CTA has been run18

ning some weekday Orange Line AM rush hour trains
that continue up the Brown Line to Kimball. The trains
leave Midway as Orange Line trains and run to Adams/
Wabash where they become Brown Line trains, continuing to Kimball. Returning south they run as Brown Line
trains to Harold Washington Library, where they become Orange Line trains and continue to Midway. Additional AM capacity was needed on the Brown
Line and since there was no additional overnight layover capacity at Kimball, the trains start at Midway.
Six trains are currently scheduled and are usually 2400series Boeing cars. Orange Line timetables contain
notes about this operation.
A holiday train ran on the Green and Orange Lines on
November 29 and 30 and December 3, 2013. Thanks to
Jim for sending copies of the timetable.
In the middle of this year, the 12.5-mile Blue Line will
undergo a $492 million renovation, its first since the
O’Hare Branch opened between February 27, 1983 and
September 3, 1984. However, unlike the recently completed Red Line project, the line will not be completely
shut down. Instead, there are to be only temporary closures with work being done on nights and weekends.
When work is completed, with the elimination of slow
zones, trains will be able to operate at 55 mph, saving
up to 10 minutes of travel time. More than 80,000 riders
use the Blue Line each weekday. Thanks to Pete Donner and Robert Hansen for this news.
Each month when I visit Metra’s website, I look forward to reading On The Bi-Level. The feature that I
enjoyed was “Sound Off” or the “Sounding Board,”
which had not appeared since September, 2012. However, in the November, 2013 edition, it was reported that
it would return this month. For members who are not
familiar with this column, riders can vent about how fellow commuters are misbehaving, e.g. talking too loudly
on cell phones, putting their feet on seats, hogging
more than one seat, etc. Often the content is humorous,
and occasionally train crews are commended or criticized, as the case may be.
ST. PAUL, MINNESOTA
Even though the Green Line to Minneapolis is set to
open later this year (date presently unknown), Railway
Age reported that city planners are considering a
4.1-mile streetcar line that would travel along Seventh
St. from Arcade Street east of downtown to Randolph
Avenue west of downtown and a second line, 4.3 miles
on Nicollet Avenue. No funding has been identified for
either of these projects, which are estimated to cost
about $246 million and $200 million, respectively.
PHOENIX, ARIZONA
The 1.9-mile Gilbert Road LRT extension received
environmental clearance on November 26, 2013. Ahead
of this project is the four-station extension from Sycamore to Mesa, which is scheduled to open in 2016. The
Gilbert Road extension adds new stations and has a
(Continued on page 19)
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planned 2018 opening.
SEATTLE, WASHINGTON
Sound Transit announced on November 25, 2013, that
the $1.95 billion University Link Extension would open
between January and March, 2016, six months earlier
than originally planned. Progressive Railroading
reported that the accelerated schedule became possible
with the award of an $813 million full funding agreement.
PORTLAND, OREGON
Vintage (Council Crest) Gomaco-built trolleys 511 and
512, which have been in Portland since 1987, are headed to the Loop Trolley in St. Louis, following approval of
the Federal Transit Administration. In 1987, TriMet, Vintage Trolley, Incorporated and the City of Portland entered into an agreement to establish a Vintage Trolley
system that would operate on TriMet’s newly opened
MAX light rail line. Local and federal funds were secured to purchase the aforementioned cars, and construct a maintenance and storage facility at the Rose
Quarter. Weekend service began November 23, 1991
between Lloyd District and SW 11th Avenue. Later, two
similar cars (513 and 514) were purchased with local
funds. The Loop Trolley will pay the costs of transporting the vehicles, plus $80,000 to TriMet — their remaining local interest share — once the cars are running.
TriMet reported that in the initial six weeks since the
start of the contest to name the new Portland-Milwaukie
Light Rail Bridge, there had been nearly 9,500 submissions.
SAN FRANCISCO, CALIFORNIA
BART’s Board exercised an option with Bombardier
for 365 “Fleet of the Future” cars on November 21,
2013. On May 17, 2012, Bombardier was awarded a
contract for 410 cars (September, 2013 Bulletin), which
will be assembled in Plattsburgh, New York to begin to
replace what is the oldest average age fleet in the
nation. BART reported that by exercising the options,
savings of approximately $128 million will be realized
through an agreement to increase the delivery rate,
shortening the project by 21 months and providing five
free cars. The first are expected to arrive in less than
two years, followed by ten pilot cars in the summer of
2015. The 765 remaining production cars are expected
between early 2017 and 2021.
LOS ANGELES, CALIFORNIA
The long-awaited construction of Metrolink’s 24-mile
Perris Valley Line extension of Route 91 from Riverside
was expected to begin in January. Three stations would
be added. This turn of events came after receipt of an
additional $75 million grant. Trains are expected to be
rolling by the summer of 2015. Thanks to Railway Age
for this report.
19

MONTREAL, QUEBEC, CANADA
The first nine-car set of new Metro cars was displayed
at the Bombardier-Alstom plant in La Pocatiere, Quebec
on November 25, 2013. 488 cars, each costing $1.9
million will be built, and as a result of a contest (6,000
names were submitted), will be referred to as Azur
(English translation = Blue). This set is expected to be
shipped in May for acceptance testing. Deliveries of
production models would continue until 2018 and would
replace the original MR-63 fleet.
LONDON, UNITED KINGDOM
For the first time in its 150-year history, limited overnight service is planned on five London Underground
lines beginning in 2015, fulfilling a campaign pledge of
Mayor Boris Johnson. According to The Times, the 24hour service will start on five lines on Friday and Saturday nights and is expected to eventually be extended to
other lines and nights. Some pilot lines are the Piccadilly, Victoria, Central, Jubilee, and important sections of
the Northern. Ticketing and the current system of payment cards, known as Oyster cards, will start to be
phased out next year, when the Underground will encourage passengers to move to a system of direct payments by using bank debit cards. Ticket offices sell less
than 3% of tickets, down from 10% 10 years ago.
TEL AVIV, ISRAEL
On November 12, 2013, Israel Railways (IR) began
the procurement process to purchase 80 electric locomotives, to operate in push-pull mode with the existing
fleets of Siemens single-deck coaches and Bombardier
double-deck sets. IR also plans to order up to 60 threecar double-deck EMUs. Thanks to International Railway
Journal for this news.
JERUSALEM, ISRAEL
A rare snowstorm dropped nearly two feet of snow on
December 13, 2013. One evening news report that I
watched showed an LRV that was trapped by the snow.
Member Dave Klepper found this “interesting” delay
notice on the CityPass website: “For your attention: Due
to the weather, the light train stopped working. City
crews are working non-stop to restore service. This will
be done after the damage cause is taken care of and all
safety limitations will be removed.” Dave believes that
this was due to trees falling on the overhead wire.
FROM THE HISTORY FILES
75 Years Ago: On January 15, 1939, Interurban
Electric Railway Company (IER) trains begin running
over San Francisco-Oakland Bay Bridge, followed by
automobiles on November 12, 1936.
60 Years Ago: On January 19, 1954, today’s MBTA
Blue Line was extended from Orient Heights to
Wonderland. There were two intermediate stations:
Beachmont and Revere Beach.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.
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Around New York’s Transit System
30-Day Test of R-188s
On November 9, NYC Transit started operating a new
train composed of 11 Kawasaki R-188 cars on the 7
Flushing Line. This train must run for 30 consecutive
days without a mechanical failure before being accepted. If it passes the test, NYC Transit will accept the full
order of 126 cars from Kawasaki, which is building them
at its plant in Yonkers.
The new R-188s look exactly the same as the
R142As, but they will be equipped to operate on a communication-based train control system, which is under
construction on 7 and currently in service on L. This
system should increase the number of trains on 7, because they will be able to run safely and more frequently. Installation of this system will allow the use of countdown clocks on 7 platforms.
Second Avenue Subway Progress Report
The site and heavy civil work for the 96th Street station

was completed on November 5. This $365,724,479 contract was awarded in May, 2009. The final blast, completing the excavation for an escalator entrance on the
north side of E. 86th Street and Second Avenue, took
place at 5:21 PM November 18. Controlled blasting,
which started at 96th Street on November 4, 2009, was
performed in the construction of the caverns at the 72nd,
86th, and 96th Street stations. The contractor will continue installing waterproofing and steel reinforcement to
complete the concreting of the underground cavern,
entrances, and ancillary entrances to the 86th Street
station. Awarded on June 12, 2013, the next contract
will complete the mezzanine, platforms, and station entrances at the 86th Street station.
The Lexington Avenue-63rd Street station is being reconstructed to connect the Second Avenue Subway into
the station. Work includes excavation, muck removal,
(Continued on page 6)

GOING IN CIRCLES IN CONNECTICUT
by Larry Kiss
In my last column I suggested some Long Island circle
trips. Here is a suggestion for a Connecticut trip that
fellow ERA member Barry Zuckerman and I did recently.
Arriving at the New Haven Union Station on MetroNorth, if you exit out the front doors you can take Connecticut Transit bus route J4 to The Green in downtown
Waterbury where a short walk takes you to the MetroNorth station, where you can board the Waterbury
Branch train back to the New Haven mainline at Bridgeport.

The J4 bus operates hourly, except on Sundays when
it operates every 1 hour and 15 minutes, and the fare is
$1.30. Also some Sunday trips originate at the New Haven Green. The bus takes about 1 hour 15
minutes. Also it should be noted that fares on the Waterbury Branch are collected on the train, as there are
no ticket vending machines. Finally, it should also be
noted that this circle trip could be done in reverse - that
is Bridgeport to Waterbury- New Haven.

WHY WAS THE RIVERLINE BUILT?
by J. William Vigrass
it contracted with DMJM (Daniel, Mann, Johnston &
Mendenhall), to come up with a plan. John von Briesen,
P.E., did it very well and it was built. I helped him with
the first four small tasks.
The RiverLine provides a nice scenic and smooth ride.
It connects southern New Jersey's largest city with the
state capital and has aided redevelopment, especially in
Bordentown, a short ride from Trenton for New York
City-destined commuters seeking less expensive real
estate. Service is generally every 30 minutes, with
some 15-minute headways during peak hours, and
there is a restaurant at nearly every stop, so one can
eat one's way from Camden to Trenton.

The real reason the RiverLine was built was political
equity. NJ Transit was spending billions in northern New
Jersey for one-seat access to New York City. State
Senator C. William Haines (R-Burlington), Chairman of
the New Jersey Senate Transportation Committee,
asked the Governor (Christine Todd Whitman) "for
something for south Jersey." The first result was Burlington Gloucester Corridor Study, for which I was the
Deputy Project Manager. Local opposition in both counties stymied us.
Thereupon the Senator (who by then had terminal cancer) suggested the RiverLine, since it had fewer people
living along it, hence fewer NIMBYs (who had blocked
both other corridors). The Governor acceded. NJ Trans20
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THIRD AVENUE “L” SERVICE CURTAILED
60 YEARS AGO
In the previous issue, we published excerpts from the New York City Transit Authority’s May 4, 1954 report recommending that
Third Avenue Elevated service be discontinued completely south of 149th Street. Following are additional excerpts from this report:
“The following table shows the drastic drop
in passenger use on the Third Avenue Elevated Line.
FISCAL YEAR
ENDING JUNE 30

TOTAL NUMBER OF REVENUE
PASSENGERS IN THOUSANDS
Entire Line

South of 149th
St.

1947

86,310

61,001

1948

84,988

60,190

1949

70,468

54,906

1950

64,921

44,616

1951

57,547

38,981

1952

46,573

29,352

1953

35,579

20,377

CAR MAINTENANCE

“Under present operation, two major types
of cars are in use.
“The older cars have both high voltage and
In This Issue:
low
voltage circuits. The older cars include
The Long Island
high voltage cars put in service as early as
Rail Road Eyes 1902 and low voltage cars put in service in
Manhattan
1911. These older cars are wooden with a
sheet metal covering over wooden platforms
(Continued)
at both ends of the car body. The weight of a
...Page 2
car of this type is about 56,300 pounds.
“The ‘newer’ cars are converted 1904 cars,
rebuilt in 1938, and formerly used in BMT
service. These are also wooden cars with

steel reinforced ends. It was necessary to
reduce the height and weight of these cars
for use on the Third Avenue Elevated Line.
This was accomplished by using car trucks
from equipment retired from elevated service
at an earlier date. But these cars which have
steel anticlimbers over a cement base still
have floors seven inches higher than the older cars. The weight of a car of this type is
about 66,100 pounds.
“Under the Manhattan Elevated Improvement in 1916 the center track was reinforced
for a 70,000 lb. car and the outside or local
tracks for a 64,500 lb. car. Thus, because of
their greater weight, the rebuilt BMT cars are
permitted to carry passengers only on the
center track south of 149th Street, and must
make their return trip ‘light,’ that is, without
passengers.”
(Editor’s Note: Most of the 1700s and 1800s
were Lo-Vs; others were Hi-Vs. About 1915, the
composites were transferred from the subway to
the elevated and were rebuilt. To reduce their
weight, lighter trucks and smaller motors were
installed. Their acceleration and speed was about
the same as the gate trains, because they were all
motors and no trailers.
When the BMT gate trains were converted to
“Q” cars in 1938, the motor cars retained their
150 HP or 200 HP motors. There were two trailers in a 6-car train and three trailers in an 8-car
train. Their speed and acceleration was about the
same as the Steinways and Manhattan elevated
trains.
When the “Q” cars were transferred to the
Third Avenue Elevated, their weight was reduced
by using trucks from the Composites. The motors
(Continued on page 4)
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THE GENESIS OF “DASHING DAN”
Part Two—The Long Island Rail Road Eyes Manhattan
by George Chiasson
(Continued from January, 2014 issue)
vice offered all the way from Long Island City to Point
Lookout. The line suffered a chronic economic disadvantage under direct LIRR sponsorship, though, owing
to the seasonal uncertainty of its condition every spring
after it would endure continual wintertime storm washouts. This made the property an undesirable holding
and it was again spun off to a short-lived independence.
Steam trains operated to Point Lookout in the 1891 season (though at least one source loosely describes them
as “trolleys”), but there was more expensive tidal wrath
the following winter season and no ready capital for repairs. Unopened for 1892, the railroad became sandstrewn and the pavilion at Point Lookout neglected. As
of 1895 the Long Beach Marine Railway was out of
business, and a work train assigned to dismantle its
salvageable track as the line vanished forever.
By the 1887 summer season, through service to Long
Beach had been restored to a level sufficient to justify
the placement of an updated signal tower at Pearsall’s.
In June of 1888 a new station named “Wreck Lead” was
added at the northerly edge of Long Beach Channel (on
the Barnum Island side), being in a fairly secluded location and, like the original Barnum Island stop, intended
for water-oriented leisure activities such as fishing. This
was rather typical of the continued lack of overall development around the railroad which generally forced the
Long Beach Branch to be precisely that and little else
for almost a decade and a half. Not only that, but the
entire Long Beach operation was again enjoying the
hostility of President Corbin following several years of
disappointing and declining patronage at the hotel and
on the railroad (usually attributed to its exclusive nature
and resultant higher fares, plus the absence of a centerpiece attraction as compared to other beachfront resorts). Given this greater level of uneasiness the Long
Beach Branch and associated hotel were not even
opened for the summer season of 1893, then tried
again in 1894 (unsuccessfully) to attract enough sunbathers and vacationers, and remained shut again for
the following two years (1895 and 1896). Ultimately, the
line may have avoided total oblivion through a quirk of
fate, as chief antagonist and (then-still) Long Island Rail
Road president Austin Corbin, was killed at the age of
68 in a “runaway (horseless) carriage” accident along
with a companion while visiting his New Hampshire
hometown on June 4, 1896. With that the “gilded age”
of railroad development as the chief means of access to
the vast beaches of Long Island drew to a close, along

Long Beach operations were resumed the following
May 20, but by June all but two trains a day (and those
forced by court order) were passing up the “fishermen’s”
stop at Barnum Island, and the original switch tower at
Pearsall’s remained closed as that second season ended to avoid the cost of manning it. Also at issue was the
original Wreck Lead draw bridge, which marine interests
claimed was improperly aligned to the tides and made
navigation difficult if not impossible. As its third season
commenced in May of 1882, LIRR curtailed all service
on the Long Beach Branch to a shuttle from Pearsall’s,
with only selected through trains serving both Flatbush
Avenue and Long Island City starting on June 17. The
line was again closed for the season in October, 1882,
with the winter months spent trying to resolve the problems that plagued the Wreck Lead Bridge, but to no
satisfaction and after yet another summer of conflict
with pleasure boaters (for which a second draw span
was installed that June) a completely new swing type
was finally in place as of November 15, 1883.
Starting with the 1881 season and continuing annually
for each summer thereafter, a satellite operation called
the Long Beach Marine Railway began connecting from
LIRR trains at the terminal and closely followed the
shore eastward along the length of Long Beach for a
distance of over five more miles, as far as a wye at
Point Lookout. For the entire distance between its two
end points and over the relatively short life of the operation, the sand and surf along the line of the Marine Railway was uninterrupted save by beachcombers and fishermen, the result being a slow, limited-stop seafront
excursion. The line was also said to be aptly named
during stormy times in its years of service, as the roiling
ocean would often crash onto the land and take portions of the right-of-way back to sea with it. Another endearing quality of the Long Beach Marine Railway was
its reputed employment of two former New York Elevated Railroad “steam dummy” locomotives and a pair of
“retired elevated coaches” as its only rolling stock
through the summer of 1885 (presumably little 0-4-0s
pulling “Shadbelly” coaches tenuously modified with
high-level floors), an assertion supported by the observation that its equipment could only achieve a top
speed of 16 mph. The Long Beach Marine Railway became a LIRR summer property between June of 1886
and September, 1890, presumably utilizing the parent
company’s equipment during those years. Also through
that time the two companies’ trackage was joined past
the Long Beach Hotel and some premium through ser-

(Continued on page 3)
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Long Beach Branch traversed on wooden trestles were
gradually filled in between 1903 and 1909, all the way
from East Rockaway to the Long Beach Channel, and
all of those that remained were reinforced with lumber
soaked in creosote protectant. Some suburban development at last began to take hold on the Long Beach
Branch after 1907, with two new stops added at its northerly end in about 1908. One was called “South Lynbrook” at the Centre Street crossing in East Rockaway,
the other a short distance beyond the East Rockaway
station at the crossing of “Atlantic Avenue” next to the
Mill River on the westerly edge of “Ocean Side.” In addition, the first terminal at Long Beach suffered irreversible damage (and the remaining legacy of William Laffan
destroyed) when the Long Beach Hotel burned in a
spectacular, injury- and crime-riddled blaze on July 29,
1907 at the height of that summer’s season. Over 800
guests were booked on that night, with the fire proving
fatal for one woman who died of injuries sustained
when she jumped from a second-story window to avoid
the flames. Overshadowing that tragic outcome, though
(at least in the media), was the arrest of at least a dozen waiters and staff who were caught raiding the belongings of their dislocated customers for valuables.
The railroad soon began work to relocate its terminal to
a point further back from the beachfront (immediately
next to the 1898 station at Club House), and in June,
1909 the line was cut back to its new Long Beach facility at Park Street (Avenue) and Park Place. The former
right-of-way near the shore then quickly melted into the
Long Beach street grid (it was gone completely by
1912), and the only surviving reminder of the Long
Beach Hotel property became the much smaller Nassau
Hotel on Broadway between Magnolia and National
Boulevards. Along with the new terminal, year-round
operation also came to the Long Beach Branch as
trains finally continued to run past the start of the winter
season on October 25, 1909, albeit as a shuttle to and
from Lynbrook.

The Genesis of “Dashing Dan”
(Continued from page 2)

with the self-interest of Corbin, and the tide (so to
speak) began to turn again.
During 1893, in the Long Beach Line’s relative absence, the small commercial area at the Pearsall’s station on the South Side main line was renamed
“Lynbrook” (that is, Brooklyn reversed) with the LIRR
depot following suit a year later. Nominal summertime
operations to the Long Beach Hotel were finally restored for the 1897 season under Corbin’s successor,
William H. Baldwin of Boston, Massachusetts, who was
a renowned visionary in both the railroad and societal
arenas and, as such, harbored a greater hope for both
the branch to Long Beach and the LIRR system in general. Three new local stops were added on April 18,
1898 including “The Dykes,” located at the southerly
grade crossing of Long Beach Road on Barnum Island;
(the) “Inner Beach,” which was attached to an extensive
wooden walkway sprouting off the western end of an
island in the middle of Reynolds Channel (and renamed
to “Queenswater” in May, 1899); and “Club House” at
the intersection of Market & National Streets in Long
Beach itself, right next to the terminal that survives in
2013. In addition the junction at Lynbrook was rebuilt,
as were the trestles over Powell’s Creek and at the
Wreck Lead swing bridge, and limited through service
even restored for a half-mile past the Long Beach Hotel
to “Beachfront Cottage 17.” The original Barnum Island
stop was also restored to full-time use by the 1901 summer season, and became known as “Jekyl Island” in
1903. This appears to have been the newly-coined
name for a small part of what was Barnum Island itself
and totally unrelated to the 1885 Robert Louis Stevenson novel “The Strange Case of Dr Jekyll and Mr.
Hyde.” The designation was more likely inspired by a
resort island off the coast of Georgia that dated back to
the mid-1800s.
A number of the original wetlands that the original

(Continued on page 6)

3,000,000 car miles per year and a decrease from 402
to 140 in the number of cars to be maintained in the
shop and barn at the 239th Street yard. This will permit
the transfer to this shop of some of the subway car
maintenance work now performed under very difficult
and overcrowded conditions in the 147th Street shops.”
If the line were to be rehabilitated, the report suggests
the following improvements: signaling of local tracks,
380 new lightweight, high-speed, quiet cars, replacement with heavier contact rail with protection boards,
and station improvements with two escalators at each of
20 stations. Estimated cost was $80,740,000.
The report concludes: “Our studies indicate that the
line is not required and alternate facilities can carry the
passenger load.”

Third Avenue “L” Service Curtailed 60 Years Ago
(Continued from page 1)

on these trucks were rated at 120 HP and there were two
trailers on each 6-car train. The “Q” cars’ acceleration was
slower than the other cars. Therefore the “Q” cars were operated only on the through express, which made fewer stops
than the others.)
The report also states:
“The estimated annual cost of car maintenance on the
Third Avenue line is $1,459,000. It is estimated that
abandonment of service south of 149th Street will result
in an annual savings to the Authority if $630,000 in car
maintenance costs. Demolition of the elevated line
south of 149th Street will result in a reduction of over
3
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SCENES OF THE THIRD AVENUE “L”

Houston Street station, November 23, 1954.
Bernard Linder photograph

Third Avenue between Cooper Square and E. 8th Street, 1909.
Bernard Linder collection

E. 14th Street at Third Avenue looking east, November 23, 1954.
Bernard Linder photograph

E. 34th Street at Third Avenue looking west, November 4, 1954.
Bernard Linder photograph

34th Street station looking north, August 7, 1953.
Bernard Linder photograph

E. 42nd Street at Third Avenue looking east, November 4, 1954.
Bernard Linder photograph
(Continued on page 5)
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34TH STREET BRANCH (DISCONTINUED JULY 14, 1930)
42 STREET BRANCH (DISCONTINUED DECEMBER 6, 1923)
ND

34th Street Branch at Second Avenue looking west, April 19, 1908.
Bernard Linder collection

34th Street Branch at Second Avenue looking west.
Bernard Linder collection

34th Street Branch, looking east from Third Avenue.
Bernard Linder collection

Another view of 34th Street Branch, looking east from Third Avenue.
Bernard Linder collection

42nd Street Branch at Grand Central.
Bernard Linder collection

42nd Street Branch.
Bernard Linder collection
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NEW YORK’S FIRST CITY-FUNDED SUBWAY EXPANSION IN 60
YEARS
by Randy Glucksman
(Photographs by the author)
A ceremony was held at the soon-to-be opened 34th
Street-Hudson Yards subway station early in the afternoon of December 20, 2013. Unfortunately for many,
including member Stuart Goldstein and myself, riding
the ceremonial train from the Times Square station was
restricted to members of Mayor Michael Bloomberg’s
party. It seemed a waste that the 7 train used only one
of its 11 cars; however, I was told that this event was
under the control of the Mayor’s Office, not MTA.
The invitees assembled on the corner of 11th Avenue
and W. 36th Street, and, after being checked in and given a safety briefing, descended about 10 levels to an
area that eventually will be off limits to passengers. It
was actually like a basement. Walking another several
hundred feet took us to the staircases that connect to
the subway platform. No escalators or elevators were
available for our use. One of the construction managers
I spoke with told me that work is essentially completed,
save the station finishes. A partially completed tiled wall
showed the number 34, and the traditional NYCT station signs that hang above the platform edges were in

place.
Shortly after 12:30 PM, the train arrived and Mayor
Bloomberg exited from car 1806 with his entourage and
began his speech, with the R-62A as a backdrop. The
Mayor mentioned that the last time that the City of New
York had paid for a subway expansion was when the
(IND) Queens Boulevard Line was extended to 179th
Street in December, 1950; he was 8 years old. Following the Mayor there were speeches by MTA Capital
Construction President Michael Horodniceanu and officials from the Hudson Yards Development Corporation,
Hill/HDR/Liro, and S3II, a joint venture of Shea, Schiavone, and Skanska, the contractors. President Horodniceanu presented the Mayor with a plaque containing a
sample of the rock that had been blasted to build the
line.
The opening date for the 1.5-mile extension, which
was built at a cost of $2.4 billion, has not been announced, but June has been mentioned. However, a
source who is involved in this project told me that it
could be October. Work began on this project in 2007.

Wall tiles featuring the number 34.

Most of the finishes have not been installed yet.

The ceremonial train enters the station.

Mayor Bloomberg listens to MTA Capital Construction Company
President Horodniceanu’s speech.
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MTA NEW YORK CITY TRANSIT SUBWAY CAR ROSTERS AS OF
NOVEMBER 30, 2013
by GEORGE CHIASSON
As you might remember, in the January issue I announced that I would no longer be providing New York
City Subway Car Updates. As a parting gift, I hereby
conclude the series much in the same fashion in which
it was started by Ed Crew back in 1991, with an extended general roster of the system’s rolling stock. While

somewhat stable at present, it will be changing again
shortly, and I am pretty sure that by the time the next
person to shepherd this column passes his or her torch,
it will be very, very different.
It’s been a pleasure; Hail and Farewell to all!

SUBDIVISION “A”
Numbers

Equipment

Type

1301-1625
1651-2475

GE-Bombardier
WH E-Cam

R-62
R-62A

1101-1130
1131-1250
6301-6980
6981-7180
7211-7610
7611-7730
7731-7810

Alstom
Alstom
Alstom
Alstom
ADtranz
Bombardier
Bombardier

R-142
R-142
R-142
R-142
R-142A
R-142A
R-142S

7211-7220
7221-7590
7811-7821
7822-7898
7899
7900-7936

ADtranz
ADtranz
Bombardier
Bombardier
Bombardier
Bombardier

CBTC R-142A
CBTC R-142A
CBTC R-188
CBTC R-188
CBTC R-188
CBTC R-188

Numbers
2500-2724
2725-2924
3350-3499
3500-3649
3650-3799
3800-3949
4788-4839
5001-5200
5482-6207
6208-6258 even
numbers only

Equipment
WH
WH
GE
WH
GE
WH
WH
WH
GE
GE

Type
R-68
R-68-1
R-32A
R-32A
R-32
R-32
R-42
R-68A
R-46
R-46

Numbers
8101-8312
8313-8652
8653-8712
8713-8842
8843-8972
8973-9102
9103-9232
9233-9592
9593-9802
9803-9942
9943-9974

Equipment
Bombardier
Alstom
Alstom
Alstom
Siemens
Siemens
Alstom
Alstom
Alstom
Alstom
Alstom

Type
R-143
R-160A-1
R-160A-2
R-160B
R-160B
R-160B
R-160B
R-160A-2
R-160A-2
R-160B
R-160A-1

Builder
SMEE Class
Kawasaki
Bombardier
New Technology Trains
Bombardier
Bombardier
Bombardier
Bombardier
Kawasaki
Kawasaki
Kawasaki
R-188 New Technology Trains
Kawasaki
Kawasaki
Kawasaki
Kawasaki
Kawasaki
Kawasaki
SUBDIVISION “B”
SMEE Class
Builder
WH-Amrail
WH-Amrail
Budd
Budd
Budd
Budd
St. Louis-GSI
Kawasaki
Pullman-Standard
Pullman-Standard
New Technology Trains
Builder
Kawasaki
Alstom
Alstom
Kawasaki
Kawasaki
Kawasaki
Kawasaki
Alstom
Alstom
Kawasaki
Alstom

Delivery

Contract Portion

1983-5
1984-7

Primary
Primary

2003
2003
2000-3
2002-3
2000-2
2002
2004-5

Option I
Option II
Primary
Option I
Primary
Option
Supplement

2011
2014-6
2012
2013
2012
2014-6

R-188 Conversion Pilot
R-188 Conversion
Pilot
Option
Pilot C-car
Option C-car

Year
1986-7
1987-8
1964-5
1964-5
1965
1965-6
1969-70
1988-9
1975-8
1977-8

Delivery
2001-3
2006-8
2005-8
2005-7
2006-8
2008-9
2008-9
2008-9
2009-10
2009-10
2010

Rebuilder

MK
MK (to GE)
MK
MK (to GE)
MK
MK
MK

Notes
CBTC-equipped
8313-76 CBTC-equipped

Option I cars
Option I cars
Option I cars
Option II cars
Option II cars
Option II cars
(Continued on page 10)
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MTA New York City Transit Subway Car
Rosters as of November 30, 2013
(Continued from page 9)
RECENTLY RETIRED CLASSES
SUBDIVISION “A”
Numbers

Equipment

Type

Builder

Year

Rebuilder

Year

Retired

7750-7803

GE

R-26

ACF

1960

M-K

1986

2002

7804-7859

WH

R-26

ACF

1959-60

M-K (to GE)

1986-7

2002

7860-7909

WH

R-28

ACF

1960-1

M-K (to GE)

1986-7

2002

7910-7959

GE

R-28

ACF

1960

M-K

1986-7

2002

8570-8687

WH

R-29

St. Louis-GSI

1962

M-K

1986-7

2001

8688-8805

GE

R-29

St. Louis-GSI

1962

M-K

1985-7

2002

8806-9075

GE

R-33

St. Louis-GSI

1962-3

NYCTA

1989-91

2003

9076-9305

WH

R-33

St. Louis-GSI

1962-3

NYCTA (to GE)

1986-9

2003

9306-9345

WH

R-33S

St. Louis-GSI

1963

NYCTA

1984-5

2003

9346-9523

WH

R-36

St. Louis-GSI

1963-4

Various

1982-5

2003

9524-9557

WH

R-36ML

St. Louis-GSI

1964

M-K

1984-5

2003

9558-9769

GE

R-36

St. Louis-GSI

1963-4

Various

1983-4

2003

RECENTLY RETIRED CLASSES
Subdivision “B”
Numbers

Equipment

Type

Builder

Year

Rebuilder

Year

Retired

3594-3595

WH

R-32A

Budd

1964-5

GE (to GE)

1988-90

2007

3880-3937

WH

R-32

Budd

1965-6

GE (to GE)

1988-90

2007

3950-4049

GE

R-38

St. Louis-GSI

1966

GE

1987-9

2009

4050-4149

WH

R-38

St. Louis-GSI

1966-7

GE (to GE)

1987-9

2009

4150-4249

WH

R-40

St. Louis-GSI

1968-9

Sumitomo (to GE)

1987-8

2009

4250-4349

GE

R-40

St. Louis-GSI

1968-9

Sumitomo

1987-9

2009

4350-4449

GE

R-40

St. Louis-GSI

1968-9

Sumitomo

1989

2009

4450-4549

WH

R-40M

St. Louis-GSI

1969

Sumitomo (to GE)

1989

2009

4550-4785

WH

R-42

St. Louis-GSI

1969-70

MK (to GE)

1988-9

2009

4840-4949

WH

R-42

St. Louis-GSI

1969-70

NYCTA (to GE)

1988-9

2008

5202-5341

WH

R-44

St. Louis-GSI

1971-3

MK

1991-3

2010

5342-5479

WH

R-44

St. Louis-GSI

1971-3

NYCTA

1991-3

2010
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Commuter and Transit Notes
METROPOLITAN TRANSPORTATION AUTHORITY
On December 19, 2013, MTA launched a pair of free
Train Time apps for Android and iPhones for the Long
Island Rail Road and Metro-North. The apps provide
fare information, rail maps, and station information,
including waiting room hours, parking availability,
connecting transit services, status of accessibility for the
disabled, elevator and escalator status, and phone
numbers for area taxi companies. The app also includes
real-time service status, brief up-to-the-minute service
alerts, railroad news items, information on special deals
and getaway packages, and more detailed notices
about service changes resulting from planned track
work. There is also information about connecting with
the railroads via social media, email, and 511.
In his State of the State speech on January 7,
Governor Andrew Cuomo went on record as supporting
extension of Metro-North New Haven Line service into
New York Penn Station via the Hell Gate Bridge. This
project has been previously reported on in these pages.
As part of the project, four stations would be
constructed in the Bronx — Co-op City, Morris Park,
Parkchester, and Hunts Point — all in areas that would
benefit from a more direct and speedier service to
Manhattan. None of this would take place until the East
Side Access Project opens and LIRR begins running
into Grand Central Terminal, in 2019 at the earliest.
MTA METRO-NORTH RAILROAD (EAST)
It came as no surprise to many when on January 6
President Howard Permut announced to his staff that he
would resign. To assure a seamless transition, his resignation was to be effective January 31. Mr. Permut was
one of Metro-North’s original employees, rising through
the ranks to his current position to become President in
2008. It was the events of 2013, the December 1 fatal
derailment north of Spuyten Duyvil and the May 17 derailment and collision near the Fairfield Metro station,
followed by the death of a track foreman and the New
Haven Line power failure that disrupted travel for nearly
two weeks beginning September 25, that led to this decision. He will be succeeded by Joseph Giuletti, who left
his position as Executive Director of Tri-Rail (now the
South Florida Regional Transportation Authority), where
he has worked since 1998.
Member Tony Fitzherbert, a Metro-North retiree,
wrote: “Joe Giuletti is what the railroad now needs. He
started his career with Penn-Central and after earning a
Bachelors Degree, became a Foreman with Conrail.
and worked his way up through the managerial ranks to
a Superintendent's position before he left to head TriRail in the Miami area. He was well respected by both
union and non-agreement employees when he was at
11

No. 303
by Randy Glucksman

Metro-North. I am glad for the remaining veteran
employees from that era who knew him, and for Joe,
who is taking on a challenging position. His knowledge,
people skills, and management style will fit in well and
will no doubt be very welcomed. M-N again will be led
by a professional railroad manager.”
The covers of the Christmas-New Year’s Holiday
2013-4 timetables, December 25 and December 31January 1, are the same as have been in use since
2005. Checking my timetable collection, I saw that there
were previous years where Christmas Eve was not
included. The regular timetables provide that
information. Service patterns were as in previous years.
As I noted last month, new timetables were issued for
all lines effective January 18, and the November 17,
2013-January 5, 2014 edition was extended. Although
the press release dated December 16, 2013 reported
that running times would be reduced (January Bulletin),
that did not happen. Metro-North explained that this
schedule had been prepared in late November, prior to
the tragic events of December 1, 2013, and in the interim, working with the Federal Railroad Administration
EO29 guidelines (January Bulletin), it was decided to
defer some of the run time reductions. These schedules
do restore the Bronx Local trains, replacing the bus service between Fordham Road and Melrose.
I picked up copies of the new timetables on my way to
work. There is a starting date of January 18, but no ending date. According to the website, they will remain in
effect until spring. Later that day, member Richie Schulman told me that the Harlem Line’s had been removed
due to unspecified errors. An alert was sent on January
17 making a correction to the New Haven Line timetable. Effective January 21, Train #1570 (6:27 PM to New
Haven) would depart at four minutes later at 6:31 PM,
adding a Stamford stop at 7:18 PM and then making all
stops from East Norwalk to New Haven. Additional cars
are being added. This is described as a “permanent”
change. My analysis shows that re-scheduling this train
closes what would have been a 23-minute service gap
at this key station.
For the Super Bowl, Metro-North will not operate any
special trains on the New Haven Line. Instead, east-ofHudson riders traveling to the game will be given directions to Penn Station, where they can board NJ Transit
service to Secaucus for transfer to shuttles to the stadium.
MTA METRO-NORTH RAILROAD (WEST)
The Newburgh-Beacon Ferry service suspension
continued on until further notice due to icing conditions
on the Hudson River. (See below under First
(Continued on page 12)
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Snowstorm.) Bus service is being provided between the
Newburgh Ferry Facility and the Beacon station. A PDF
of the timetable was available on the MTA website.
An advisory was sent that the Haverstraw-Ossining
Ferry would be replaced by bus service starting the
evening of January 6. Riders were advised to detrain at
Tarrytown for alternate transportation. A few hours later,
this service was also suspended until further notice. Bus
service operates between the Haverstraw Ferry Terminal and the Tarrytown station. A PDF was posted on the
MTA website. At publication time, both ferry services
remained suspended.
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Shore Line East issued a new timetable effective
January 2.
The M-8 status was updated on December 30, 2013
to show 312 cars conditionally accepted with 20 cars
undergoing Kawasaki inspection. There were no
changes since Bill Zucker’s last report: 9100-9307,
9312-35, 9340-73, and 9376-7 for 268 cars.
One of our members asked how CDOT could raise
fares in New York (January Bulletin). The answer is that
the fares had been “held down” so that they would not
exceed the fares in Connecticut. Once CDOT increased
its fares, Metro-North was free to do the same.
MTA LONG ISLAND RAIL ROAD
During November, 2013, a Customer Service Ambassador Program was launched. These men and women
in red vests, red sweaters, and red blazers are
equipped with iPads and iPhones to assist riders at
LIRR’s western terminals — New York Penn Station,
Atlantic Terminal, and Jamaica — and select other stations.
A special timetable card was issued for:
● Ronkonkoma: December 22, 2013, switch replacement at Brentwood — Midnight to 6 AM, bus service
between Hicksville and stations east of Farmingdale
Service between Jamaica and New York Penn Station
was suspended shortly before 10 AM for about two
hours on January 13, due to signal problems in the East
River Tunnels. Tickets were honored on E trains.
The Long Island Rail Road, which already has competition from a number of upscale bus operators, including
Hampton Jitney, Hampton Express, and Bolt Bus, now
has another competitor — 7Bus, which started service
from Stony Brook University on December 9, 2013. The
non-stop service operates 7 days a week to Manhattan
with pick-up stops along Lexington Avenue between E.
40th and E. 59th Streets. One-way fares range from $7$15 depending on demand and when the ticket is purchased. By comparison, LIRR fares are $12.75 (offpeak) and $17.50 (peak). 7Bus also provides service
from Riverhead, Ronkonkoma, and Melville to
Manhattan.
12

On January 16, numerous news organizations were
reporting that there could be a LIRR strike after MTA
notified the eight unions that it would not consider the
recommendations of the Presidential Emergency Board,
which proposed raises that average 2.85% for six years
and asked that members pay a percentage of their salary for healthcare coverage.
NJ TRANSIT
Because this year’s Super Bowl is being played for the
first time in an open-air stadium and in a cold-weather
climate where snow could be a factor, the National
Football League has gone to the extreme by developing
plans to move the game either one day earlier or one
day later. There was a display of snow fighting
equipment on December 18, 2013 at MetLife Stadium.
The New York Times reported that a snow-melting
machine capable of handling 600 tons of snow per hour
was demonstrated. In addition, there is access to 821
trucks that would be ready for snow duty and 2,400
could be called in from the rest of the state. New York
could contribute 2,000 snow plow-equipped garbage
trucks along with 440 salt spreaders and more than 230
front-loaders.
January 6 was the date that NJ Transit released its
Super Bowl Service Plan. Late morning service will be
added on the Northeast Corridor and Morris & Essex
Lines for events such as Media Day (January 28) in
downtown Newark and Super Bowl Boulevard in
Manhattan (January 29-31). On Super Bowl Sunday full
service using 10-car trains of multi-level cars between
Secaucus Junction and MetLife Stadium will operate.
Besides all of the instructions about extra security,
backpack restrictions, the requirement to purchase
round-trip tickets for the train, etc., there was also an
advisory that to ride the train, you must have a ticket for
the game. (That should definitely cut down on
railfanning.) Some email comments questioned the
legality of this rule. My son Marc sent an article from
The New York Times (December 29, 2013) where the
reporter tried walking to MetLife Stadium. He was able
to do it, although with difficulty due to the very cold
weather. That said, Super Bowl officials have forbidden
it!
There will be special shuttle trains between New York
Penn Station, Newark Penn Station, Newark
International Airport, and Secaucus Junction. Following
the game there will be frequent service from MetLife
Stadium to Secaucus Junction as well as extra rail
service between New York Penn Station and Secaucus
Junction.
For the week beginning January 27, Hudson-Bergen
Light Rail will operate two-car trains as well as two extra
trips per hour between 2 PM and midnight. Saturday
and Sunday all three branches will operate with two-car
trains and extra service between 2 PM and 2 AM.
Newark Light Rail will have extra service for Media Day,
(Continued on page 13)
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being held in Prudential Center, with additional trains
between Newark Penn Station and Newark Broad
Street. There will also be additional bus service from
various Park & Rides and the Port Authority Bus
Terminal on selected routes.
Railway Age reported that on Super Bowl Sunday,
select Northeast Regional and Keystone trains would
make stops at Secaucus Junction pre- and post-game.
Although it has been proposed in the past, this marks
the first time that regularly scheduled Amtrak trains will
do this. The only other time that an Amtrak train called
at this station was following the funeral of the late Senator Frank Lautenberg on June 6, 2013 (July, 2013 Bulletin) when his casket was placed in a baggage car
and transported to Washington, D.C. for burial in Arlington Cemetery.
Raritan Valley Line riders were notified on January 14
that their trainsets of six-car multilevels will be temporarily replaced by trains of eight single-level cars on
January 20. “This is being done to be assembled, to be
fully prepared, and, most importantly, to be secured for
Super Bowl Sunday.” The trainsets are to be returned
on February 4. Thanks to Jack May for this report.
I had reported that to the best of my knowledge the
only NJ Transit line to never operate multilevel cars was
the Pascack Valley Line. As a train of multi-level cars
was entering Secaucus Junction on December 24,
2013, a fellow commuter mentioned to another that he
rode a train of these cars on the Pascack Valley Line
earlier in the month. When I pressed him for details, the
best that he could come up with was, “about two weeks
ago.”
The Conductor of one of the trains that I ride informed
me on January 14 that in roughly two weeks, a six-car
train of multilevels would be assigned to Pascack Valley
Line Train #1608 (6:35 AM Spring Valley/Hoboken). It
makes sense because this train departs twelve minutes
after Train #1606, the first morning Metro-North express. By the time this train arrives at Secaucus Junction, the difference is 35 minutes.
An NJ-ARP officer reported that on January 14, he aw
ALP-45-DP 4523 on Train #3831 in New Brunswick. It
was the first time he had seen one on a revenue train
on the Northeast Corridor. The dual-mode was pushing
a string of multilevels in electric mode. “It didn’t look like
a maximum set; there may have been six or seven cars.
By the way, six– and seven-car sets of multilevels have
been turning up regularly again.”
NJ Transit’s post-Sandy rail fleet status is being
regularly updated. The numbers on the top line of the
table below are carried over from the January Bulletin
and the bolded numbers are the latest. The statistics
below reflect a significant reduction in the number of
Arrow IIIs. I have not included breakdown by car types
13

in these reports. Originally the fleet had 230 cars; in
fact, the reports going back to June, 2013 showed 229
cars. That number was not changed until November 26,
2013, when NJ Transit reduced it to 187. On January
11, it was further reduced to 162. Being a frequent NJ
Transit rider, the acceleration of these cars is very apparent when compared to a locomotive-hauled train.

TYPE

TOTAL
FLEET

VEHICLES
DAMAGED

RETURNED
TO SERVICE

AWAITING
REPAIR

AVAILABLE
FOR
SERVICE

CURRENT
PERCENTAGE
AVAILABLE

Rail
Cars

1134
1115

248
248

226
229

22
19

1112
1096

98%
98%

Locomotives

210
210

72
72

55
56

17
16

193
194

92%
92%

Total
Fleet

1344
1325

320
320

281
285

39
35

1305
1209

97%
97%

A colleague sent me a copy of the ridership report for
2013, and commented that the North Jersey Coast Line
is experiencing a steep decline in ridership, the biggest
percentage decline among all lines. The recession, Hurricane Irene, and then Superstorm Sandy have been a
triple whammy and no amount of "Stronger than the
Storm" ads are improving the ridership on this line. The
Pascack Valley Line totals do not include the three New
York Stations (Spring Valley, Nanuet and Pearl River)
because they are controlled by Metro-North. For completeness, I used the 2012 Metro-North Ridership Report, taken from the Spring On/Off Counts, which shows
the following ridership.
Spring Valley
Nanuet
Pearl River
Total

159
513
391
1,063

In the future, when severe weather is forecast, instead
of storing trains in flood-prone areas such as Hoboken
or the Meadowlands, NJ Transit will utilize County Yard,
which is near the Jersey Avenue station. A $7.64 million
contract was awarded for design and consultant services, which will include a reinspection facility.
Member Bob Vogel reported at the end of December,
2013 that Track 2 at Pennsauken Transit Center had
been raised to the level of Track 1, and work appeared
to be nearing completion. On January 16, Bob reported
that railings and walkways had been installed on the
bridge over the RiverLine and the fence was in place
between the tracks. Also, the Track 2 elevation work
appears to be complete.
Newark Light Rail got a new timetable with a gold cover on January 11. I did not detect any changes.
According to a report by centraljersey.com, ridership
on the “Dinky” is down 13% in the two months following
the closure of the station and its temporary replacement
being constructed 1,200 feet east. (Member Jack May
told me that the permanent one will be 460 feet distant
(Continued on page 14)
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from the demolished station.) One Princeton official,
Jenny Crumiller, who opposed moving the train station,
said that the numbers do not surprise her. ”It’s not
unexpected. The new station is inconvenient compared
to the old station. It’s much less user-friendly for people
who are dropping off passengers and for pedestrians.”
Supporters of the former Princeton train station were
dealt a setback on December 30, 2013 when Mercer
County Judge Paul Innes approved Princeton University’s request for summary judgment in the lawsuit, saying
nothing in the 1984 agreement or a 1996 amendment
prohibited the station move. “The court finds that the
terms of the agreements are clear,” Judge Innes wrote
in his December 23, 2013 decision. “Under the terms of
the 1984 sales agreement as amended by the 1996
agreement, Princeton University is permitted to propose, and NJ Transit is permitted to approve, a plan to
relocate the train station and rail terminus 460 feet
south within the Dinky Station property.” Member and
attorney Walter Zullig commented: “It looks to me as
though the judge is right on the law. If NJT wants to
agree with the University to harm its own passengers, it
is entitled to do so. Given an arms length situation, NJT
would have stood up for its passengers but, of course,
this was not an arms length situation. Sad for public
transportation.”
Member Pete Donner sent an email with this link to a

website that displays the location of NJ Transit trains:
http://gps_test.njtransit.com. It works well on a
computer, but not on my iPhone.
Table 1 (below left) shows the average weekday
boardings by line, with a comparison of 2012 and 2013.
Table 2 (below right) lists the top 10 stations (which
happen to be on the Northeast Corridor) followed by the
top station for each of the other lines. In case you were
wondering, the three stations with the lowest average
daily boardings were: Lebanon (RV), Mountain Lakes
and Mt. Olive (M-B), with 19, 18 and 17, respectively,
#148-150.
AMTRAK
The Summer-Fall 2013 National Timetable was replaced with a Winter-Spring edition effective January
13. Its cover shows a painting of two P-42 locomotives
with a train of Superliners on The Coast Starlight making a stop at San Luis Obispo, California.
On January 9, Virginia Governor Bob McDonnell announced that an agreement had been signed with
Amtrak to extend service from Lynchburg to Roanoke, a
distance of 55 miles. No specific start date was mentioned. Funding for this service will come from the 2013
transportation funding program. According to the press
release, the last time that a passenger train operated
from Roanoke was 34 years ago. The last rail extension
took place on December 12, 2012, when service was
extended from Richmond to Norfolk. Details of this extension can be found in the January, 2013 Bulletin.
Thanks to Jack May for this news.

TABLE 1

TABLE 2

Commuter and Transit Notes
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RAIL LINE

Northeast
Corridor
Morris &
Essex
Main/Bergen
North Jersey
Coast
Raritan Valley
MontclairBoonton
Pascack
Valley

AVERAGE
WEEKDAY
BOARDINGS
(2013)

RANK

New York Penn

81,181

1

Newark Penn

26,137

2

22,130

3

13,482

4

NEC

7,385

5

Princeton Junction

NEC

6,615

6

New Brunswick

NEC

4,950

7

Hamilton

NEC

4,942

8

Trenton

NEC

4,492

9

Elizabeth

NEC

3,763

10

Summit

M&E

3,528

12

Aberdeen-Matawan

NJC

2,275

20

AVERAGE
WEEKDAY
BOARDINGS
(2012)

AVERAGE
WEEKDAY
BOARDINGS
(2013)

CHANGE

%

113,700

114,450

750

0.7%

54,100

51,600

-2,500

-4.8%

26,950

25,600

-1,350

-5.3%

Metropark

24,900

22,250

-2,650

-11.9%

21,800

20,850

-950

-4.6%

15,750

14,850

-900

-6.1%

7,150

6,850

-300

-4.4%

Atlantic City

2,950

2,800

-150

-5.4%

Meadowlands (Event
Service)

50

100

50

50.0%

Rail-Rail
Transfers

24,400

24,800

400

1.6%

Total

282,800

284,150

1,350

0.5%

TOP BOARDING
STATIONS BY LINE

Secaucus Junction

LINE

Terminals

Hoboken

Ridgewood

ML/BC

1,514

27

Union

RVL

1,288

33

Bay Street

M-B

1,166

35

Atlantic City

AC

872

49

River Edge

PV

484

77

(Continued on page 15)
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The entire area surrounding Amtrak’s information
kiosk in New York Penn Station has been “decorated”
with Pepsi Super Bowl advertizing.
A new refund policy goes into effect as of March 1. All
reserved Coach Class and Acela Express Business
Class reservations must be canceled at least 24 hours
prior to the train's scheduled departure in order to be
eligible for a full refund. If the reservation is canceled
within 24 hours of the scheduled departure, a refund fee
will apply (Value fare tickets only; Saver fare tickets are
not refundable). If the reservation is not canceled prior
to the scheduled departure tickets, the ticket value will
not be stored in an eVoucher and cannot be applied
toward future travel. Flexible fare tickets will remain fully
refundable. For more details, you can visit Amtrak’s
website. Needless to say, this caused a flurry of email
traffic from railfans.
INDUSTRY
Senators Chuck Schumer (D-NY) and Richard
Blumenthal (D-CT) have supported installation of inward
and outward facing cameras in cabs of all trains. This
was a recommendation of the National Transportation
Safety Board in 2008, but never implemented. The
Federal Railroad Adminstration announced that it would
begin the process of enacting the rule this year and
these devices could be in place by the end of this year
or early next year.
MUSEUMS
The Shore Line Trolley Museum (Branford) reported
that last year, ridership in every visitor category had
increased and exceeded 21,500. Birthday parties on
Connecticut 1602 were up by 50%. Meanwhile,
construction is proceeding on the museum’s “Elevating
the Collection” but additional contributions would be
greatly appreciated. As an example, $75 will buy and
install a new railroad tie; $300 will pay for a ¼-page
advertisement to a circulation of 6,500 and for $6,250,
you can cover the costs to restore one of the many
Superstorm Sandy-damaged cars. FEMA provides
additional funding. A postcard arrived on January 2
reporting that $1.8 million had been raised, but
$200,000 was still needed to reach the $2 million goal
for the project.
THE FIRST (NORTHEAST) SNOWSTORM OF 2014
January 2: On January 1, one day in advance of what
was predicted as a significant snowstorm, NJ Transit
implemented cross-honoring among its services and
with private carriers for January 2 and then extended it
through January 3. Shortly before 6 PM, it was announced that PATH was accepting NJ Transit rail passes/tickets.
Meteorologists were forecasting a blizzard for Long
Island. (Member and meteorologist Todd Glickman told
me that there were “blizzard conditions” along Long Is15

land for a few hours overnight.) States of Emergency
were declared in New York and New Jersey. To prevent
a recurrence of vehicles being stranded on highways,
Governor Cuomo ordered the New York State Thruway
south of Albany, I-84, and the portions of the Long Island Expressway in Nassau and Suffolk Counties
closed between midnight and 5 AM. (They actually
opened at 8 AM.) The Governor also urged those who
could to stay at home the next day. NYCT suspended
express subway service at 5:45 PM, causing all trains to
operate as locals. Articulated buses were removed from
the streets after the evening rush and replaced by
standard buses. Metro-North operated hourly service
starting at 8 PM till the end of service. Officially 6.4 inches fell in Central Park with 13.5 inches in Eastport on
the high end.
January 3: The Long Island Rail Road ran a weekend
schedule, which meant no service on the West Hempstead Branch or Main Line east of Ronkonkoma. Bus
service was provided to/from Greenport. Metro-North
operated a Saturday schedule without the “Shoppers
Specials.” The reduced service allowed storage of 100120 rail cars inside Grand Central Terminal and
protected them from the blowing snow. In addition,
fewer trains in service reduced the likelihood of trains
becoming stranded. Rail Link service was on a special
schedule and the Newburgh-Beacon and HaverstrawOssining ferries were suspended.
NJ Transit implemented an “Enhanced Weekend”
schedule, the same that would soon operate on Martin
Luther King Day. Service operated with relatively few
delays. PATH continued cross-honoring NJ Transit tickets.
January 4: LIRR and NJT resumed their normal Saturday schedules as did Metro-North, albeit without the
“Shoppers Specials.”
THE POLAR VORTEX
Starting over the weekend of January 4-5, an usual
turn of weather events caused what meteorologists term
a Polar Vortex. Meteorologist Todd Glickman described
the event as follows: “This anonymously cold pool of air
usually resides over northern Canada during mid-winter.
In early January, it slid further south than usual, plunging the U.S. into severe cold. The boundary between
this extreme cold and the more moderate air led to areas of freezing rain, dense fog, and other winter weather
misery.”
Several members emailed reports about the impacts
that this frigid weather along with the accompanying
snow had on public transportation. On January 6,
NICTD suspended service and Metra reported delays of
between 15 and 70 minutes on its 10 lines. NICTD service resumed after 4 PM on January 8. There were
some temporary CTA suspensions. Beginning January
7 Amtrak operated a modified schedule (unspecified
reduced frequencies) between Washington, D.C. and
(Continued on page 16)
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Boston and on its Empire Service. The Midwest was
particularly hit hard and news reports told of three
Amtrak trains with about 500 passengers aboard the
Southwest Chief, the Illinois Zephyr, and the California
Zephyr that were halted around 5 PM Monday, January
6 near Mendota, Illinois due to blowing and drifting
snow. Although stuck, the hotel power for light, heat,
and restrooms was reported to be working normally.
Some food was also provided. Charter buses transported the passengers to Chicago later on Tuesday. There
were some Midwest train cancelations.
In the New York metropolitan area, new low temperature records were set at Central Park and LaGuardia
and Newark Airports at 4 degrees. Wind chills in the
region were as low as the “minus teens.” Transit instituted cross-honoring for January 6 through 8. Television
news showed portions of the Hudson River with ice and
the truss bridge with the sign, “Trenton Makes – The
World Takes,” was shown spanning a completely frozen
Delaware River.
The 1,000 passengers who were aboard Train #3171
(5:45 PM New York Penn/New Brunswick) on January 7
experienced a longer commute than planned when the
catenary wire fell on top of their train of single-level
cars. This incident took place after the train had left
Newark (6:04 PM). Amtrak personnel responded and in
order to make repairs, the power had to be removed,
leaving limited lighting and no heat. Some passengers
complained that there was only one restroom. A rescue
engine returned the train to Newark around 8 PM. NJ
Transit reported that there were 30-45 minute delays.
From member Bob Wright: “Some cold weather issues
here the last couple of days. I was lucky (?) enough to
arrive at Market East station last night (January 6) just
in time for a power failure (I heard the catenary jumping
around, not sure what it was, but knew it wasn't
good). The train ahead of mine pulled into the station,
got to the platform, and then went dead, and since it
was a Silverliner V, the lights stayed on (but the signs,
blowers, etc. all cut off — the sign of no power). After 20
minutes, power was restored, but at that point (5:30
PM) the platforms were a sea of people. I let my train
(5:10 PM to Norristown, 35 minutes behind) go as it was
packed, and hoped the 5:22 PM would not be too bad,
but the 5:47 got there before it (only 12 minutes behind)
and made the 5:22's stops, ending at DeKalb/
Norristown Transportation Center. A push-pull train
headed to Newark, Delaware on Track 3 never moved
the entire time I was there — its track apparently didn't
come back when Tracks 1, 2, and 4 did, and by the time
I was leaving the lights were on the train but it still wasn't moving. This morning (January 7), the Trenton Line
was out until almost noon, and Thorndale was cutting
back most of the day at Paoli and shuttle buses the rest
16

of the way. Amtrak was a big mess as many of its trains
were cancelled as well. The train I took home tonight
(my 'usual,' 6:15 PM at Market East) was a car
short. The Conductor said get used to it — many failures.”
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
Effective December 27, 2013, the Callahan Tunnel
(vehicular traffic from Downtown Boston to East Boston)
was closed for three months for extensive maintenance. During this period, the Bowdoin station (Blue
Line) is open nights and weekends to handle larger than
normal crowds expected to use MBTA.
Todd Glickman sent a report from railroad.net that explained why the Rotem cars are not permitted to operate as cab cars on the South Side. The cab signal system is very sensitive, and is picking up signals from the
neighboring Orange Line, which is directly adjacent to
the Northeast Corridor and Red Line in proximity to the
Old Colony Lines. The subcontractor that provided the
cab signal system to Rotem is working on a filtering system to resolve the issue.
On January 3, MBTA released new schedules that
show increased service on the Worcester Line. There
will be 23 daily trips, 20 of which originate/terminate in
Worcester. Here are a few items from an analysis that
was done by railroad.net: Every train stops at Yawkey,
making it a viable Green Line bypass at rush hour. But
the trains aren't slower — most have about 5 minutes
cut from their schedules. Boston-Back Bay is now 5
minutes instead of 6 — that may be optimism, or better
dispatching, Newton benefits nicely — they now have a
number of new morning outbound and afternoon inbound flag stops, the weekend schedules are clockfacing. All trains go to Worcester, every 2 hours, all day,
and finally the “P” prefixes are gone.
With hopes of securing its second contract to operate
MBTA commuter trains, the Massachusetts Bay Commuter Railroad Company (MBCR) has offered to construct a $65 million train maintenance facility in Hyde
Park on a site that was formerly occupied by a Stop &
Shop supply facility. When questioned by a Boston
Globe reporter, a spokesman for Keolis Commuter Services, the sole competitor, said his company “planned to
adhere to the “code of silence” called for in the “T”’s
procurement guidelines, accusing MBCR of leaking the
information to build momentum for its proposal and
sway decision makers. The decision was to be made in
January.
Very likely it was not the “CIA Leaker” Edward Snowden, but someone, on January 3, leaked that Keolis was
to be awarded the contract to operate the MBTA Commuter Rail system, replacing MBCR. An MBTA spokesman would not comment but did say that the decision
would be announced at either the January 8 or January
29 Board meeting. Approval of the contract to Keolis
(Continued on page 17)
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was unanimous at the January 8 Board meeting. The
base contract for eight years will cost $2.68 billion,
which was 6% lower than MBCR’s bid. Two, two-year
extensions, if exercised, would bring the cost to $4.3
billion. MBCR was awarded contract extensions.
On January 14, MBCR asked a Suffolk County judge
to order state officials to release public documents that
resulted in Keolis being awarded the contract. MBCR
has also made other requests, including a delay in the
contract award, an extension in the date that the decision can be appealed, and a delay in the start of the
contract. Thousands of pages of documents that reveal
the size and scope of the competing bids were released
on January 15. Stay tuned.
Green Line riders should be riding in new cars by
2021 under a plan that was released on January 10.
Below are some of the details of the Massachusetts
DOT (MassDOT) first draft Five-Year Capital Investment
Plan (CIP):
● $1.3 billion to complete the Green Line extension,
providing full service to Somerville and Medford by
2020
● $835 million to begin the $1.3 billion replacement
program of 43-year-old Red Line and 31-year-old
Orange Line cars, as well as improvements to
tracks, signals, and systems
● $254 million for South Coast Rail, including early
action improvements to rail ties, signal systems,
and bridges, as well as beginning preliminary engineering for the project
● $252 million for implementation of diesel multiple
unit service (DMU) on the Fairmount Line and expansion of the Silver Line to Chelsea
● $3.3 billion for the rehabilitation and maintenance of
bridges, including nearly $1.7 billion to complete
historic Accelerated Bridge Program “mega” projects such as the Longfellow Bridge, Whittier Bridge
in Amesbury and Braga Bridge in Fall River
● $34 million for the Housatonic Railroad, including
the rehabilitation of tunnels, track, and signals in
advance of eventual rail line acquisition
● $31 million to complete track and signal projects
necessary to restore permanent, seasonal Cape
Flyer passenger service to Cape Cod
MassDOT held six public meetings across the Commonwealth to receive feedback on the draft CIP plan
that was expected to be delivered to the MassDOT
Board of Directors for consideration this month.
The Boston Globe reported that work is on schedule
to be completed for the Fitchburg/South Acton Line
$277 million project by the end of next year. The scope
of work includes new tracks, including 8 miles that are
double-tracked, signals, and bridges and will result in
reduced running times. Additional parking has been in17

cluded at many stations. Littleton/495 has a new station, and Wachusett is still under construction. Thanks
to Todd for these reports.
LINDENWOLD, NEW JERSEY
After The Philadelphia Inquirer published a story about
the first pair of PATCO cars being returned from
overhaul (December, 2013 Bulletin), an acquaintance
of Bill Vigrass emailed him asking about the “closed
cab” that has been installed. Bill wrote: “The enclosed
cab is a result of Operators’ complaints. The open cab
at the other end of the train has been used at times as a
restroom during evening and overnight hours. This is
not often, but when it happens it is bad. There were
also a few very few cases of Train Operators being
harassed, which I think were blown out of proportion.
Anyhow, some Operators have always wanted an
enclosed cab.”
A member asked what series the rebuilt singles would
be assigned. Bill Vigrass checked with his sources at
PATCO and was informed that they would be 1100series, but they would not remain in their present order.
As has been previously reported, the first pair, 1047-8,
were formerly 247-8.
The Federal Transit Administration has cited PATCO
and the Delaware River Port Authority for failing to keep
PATCO’s elevators and escalators operating properly.
On a recent Monday, 7 of PATCO’s 14 escalators were
out of service. One elevator was broken. PATCO must
now submit to FTA monthly maintenance reports on the
availability of elevators and escalators, including reasons for any failures, corrective actions, and schedules,
until PATCO documents 3 consecutive months of service with 97 percent availability of elevators and 90 percent availability of escalators. Thanks to member Lee
Winson for this news.
PHILADELPHIA, PENNSYLVANIA
SEPTA’s Deputy General Manager, Jeffrey D.
Knueppel, made a presentation on December 19, 2013
in which he outlined where the money that his transit
agency would be receiving over the next few years
would be directed. Bob Wright, who sent me this report,
wrote: “It was interesting, and includes the purchase of
bi-level cars for Regional Rail — which I had not heard
any discussion of until now. And I thought the AEM-7s
and ALP-44 were getting an overhaul now to last another 5-7 years…(?) While I keep hearing that the Silverliner IVs are 40-plus years old, I seem to recall the first
batch arriving in 1974, so they won't hit that age until
this year. Here are a couple of observations and additions after reading the December Bulletin. The Richmond Street portion of Route 15 will enjoy improved
conditions. Because I-95 (just to the west of Richmond
Street) is being widened, Richmond Street itself is getting widened and moved slightly to the east, to allow
space for the widened I-95 (on elevated structure),
which presents the opportunity to increase the under
(Continued on page 18)
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clearance at the infamous railroad underpass. As I understand it, the bridges across Richmond Street, now
fairly wide but only carrying one track, will be reduced to
a single bridge with a double-track width, which will help
the situation. I hadn't heard about the Cumberland Loop
being disconnected, but I'm sure it's possible. There are
rumors off and on that Route 15 will not return to Westmoreland in the future and will continue to go to the new
loop at Frankford/Delaware — the 3-4-block stretch of
Richmond north of the widened segment will remain a
very narrow street and operational problems had been
a regular experience there. If this happens the 73 bus
would likely be extended south from Westmoreland to
the 15's loop or Front/Girard to tie into the MarketFrankford El station. The land to the east of Richmond
Street in this area was the proposed location of the
Wynn-backed casino, but this is now dead as Wynn has
walked away.”
Members Russ Jackson, Dave Safford, Bill Vigrass,
and Lee Winson added other details. SEPTA had been
facing a $5 billion backlog in repairs and will now be
able to replace century-old rail bridges, such as the
Crum Creek Viaduct on the Media-Elwyn Line, decrepit
power plants, such as the Jenkintown Substation, built
in 1931, and move to replace the aging Silverliner IV
railcars that make up two-thirds of its fleet. In addition to
the aforementioned, the plans also include new trolleys
and overhead power lines, improvements to the Center
City trolley tunnel, many miles of new track, shored-up
rail beds, new communications and signal equipment,
repaired maintenance facilities, more handicappedaccessible subway and elevated stations, and, eventually, rebuilt subway station and pedestrian concourses
beneath City Hall. A dozen Regional Rail stations will be
rehabilitated, and parking will be increased at some of
the busiest stations
Cinders reported that SEPTA would replace the Silverliner IVs with a fleet of Silverliner VI cars. Last year
the transit agency asked builders to submit
“expressions of interest” to supply such cars.
New timetables were issued for Trolley Routes 11, 13,
15, 34, and 36 on January 19, and for Routes 101
and102 and the Norristown High-Speed Line the following day. Lee Winson who sent this report wrote that he
did not see any significant changes.
WASHINGTON, D.C. AREA
In an attempt to increase capacity, WMATA is considering adding 10 (fill-in) stations and four “super stations”
to its existing system, beginning at Rosslyn. No funding
has been identified for this proposed $26 billion project.
Thanks to member Ira Haironson for sending this news
from The Washington Post.
The first train of Metro’s new 7000-series cars entered
service on January 6, following a ceremony attended by
18

Metro and elected officials at the Greenbelt station. This
train will be tested over the course of several months
and the results will be sent to the Kawasaki facility in
Lincoln, Nebraska. Full-scale production of the 528-car
order will begin mid-year.
In early January member Steve Erlitz reported that
Metro would test ATO this month during the hours that
service is not operating. Manual operation of its subway
trains has been in effect since the June, 2009 crash. No
date has been announced for full ATO operation.
CHARLOTTE, NORTH CAROLINA
In early January, design work for the 9.3-mile Blue
Line extension reached 95% and the City of Charlotte
had acquired 251 of the 312 pieces of land required.
Construction is set to begin next month, and, according
to the latest schedule, pre-revenue testing would occur
in December, 2016 with revenue service in the spring of
2017. Twenty-two new Siemens LRVs have been purchased, with the first four to arrive in November.
SOUTH FLORIDA
Last year Tri-Rail set a new ridership record with 4.35
million trips, exceeding the previous record set in 2008,
when 4.3 million passengers were carried. Last month
marked its 25th anniversary. Service began on January
9, 1989 under a five-year traffic mitigation project. Over
that time, about 70 million passengers have used the
service, your News Editor included. Thanks to member
Al Holtz for sending this news.
CINCINNATI, OHIO
The Southwest Ohio Regional Transit Authority
(SORTA) announced on December 17, 2013 that it will
assume the operating costs of the Cincinnati Streetcar.
SORTA said it will do this based on public support of the
project, and will also work with private donors to help
cover the long-term costs. Facing a deadline of 11:59
PM Thursday, December 18, 2013, if the City Council
had not decided to restart construction, federal money
for the project would have been pulled and the city
would have been ordered to repay the money that has
already been spent. However, earlier that day, by a vote
of 6-3, the 3.6-mile project was saved. Thanks to Jack
May for sending these reports.
CHICAGO, ILLINOIS
Ongoing problems with Ventra, the Chicago Transit
Authority’s (CTA) fare-payment system, have caused a
loss in revenue, so much that CTA has withheld payments to Cubic Transportation Systems, Incorporated.
The Chicago Tribune reported that the firm has not
received a penny on its almost half-billion contract and
has agreed to pay the CTA approximately $1.2 million,
the amount that has gone uncollected from subway and
bus riders. CTA estimates that 930,061 free rides were
given, mostly on buses. Thanks to member Jim Beeler
for this news.
ST. LOUIS, MISSOURI
On December 16, 2013, the Loop Trolley received
(Continued on page 19)
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preliminary approval from the Federal Transit Administration. The 2.2-mile line would have nine stations,
including two with Metrolink connections: Delmar and
Forest Park. Thanks to Railway Age for this report.
HOUSTON, TEXAS
Six months after the first LRV was scheduled to be
delivered, CAF USA has not lived up to that contractual
requirement. According to the report in Mass Transit
Magazine, the first car failed to pass a required water leak test. Additionally the car is overweight. Metro’s
CEO, Tom Lambert, has asked the manufacturer how it
intends to deliver all 39 cars by September 25, 2014
and Metro is also withholding a $12.8 million payment.
Currently the fleet is composed of 37 cars, and the Main
Street Line requires 18, so some cars are available for
the opening of the Green and Purple Lines, which are
scheduled to open mid-year, but not enough to operate
all lines per plan.
ALBUQUERQUE, NEW MEXICO
New Mexico Rail Runner reported that a study released in December, 2013 found that Albuquerque was
among the top cities, in fact number 3 of 100, where
public transportation use increased. Specifically, between 2005 and 2010, there was a 288% increase, attributable in part, to the opening of new transit routes
and lines, including the New Mexico Rail Runner Express.
SEATTLE, WASHINGTON
Jack May sent news that Sound Transit’s $1.1 billion
budget for this year includes funding for the rail projects
listed below, plus continued construction on the Tukwila
Sounder commuter rail station, construction on the
South 200th light rail extension to the Angle Lake light
rail station, and final design and right-of-way acquisition
for the East Link light rail extension between Seattle
and Redmond. The major light rail capital and planning
spending in 2014 includes:
● $146.9 million for University Link LRT construction
● $141.1 million for East Link LRT final design
● $138.6 million for Northgate Link LRT Extension
tunnel mining and start of station construction
● $31.2 million to continue project development for
light rail extensions south from South 200th Street to
Federal Way and north from Northgate to Lynnwood
● $21.8 million to finish construction of the First Hill
Streetcar
The budget includes $221 million to provide service
on the Sound Transit system in 2014 to carry an expected 31.2 million riders on trains and buses. It also
includes funding for the first full year of a tenth Sounder
commuter train round trip between Seattle and Tacoma.
PETALUMA, CALIFORNIA
Sonoma Marin Area Rail Transit (SMART) announced
on December 18, 2013 that the Metropolitan
19

Transportation Commission had approved $16.7 million
to extend passenger service to the site of SMART’s
Operations & Maintenance Facility near the Sonoma
County Airport. In a related action, the SMART Board of
Directors approved the addition of a new passenger
station at this location. Project details were reported in
the November, 2013 Bulletin.
SAN FRANCISCO, CALIFORNIA
Over the weekend of December 21-22, 2013, BART
announced that it had finally reached a labor agreement
with its unions. The two sides believed that this
happened a few months ago, only to discover that the
contract previously approved by the unions
inadvertently contained a paid family-leave provision.
After BART's Board removed the provision the unions
then sued BART's Board members, claiming they
unlawfully removed the provision. Thanks to
Progressive Railroading for this news.
Historic Muni car 162 suffered front-end damage in a
January 4 collision when an 18-wheeler turned in front
of the 100-year-old car. The accident occurred on the
Embarcadero near Bay Street. Four people suffered
minor injuries.
BANGKOK, THAILAND
At the end of the year, Todd Glickman spent visited
Bangkok and reported that on December 29, 2013, he
visited Bang Wa, a new terminal station of the Silom
Line, Bangkok BTS Skytrain. This extension opened
three weeks earlier. A photo that he sent showed two
trains beyond the station that were turning for the return
trip. In the background is another station under
construction, for the next extension due to open in a few
years. Todd observed that platform screen doors had
been installed at about half of the stations he visited,
but were not yet operating.
SHANGHAI, CHINA
One week later, after a trip back to the U.S., Todd
went to Shanghai and wrote: “Two new metro lines
opened in Shanghai during the last month. The first,
Line 16, is entirely within Pudong. It runs nearly 34
miles and has 11 stations. The top speed of the line, 72
mph, makes it Shanghai Metro's fastest. An extension
to the north will be completed by the end of 2014. Line
12's initial 12-mile section spans 15 stations. This
brings the network's total to 329 stations spanning more
than 320 miles.”
Chinese New Year, or "Spring Festival," is the most
important holiday season on the Chinese calendar, beginning this year on January 31. Travel is up substantially during this time, when people travel to and from
their hometowns. The Shanghai Metro announced that
to accommodate the crowds, it would add extra service.
This will include sending two trains together at the start
of service on Line 1's Shanghai Railway Station, and
Line 3's Shanghai South Railway Station. Normally, the
first train departs Shanghai Railway Station at 5:30 AM,
(Continued on page 20)
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Around New York’s Transit System
MetroCard Introduced 20 Years Ago
Since 1953, subway riders had been paying their fares
with tokens. On January 6, 1994, passengers entering
the Whitehall Street R and Wall Street 45 stations
were surprised to find a new method of fare collection,
the MetroCard. Instead of dropping a token in a turnstile, riders had to practice swiping the MetroCard correctly. If they swiped too slowly or too rapidly, or removed the MetroCard too soon, the turnstile did not
allow the passenger to enter.
More than three years later, NYC Transit completed
the installation of MetroCard turnstiles and fareboxes in
all 468 stations and nearly 6,000 buses, including private lines at that time. New turnstiles and gates were
installed and station control areas were outfitted with
new or upgraded power and communication lines. This
work was performed at more than 700 entrances at every station.
MetroCards became more valuable on July 4, 1997.
Introduced were free subway-to-bus transfers, available
only with a card-based fare collection system. Bonus
value cards followed in January, 1998 and 7-day and
30-day unlimited MetroCards on July 4, 1998. Of
course, transit ridership increased rapidly when fares
were reduced for many riders.
The equipment, which is gradually wearing out, must
be replaced eventually.
Super Bowl MetroCards Available in January
Collectors must have been anxious to acquire Super
Bowl MetroCards, which were distributed at random
between January and February 3 in MetroCard vending
machines and booths in approximately 400 of the 468

stations.
One million MetroCards were printed, 250,000 of each
version. MTA, in conjunction with the New York-New
Jersey Super Bowl Host Committee, introduced these
commemorative cards. Transit officials have decided
that the front of MetroCards has to become an innovative medium to advertise. Since 1995, advertisements
have appeared on the rear face of MetroCards. In July,
2012, MTA decided to sell advertising space on MetroCards, including the fronts of the MetroCards for the
first time. Since MTA started this program, there have
been ten MetroCard ad campaigns, including the Super
Bowl advertisements, producing 5,825,000 cards. Ads
on the back of cards cost 18 to 51 cents per card, a total of $25,500 to $450,000, depending on the quantity of
cards purchased. MTA produces 4 to 5 million MetroCards each month.
42nd Street Shuttle Train Wrapped for Super Bowl
During the overnight of January 15-16, the train on the
42nd Street Shuttle was replaced with another four-car
set: (TSQ) 1941-1928-1932-1956 (GC), which was
wrapped for the Super Bowl. The risers in the stairways
leading to Grand Central Terminal from the Shuttle also
had Super Bowl advertising. As an aside, the train on
Track 1, (TSQ) 1951-1953-1946 (GC), was wrapped for
Sunkist Orange Juice.
Distribution of Subway Maps
A newspaper article reveals that there is no set number of subway maps that agents should give to individuals, but they should not give more than two to each person, so as not to deplete their stock too rapidly. However, each person in a group should get only one.

Commuter and Transit Notes

extended until it reached Nyack, New York in May,
1870. Service was cut back to Sparkill on December 13,
1965 and passenger service to Sparkill ended on
September 30, 1966.
50 Years Ago: On February 1, 1964, the New York
Central Railroad instituted “Zone Fares” on its suburban
region, today’s Metro-North territory. Headlights (April,
1964) described this as taking a “major step towards the
establishment of a rapid transit-type fare structure in the
suburban region,” to Tarrytown and White Plains. The
fare was the same between Grand Central Terminal or
125th Street and all other stations within New York City.
At that time, it was $.75. The next zone reached
Yonkers and Mt. Vernon, $1.00. The timetables that
were in effect on March 1, 2013 show the peak fares
are $8.25 and $10.
News items and comments concerning this column may be
emailed to ERAnewseditor@gmail.com.

(Continued from page 19)

with the next four minutes later. But an additional train
will be squeezed in between these two. At Line 3's
South Railway Station, passengers would normally
have to wait seven minutes after the first departure at
5:25 AM. An additional train will be added between
these two as well. Shanghai Metro expects a 7% increase in trips to 6.23 million per day during this year's
Spring Festival, in part due to the addition of the new
Lines 12 and 16, as well as extensions to Line 11. The
peak travel day is expected to be February 21, with
eight million trips.
FROM THE HISTORY FILES
160 Years Ago: On February 9, 1854, the Northern
Railroad was chartered as the Northern Railroad
Company of New Jersey. Its routes were gradually
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THIRD AVENUE “L” SERVICE CURTAILED
60 YEARS AGO
In 1954, trains operated between Chatham the morning, they can be handled northSquare and Gun Hill Road on weekdays dur- bound in the evening.
“There is also available at the 149th Street
ing rush hours and midday. Expresses operated only in the rush hour. There was no ser- station the 7th Avenue subway line express
vice south of 149th Street weekday evenings service, which serves the same downtown,
and midnights and 24 hours on weekends.
City Hall, and financial district as the LexingThe May 4, 1954 report recommending that ton Avenue express.
service be discontinued completely south of
“The 7th Avenue service takes only four
th
149 Street also predicted that there would minutes longer than the Lexington Avenue
be space for the displaced passengers on service to get to the City Hall area, the same
Lexington and Seventh Avenue trains south destination as the present Third Avenue Eleof 149th Street. The report states:
vated Line. Traffic checks of the 7th Avenue
“The
deciline
trains
sive factor is
southbound at
whether there
149th
Street
is
sufficient
show that the
capacity
on
riding is lighter
the alternate
on these trains
subway lines
than on the
to accommoLexington Avedate the addinue trains and
tional
rush
therefore greathour passener capacity exThird Avenue “L” express train, January, 1932. ists for carrying
gers who now
Bernard Linder collection
use the Third
additional pasAvenue Elevated Line to travel to Manhattan sengers.”
in the morning from points north of 149th (Editor’s note: NYC Transit’s schedule makers
Street, and in the reverse direction in the did not follow the suggestions in the report. They
evening. The non-rush hour traffic offers no decided to increase the Lexington Avenue service
and reduce the 7th Avenue service stopping at
problem.
“Traffic checks made in March and April 149th Street-Third Avenue, as shown in the table
1954 of Lexington and Seventh Avenue sub- on page 6. The new schedules went into effect on
way trains leaving 149th Street-Third Avenue January 14, 1955, several months before Third
southbound and of the Third Avenue Elevat- Avenue Elevated Manhattan service was disconed trains arriving at 149th Street-Third Ave- tinued.)
nue show that there is capacity on the subBecause southbound rush hour subway
way to absorb the additional load. Since the trains arriving at 149th Street-Third Avenue
(Continued on page 4)
passengers can be handled southbound in
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SUPER BOWL® XLVIII
by Randy Glucksman

New York City. The schedule, in a PDF, was sent as
part of an email advisory. There were 31 westbound
trips to MetLife Stadium and 26 eastbound trips to Secaucus Junction. Connecting service from/to Hoboken
was also shown on this PDF. The car swap of multilevel
cars for single-levels was not complete by the end of
the week of January 20 (February Bulletin). Bus service
was added on Routes 124, 129, 158, 162, 163, 192,
199, 320, and 321, and special green timetables were
issued. Member Danny Chazin took advantage of the
SUPERPASS and wrote that he used it for 6 of the 8
days it was valid. “On Monday, I rode to Gladstone;
Tuesday to High Bridge; Wednesday to Suffern; Thursday to Bay Head; Friday to Pearl River on the Pascack
Valley Line, and (Saturday) to Atlantic City, Philadelphia,
and Camden.”
As I passed through Secaucus Junction on the morning after the Super Bowl, aside from some signs about
the previous days’ events, it was business as usual.
However, early on Super Bowl Sunday, ice patrols in the
Hudson River Tunnels caused 30-45-minute delays on
trains in and out of New York Penn Station. Despite the
frigid weather in the metropolitan area earlier in the
week, and all of the required preparations, nobody ever
expected a temperature at kick-off of 49 degrees, warmer than in the home cities of the competing teams. Believe it or not, the lowest temperature at kick-off occurred in New Orleans for Super Bowl VI, when it was
34 degrees. According to news reports, 32,900 rode NJ
Transit trains to the game, far exceeding the previous
record of 22,000 for a U2 concert. Typical ridership for
regular football games is 8,000. Super Bowl Committee
officials anticipated that 10,000-12,000, later revised to
15,000, would use the rail option. The long wait at Secaucus Junction for security screening was apparently
more than some could handle. Coupled with being overdressed and an overcrowded and overheated station, a
number of passengers required medical assistance.
The shuttle service ran until its scheduled 1 AM departure. Buses that had been on standby were called in to
speed up the departure process. I watched the Channel
4 6 o’clock news, where some of the train riders who
were interviewed were upset about the delays going
through Secaucus Junction, where the screening took
place. There were also reports of fans waiting up to 90
minutes to board trains. NJ Transit officials told fans to
expect similar conditions after the game, but assured
them that trains would not stop running "until every sin-

On January 19, the Denver Broncos and Seattle Seahawks earned the right to compete in the Super Bowl.
Since publication of the last Bulletin, there is a lot of
additional information, which appears below.
The press was making a big deal about the added NJ
Transit service and using multilevel equipment on the
shuttles. Member Julien Wolfe took note of the press
releases and wrote: “There is an ‘error’ in the press release — this will not be the first mass transit Super
Bowl! Back in 1982 we had all we could do to run the
two trains (which included such things as using a
$40,000 State of Michigan grant to build a platform near
the Pontiac Silverdome for the one-time use of the
trains, working with a caterer to supply a $25 box snack
for some of the 1,500 who rode the two trains; a total of
60,000 were in the Pontiac Silverdome for the game,
which featured the San Francisco 49ers vs. the Cincinnati Bengals. We at one time thought that an Amtrak
special would come up from Cincinnati, which most likely would have sold out, but no one in Cincinnati either
tried to do this, or if they tried it was unsuccessful; getting portable toilets installed in our coaches (after lots of
memos from me to those who initially thought this to be
funny, and then realized how serious it was); getting
contracts with Consumers Power so we could put one
train on the track into their plant during the game so that
the engines could be near a roadway and thus have
water supplied to them. We also had to arrange with the
Pontiac Fire Department to have a pumper engine there
to provide hoses for the water, to keep our steam heat
going, which was needed on that very cold day, though
not cold by our recent and current ‘Polar Vortex’ cold we
are enduring; and having GTW spike all the switches
though their Pontiac freight yard to reduce chances of a
derailment. We did run two trains (and, a lot of buses,
and SEMTA was actually responsible for emergency
repairs to the many charter coaches from all over the
Midwest that also showed up). In the Detroit region
‘mass transit’ is whatever you can take, but the logistics
of what NJ Transit is hoping to do will be very impressive, I am sure.” Julien was in charge of running the
SEMTA rail service.
NJ Transit announced a special non-commemorative
version of the SUPERPASS on January 17 to be sold at
TVMs and available on MyTix Mobile at the same $50
price. Both were valid for 8 days of unlimited travel —
January 27 through February 3 on all NJ Transit rail,
bus, light rail, and Access Link services throughout New
Jersey, including travel to and from Newark Airport and

(Continued on page 3)
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work was suspended for the weekend.
MTA METRO-NORTH RAILROAD: From January 29-31,
there was one extra late-morning inbound train on each
line. The New Haven added one eastbound departure
at 11:11 PM. On February 1, the New Haven Line
“Shoppers Specials” were operated.
MTA LONG ISLAND RAIL ROAD: A brochure titled, Super
Bowl Boulevard Engineered By GM, was published
and detailed the transit options for those with tickets to
reach MetLife Stadium. From January 29-February 1
(12 PM-10 PM), Broadway in Manhattan between W.
34th and W. 47th Streets was transformed into “Super
Bowl Boulevard Engineered By GM,” and a number of
special events were scheduled. On Friday, I spent part
of my lunchtime mingling among the crowds, and there
were lots of them between W. 42nd Street and W. 34th
Street. On those dates 11 extra westbound afternoon
and evening trains to Penn Station were scheduled on
the Port Washington (3), Ronkonkoma (1), Port Jefferson (from Huntington) (3), and Babylon (4) Branches.
There were also four additional eastbound trains: one to
Ronkonkoma and three to Huntington. On February 1
and 2, there were six extra Babylon Branch trains: 3 AM
westbound and 3 PM eastbound. One extra postmidnight train operated to Huntington and to Babylon.
Special PDF timetables were produced, but were only
available on the Internet. I found this out after several
inquiries at Penn Station, where one service representative told me that her supervisor informed her that
there would be no paper copies!
PORT AUTHORITY TRANS-HUDSON RAILROAD: A commemorative SmartLink Card was available for purchase, either on line or at select stations at a cost of $5.
PATH operated under a special schedule between January 27 and February 2. Daytime, lines that do not operate 10-minute headways received that level of service. The 10-minute service continued into the evening.
On the overnight “Around the World”, Journal SquareHoboken-33rd Street service, trains ran every 15-20
minutes. There were 2 extra Newark trains per hour and
2 extra “Around the World' trains per hour on the overnight. For February 1 to 2, trains ran overnight on 10minute headways until 5 AM, then every 15-20 minutes
and work trains were canceled.
AMTRAK: Some emails circulating wondered about
three-letter code for Secaucus Junction. Member Jim
Guthrie reported that it is “SEC.”
MISCELLANEOUS: On Super Bowl Sunday, special “Fan
Express” buses departed from six locations, every halfhour between 1:30 and 4:30 PM in Manhattan at a $51
round-trip fare under the auspices of the New York/New
Jersey Super Bowl Host Committee. One lane of the
Lincoln Tunnel was dedicated to this service. It was expected that several thousand attendees would utilize
this service since private cars, limos and taxis were not
permitted near the stadium. There were three similar

Super Bowl® XLVIII
(Continued from page 2)

gle customer who has a ticket" is transported back to
New York. In the end, the score was Seattle 43, Denver
8, and yes, snow began falling in the metropolitan area
around midnight.
The next day Chairman James Weinstein was interviewed, happily boasting that NJ Transit had done a
good job. Well, that contrasted with what news reports
were telling. One email described the Meadowlands
Stadium Station as a “little three-track stub
end ‘terminal’ that could not possibly handle anywhere
near the 28,000 passengers in a timely fashion and exactly why thousands of people never should have been
encouraged to use the train in the first place. The station and the service have been overwhelmed completely by crowds before. There was every reason to expect
that it would happen again. It was a recipe for disaster
— on a warm, sunny midwinter's day. The transfer at
Secaucus only makes a bad situation worse. Nothing
about the station facilities or the train service influences
a passenger to ever want to travel that way again.”
Another comment: “The Super Bowl was a disaster
waiting to happen from a transit perspective. Even with
10 car bi-level trains, the capacity of the Meadowlands
Station was 15,000 passengers per hour. As 30,000
passengers approached the station at the same time
when the game ended, NJT had a major problem. I
don’t blame NJT but the NFL for restricting parking at
the game. The game ended at 10 but many passengers
didn’t get on an outbound train until after midnight.”
Member Bob Vogel, who was there, wrote: “NJ Transit
ran ten shuttle trains between Secaucus Junction and
the stadium. Each train had a Bombardier ALP-45/DP
and ten Bombardier Multi-level coaches. Bombardier
and NJ Transit were pleased that an ALP-45/DP in diesel mode could handle ten heavily loaded Multilevels. The Northeast Corridor shuttles between New
York Penn Station and Secaucus Junction each had a
Bombardier ALP-46 and Bombardier multilevel cars. It
took me one hour to get from the Northeast Corridor
platform to the Erie platform in the 100-degree mob
scene mentioned in a number of news stories. The mob
that I was in was well behaved, with sporadic cheers for
both teams trying to compete with each other. A few
chants of ‘New Jersey sucks’ also rang out. Once
downstairs, passengers going to the game had another
security check and additional wait before boarding the
shuttle trains. All of the hassle and delays were caused
by security, not NJ Transit train operations.”
METROPOLITAN TRANSPORTATION AUTHORITY: Folded
copies (with hard covers) of the Massimo Vignellidesigned Regional Transit Diagram were available a
few days before the Super Bowl.
MTA NEW YORK CITY TRANSIT: On February 1, extra
service operated on 1 and S (42nd Street). Most track

(Continued on page 8)
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SCENES ON THE THIRD AVENUE ELEVATED

Third Avenue at E. 59th Street looking east, November 23, 1954.
Bernard Linder photograph

Third Avenue “L” at 59th Street.
Bernard Linder collection

Escalator at 59th Street station, November 23, 1954.
Bernard Linder photograph

59th Street station with Q-type cars.
Bernard Linder collection

59th Street station, southbound platform, November 4, 1954.
Bernard Linder photograph

59th Street station, November 23, 1954.
Bernard Linder photograph
(Continued on page 5)
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Scenes on the Third Avenue Elevated
(Continued from page 4)

Third Avenue “L” looking north toward Bronx Park terminal, with
home signal in foreground, June 17, 1951.
Bernard Linder collection

Bronx Park terminal, with instruction car 824 and a New York
Central steam engine, August 4, 1938.
Bernard Linder collection

Mechanical interlocking machine in Bronx Park Tower, June 17,
1951.
Bernard Linder collection

Fordham Road and Third Avenue.
Bernard Linder collection

Fordham Road station looking north, June 17, 1951.
Bernard Linder collection

Looking south toward Fordham Road station, June 17, 1951.
Bernard Linder collection
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view while riding in cars that were warm in the winter
and airy in the summer.
The May 4, 1954 report provides an estimate of the
savings after the elevated was demolished. The report
states:
“An estimate of the results of operation after the demolition of the Third Avenue Elevated Line south of 149th
Street shows a net saving to the New York City Transit
Authority of approximately $2,400,000 per year after the
full effect of the demolition has been realized.
“This is the net result of an estimated decrease of
$2,700,000 per year in operating expenses, less an estimated loss of revenue of $300,000 per year. The estimated revenue loss results from an anticipated shift of a
portion of the riders to the privately owned Third Avenue
and Lexington Avenue bus lines. The major part of the
saving in expense will result from a reduction in the operating force of about 496 employees. Many of these
employees can be transferred to existing vacancies on
other parts of the system, and the remainder will be rapidly absorbed in vacancies created by normal employee
turnover.
“While the decreased operating expenses have been

Third Avenue “L” Service Curtailed 60 Years Ago
(Continued from page 1)

were nearly filled to capacity, several gap trains were
stationed in the Jackson Avenue middle. To avoid delaying the southbound through expresses, a crossover
from the middle to the southbound local was installed
between Prospect Avenue and Jackson Avenue. The
following morning rush hour gap trains were scheduled:
NUMBER OF TRAINS ASSIGNED TO
DATE

241ST STREET
LEXINGTON
AVENUE

7TH AVENUE
EXPRESS

WOODLAWN
LEXINGTON AVENUE

January 14, 1955

2

1

—

April 25, 1955

3

1

1

May 6, 1955

3

1

2

December 12, 1955

2

1

1

June 29, 1956

Discontinued

RUSH HOUR HEADWAY
LINE

NORTH TERMINAL

MARCH 19, 1954

JANUARY 14, 1955

st

8

10

st

8

10

E. 180 Street-AM Rush
238th Street-PM Rush

—

10

Woodlawn

4

5

7 Avenue Express

E. 180 Street, Gun Hill RoadAM Rush
E. 180th Street-PM Rush

4

5

7th Avenue Express

145th Street-Lenox Avenue

—

10

4

5

Lexington Avenue Thru Express

241 Street

Lexington Avenue Express (Local in Bronx)

241 Street

Lexington Avenue Express (Local in Bronx)

th

Lexington Avenue Express
th

th

Broadway-7 Avenue Express

th

242

nd

Street-Broadway

Traffic checks indicated that the subway trains could
accommodate all the passengers transferring from the
Third Avenue elevated trains at 149th Street. Unfortunately, the platform was occasionally overcrowded and
passengers waited in the passageway. Riding declined
gradually, but no one knew how the missing passengers
reached their destinations. More than a year later, June
29, 1956, rush hour Third Avenue elevated service was
reduced from a 4– to a 5-minute headway and the gap
trains were discontinued.
The cars were old, but they furnished reliable service.
Passengers could look out the window and enjoy the

carefully computed on the basis of schedule requirements and known maintenance costs, the estimated
loss of passenger traffic must be based on assumptions
of anticipated passenger shifts after a transit facility has
been eliminated. This estimate is therefore based on
the present riding pattern, the alternate facilities available, and assumptions about possible changes in riding
habits.”
At the present time, Third Avenue is a one-way avenue, northbound only, and traffic is heavy. Bus service is
not as reliable as the service provided by the elevated
trains.
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NEW YORK CITY SUBWAY CAR UPDATE
cars, 8007-8-9 would be converted to pump reachers
while an unknown fate awaits “A” car 8006 and 8010.
R-188s
Recent R-188 deliveries include 7833-43 as of December 6, 2013; 7844-54 as of January 17, 2014; and
7855-65 as of January 31, 2014. These dates cite the
last car arrivals of a given pair of units on NYCT property (one 5-car and one 6-car), a near-daily process that
can consume up to two weeks per 11-car set. The second R-188 train (7822-32) was placed in revenue service on 7 on December 27, 2013, followed by the third
(7833-43) on February 3, 2014 and a fourth (7844-54)
on February 7. As of February 9, 7855-65 were being
marshaled at Pitkin for set-up and test preparation. All
remaining “new” R-188’s (7866-98) are expected to be
on NYCT property by the end of March, 2014 and could
be in 7 service by the end of April, helping to set the
stage for grand opening of the Javits Center extension
whenever it occurs (a wholly separate event).
Subdivision “B” Happenings
A lone 8-car train of Phase I R-32s remained in use on
J (sometimes Z) as of February 9, 2014 with a total of
12 such cars thus sequestered at East New York: 34267, 3698-9, 3714-5, 3726-7, 3770-1, and 3778-9…On
December 10, Phase I R32s 3786/7 popped up at Coney Island Shops marked as the “RCI & Dept. of Car
Equipment Derailment Training Car(s).”
R-68s 2776-83 were returned from Coney Island (B,
G, sometimes N) to Concourse (D) as of January 9,
2014.
G service continues to be randomly mixed variations
of R-68s and R-68As as of February 9, 2014.
The divided R service caught a few more trains of
Jamaica-assigned R-46s on weekdays starting in early
December.
Various observations of R-68s on N during December, 2013 include R-68s 2866/7/5/4-2860/1/3/2 on the
10th and 2908/9/11/0-2824/5/7/6 on most days between
December 18 and December 26. January 11, 2014
found R-68s 2868/9/71/0-2858/9/7/6 on N, while the
16th saw one such N train of each type: R-68s
2816/7/9/8-2870/1/69/70 and R-68As 5148/9/7/65078/9/81/0…Pitkin-assigned (A) R-46s began receiving long-term SMS work at Coney Island in early December. A similar effort is soon to be undertaken on the
Staten Island R-44s, with car 399 already on hand. This
process is an entirely different one from the complete
overhaul these cars received in the 2007-10 era, likely
exceeds the capabilities of Clifton Shops (particularly if
still compromised by damage from Hurricane Sandy),
and may indicate that NYCT has opted not to execute
the long-rumored transfer of some R-46s to MTA Staten

R-62s and R-62As
Unitized R-62As 1666-70 and 2101-5 were loaned
from 7 to 1 for the week of December 1-6, 2013 to
provide an extra consist for the emergency service that
was provided on the Broadway-Seventh Avenue Line in
response to the Hudson Line derailment tragedy.
The set of R-62As which carried (former) Mayor Michael Bloomberg on a special tour of the Flushing Line
extension on December 20, 2013 was composed of one
5-car unit (1806-10) along with single car 1954 for 6
cars total. It progressed under its own power but was
very slow in motion as the new extension did not yet
have working signals.
A complete recap of R-62As moving to and from Pelham over the past year shows that cars 1741-5 and
2041-5 were transferred from 7 to 6 on January 9,
2013, with the latter then replaced by 1746-50 on or
about May 26 to create the first train. The second 6 set
was formed by 1721-5 along with 1731-5 on June 30,
joined by cars 2191-5 from 1. The third and fourth R62A trains on 6 arrived on September 9, 2013 in the
form of 1716-20, 1791-5, and 1831-5, all imported from
7. Just after the lone set from 1 was returned to 240th
Street on January 6, 2014, the next allotment of R-62As
arrived on 6 in numerical fashion on January 8, when
cars 1761-70 came over from Corona. A fifth train was
finally added on February 7 in the form of 1706-10 joint
with 1776-80. As a result there were 55 R-62As assigned to 6 as of February 9, 2014.
Another recent transfer includes the return of R-62s
1396-1400 and 1621-5 from 1 to 3 on December 26,
2013. On or about December 7, 2013 cars 1891-5 were
again transferred from 1 to 7, being joined by 220610 as of December 9. The latter (2206-10) was eventually returned to 1 on January 15, 2014, followed by the
former (1891-5) on February 6.
A full-width cab was installed on car 2150 (assigned to
7) by February 9, 2014.
R-142s and R-142As; R-142A Conversions
R-142As 7246-50 were removed from 6 service and
transferred for shipment from 239th Street to the Kawasaki Rail Car facility in Yonkers on January 16, 2014.
The pilot CBTC R-142A train (7211-20 plus 7899) entered 7 service on January 18, but experienced problems and has been sidelined since late January.
The Retired R-110A
By early December R-110A “B” cars 8002-3-4 had
been reconstituted as pump reachers, while “A” (cab)
cars 8001 and 8005 were stripped to bare shells, but as
yet were excluded from the full conversion process. On
December 8 sister set 8006-10 had likewise been relocated from storage at 239th Street Yard to 207th Street
Shops. If the previous process is repeated on these

(Continued on page 8)
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see if progress occurs. In a similar vein, R-110B set
3001/2/3 was in and out of 207th Street Shops on various occasions through late 2013, with 3001 finally being
shipped to Floyd Bennett Field in Brooklyn on or about
December 18. There it replaced long-retired R-33s 9156
and 9157, which were quite rusted after a decade-plus
of outdoor storage and use as fire and police training
cars. These two car bodies were trucked away to the
Sims Metals yard in Newark to join many of their longdeparted sisters and were to be scrapped.

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

Island Railway.
Also spotted inside 207th Street Shops during December 2013 was “mystery” R-143 8277, which had been
seriously damaged in a Canarsie derailment in 2006.
Previously claimed to have been returned to Kawasaki’s
plant in Lincoln, Nebraska for remedial construction, the
car was said to be undergoing “restoration.” This is not
the first time such claims have been made, so we shall

told of NJ Transit staff spending two years planning for
this event, and sending a four-person team to observe
last year’s Super Bowl in New Orleans at a cost of
$14,505 (April, 2013 Bulletin).
Some of our members are transportation professionals, and over the years I have frequently called on many
of them to provide information for the Commuter and
Transit Notes column. Some wondered why NJ
Transit didn’t dispatch some earlier (extra) trains when
fans began leaving the stadium before the end of the
game. It was also reported that more riders rode from
the stadium than to the stadium. This was explained as
those riders had arrived by bus and apparently did not
want to wait for the bus departures, which were scheduled for one hour after the game was over.

Super Bowl® XLVIII
(Continued from page 3)

routes from locations in New Jersey.
There was a lot more criticism of how NJ Transit handled the Meadowlands rail service, and it will receive the
attention of the New Jersey Senate Legislative Oversight Committee. Originally this committee was investigating why NJ Transit management left trains stored in
low-lying rail yards during Superstorm Sandy, but now it
also plans to question NJ Transit about its handling of
the Super Bowl rail service. According to an article in
The Record, Senator Bob Gordon, the Chairman,
cited a “lackadaisical approach to planning.” The Senator also plans to ask why the transit agency allowed the
trademarks of seven of its logos to lapse. Other reports

SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED DECEMBER 15, 2013
LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

1

10 R-62, 330 R-62A

10 R-62, 290 R-62A

5

330 R-142

330 R-142

2

330 R-142

320 R-142

6

30 R-62A, 360 R-142A

40 R-62A, 360 R-142A

3

250 R-62

240 R-62

7

341 R-62A, 11 R-188

319 R-62A, 11 R-188

nd

10 R-62A

10 R-62A

4

240 R-142, 110 R-142A 230 R-142, 110 R-142A

S (42 Street)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED DECEMBER 15, 2013
LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

304 R-46

304 R-46

L

160 R-143, 32 R-160A

152 R-143, 24 R-160A

B

64 R-68, 136 R-68A

56 R-68, 128 R-68A

M

184 R-160A

160 R-160A

C

144 R-32

136 R-32

N

240 R-160B

220 R-160B

D

240 R-68

224 R-68

Q

20 R-160A, 210 R-160B 20 R-160A, 200 R-160B

E

240 R-160A, 20 R-160B

240 R-160A, 20 R-160B

R (North)

170 R-160A

160 R-160A

F

264 R-46, 110 R-160A

256 R-46, 100 R-160A

R (South)

110 R-160B

110 R-160B

G

40 R-68, 12 R-68A

32 R-68, 8 R-68A

S (Franklin
Avenue)

16 R-46

16 R-46

S (Rockaway)

4 R-68

4 R-68

J/Z

8 R-32, 40 R-42, 112 R-160A 8 R-32, 32 R-42, 112 R-160A

8

ERA BULLETIN - MARCH, 2014

Commuter and Transit Notes

No. 304
by Randy Glucksman

Transition – After 304 columns and a “writing career” for the Bulletin that spans over 30 years (and this is year 57 for our
Bulletin), longer than I work ed at NY C T ransit, the tim e has com e for m e to tak e a break from this part of m y life. I
have enjoyed helping to document the changes that have taken place in the rapidly changing transit field. Life changes, as do
responsibilities. My wife and I are planning to do some traveling and spend time with our two beautiful grandchildren. Thank
you to my many contributors who have helped shaped this column. Also thanks to Production Manager David Ross, who
always put up with my last minute changes, supporting my efforts to bring you, our members, the latest breaking news. In
closing, all of the above does not preclude me writing an occasional article for the Bulletin.
according to television news. MTA Chairman Tom
Prendergast explained the next day that the problem
was caused by human error – one of the two power
supplies was removed for replacement. He said: “The
project should have been analyzed for risks and
redundancy before it began and it should not have been
performed when thousands of customers were trying to
get home in cold weather.” Bill Zucker reported that he
was caught in this delay while returning to the city and
wrote: “My train was stopped just north of the Melrose
station. While we were stopped, the crew passed out
cartons of Coast Guard-approved emergency drinking
water. We sat for an hour and a half in that spot and
eventually made it to 125th Street, where we were
advised to get out and continue with the subway, which
I did.”
Nearly every day that week, I received alerts about
delays due to emergency track repairs at various
stations, equipment troubles, or winter-related
conditions.
At the January 27 Metro-North Committee meeting, a
$36.076 million contract (with offsets by credits of
$8.394 million resulting in a net $27.682 million contract) was awarded to Kawasaki Railcar Incorporated
(KRC) for the purchase of three M-8s at $3.65 million
per car, to replace a married pair and a “B” car that
were damaged beyond repair in the May 17, 2013 derailment (July, 2013 plus other Bulletins). The contract
also includes the purchase of spare parts, additional
truck assemblies so that MNR forces can repair two
other damaged cars, and the provision of labor and
parts by KRC so four additional cars that suffered significant damage also can be repaired and returned to service. Because such New Haven main line costs are allocated between CDOT and MNR, MNR’s share of the
total cost is $9.244 million and CDOT’s share is
$18.437 million.
History was made twice in one week when hockey
games were played in a specially constructed ice rink at
Yankee Stadium for the National Hockey League’s 2014
Coors Light NHL Series. In all there were four games in
this series, one each at Dodger Stadium and Soldier
Field, and the other two in Yankee Stadium. The first

METROPOLITAN TRANSPORTATION AUTHORITY
On January 14, New York State’s Court of Appeals
upheld the state’s payroll mobility tax (PMT) which was
enacted in 2009 to add funding for MTA. Lawsuits had
been filed in several of the MTA counties to protest the
tax.
For 2013, ridership was up on both the Long Island
Rail Road and Metro-North. LIRR ridership rose by 2%
compared to 2012, to 83.4 million rides. For MetroNorth (East), the increase was to 81.8 million rides, its
highest, exceeding the previous record of 81.5 million,
which was set in 2008. West-of-Hudson ridership fell
2.3% to 1,576,227 rides, with the majority of the reduction attributed to the Port Jervis Line. MTA reported: “It
reflects a customer base that has been slow to recover
since Hurricanes Sandy and Irene.” The Pascack Valley
Line was essentially unchanged. West-of-Hudson ridership peaked in 2008 at almost 2.1 million.
MTA METRO-NORTH RAILROAD (EAST)
Revised copies of the Harlem Line timetables with a
January 18 date were available during the week of
January 20. There was also a revised New Haven
timetable, also January 18, which shows the schedule
adjustment that was made to Train #1570 (February
Bulletin).
I saw a fourth pair of wrapped M-3s on January 17,
the evening of the first ERA meeting at its classy new
venue, The Roosevelt Hotel. (In my almost 49 years of
ERA membership, this has to be our finest meeting
location. The Board did good!) Cars 8006-7 join
previously sighted 8028-9, 8094-5, and 8108-9.
Subsequently, member Bill Zucker observed 8004-5
and 8008-9.
On January 22, more than 200 passengers aboard
Train #1578 (7:34 PM to New Haven) were stuck
aboard the train for nearly two hours due to the
catenary breaking above the train. A rescue train that
was dispatched was delayed reaching the train due to a
frozen switch.
The following evening between 7:25 PM until nearly
10 PM, all lines were shut down due to “signal issues,”
i.e., computer problems. Amtrak trains on the Hudson
and New Haven Lines were also affected. Grand
Central Terminal was packed with commuters,

(Continued on page 10)
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game between the Rangers and Devils took place on
January 26 and was followed by the Wednesday night
Rangers vs. Islanders game. For this game, #3, special
PDF timetables were available on the Internet.
The cost of the December 1, 2013 derailment was put
at more than $9 million.
MTA METRO-NORTH RAILROAD (WEST)
The Newburgh-Beacon and Haverstraw-Ossining
ferries remained suspended due to the frigid weather
(February Bulletin).
CONNECTICUT DEPARTMENT OF TRANSPORTATION
On January 20, WCBS-880 News reported that the
use of bar cars on the New Haven Line would end by
the end of the year, when all M-8s are in service.
CDOT’s commissioner told the Stamford Advocate, “the
bar cars will continue,” but he did not say that there is
no money allocated and no design plan to include them
in the M-8s. When this issue arose years ago, CDOT
assured riders that bar cars would be built at the end of
the contract. In the October, 2010 Bulletin, I wrote that
a survey conducted by the former Connecticut Rail
Commuter Council found that more than 90% of those
participating in a survey wanted bar car service
continued. Then-Governor Jodi Rell indicated her
support for their cause. I found a news story on the Internet dated August 13, 2010 that quoted Governor Rell
as saying that 7 of the 80 additional cars ordered “will
be transformed into rolling bars.” One of my friends
reminded me that there was an option in the contract for
a certain number of bar cars at the end of the order.
Governor Dannel Malloy plans to meet with incoming
Metro-North President Joe Giuletti on February 13 to
make sure that he understands that Metro-North needs
to be accountable to the State of Connecticut. The Governor also has support from a number of state
legislators, some of whom have warned that they would
recommend seeking another operator.
On February 2, Governor Malloy announced plans for
a $10 million project to upgrade the New Haven Line
power supply to prevent future failures like the one that
took place last September in Mt. Vernon.
The M-8 status was updated on January 31 and
shows 318 cars conditionally accepted with 18 cars undergoing Kawasaki inspection. That means that 300 of
the 408-car order are in service. Bill Zucker’s sightings
now include: 9100-9307, 9312-35, 9340-73, 9376-7,
9382-3, and 9390-1 for 272 cars.
The table below shows the status of the “Red” fleet.
Unfortunately, I have been unable to find a contact at
Metro-North who would provide a listing of which cars
have been scrapped.

DATE
12/11
01/12
03/12
04/12
05/12
06/12
07/12
09/12
10/12
11/12
12/02
02/13
03/13
04/13
05/13
06/13
08/13
09/13
10/13
12/13

M-2
231
231
228
228
228
228
228
198
198
198
180
179
175
157
157
134
120
104
104
88

M-4/M-6
102
102
102
102
102
102
102
102
102
102
102
100
99
99
99
98
96
96
96
96

M-8
44
60
76
86
96
104
112
132
138
146
154
164
176
194
206
220
244
250
262
284

TOTAL
377
393
406
416
426
434
442
432
438
446
436
443
450
450
462
452
460
450
462
468

MTA LONG ISLAND RAIL ROAD
Train crews were advised during mid-January that the
railroad was in the process of testing clearances and
feasibility for color light signals to replace the existing
low home signals in Brook Interlocking (Atlantic Terminal). Rectangular blocks of foam material were temporarily placed at the east end of Tracks 2 and 4 in order
to simulate the size and placement of these signals.
Oyster Bay Branch service was shut down for about
four hours on Friday evening, January 24, due to a fire
in a condo complex adjacent to the tracks in Albertson.
The reason was the need for fire hoses to cross the
tracks.
Due to a third rail electrical problem in one of the East
River Tunnels, the homeward bound commute was disrupted for passengers on January 29. The incident began at 1:15 PM, and about 4 PM, westbound service
was suspended. 19 eastbound trains were canceled on
the following branches: Port Washington (8), Ronkonkoma (1), Port Jefferson (1), Babylon (7), and Long Beach
(2). Westbound service was restored at 5:11 PM with
Train #1715, which departed from Huntington at 5:11
PM.
Originally East Side Access (ESA) was to open in December, 2013. Then it was 2016, and then 2018, and
now it seems the date will be 2021 — or not. The New
York Times reported that the cost could exceed
$10.7 billion. That was the Federal Transit Administration estimate; MTA is holding to its own estimate of $9.7
billion. MTA Board members were provided with details
at the January 27 Board meeting. MTA Chairman Tom
Prendergast cited “the complexity of the work undertaken beneath a tangle of existing tracks and equipment,
(Continued on page 11)
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drawing a brief parallel to the construction of the Panama Canal.” ESA is believed to be the largest current
infrastructure project in the country, and, when it is finally completed, will carry 160,000 customers per day.
On February 5, the largest Long Island Rail Road union, the Sheet Metal, Air and Transportation Union
(SMART), voted to authorize a strike on March 21, if
there is no contract agreement by that time. This issue
was most recently reported on in the January Bulletin.
MTA rejected the recommendations of the Presidential
Emergency Board in January. MTA Chairman Thomas
Prendergast said at the time that the financial hit to MTA
would be equivalent to a 12% fare hike if all unions got
an almost 3% raise without changes to “archaic work
rules.” Currently, MTA and seven LIRR unions are in a
60-day cooling-off period.
NJ TRANSIT
Riding to work on January 21 (Martin Luther King Day)
was different in that my usual express train did not
operate. The almost-all-stops local departs 19 minutes
earlier and the connecting train at Secaucus Junction is
later. On regular weekday mornings, eastbound trains
depart from the platform for Tracks A and B, while on
weekends/holidays Track 2 is used. During my
extended wait, I glanced down to where the buses pull
in and noticed that the area had been greatly expanded
and paved to accommodate the Super Bowl buses that
would operate in 13 days.
The cold weather, besides the snowstorm (please see
below), caused all sorts of problems for commuters.
Here, too, I received almost daily alerts advising of
canceled trains, some with no reason given.
During the afternoon of January 24, alerts were sent
advising that due to a smoke condition in one of the
East River Tunnels, trains could be delayed between 30
and 45 minutes. One NEC train destined to Trenton was
reported 80 minutes late. NJ Transit uses these tunnels
to send/receive trains from Sunnyside Yard. There was
cross-honoring by PATH at New York, Hoboken, and
Newark and NJ Transit and private carrier buses from
the Port Authority Bus Terminal until 10 PM. Tuesday
evening, January 28, a NEC train lost power in the
south tube of the North River Tunnel and the next
morning a Midtown Direct train lost power at Kearny
Junction. In both cases the passengers were rescued
when a “rescue” engine was dispatched. That same
evening, trains were being delayed by an initial 15-20,
then changed to 20-30 minutes due to power problems
in New York Penn Station.
A friend who rides the Raritan Valley Line reported
that all track space between Garwood and Cranford is
taken up with cars and engines. There does not seem
to be any more space here should they have to move
equipment in a storm.
11

Days after the above report was received, another
report arrived in my inbox. On January 24, NJ Transit
operated an inspection trip for those interested in purchasing 18 retired Arrow III cars. The “official” details
are: “New Jersey Transit is soliciting offers to purchase
18 retired Arrow III MU electric railcars under solicitation
SOP #AP004251-13. The cars were identified as being
stored on the siding on the south side of the Raritan
Valley Line between Garwood and Cranford stations.
There were supposed to be 18 cars, numbers 1305,
1318, 1350-1,1370-1, 1388-9, 1398-9, 1406-7, 1410-1,
1476-7, 1512-3.” As it turned out, the reporter found that
these cars were not located where they were inspecting
Arrow IIIs. The NJ Transit representative believed that
they were at Kearny and that 50 additional cars were
going to be sold along with 10 locomotives that would
be scrapped. After the inspection was over, the writer
left and traveled along Route 28. At Garwood, there are
also at least two Comet coaches on this siding. Further
along, there were 7 F40 locomotives and 7 more
GP40s. Later, at the Garden State Parkway overpass,
he saw additional Arrows, some of which appeared to
have no pantographs.
A member of the Lackawanna Coalition, one of New
Jersey’s rail advocate groups, wrote: “I see NJT’s desire
to sell off so many of their MU cars as a serious step in
the wrong direction. We should have as close to an allMU railroad as possible on the M&E, Gladstone, and
electrified portions of the Montclair Lines. The old M&E
(before 1984) was like that, and schedules were considerably faster, and equipment utilization was far more
efficient.” (Editor’s Note: The Delaware, Lackawanna &
Western constructed what is the present-day Morris & Essex
Lines with short platforms and close station spacing and employed EMUs to take advantage of the line’s topography to
provide speedy service.)
How sad – here is a transit agency that just has taxpayer’s money to burn when you look at its track record.
In the appropriate time period, which was when each of
the following groups of cars/locomotives were “young in
age” they were retired early then scrapped or sold: Arrow IIs, Comet IIIs, and ALP-44s. For the record, NJ
Transit’s once 230-car Arrow III fleet counts just 162
active cars.
A Super Bowl report appears as a separate article in
this issue.
The status of NJ Transit’s post-Sandy rail fleet was
unchanged since the February Bulletin.
A bill has been introduced in the New Jersey Senate
that would create a commission to consider
consolidation of existing passenger (commuter) rail
systems for the purpose of reducing costs. Which
systems might be proposed for consolidation, and who
or what would operate them, was not specified. This
would be the third straight session in which a similar bill
has been floated. In both previous attempts the bill won
(Continued on page 12)
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unanimous Senate endorsement only to die in the
Assembly, and a similar fate appears probable this time
around. Thanks to member Dave Safford for this news.
Jack May found an article in The Record that NJ
Transit had failed to renew its trademarks. NJ Transit
spokesman John Durso Jr. said that a lawyer hired by
the agency incorrectly told the agency that its trademark
protection was good until 2018. But the deadline was
actually 2012, and they expired between January and
March, 2013. The error was discovered during an audit
in December, 2013. A lawyer in the firm, who had been
the agency’s attorney, told the newspaper a former
associate in his office had miscalculated the time. Until
it renews its trademarks, NJ Transit is using service
marks for the time being.
HBLR will be getting a new station at 15th Street in
North Hoboken. This was revealed in a New York Times
article (January 30) and will be near the site of a
property being developed by the Rockefeller Group,
which will build a 40-story office tower. One of our
members who forwarded this news wrote: “The fact that
this new station was never discussed at an NJT Board
meeting is indeed a scandal. Kinda sorta makes you
wonder who is in charge of the agency.” It is too early in
the process to have any projected opening date.
PORT AUTHORITY TRANS-HUDSON CORPORATION
A new timetable with the Super Bowl XLVIII logo was
issued effective January 26.
On February 5, I rode PATH from Hoboken, and as I
am not a frequent user of this system, I could not help
but notice how much cleaner the passageway from the
bumper block end of Hoboken Terminal to the trains is.
In fact, the entire station has been updated since Superstorm Sandy. I can remember back in the 1980s and
later, that there was a very unusual odor in that passageway. Once I was past the faregates, I walked to the
leaving end of the train and saw a World Trade Centerbound train departing from Track 3 and caught a
glimpse of a car that had been wrapped. I do not know
how many such cars there are and how long this has
been done.
Later that day, the Port Authority of New York & New
Jersey published a 10-year, $27.6 billion capital plan,
and it includes $1.5 billion for extending PATH from
Newark to Newark International Airport. I had inserted a
placeholder in several of the columns last year in anticipation of Governor Chris Christie making an announcement that he supported the PATH-Newark Airport extension, but finally deleted it when nothing occurred.
AMTRAK
After last month’s Bulletin was completed, member Al
Holtz forwarded additional information from The
Roanoke Times about the proposed extension to
Roanoke. There will be one daily round trip, leaving
12

Roanoke at 6:19 AM and arriving in Washington at
11:20 AM. The southbound train will depart Washington
at 4:50 PM and arrive in Roanoke at 9:55 PM. Norfolk
Southern will upgrade its rail facilities at the state’s
expense, including adding new signals, tracks, and a
maintenance facility on the former Norfolk & Western
main line between Roanoke and Lynchburg.
Construction is expected to begin in 2015, with service
operating in September, 2017 at the latest.
METROPOLITAN AREA
Transport of Rockland (TOR) is likely the last transit
operation in the metropolitan area where passengers
directly paid the Bus Operator, but that changed in late
January, when new fare boxes were installed in all TOR
and TAPPAN ZEExpress buses. These fare boxes are
being funded by a $2.4 million grant and will accept bills
up to $20 or quarters. Change will not be given; instead,
passengers will receive what is called a “change card”
that can be used for future riding by inserting it into a
slot on the fare box until the value is used. Riders using
UniTickets or passes will continue to show them to the
driver. SuperSaver tickets are due to be replaced by an
electronic Multi-Trip Card.
ANOTHER
SNOWSTORM
–
TUESDAY–WEDNESDAY,
JANUARY 21-22
A few days ahead, the forecast was for several inches
of snow affecting the New Jersey coast and eastern
Long Island. However, over the weekend and on
Monday it became a 6-12-inch event. When it ended,
the range was 1-15 inches and the Polar Vortex
returned, with below zero wind chills, which lasted
through the weekend to the end of the month. I heard a
news report on January 24 that every state, including
Hawaii, had temperatures below freezing.
MTA Long Island Rail Road operated with delays on
January 21, and on a weekend schedule for January
22, which provides approximately 60%-65% of a regular
weekday schedule. I received an email with a photo that
read: “Due to the inclement weather affecting the ticket
vending machines, the on board fare has been waived.”
Realizing that more service was required for the evening commute, eight extra trains were operated. By
branch they were: Port Washington and Ronkonkoma,
one each, Port Jefferson, two, and Babylon, four. Full
service operated on January 23.
MTA Metro-North Railroad service ran with delays during the afternoon and evening. Starting at 8 PM, hourly
service was operated over all lines. Shortly after 9 PM,
service was reported as running on or close to schedule
on all three lines. For Wednesday morning, a normal
schedule was planned, subject to the severity and impact that the storm had on their territory. Full service
operated on January 23.
NJ Transit announced that cross-honoring would be in
effect on January 21, which was soon extended through
the following day. Additionally, it was announced that
(Continued on page 13)
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waiting rooms would remain open until Monday, January 27. At various times, trains were reported as operating with delays ranging from 10-15 to 30-45 minutes.
My trip home took three hours. The train that I had
planned to ride from Secaucus Junction did not stop
due to being overcrowded with riders who originated at
Hoboken. Because I lucked out and was almost directly
in front of a train door, I managed to get aboard the following train (42 minutes later). But despite the fact that
Supervision at Secaucus Junction assured me that they
were “trying” to arrange a six-car set, that did not happen, and the train departed Secaucus Junction about 10
minutes late with the assistance of NJ Transit Police. At
the first several stops, the dwells were long, because
passengers had to get off the train so that others who
were further inside the cars could detrain. All in all the
train arrived about half an hour after its scheduled time.
For 24 hours beginning 4:45 AM January 22, trains bypassed the Newark Airport station due to flooding. Tickets were honored on the Route 62 bus from Newark
Penn Station. For Wednesday, an “enhanced” weekend
schedule — the same that was used on Martin Luther
King Day — was in effect on all lines except for the Atlantic City Line. I got reports that due to the reduced
service, those that ran were overcrowded with unhappy
commuters. Full service operated on January 23.
MTA New York City Transit canceled FASTRACK on
the Queens Boulevard Line (EFMR). Express service was curtailed to enable storage of trains underground that are normally laid up in outside yards.
In Philadelphia, member Bob Wright reported: “As we
continue to deal with the polar vortex... (just got a little
more snow...) SEPTA has been dealing OK with the
snow. Lots of cancelled and late trains on Regional Rail
on Tuesday, January 21, but at least it was
running. Some of this was related to equipment
problems, and some (as is starting to come out now) is
related to 'call-outs' by crews who just didn't want to
come to work. My homebound train was 45 minutes late
on Tuesday (started at 30th Street but couldn't get out of
the yard because of all the other late trains) and 35
minutes behind on Thursday (after being 35 minutes
late on the inbound), but I'm not complaining. Lots of
short/smaller consist trains because of the equipment
difficulties, and lots more Silverliner Vs turning up on
trains that haven't seen them in the past. By
comparison, Wednesday inbound was only about 15
minutes off the mark, but the following train was
reported as cancelled (but was showing up on the
boards at Market East when I got there) — on the
homebound that day, the 5:47 PM at Market East
bypassed us after being stuck at Suburban, and the
6:15 PM showed up at 6:30 PM making all stops (it
usually skips North Broad and Allegheny). The snow
13

resulted in the Broad Street and Market-Frankford Lines
running all night on Tuesday instead of having the Nite
Owl buses. Things are slowly returning to normal but
the cold isn't helping. Waiting patiently for spring...”
From the Washington, D.C. area, member Steve Erlitz
reported MARC ran an “S” schedule on the Penn Line
only. No Camden or Brunswick service. VRE ran an “S”
schedule on both lines. The Washington Metro ran
normal. Also, Maryland MTA canceled all suburban bus
service except Route 201, which goes from
Gaithersburg to BWI. For January 22, VRE operated a
full schedule.
THREE SNOWSTORMS IN ONE WEEK
#1 – After the Super Bowl ended, snow began falling
and continued through the afternoon of February 3. Up
to foot of snow fell in some parts of the metropolitan
area, but it only had a minimal effect on transit.
#2 – NJ Transit had announced on Tuesday, February
4 that cross-honoring would be in effect system-wide on
NJ Transit and private carrier buses. As I was completing this column, there was an email alert from NJ Transit advising that for Wednesday, February 5, an
“enhanced” weekend schedule would be in effect on all
lines except for the Atlantic City Line. Subsequent
emails removed the word “enhanced” and replaced it
with “Storm Schedule.” To the best of my knowledge,
this was the first use of that description. If commuters
decided to go to work, this should make for some exceptionally crowded trains. And they did on my line. Instead of my regular Metro-North express, I rode an allstops local, and before we got halfway to Hoboken, the
train was crowded. Commuters even sat in what I call
the “dreaded middle seats.” The man who sat next to
me on my train had a Coach USA bus ticket, which the
Conductor accepted for transportation, but did not collect. After leaving Wood-Ridge, I checked the Departure
Vision screen on my iPhone for Secaucus Junction and
found that there were no eastbound trains scheduled to
arrive in what I determined to be a reasonable amount
of time, so with PATH cross-honoring recently added, I
opted to go to Hoboken. It turned out to be a good decision because the 33rd Street train I boarded departed
within three minutes. I got off at 9th Street and walked to
the W. 4th Street subway station where an E train soon
arrived. This saved me having to walk the two long
blocks from Sixth Avenue in the rain/sleet that was falling.
Earlier, between 4:51 and 5:32 AM, Northeast Corridor (NEC) services were suspended due to “Amtrak
overhead wire problems.” Midtown Direct trains were
temporarily routed to Hoboken and cross-honoring was
arranged with PATH. There would be another NEC suspension later that morning.
The Long Island Rail Road reported that it was planning to operate a normal weekday schedule. There
were a few instances were trains had mechanical prob(Continued on page 14)
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lems, and for a time service was suspended between
Jamaica and Mineola, with delays of 1 hour 40 minutes.
Downed trees caused a temporary suspension of service on the Hempstead Branch.
Metro-North reported that it would operate a regular
schedule with some train combinations for the AM commute. There were numerous delays and several train-to
-train transfers on the New Haven Line due to catenary
problems. Each took a while to resolve. The New Canaan Branch experienced power problems in the area
of Talmadge Hill. Elsewhere, delays of up to 30 minutes
were reported for the Hudson and Harlem Lines. Buses
replaced one of the Waterbury Branch midday trips. At
around 9:45 AM New Haven Line Westbound trains did
not stop between Old Greenwich and Cos Cob. Riders
had to ride eastbound trains to Stamford and transfer
for westbound service to access those stations, and had
to anticipate system-wide delays of 45-60 minutes due
to power problems caused by severe weather conditions. Starting at noon, Metro-North decided to operate
hourly service on this line. This is a similar service plan
to what has been used with recent service disruptions.
Hourly service began as follows:
Inbound – 46 minutes after the hour from New Haven;
on the hour from Stamford. The 11:46 AM from New
Haven made all stops to Stamford, then via express to
Harlem-125th Street and Grand Central Terminal. The
12:00 PM from Stamford made all stops to Grand Central Terminal
Outbound – At 8 minutes after the hour to New Haven;
34 minutes after the hour to Stamford. The 12:08 PM
from Grand Central Terminal operated via express to
Stamford and then made all stops to New Haven. The
12:34 PM from Grand Central Terminal made all stops
to Stamford
For the PM peak, Metro-North operated with some
local and express trains that serve adjacent stations
being combined and making additional stops. This service plan represented 75% of the regular service and
was based on lower ridership counts and the railroad’s
efforts to protect equipment due to the impact of the
storm. The combined trains were chosen to minimize
customer impacts and to get customers home within 1015 minutes of their normal time. After 9 PM, trains ran
hourly on all lines for the duration of the night. For
Thursday, February 6, Metro-North operated its regular
service, although there were some delays.
On the subways, signal problems plagued riders on 2
and 5 at Jackson Avenue, and N and Q at Queensboro Plaza. Express trains ran via the local track during
the morning. After the PM peak hour, trains that normally are stored in outside yards were moved to designated
express tracks and forced express trains to operate on

the local track.
Four inches of snow fell in Central Park, and the furthest reaches of the metropolitan area received 20 inches. To date, 40.3 inches of snow have been recorded in
Central Park since October 1, 2013.
#3 – About a week out, meteorologists were expecting
a nor’easter Sunday night into Monday, February 9-10.
As the week progressed, there was some backtracking
on the expectations that two storms would combine.
They would not. One would become a coastal storm,
passing to the south of New York. The other, an upper
level disturbance, brought up to 2.5 inches of snow
Sunday evening.
MUSEUMS
Another former NJ Transit PCC has found a home. Al
Holtz forwarded this report: “On January 18, Car 26
arrived at the Baltimore Streetcar Museum (BSM). The
car was one of the PCCs that had been stored under
shrink wrap at the Hudson-Bergen Light Rail yards, at
its Communipaw Avenue facility in Jersey City, for 10
years. Upon arrival in Baltimore, previously regauged
PCC trucks from ex-SEPTA PCC 2185 (now in San
Diego) were placed under this car. It has not yet been
determined which of the three paint schemes that were
used in Newark will be used in the restoration.” The
BSM member who sent this report to Al wrote, “I have
urged them to put the car back in the 1954 Public
Service Coordinated Transport two-tone gray, with blue
trim, red 'wheels' (not trucks), and red headlight wings.
This paint scheme also featured a gray (not black)
trolley pole. Also, for authenticity, I have urged that the
high trolley rope catcher be retained in the location
'above' the back windows, that the ugly rock screen
over the windshields be removed ASAP, and that the
'stops' in the window tracks be removed so the windows
can again be cranked fully open. NJT had installed
those 'stops,' which allowed only a three-inch opening,
to prevent passengers from being pelted with rocks by
hoodlums.”
INDUSTRY
The American Public Transportation Association
(APTA) reported that nearly 2.7 billion trips were taken
on U.S. public transportation in the third quarter of
2013. This represents a 1.5% increase over the same
quarter in 2012, and the ninth of the last 11 quarters
that there have been increases in ridership. There were
increases in 22 of 28 commuter rail systems where
overall commuter rail increased by 1.9%, also in eight of
15 heavy rail systems and 14 of 28 light rail systems.
Additional details can be found at:
http://www.apta.com/mediacenter/pressreleases/2014/
Pages/140108_Ridership.aspx.
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
On January 18, Rotem cars 827, 828, 829, 830, 831,
and 1825 had arrived at the Boston Engine Terminal
(Continued on page 15)
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and were awaiting acceptance. On January 29, The
Boston Globe reported that these cars, already 2½
years late in delivery, were so plagued by mechanical
(doors, air conditioning, brakes), engineering, and signal software problems, that they were being shipped to
a facility in Rhode Island for repairs. An MBTA spokesman described the problems as standard operating procedure (SOP), a normal part of introducing new, more
technologically advanced train cars into a transit system.
The improved Worcester schedule, which was supposed to be implemented first on January 13, then January 27, was postponed until the end of February. Completion of work at the Yawkey station was cited as a reason for the delay.
Due to popularity of bike cars, coaches 221 and 225
are to be converted to additional bike cars for this
spring. Five of the 500-series MBB cars are to be refurbished for CapeFlyer service.
On January 29 the Massachusetts House voted to
rename South Station as The Governor Michael S.
Dukakis Transportation Center at South Station. He was
a one-time candidate for President of the United States
and is a known supporter and rider of public transit. This
bill was quietly pushed by former Governor William
Weld as well as former Dukakis aides. “I’m honored and
flattered” said a surprised Dukakis, “but nobody told me
about it.” Thanks to member Todd Glickman for these
reports.
LINDENWOLD, NEW JERSEY
Bob Wright reported that effective January 18, PATCO
switched to a new schedule in order to accommodate
the long-awaited track work on the Ben Franklin Bridge.
The schedule is also on the website. Bob wrote: “It's
unusual in that there will be a separate Monday
schedule, as work will be concentrated on long
weekends, which will impact Mondays as well. The
basics are that operations will be single-tracked across
the bridge at all times and trains will be 'platooned' in
the peaks, so the off-peak direction will have greatly
reduced service. Not sure how this is going to work,
since the line does pick up a decent amount of reversepeak ridership, but we shall see. In my limited
experience on the line, reverse peak already has
relatively long headways (one would think that what
comes over the bridge would be going back, but many
trains are stored in the Locust Street Subway and
others deadhead back to Jersey), so this may not have
that great an impact. The work also takes out the
adjacent curb lane on the bridge (where construction
equipment will be staged). I looked at the schedule and
noted that one PM peak train starts at 12th-13th/Locust,
which is different (there is one that starts at 8th/Market,
but that's been in the schedule for quite some time —
15

it's a train that goes into the layup track there after
making an AM run into the city, then deadheads from
15th-16th/Locust to the layup track). On Locust Street in
midday and peak operation, train storage often results
in active trains using either track, so that will continue.
Riders have to keep alert to make sure they get on the
correct train.”
Member Lee Winson sent a report that on the first day
of the reduced schedules, several trains broke down
forcing trip cancellations, which led to overcrowding. In
fact, after 7:30 AM, some would-be riders could not
board trains. A DRPA spokesman said that the
construction had nothing to do with the morning’s
problems because ice on the bridge had impeded
construction. Fifteen of the 70 cars typically used for
service experienced motor problems, which were
caused by snow getting into the electrical circuits.
PHILADELPHIA, PENNSYLVANIA
Bob Wright recalled another “problem” when the
Broad Street Subway Extension through the Navy Yard
was being considered “way back when” (January Bulletin). “ PTC and SEPTA buses served the Navy Yard
(and still do, but on a very limited basis) and I recall that
they had to stop at the main gate where the Marine
guards would board each bus and require one to show
credentials to enter the Yard. (I'm guessing if you didn't
have any, you would be asked to leave the bus.) My
dad (a World War II Navy veteran) used to take us to
visit the Yard on Armed Forces Day, when there was an
open house at the Yard. When the bus got to the gate,
the Marine would still get on and do his check, but the
'guests' were told that they had to stay on the bus to the
last stop, where Navy shuttles would pick us up to tour
the Yard (or one could walk following certain routes
marked for such). With a subway stop in the Yard, there
was concern about how this would be handled and what
the guards would do.”
SEPTA was not immune to the effects of the extremely
cold temperatures. Malfunctioning doors on the MarketFrankford Line and on Silverliner Vs on Regional Rail
caused delays and missed stations for some passengers. “Our equipment does not like this five-degree
weather," said Ron Hopkins, SEPTA’s Assistant General
Manager of Operations.
Bob Wright rode the Norristown High-Speed Line on
December 19, 2013 and reported: “all seems to be
working fine after the recent construction. Speeds on
the Schuylkill River Bridge are back to ‘normal.’ It
seems all other slow zones are also gone. I had occasion to ride the Chestnut Hill East Line earlier this week
(January 13) and the high-level platform being built for
inbound trains on the main line at Wayne Junction station also abuts the outbound CH East track. Currently
the outbound trains are still using the low-level platform
just to the south of the new platform, and the small
'island' between inbound and outbound tracks is still
(Continued on page 16)
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being used by inbounds. I've been told that the current
thinking is that the high-level will serve both directions
and inbounds will switch to the outbound track just north
of the station to permit this. I also noticed three Silverliner IIs in the Wayne Shop Yard, one of them very
much graffiti-covered (I think this one was one of those
previously stored at Overbrook).”
I have previously written of SEPTA’s interest in purchasing bi-levels. Al Holtz sent a report that they would
be similar to ones that NJ Transit operates. This model
car can seat 120-140, or up to 170 for MBTA, compared
to the Silverliner Vs’ 109. Thirty-six would be required.
SEPTA officials say a clearance study to make sure the
taller cars would fit through underpasses and tunnels on
its 151 route miles of electrified trackage would be the
first step. Although adding additional cars to trains could
also increase capacity, it would require lengthening platforms at many stations.
The Inquirer reported that SEPTA has released
more details of a planned extension of the Norristown
Hi-Speed line to King of Prussia, as well as comments
received from the public. Alternatives have been in concept reduced to three:
● At grade, in a median along US 202. This would
reduce the auto lanes from 4 to 2, as well as offering significant hazards to passengers crossing the
highway at stops. This would, however, likely be the
least expensive option
● An elevated line similar to the JFK AirTrain. This
would potentially be the most expensive as well as
visually obtrusive
● A line following the Pennsylvania Turnpike, which
passes behind the King of Prussia Mall. No comment was offered on this option
An underground alternative is considered as most desirable, but too expensive for serious development.
SEPTA will provide ridership projections and cost/
benefit analyses at the next public meetings, scheduled
for fall 2014. Thanks to Dave Safford for this report.
WASHINGTON, D.C. AREA
As of mid-January, although the majority of software
issues had been resolved on the Silver Line, there was
no firm opening date. This is the first of many openings
that had been listed in the January Bulletin as happening this year. At publication time, early February, none
had opened, and all of the others are addressed below
under their respective cities.
More than 500 people showed up at a job fair held at
the District’s Department of Transportation on January
27, hoping that they would be selected for one of 34
positions as Operators, Service Attendants, Mechanics,
and Materials Handlers. On this same subject, the
transit agency, which is already in possession of three
Inekon (Czech Republic) streetcars, took delivery of its
16

first U.S.-produced streetcar on January 21. Clackamas, Oregon-based United Streetcar, LLC, is producing
two additional streetcars. There was no updated information as to when the H Street/Benning Road Streetcar
would open.
The Spotsylvania station, which had an opening date
last year, then was moved to March, was again moved
— to June.
Steve Erlitz sent information that MARC planned to
introduce its newest bi-level (actually copycats of NJ
Transit’s, purchased on one of NJ Transit’s options).
Starting in late February and early March, the first of
these 54 new cars built by Bombardier were expected
to be received. The cars feature several welcome
amenities, including larger restrooms, electrical outlets
at each seat, four doors instead of two for exiting the
train on high-level platforms, and the latest in Federal
Railroad Administration-recommended equipment for
collision and safety survivability. MARC's first goal is to
retire the four remaining "gallery cars" on Brunswick
Line Trains #874 and 875. Once that is completed, the
cars will be allocated to all three lines as they arrive. An
accompanying photo showed a car numbered 8045.
CHARLOTTE, NORTH CAROLINA
According to a report in The Charlotte Observer, in
order to improve its chances at winning a federal grant,
the Charlotte City Council voted on January 28 to spend
up to $12 million on an engineering study for a 2.5-mile
streetcar extension. This extension is not without controversy and is expected to cost $126 million. Last year,
City Manager Ron Carlee broke a yearlong deadlock
over the project with a proposal to spend $63 million
from city reserves and to seek $63 million in federal
grants. That plan would not use property taxes, and it
helped convince some Councilmembers — including
Patrick Cannon, who is now Mayor — to vote for it. This
city is currently building a “starter” streetcar line from
Time Warner Cable Arena to Presbyterian Hospital, a
$37 million project, with the aid of a $25 million federal
grant. The long-term plan is for a 10-mile line from Beatties Ford Road to the site of the old Eastland Mall.
Thanks to member Pete Donner for this report.
ORLANDO, FLORIDA
Sun Rail very likely will not begin revenue service this
month. At publication time, there was no opening date.
CLEVELAND, OHIO
Member Paul Deitrick sent an article from the Cleveland Plain Dealer that reported ridership on Greater
Cleveland Regional Transit Lines rose in the third quarter of 2013. On the Red Line, the increase was 5.7%
and was second to Metro Dade at 11.1%, where service
was increased during the peak hours. The Blue, Green,
and Waterfront Lines ridership was up 4.6% during the
same quarter.
CHESTERTON, INDIANA
A long-debated NICTD 8-mile extension to Dyer could
(Continued on page 17)
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become a reality if, at the March 28 Board meeting, the
Directors vote to allocate $1.9 million, about one-third
the cost of the study. The extension is estimated to cost
$571 million, and state support for this project is growing. If no obstacles appear, construction could begin in
2019, with revenue service in 2023.
CHICAGO, ILLINOIS
After suffering through the first two weeks of January,
Metra commuters were wondering if on-time performance would improve. At that time, the number of delayed trains was in the hundreds and cancellations in
the dozens due to mechanical failures, jammed switches, and crew shortages. One Metra Board member interviewed by The Chicago Tribune said: “This month’s
going to be a ‘disaster’ in terms of weather-related delays.” A high-level meeting was held between representatives from the Engineering, Transportation, and Mechanical departments to review the problems of the previous week and seek corrective measures. Thanks to
member Jim Beeler for this report.
MINNEAPOLIS, MINNESOTA
Member Jack May sent information that Metro’s 11mile Green Line connecting the downtowns of Minneapolis and St. Paul will open on June 14 — 60 years to the
month since the last streetcars operated. The actual
date was June 18, 1954. This mid-June opening will
allow the line to serve baseball fans attending Major
League Baseball’s All-Star Game at Target Field on July
15.
AUSTIN, TEXAS
The Austin American-Statesman reported that
Capitol Metro would spend $27 million over the next two
years in an effort to boost capacity, especially during
peak hours, on its 32-mile line. Capitol Metro owns six
DMUs, but uses only four during peak hours; given
these restrictions, it operates on a minimum 34-minute
headway. A second track will be constructed at the
Crestview, Howard, and Lakeline stations along with
signaling and switches. Thanks to Jack May for this report.
DALLAS, TEXAS
DART announced on January 24 that the 4.7-mile Orange Line extension to DFW Airport would open in September, in time for the Texas State Fair. Test trains
could be running this spring. The line had been scheduled for a December opening.
Construction began for the South Cliff Three Line on
January 24. This 2.6-mile line will run from the Ledbetter station (Blue Line) to the University of North Texas at
Dallas and will have two stations: Camp Wisdom and
UNT Dallas. The Ledbetter station will be redesigned.
Some preliminary construction is already underway and
current plans call for a late 2016 opening rather than in
2019. Thanks to Railway Age for these two reports.
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SALT LAKE CITY, UTAH
Utah Transit Authority officials are studying right-ofway options to extend FrontRunner service to other
communities, including from Pleasant View to Brigham
City, approximately 17 miles. Thanks to Al Holtz for forwarding this news.
ALBUQUERQUE, NEW MEXICO
The Montano station, which was originally scheduled
to open in January, did not. No additional information
was available on the New Mexico RailRunner website
other than “early 2014.”
SEATTLE, WASHINGTON
A celebratory parade was held downtown on February
5 to honor the Super Bowl Champion Seattle Seahawks. Sound Transit added service from Tacoma to
Seattle, which departed at 8:30 AM and arrived at King
Street Station at 9:29 AM. Another extra train operated
early in the afternoon that departed King Street at 2:30
PM and arrived at Tacoma at 3:29 PM. In addition, cars
were added to trains to and from Everett. Both the 7:15
AM departure from Everett and the 4:05 PM departure
from Seattle were five-car sets.
PORTLAND, OREGON
TriMet released the names of the four finalists for the
Portland-Milwaukie Light Rail Bridge on January 15.
They are: Abigail Scott Duniway Transit Bridge, Cascadia Crossing Transit Bridge, Tillicum Crossing Transit
Bridge and Wy’east Transit Bridge. All names have local
historic significance. The public has until March 1 to
vote.
Not all submissions were, how would you say, politically correct? Al Holtz forwarded a report with some less
charitable names including “A-Big-Waste-of-TaxpayerMoney,” “Boondoggle Bridge,” “The Stupid Bridge,” and
“Waste of Tax Payers Money Bridge.”
Westside Express Service (WES) celebrated its fifth
anniversary on February 2, and over this time period
carried more than 1.9 million passengers. Last year,
ridership was more than 476,000.
SALEM, OREGON
The Talgo Series 8 trains finally made their first revenue runs in Amtrak Cascades service, Eugene to Vancouver, B.C., on January 6. With these two trainsets
there now seven Talgos. A new schedule showing the
increased service was issued. Thanks to Al Holtz for
sending this report.
LOS ANGELES, CALIFORNIA
A groundbreaking ceremony was held for the Crenshaw/LAX LRT extension on January 21. The USDOT
Infrastructure Finance and Innovation Act (TIFIA) program provided a $545.9 million loan for the $1.272 billion project, which will build an 8.5-mile light-rail line,
with eight stations, connecting the Expo Line and Metro
Green Line. Revenue service is expected to begin in
2019.
Then, on January 23, citing high costs (an estimated
(Continued on page 18)
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Around New York’s Transit System
Flushing Line Extension Update
As a follow-up to last month’s story about the Flushing
Line Extension, at the same January 27 meeting where
the East Side Access project received a new opening
date, MTA Capital Construction President Michael

Horodniceanu confirmed that the opening would be delayed three months from its June, 2014 date “in part
because of complications in the installation of an inclined elevator.”

Commuter and Transit Notes

ture Ontario and Metrolinx issued a request for proposals to Crosslinx Transit Solutions and Crosstown
Transit Partners, the teams short-listed to design, build,
finance, and maintain the 12-mile Eglinton Crosstown
light-rail transit line. There will be up to 25 stations.
More than six miles will be underground.
Metrolinx awarded Bombardier a C$471 million contract for 65 bi-levels with two options for 75 additional
cars on January 27. The base order of 65 coaches is to
be delivered between June, 2016 and July, 2017, and
bring the fleet to 473 coaches. Metrolinx requires the
larger fleet to support its growth needs and plans for
eventual two-directional, all-day service on its rail lines.
PANAMA CITY, PANAMA
Scheduled to open in February, at publication time I
found an Internet posting giving March 5 as the opening
date.
FROM THE HISTORY FILES
65 Years Ago: In March, 1949, the April edition of
Headlights reported that all seven Brill Master Units
(601-604, 606, 609, and 611) formerly operated by the
Union Street Railway in New Bedford, Massachusetts
were on the property of the Queensborough Bridge
Railway. These cars closed out the trolley era in New
York City during the early morning hours of April 7,
1957, when car 601 became the last car to operate over
the Queensborough Bridge. The line was just 1.6 miles
in length. This car was preserved by the Trolley Museum of New York, first at its original St. George, Staten
Island location and years later at Kingston, New York.
Due to its deteriorated condition, the car was sold in
early 2009 and dismantled. Its parts were split between
the Electric City Trolley Museum and the Shore Line
Trolley Museum (Branford).
30 Years Ago: In March, 1984, the Toronto Transit
Commission awarded UTDC a C$96.2 million contract
for 52 ALRVs. The cars, numbered 4200-51, arrived
between 1987-9 and allowed retirement of the last
PCCs. Several days after I wrote this, Al Holtz
forwarded an email reporting that “as soon as the
Toronto ALRVs have been declared surplus, San
Francisco MUNI is supposedly interested in buying
several of them for use on the overcrowded conditions
on the ‘F’/Market line. Apparently they have a historical
restriction out there about no cars allowed that are newer than 1956, but this will somehow be overlooked. How
many they will buy is not known as yet.”

(Continued from page 17)

$3 billion) and other risks, Metro put the 1.5-mile extension into LAX Airport on the back burner. Barring any
changes, this would leave two light rail lines (the other
being the Green Line) a short distance from LAX. Other
options are still being reviewed. Thanks to Pete Donner
for this news.
Member Paul Gawkowski wrote from Los Angeles,
where he is spending time with his family, that over the
last few weeks there have been alternating positive and
negative stories about transit in Los Angeles. First, on
the positive side, the Los Angeles County Metropolitan
Transportation Authority (LACMTA) announced it would
spend $1.2 billion to renovate the Long Beach Blue
Line, which opened in 1990. Some $850 million would
be spent to buy 78 new LRVs from Kinkisharyo, and to
renovate 52 others. Other projects will include spending
$13 million to replace overhead power lines and installing gates to protect pedestrians at grade crossings.
On the negative side, LACMTA announced that it would
have to raise fares as much as 117% over the next
eight years if it is to avoid being $225 million in debt in
10 years. Several fare increase scenarios were presented. Currently, LACMTA covers approximately 26% of its
operating costs from the farebox.
SAN DIEGO, CALIFORNIA
Member Matt Nawn sent news that the San Diego
Metropolitan Transit System has donated two of its U-2
model cars for preservation. 1018 will be preserved at
the Western Railway Museum at Rio Vista Junction
(California) and 1019 at the Rockhill Trolley Museum
(Pennsylvania); hence, one example of each will be
preserved on the West Coast and East Coast, respectively. The preservation of these vehicles was only
made possible through the efforts of UTCRAS of Morton, PA, which transferred the title of former NJ Transit
PCC Car 10 to San Diego MTS in exchange for the donation of one U-2 LRV each to Western Railway Museum and Rockhill Trolley Museum. 1019 will be preserved and kept indoors (currently, all cars owned by
the museum with the exception of former DRJC/DRPA/
SEPTA "Bridge" Car 1009 are stored indoors) as both a
display vehicle and operating exhibit.
TORONTO, ONTARIO, CANADA
Progressive Railroading reported that Infrastruc18
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WORLD’S FAIR OPENED 75 YEARS AGO
The World’s Fair, which opened at the end
of April, 1939, was located in Flushing Meadow Park just south of the Willets Point Boulevard station, Flushing Line. Because the Fair
opened before Unification, there was competition between the privately owned Interborough Rapid Transit Company (IRT), the
Brooklyn-Manhattan Transit Corporation
(BMT), and the city-owned Independent System (IND).
IRT provided the majority of the service to
the Fair. The company’s trains furnished direct service on the Flushing Line to Grand
Central and Times Square, where passengers could make a free transfer to the Lexington Avenue and Seventh Avenue Lines
respectively and another free transfer to elevated lines in the Bronx. Elevated trains provided part-time service via Second Avenue to
Manhattan’s Lower East Side.
BMT trains, which stopped at Willets Point
Boulevard, operated between Main Street
and Queens Plaza under trackage rights with
IRT in accordance with an agreement dated
March 20, 1913. Fares were collected by IRT
and apportioned between the companies in
the ratio of the number of passengers carried
by each company to the total number carried
over the jointly operated route in accordance
with the July 27, 1927 agreement, which superseded the original agreement (details in
May, 1993 Bulletin). At Queens Plaza, passengers could make a free transfer to fulltime Fourth Avenue Locals and part-time
Brighton Locals and several free transfers to
BMT trains in Manhattan and Brooklyn.
BMT’s Flushing-Ridgewood trolley also
stopped at the Fair. Cars operated from Myrtle and Wyckoff Avenues to Main Street,
Flushing over nearly the same route as to-

day’s Q58 bus, but did not give free transfer
to most Brooklyn trolley cars.
Because IRT and BMT were privately
owned companies, passengers paid an additional nickel when transferring between lines
operated by different companies. But they
could avoid paying the extra fare if they were
not in a hurry and decided to ride to Queens,
where there was joint operation. When this
service began, the President of IRT visited
the 33rd Street station and concluded that the
company could lose several nickels if fare
evaders transferred there. To curb this practice, turnstiles were relocated. There was one
group near the eastbound stairway and another near the westbound stairway at the
33rd, 40th, and 46th Street stations. Passengers who were determined to save a nickel
could ride to 52nd Street, where there was
only one set of turnstiles.
Because the Queens Boulevard IND was
not near the Fair, the city built a two-track,
1.53-mile extension from the Jamaica Yard
near the Grand Central Parkway to the center of the Fair. Passengers exiting from the
new World’s Fair station paid an additional
nickel and passengers entering paid ten
cents. The new station opened at 11 AM April
30, 1939 and closed at 6 AM November 1,
1939. It opened again on May 11, 1940 and
closed at 6 AM October 28, 1940.
When the Fair was open, GG service was
extended to the Fair at all times. GG trains
arriving at 71st Avenue were routed through
the Jamaica Yard leads and the new extension to the World’s Fair station. Headways
were as follows:

NEXT TRIP: CORONA YARD1TOUR, SATURDAY, JUNE 7
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SOLVED! THE CASE OF THE MISPLACED ELEVATED CARS
by Stephen L. Meyers
chased from the New York City Board of Transportation
55 surplus elevated cars. And here starts our story.
A 1946 issue of Ira Swett's remarkable newsletter,
Interurbans, carried a photo and a story. The picture
showed an IT class B motor, 1578, duly noted as painted in red, white, and blue livery, pulling a train of rather
nondescript passenger cars. The narrative went on to
state that the cars were ex-Sixth Avenue Elevated cars
reconditioned by the St. Charles plant of the American
Car & Foundry Company. Unfortunately, the tale was
not quite correct and started a legend that several
books about IT managed to perpetuate. For it seems
that the cars in question were not only NOT transplanted Sixth Avenue Elevated cars but were, in fact, rebuilt
editions of New York City's original subway stock!
More of that in a moment, but first, in Interurbans’ October, 1946 issue, New York juice fan Herman Rinke
totally refuted the original story, giving chapter and
verse of what those cars were all about. Unfortunately,
Mr. Rinke's rebuttal was apparently universally unread.
So let us see what this misrepresentation was all about
and how it really started. In the original article an obviously non-New Yorker reported IT's use of the cars.
Since the Sixth Avenue Elevated line had recently been
abandoned and torn down, it seemed logical to conclude that the New York elevated system now had surplus cars, and it followed that those cars were now
available for sale. This conclusion was only half true.
New York's elevated system in Manhattan was composed of four separate and distinct rail lines; the Second Avenue Line, the Third Avenue Line, the Sixth Avenue Line, and the Ninth Avenue Line. Each of them
started either in upper Manhattan, the Bronx, or Queens
and terminated either at South Ferry or, on the Second
Avenue and Third Avenue Lines, some trains ended
their runs at City Hall. Originally all of the routes were
steam-operated and double-tracked and offered only
local service, but after they were electrified in 1902-3
traffic took a tremendous jump upward. The Manhattan
Railway, which owned the elevated system, had been
taken over by the Interborough Rapid Transit Company,
which had built and operated New York's original subway route, opened in 1904. This line ran from the same
South Ferry but in a subterranean tunnel up to City Hall
and then under Fourth Avenue (Park Avenue South) to
42nd Street, where it swung west to Broadway, which it
followed north to 242nd Street in the Bronx with a branch
terminating at 145th Street and Lenox Avenue. The original subway line was an outstanding success and the
Interborough, flush with money, decided to expand its
elevated services. So it designed an elaborate scheme

It has often been said that the road to hell is paved
with good intentions. Well, during World War II, a wellmeaning railfan inadvertently reported something about
the Illinois Terminal's war-workers special trains that
was not only incorrect but became embedded as dogma in traction lore. Now, 70 years later, it is time to set
the record straight. But first, some perspective about
those dark days of World War II when transit companies
faced a major problem.
With gas and rubber tires rationed, traffic was expanding at breakneck speed, but transit equipment was limited, elderly, and barely maintained. In addition to their
woes, some lines found themselves serving vital war
production plants. In many cases the carriers were able
to recondition older, out-of-service streetcars and buses. Some lines were able to find surplus rail equipment
and modify it for their own use. For example, Atlanta's
Georgia Railway & Power had major plants along both
its Marietta and Stone Mountain interurban lines. Since
their interurban service was performed by Cincinnati
"rubber stamp curved side" cars, it managed to shop
around and fill in its roster with a varied but compatible
fleet of second- and third-hand cars.
In northern California's East Bay area, a much more
dire situation existed. Major shipyards were teeming
with war workers, but local transportation access to
them was virtually nonexistent, so the United States
Maritime Commission and the Key System, the local
street railway, took matters into their own hands. Utilizing some minor freight tracks, some rail and overhead
obtained from the recently abandoned Interurban Electric Railway, the San Francisco & Napa Valley, and the
somewhat moribund Pacific Electric, they built a brand
new electric railroad from a terminal in Emeryville
(Oakland) to the shipyards in Richmond, a number of
miles away. Their quest for rolling stock was fulfilled
when the Maritime Commission purchased 90 antique
open-platform, gated, motorized elevated cars, built
between 1881 and 1897 for the Manhattan Railway,
operator of New York City's four Manhattan elevated
routes. USMC contracted the Key System to rebuild the
cars and, under contract, had it operate these trains for
shipyard workers. The line, which was built only to operate until the war's end, was officially called the Richmond Shipyard Railway and closed down in September,
1945.
Somewhere between those two extremes was the
Illinois Terminal's specific contribution to moving warplant workers. IT had the line and the power. What it did
not have was sufficient rolling stock to move the workers. And so the United States government went shopping. It eventually ended up in New York City and pur-
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phenson, St. Louis, and Wason. The car order originally
called for 160 trailers and 340 motors. When delivered,
the cars were a smashing success, yet the eventual
acceptance of steel car manufacturing techniques early
on doomed them to premature replacement. Once allsteel cars started being delivered, many Composite
motors were rebuilt as trailers to be interspersed between steel motors in regular subway service. Later, a
subway accident caused the New York Public Service
Commission to outlaw the use of all wooden cars, including the Composites, from subway service. These
now surplus Composites looked like the perfect match
for the elevateds’ new express service. However, the
remotored cars turned out to be too heavy for the existing elevated structures. After much experimenting, a
solution was found. The cars would have their motor
trucks replaced with much lighter maximum traction
trucks, with but a single motor on each truck. And since
weight was still a factor on the rebuilt elevated lines, it
was determined that the cars would only operate empty
on the local tracks while the newer express tracks could
handle fully loaded trains. So empty trains were run to
be positioned for their express runs. The Ninth Avenue
Line was never able to handle the Composites, but, like
its sister Sixth Avenue route, ran the open platform gate
cars and their rebuilt versions with MU door controls
until those lines were scrapped. When the Sixth Avenue
Line was abandoned just prior to World War II, the cars
were transferred to other lines or stored on the Jerome
Avenue middle track until World War II was over. When
the Second Avenue-Queens service was discontinued
in June, 1942, the 800– and 900-series gate motors
were considered surplus and were sent off to Oakland.
Other gate motors and trailers were sent to many other
defense plant locations, where they were hauled behind
steam locomotives. Once the Board of Transportation
cleared its ex-IRT yards, it realized that it now had surplus Composites to offer for the war effort. As far as can
be determined, Illinois is the only location to use them.
When they were used there, the cars were modified to
run as trailers behind either IT's class B locomotives or
some of the heavier interurban cars of the 280-series.
The cars had one of their high-level vestibules modified
with steps while the other platform retained its highlevel configuration. Also, to increase passenger loads,
long, backless benches were placed in the car aisles.
When the war ended, the service was quickly terminated, and the cars were taken out of service. At least one
found its way to Galesburg, but its subsequent use, if
any, is unknown. So, to summarize, IT never used former Sixth Avenue New York elevated cars. However,
they did use America's pioneer high-speed rapid transit
subway cars and, to be technical, they really were, finally, “L” cars.

(Continued from page 2)

to add a third track to three of its four lines, excluding
the Sixth Avenue Line. This singular elevated structure
route had been built to a unique design and was unable
to be expanded and was deemed too weak to handle
other than existing rolling stock. The Second Avenue,
Third Avenue, and Ninth Avenue structures were more
sturdy and were able to handle not only a third, express
track but also raised express stops, which were built
above existing stations. By 1916 these structural changes and improvements were in place and the three elevated lines inaugurated greatly successful singledirectional express service designed to travel in the direction of rush hour demand. In most cases the equipment used on these lines utilized standard openplatform, reasonably light elevated cars in either motor
car or trailer configuration. However, traffic increased so
quickly that additional cars were needed and, providentially, the IRT subway lines had them. When IRT designed its original subway one of the major considerations was safety, both in the form of preventing car fires
and in using cars sturdy enough to minimize damage to
structure and passengers in case of collisions. So in
conjunction with the Pennsylvania Railroad, it had a
steel car designed for subway service. The prototype
became PRR's MP-41 design. When both the Pennsy
and IRT went to the major carbuilders to order steel
electric cars, the manufacturers demurred. The new
technology was too complicated, they said, and because they had neither the production lines nor the
trained labor force to build steel cars, it would take too
long to construct the large fleets required (IRT requested 500 cars in its original order). So IRT went back to
the drawing board and came up with a compromise, the
Composite car. Since there was limited heavy duty rapid transit car technology, the Composite car was a major development. George Gibbs, the renowned electrical
engineer, developed two prototype cars, each with the
same dimensions and power but with different interior
configurations. The cars were motorized with two 200
horsepower motors on a single truck, with the other
truck non-motored. The controls were designed for MU
operation and each motor car had folding Motorman's
cabs at each end. The cars were 51 feet long overall,
including an enclosed platform at each end with mechanically operated sliding doors. The cars were constructed with extra heavy duty anti-collision posts. The
wooden side panels were covered with thin copper
sheets and the body line above the lower window was
canted inwards to give maximum leg room within the
tunnel dimensions. Since no single car manufacturer
was equipped to build a single run of 500 cars, the order was split among four manufacturers: Jewett, Ste-
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(Continued from page 1)

South of World's Fair station looking south, GG approaching World's
Fair station.
Bernard Linder collection

South of World's Fair station looking south, train leaving World's Fair
station.
Bernard Linder collection

World's Fair station.
Bernard Linder collection
(Continued on page 5)
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All photographs Stephen L. Meyers Collection

Car 565 (IRT 941) (Wason, 1890) in early service. Cars later had folding steps added at inner end of paired cars, only one of which had a
pantograph.

Former IRT Composite car, number unknown, in wartime service on
the Illinois Terminal Railroad System.

Composite car with bench added in center aisle.

Illinois Terminal Locomotive coupled to Composites.

Car 504 (IRT 822) (Pullman, 1881) as modified. Note the folding
steps at right end of car.

(Continued on page 6)
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bers Street on E. S Special trains made local stops in
Manhattan, express stops in Queens, and operated only
in the evening. Weekday service was cancelled May 8,
1939, probably because of low ridership. In 1939, weekend S trains operated in the evening when the Fair was
open. In 1940, weekend S trains also operated when
the Fair was open. Hours of operation were: leave
World’s Fair 8:24 PM-1:29 AM; arrive World’s Fair 9:49
PM-2:49 AM.
Headways were 6 minutes early evening, 8 minutes
late evening, and last five trains after midnight 12
minutes.
After the Fair closed, the tracks and station were removed permanently. There is probably no trace of this
extension.
There was also a Long Island Rail Road station near
the Fair. The company tried to attract riders by advertising ten minutes and ten cents from Penn Station.

World’s Fair Opened 75 Years Ago
(Continued from page 4)
WEEKDAYS EFFECTIVE
MAY 13, 1940

SATURDAY EFFECTIVE
MAY 11, 1940

Midnight

12

Midnight

12

AM
Rush

10, 8 (A)

AM Rush

10, 8 (A)

Midday

5

Morning

5

PM
Rush

4

Afternoon

5

Evening

6, 8

Evening

6, 8

SUNDAY

N/A

5, 4 minutes alternating to 71st Avenue and
World’s Fair
Additional evening service was operated from Cham-

(A)

World’s Fair subway extension.
Bernard Linder collection

Solved! The Case of the Missing Elevated Cars
(Continued from page 3)

Out-of-service Composite cars.
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by Ronald Yee and Alexander Ivanoff

dented, as noted by Anthony Simon, head of LIRR’s
largest labor organization. The timing of a strike, should
one occur, could complicate the re-election prospects
for New York Governor Andrew Cuomo, whose father,
Mario, ironically, was Governor during the last strike on
LIRR in the 1990s. (New York Daily News, February 21)
LIRR issued new timetables effective Monday, February 24 through Sunday, May 18. On the Babylon
Branch, two trains that were victims of the 2010 budget
cuts were restored. The 4:37 PM train from Penn Station to Babylon will revert to its former status as an express from Penn, first stop Rockville Centre, then all
stops to Wantagh. The 4:39 PM train from Atlantic Terminal to Babylon will be restored to the schedule. The
4:57 PM express train from Penn Station will be restored to the schedule, operating express from Penn to
Merrick, then all stops to Wantagh. The 5:03 PM train
from Penn Station will continue to operate express to
Rockville Centre, but will drop the stops at Merrick, Bellmore, and Wantagh that were added in 2010 when the
4:57 PM train was discontinued. On the Oyster Bay
Branch, the 7:13 AM train from Oyster Bay to Long Island City will have an added stop at Hunterspoint Avenue due to many customer requests. Midday eastbound
Long Beach, Far Rockaway, and Hempstead Branch
trains will depart 30-36 minutes later to accommodate
single-tracking on those branches as part of recovery
work from Hurricane Sandy. On the Babylon,
Ronkonkoma, and Port Jefferson Branches, there are
minor schedule adjustments, while buses will replace a
midday round-trip on the mainline between Riverhead
and Greenport to allow for tie replacement. The 11:37
AM out of Riverhead and the 12:31 PM out of Greenport
will be bused. (LIRR)
Up to 20,000 LIRR riders may be affected by future
schedule changes that will force them to change trains
at Mineola and Jamaica if the plans for new shuttle-type
services come to fruition. LIRR feels that efficiencies
can be made if the Oyster Bay Branch trains operate as
shuttles or “Scoots” between Mineola and Oyster Bay.
Ditto for trains between Ronkonkoma and Greenport, as
well as between Jamaica and Atlantic Terminal. The
trade-off in the loss of direct service is expected to be
the ability to offer an increased service level on those
lines using dedicated shuttle trains made up of railcars
that would be far more energy-efficient than the DE-30
and bi-level push-pull coaches now in use. LIRR has set
aside $37 million to buy new “scoot diesel” trains for use
in the railroad’s non-electrified territory east of
Ronkonkoma. Diesel multiple unit (DMU) trains could be
used on this line. This proposal would also free up track

METROPOLITAN TRANSPORTATION AUTHORITY
After 22 years, MTA is changing advertising agencies
from Korey Kay and Partners to a team made up of Pulsar Advertising and the Arcade creative group. The contract runs for three years with an option for two additional years. Pulsar has experience at the transit systems of
Atlanta, Los Angeles and San Francisco. Korey Kay and
Partners was the firm that coined the phrases
“SubTalk”, “Going Your Way,” and the post-9-11, “If you
see something, say something.” (The New York Times,
February 7)
MTA LONG ISLAND RAIL ROAD
The Transit Oriented Development of the area immediately surrounding the Ronkonkoma station received
strong support from union members, while some residents and officials of the Town of Islip expressed their
concerns about the impact of such development on the
region’s schools, roads, and parking. The proposed
TOD hub is projected to cost $475 million and bring up
to 1,450 apartments and nearly 200,000 square feet of
retail space as well as office and medical facilities to 50
acres of land around the train station. (Long Island
Newsday, March 7)
A second Presidential Emergency Board (PEB) has
been convened in an effort to prevent a strike on LIRR.
The first PEB recommended a contract that was amenable to the unions but rejected by MTA as being too
expensive in terms of wage increases of 17% over six
years (just under 2.5% per year on average) with little in
the way of givebacks to save costs. MTA took a position
that such a contract could require service cuts or another fare increase. A strike could have occurred in midMarch, 2014, but the appointment of a second PEB has
pushed back the earliest strike date as July 20, 2014,
the heart of the summer travel season to the Hamptons,
on the east end of Long Island. (Long Island Newsday,
and CBS, February 21)
John Samuelson, president of TWU Local 100, representing 38,000 MTA New York City Transit subway and
bus employees, has gone on record as supporting LIRR
rank and file employees should their current labor dispute result in a strike, either in March or July, dependent
on further developments in the labor mediation process.
Samuelson went as far as stating that his members may
not make themselves available for overtime work if MTA
were to attempt to provide shuttle bus services to select
key locations on the NYCT subway system to partially
replace LIRR services during a strike, further complicating strike contingency plans by MTA and potentially
making the commuting misery worse for strike-bound
LIRR commuters. This level of support by the unions
representing another transit agency would be unprece-
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customers with more realistic travel times. (WCBS-2
New York, February 20; The News-Times, February
26; CDOT, March 3)
With all of the mishaps besetting the Metro-North
Railroad in the past nine months, with the last major
event turning deadly and tragic, Connecticut Governor
Dannel Malloy has called for the exploration of all options in providing an operator for the New Haven Line.
While he acknowledges that divorcing the New Haven
Line from Metro-North would not be easy to accomplish
(because of track ownership and rights to operate over
them, maintenance of track and equipment, operating
personnel and supervision, revenue issues, etc.), the
Governor has made it known that “MNR is not the only
game in town.” He is looking at the option of contracting
out the operation of the line to a private vendor, just as
Boston has recently negotiated with Keolis, a French
quasi-public company. (WNPR, February 12)
Adding to the woes of the New Haven Line, this winter
has dealt the new fleet of Kawasaki-built M-8 cars an
issue that is sidelining a significant portion of the car
fleet. A ventilation fan that cools the inverters whenever
the cars are drawing d.c. power from the third rail is ingesting fine powdery snow. When the fan accumulates
enough snowpack, it stops and the inverters start overheating. The overheat condition alerts the systems
overseeing the railcar’s operation and the on-board
computer takes the car off-line, effectively making it a
“dead car.” The result is a mad scramble by the operating and mechanical departments to keep enough M-8
cars active to meet the needs of service. When the cars
are not under the wire, this inverter is not in use, as the
catenary feeds a.c. power. As a historical note, similar
issues were seen with the intakes for the cooling systems for the traction motors on the 1968–72 M-1 multiple unit cars on Metro-North and its predecessor railroads as well as at LIRR. A simple, low-tech solution
was applied in that case; fine Irish linen was used to
cover the intakes of the traction motors to prevent the
ingestion of snow. The 1983 M-3 model featured a design improvement by relocating the traction motor cooling air intake up to the window level, up and away from
the blowing snow kicked up as the train operates at
speed. This is also reminiscent of the fine powdery
snow issues that crippled the Pennsylvania Railroad’s
famed GG-1s back in the early 1960s, resulting in a
modification that re-located the air intakes for cooling
the motors to fin-like additions at the Engineer’s level
just behind the nose. Member Randy Glucksman reports that at the February MTA Board Metro-North Committee meeting, Metro-North Senior Vice PresidentOperations John Kesich stated that Kawasaki has identified a solution for this issue and that the M-8 fleet will
be retrofitted in time for next winter
The National Transportation Safety Board issued a
recommendation to Metro-North Railroad that it install

(Continued from page 7)

time slots for the coming Grand Central Terminal East
Side Access, which is now slated for some time after
2020 and will result in up to 65% more trains operating
on the railroad. (Long Island Newsday)
LIRR scheduled 14 extra trains for Monday, March 17
— 6 AM westbound and 8 PM eastbound — to accommodate the expected St Patrick’s Day parade crowds.
Like sister railroad Metro-North, there was also a heavily enforced ban on alcoholic beverages. (LIRR, March
13)
MTA METRO-NORTH RAILROAD
Metro-North operated a reduced schedule equivalent
to 75% of normal service during the February 13 snowstorm in anticipation of up to 14 inches of snow. Some
trains were combined, with the goal of getting customers to Grand Central Terminal within 10-15 minutes of
their normal arrival times. Metro-North operated a Saturday schedule on Friday, February 14, which turned
out to be inadequate. Additional trains were operated
during the afternoon/evening peak to better accommodate the crowds that showed up. (Fairfield Sun, February 12)
Metro-North’s Danbury Branch has been experiencing
issues with its grade crossing protection circuits, causing delays to trains operating along the branch line. The
underlying cause is now under investigation, with particular focus on the computer-controlled train detection
systems installed in November, 2013. The railroad is
working with Alstom, the designer of the signal system,
as well as Siemens, the manufacturer of the timing device for the system. This system was installed concurrent with the Metro-North/Connecticut Department of
Transportation installation of centralized train control
(CTC) and cab signals on the line in 2013, replacing the
traditional manual block signal system that used train
orders to govern train movements. This provides the
ability to add more train service on this single-track
branch, much like how the Upper Harlem Line saw service improvements once CTC was installed north of
Southeast. For an interim period during February, Danbury tickets were cross-honored on the Harlem Line
starting February 21. An interim Danbury Branch schedule was issued March 1 with adjusted running times to
reflect the slower operation of trains resulting from the
required “stop and warn” actions by the train crews for
all 29 grade crossings on the line while a solution is
found and applied to this ongoing problem. Weekday
morning peak-hour trains will leave Danbury at 5:28 AM,
6:06 AM, 6:38 AM, 7:18 AM, and 7:44 AM. Afternoon
trains, starting with the 3:08 PM through the 7:12 PM
from Grand Central, will operate on their current schedule at all stations through Redding, but will arrive 8 to 11
minutes later at Bethel and Danbury. Off-peak trains are
replaced with buses. This interim schedule will provide

(Continued on page 9)
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have lengthened running times to account for the impacts of the speed restrictions and operating rules
placed into effect following the series of tragic wrecks
and derailments last year. These schedules will be
based upon an ongoing detailed review and study of
current train movement records. While the trains will
operate slower, safety will be the driving force behind
the timings set by the new schedules. He did not expect
the elimination of any of the over 700 daily trains to accommodate these changes. (Journal News, February
27)
(Editor’s Note: Due to the pressing need to quickly implement the automated enforcement of speed restrictions at critical locations by the cab signal/automated speed control systems already used by the trains, a simplified application of
speed code reductions was applied to the existing signal
blocks. As a result, many of the speed reductions occur far in
advance of the actual speed-restricted area, making the running times even longer. Ideally, in the future, when time and
budgets permit, signal engineers can re-examine the actual
distance in advance of the actual speed restriction needed to
safely slow down an approaching train and add new signal
blocks to allow trains to maintain higher speeds until they get
closer to the slow zone.)
Veteran Metro-North Conductor Mike Shaw issued a
written apology to his passengers on Monday, February
24 for a snafu that left many stranded on cold, snowy
platforms. On Friday, February 21, Shaw’s train operated with a shorter-than-assigned consist, which resulted
in the train quickly becoming overcrowded. He then instructed passengers at stations farther down the line to
wait for the next train, which he expected would be an
express that would closely match his train’s arrival time
at Grand Central Terminal. Unbeknownst to him, that
relief train had been cancelled by operations management, and the folks he had advised to wait were left
stranded. As Shaw is a senior ranking Conductor on the
roster, he was the everyday Conductor of this train and
most of the passengers knew him by face and name.
Out of a personal feeling of responsibility for his regular
customers, he took it upon himself to produce and issue
— at his own expense and time — 500 copies of an
apology letter, which he placed on many of the train’s
seats the following Monday. While it was met with understanding by almost all of his regular customers, Metro-North management took a dim view of his unauthorized apology letter and was poised to discipline him for
his actions. Luckily for him, he had already become a
folk hero amongst the ridership, and the railroad simply
instructed him to refrain from similar gestures in the future and to let the railroad’s Corporate Communications
Department handle such matters. But, in the eyes of the
riders, he was seen as being more genuine and forthcoming than the railroad management in recent months.
(New York Post, Wall Street Journal, February 25)
In yet another tragedy to strike Metro-North, James

(Continued from page 8)

speed limit signs along the tracks at critical locations as
well as install outward facing as well as inward facing
cameras to provide video and audio recordings of activities in front of the train as well as in the operating cab.
Similar measures have been called for following other
incidents around the nation, but there is now mounting
political pressure to finally implement it. (Associated
Press, February 18)
Metro-North President Joseph Giulietti ordered a reorganization of the safety functions at the railroad, reestablishing the post of safety officer and the formation
of a safety committee. (CBS, February 24)
Metro-North submitted a 100-day plan to improve
safety. It focuses on the reestablishment of a strong
culture of safety throughout the railroad. Included in this
plan are outward and inward facing cameras to record
conditions ahead of the train as well as within the operating cab. Alerter devices, standard in the dual-mode
Genesis locomotives and M-7A and M-8 electric multiple unit (EMU) trains, will be retrofitted onto the fleet of
M-3A and Bombardier-built cab control push-pull coaches. The New Haven Line’s M-2, M-4, and M-6 EMUs are
slated for retirement by the end of 2014. Signal modifications to enforce speed restrictions for the five movable bridges will be expedited for completion by May 1.
Restoring reliable service and improving communications were other important goals for this 100-day
timeframe. (CBS, March 4)
Metro-North trains will be operating slower for a long
time to come. In the 1950s, the New Haven Railroad
carded the express run from Stamford to Grand Central
Terminal at 47 minutes. In 2000, Metro-North increased
speeds to allow the run to be made in 46 minutes. Since
the Federal Railroad Administration (FRA) mandated
speed restrictions to insure safety, the run now takes 63
minutes. The run from New Haven to Grand Central
Terminal used to take 1 hour 47 minutes; it now takes 2
hours 4 minutes, an increase of 17 minutes. (Westport
Now, March 3)
Effective March 1, the Enhanced Employee Protection
System, a new procedure to protect workers on or
about the tracks, was implemented. Once a track is taken out of service for maintenance, it cannot be placed
back into service by Rail Traffic Controllers (RTCs) without a special code known only by the person requesting
the track outage. Similar to the existing blue light regulations protecting Mechanical Department employees
working about or under rail equipment, this should go a
long way to preventing the circumstances that led to a
RTC trainee placing a track back in service by accident.
(Journal News, March 2)
New Metro-North President Joseph Giulietti announced that new schedules will be issued on or around
May 18, 2014 on the three east-of-Hudson lines that will
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Romanoff, 58, an eight-year veteran in the Power Department, was killed while on duty on the Park Avenue
Viaduct near E. 106th Street at CP3 at around 1 AM
Monday, March 10. He had been working as part of a
three-man work gang to restore a track that had been
out of service for weekend maintenance and was struck
by a passing Hudson Line train to Poughkeepsie. Metro-North and MTA Police as well as NTSB and FRA are
investigating the cause. (New York Daily News, Metro,
March 10)
Metro-North service was suspended on all three lines
from just before 10 AM until 3:45 PM on Wednesday,
March 12 due to a gas explosion that leveled two buildings adjacent to the Park Avenue Viaduct at E. 116th
Street. Hudson Line trains terminated at the YankeesE. 153rd Street station with customers transferring to
and from NYCT 4 and D at the 161st Street station.
Harlem and New Haven Line trains terminated at Woodlawn with customers transferring to and from NYCT 2
at 233rd Street. Once the New York Fire Department
gave the approval for Metro-North crews to clear off the
debris on the tracks and had structural engineers verify
the integrity of the viaduct’s structure, tracks, signals,
and third rail, Harlem and New Haven Line services
were restored to Grand Central Terminal at 3:45 PM
and Hudson line service was restored at 4:45 PM. Initially, only two tracks farthest from the scene of the explosion were restored, as FDNY officials were standing
on the westernmost track to observe and direct firefighting operations. As conditions permitted, the other
two tracks were eventually reopened to train traffic, albeit all four tracks were limited to 30 mph to reduce
their vibrations from the viaduct to the on-going rescue
and recovery efforts. During the service disruption, MTA
New York City Subway cross-honored Metro-North tickets as did NJ Transit Rail Operations on the Main, Bergen County, Port Jervis, and Pascack Valley Lines. Normal service was resumed later that evening, and Thursday morning’s peak period ran its full schedule, with
some delays from the ongoing slow speed order in the
area. (New York Daily News, Long Island Newsday,
March 13)
A report from ERA member Stanley Reid on the diversions of Metro-North passengers onto NYCT described
a scene of extreme overcrowding, with E. 233rd Street
being gridlocked with police there assisting diverted
passengers to the subway. Jerome Avenue was
bumper-to-bumper from Woodlawn Terminal to E. 233rd
Street. The Henry Hudson, Bronx River, and Saw Mill
Parkways were moving at a crawl.
Metro-North M-8 count as of March 3, 2014: 336 cars
delivered, 306 conditionally accepted by MNR for service, 30 undergoing acceptance testing by Kawasaki
Railcar Inc. (Bill Zucker/Randy Glucksman 3/14)
10

(Editor’s note: The total order of Metro-North/Connecticut
Department of Transportation M-8s is 405, composed of 380
EMU pairs plus 25 non-powered coaches. The single nonpowered coach will be an M-8 styled carbody with a pantograph only for HVAC and lighting and would be inserted between M-8 pairs to make up an odd-numbered car consist
such as 5, 7, 9, or 11 cars. Efficiencies would be gained by
providing the option of adding just one car instead of a pair if
ridership dictates it.)
On March 14, the Federal Railroad Administration released the results of its comprehensive investigation of
Metro-North operations, called “Operation Deep Dive.”
It was quite scathing in nature, highly critical of a poor
safety culture where on-time performance had become
the primary goal at the expense of safety. Practices in
track maintenance, training, operations, and dispatching
were all called into question, with serious deficiencies
highlighted. The report has directed that Metro-North
immediately place safety as its top priority, and, within
60 days, come up with concrete plans to make significant improvements to the training programs and increase the effectiveness of the Safety Department.
Track and signal inspection and maintenance programs
were deemed inadequate, with insufficient time provided for the work to be performed properly with the constant pressure by dispatchers to clear up and allow train
traffic to flow unimpeded. Train and engine crew supervision and certification were deemed inadequate as
well, with poor monitoring of individual employee performance by officials charged with maintaining performance standards; some of these officials were determined not have been properly trained for their jobs as
well. With over 1,500 employees being hired in the
2013–4 timeframe to replace a wave of retirements, the
quality of training was deemed vitally important. FRA
noted the highly fragmented and uneven levels of training for field employees, with poor recordkeeping of certifications for the trainers as well as the trainees. In response, Metro-North President Joseph Giulietti has
promised an immediate change in the corporate culture
with an emphasis in safety above all other goals, issuing a statement to that effect the same day. He did mention that the December, 2015 deadline for the implementation of positive train control (PTC) will unlikely be
met, no different from other railroads struggling to meet
the deadline, although he expected Metro-North to be
well along on the road to full compliance by that date.
(Federal Railroad Administration, March 14)
NJ TRANSIT
NJ Transit Executive Director Jim Weinstein stepped
down on March 2 after four years at the helm. He is
most well known for the NJ Transit/ Hurricane Sandy
debacle when hundreds of coaches, EMUs, and locomotives were stored in Hoboken and the Meadowlands
Maintenance Complex in Kearny and were damaged by
the storm surge that flooded both locations. The agency
(Continued on page 11)
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has since procured new rail yards on higher ground in
Linden and Garwood to protect its rolling stock in the
event of another major storm. Weinstein was also at the
helm of the agency during the Super Bowl debacle, in
which 33,000 riders overwhelmed the resources that
had been assigned to handle it. He took the blame for
not being able to react in time to handle the incoming
crowds, which far exceeded expectations during the
pre-game period. During subsequent investigations and
hearings, it was determined that NJ Transit was not totally at fault as NFL and security concerns prevented
any change in the operating plan during the event, giving New Jersey a black eye with regard to transportation logistics. Weinstein will be succeeded by Veronique
“Ronnie” Hakim, the current Executive Director of the
New Jersey Turnpike Authority, which runs the Turnpike
and Garden State Parkway. (Metro, March 3)
Within a week of Veronique Hakim’s start on the job
as the new Executive Director of NJ Transit, its Directors of Rail and Bus Operations, Kevin O’Connor and
Joyce Gallagher, were forced out. (Star-Ledger)
NJ Transit issued new timetables on March 2. On the
Raritan Line, five new through trains during the midday
off-peak periods will operate to and from New York
Penn Station, fully utilizing the dual-power capabilities
of the ALP-45-DP locomotives. The through train numbers are: 5126, 5132, 5134, 5170, and 5176
(eastbound) and 5121, 5123, 5125, 5175, and 5179
(westbound) designated with a “NY” notation. (Randy
Glucksman, March 1)
NJ Transit reported its worst on-time performance for
the month of February, 2014 with just 87.4% of trains
arriving within six minutes of scheduled arrival time.
Weather was not the only reason for the delays. Other
factors included aging infrastructure, such as the century-old Portal Bridge, and capacity constraints in the
twin-tube Hudson River Tunnels as well as power and
signal issues and unrelated events such as a massive
gasoline tanker fire that damaged power and signal cables near Newark on March 13. (Star-Ledger, March
14)
PORT AUTHORITY TRANS-HUDSON CORPORATION
PATH has closed the Exchange Place-World Trade
Center segment of its system on weekends starting
February 12 to begin installing PTC and to make permanent repairs to the tunnels damaged by Hurricane
Sandy in October, 2012. These weekend outages are
expected to take more than one year; the work will then
shift to the 33rd Street Line. Newark trains will operate
only as far as east as Journal Square and require passengers to transfer to 33rd Street via Hoboken trains to
reach Manhattan. (Times Herald-Record, February 12)
The World Trade Center station’s Platform A, the first
of four platforms at the permanent replacement station,
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was placed in service on February 25. The primary motif of the platforms as well as the mezzanine is white
marble, and the station features new lighting and speakers, stairways, and glass enclosed elevators, and Italian-designed mosaic artwork. However, the use of white
marble for the flooring of both mezzanine and platforms
may turn out to be a poor choice, both from an aesthetic
maintainability standpoint as well as a safety issue, given that marble flooring is notoriously slippery when wet.
(WCBS-880 AM, February 25)
NORTH AMERICAN COMMUTER RAIL
WEATHER EVENTS
The snowstorm on Thursday, February 13 forced VRE
and MARC to cancel all services. Amtrak’s Northeast
Corridor operated on a modified “snow” schedule. The
Baltimore MTA LRT experienced 30-minute delays and
Washington Metrorail maintained close to normal operations. On Friday, February 14, VRE operated on its
“Schedule S.” The March 3 snowstorm resulted in the
same service cancellations and modifications for VRE
and MARC while Amtrak operated a modified schedule
on the Northeast Corridor between Washington, D.C.
and New York City as well as on the Keystone Corridor
while operating all scheduled services north of New
York City. Normal services were restored on Tuesday,
March 4 on all lines. (Al Holtz Transit Blog)
BOSTON, MASSACHUSETTS
The Yawkey station expansion opens March 10. Three
inbound trains and four outbound trains have been added to the weekday schedule on the WorcesterFramingham Line. The last outbound train of the day
will now leave South Station at 11:10 PM, a move that
transportation officials hope will encourage ridership.
The rebuilt Yawkey station, located next to Fenway
Park, has two 700-foot-long platforms that meet all ADA
requirements, an open mezzanine, and a new main station lobby. (Boston Globe, March 10)
The Massachusetts Bay Transportation Authority
(MBTA) awarded Keolis North America a $2.6 billion,
eight-year contract to manage, operate, and maintain
the commuter rail service replacing longtime operator
Massachusetts Bay Commuter Railroad (MBCR) on
July 1, 2014. However, MBCR has taken legal action to
block this deal, claiming Keolis received unfair help from
MBTA. It is seeking a nullification or re-bidding of the
contract, an uphill battle at best. MBTA is the fifthlargest rail system in the U.S. It serves about 127,000
passengers daily with 13 lines, 671 track miles, 134 stations, and 500 daily trains. (Boston Globe)
Funding of $5 million has been included in the bill to
re-start the design assessment process on the proposed North Station-South Station Rail Link. During the
design and construction of the Central Artery/Tunnel
project, provisions were made to allow space for a rail
connection linking South and North Stations. There is
additional incentive to revive this idea and bring it to
(Continued on page 12)
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fruition, as Boston is hoping to be the host city for either
the 2024 Summer or 2026 Winter Olympics.
Videos of the MBCR Test Train with the new MPI
HSP-46 engine 2001 and unaccepted Rotem cars running on the Lowell Line can be seen at: http://
bit.ly/1gvtsGR by “Signal Hill Productions” and an additional video of the new locomotive rolling by the Ayer
station can be seen at http://bit.ly/1m9cy4E, courtesy of
DpL films. (Todd Glickman
ALBUQUERQUE, NEW MEXICO
New Mexico’s RailRunner will open its newest station
at Montaño Transit Center on April 7, serving the North
Valley and Montaño/Montgomery river-crossing corridor.
(New Mexico RailRunner Express March 2014 Newsletter)
DENVER, COLORADO
The Denver Regional Transportation District was to
celebrate the groundbreaking for the 18.5-mile North
Metro Rail Line Thursday, March 6. This line will use
EMU equipment on the route, which will run from Denver Union Station through Commerce City, Thornton,
and Northglenn to Highway 7 in North Adams County.
This line will have eight stations. (Trains, March 5)
FLORIDA
The first phase of SunRail, a 31-mile route running
from DeBary, through downtown Orlando, to south Orange County, will begin operation May 1. If SunRail receives another $236 million from the federal government, it can extend the route an additional 29 miles,
17.5 miles south to Poinciana and 12 miles north to
DeLand. Nearby Interstate 4 is expected to undergo $2
billion worth of work starting in late 2014 or early 2015
and the work is expected to last five to six years. Beginning April 15-18 and 21-25, the public will be able to
take sample rides on otherwise empty SunRail trains as
they complete their training and shakedown runs prior
to the anticipated May 1 opening date. Initially, trains
will operate every half-hour during rush hours and every
two hours midday and evenings. SunRail is designed to
provide motorists with an alternative means of transportation on the I-4 corridor. TriRail was created 25 years
ago as a transportation alternative for long-term heavy
repair work on adjacent I-95 between Miami and West
Palm Beach. (Orlando Sentinel, March 5 and SunRail)
The new station at Winter Park, Florida opened on
March 3. It currently serves the Amtrak Silver Service
trains and, starting in May, will be a stop for SunRail
commuter trains. (Trains)
Jack Stephens has been named Executive Director of
the South Florida Regional Transportation Authority
(SFRTA), succeeding Joseph Giulietti, who became
president of MTA Metro-North Railroad. Stephens steps
up from his role as SFRTA’s Deputy Executive Director,
which he has held since May, 2003. Last month he was
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named Interim Executive Director. (Railway Age, March
5)
WASHINGTON, D.C.
WMATA’s seven “Metro 2025” capital improvement
initiatives include 8-car trains systemwide, adding 35%
capacity to the network, along with signal, power,
shops, and infrastructure improvements to support such
growth in fleet; 15 designated “key” stations receiving
enhancements to accommodate ridership that has either reached or exceeded original design limits; and
new Blue Line connections to eliminate the bottleneck
at Rosslyn where the Blue, Yellow, and Silver Lines converge. A possible solution may be the construction of a
second Rosslyn station. Rounding out this list are the
construction of “pocket” and “turnback” tracks to increase flexibility on the mainly two-track system, improved communications systems, and improvements to
the bus system. (PlanitMetro.com)
CHICAGO, ILLINOIS
Funding for an eight-mile branch coming off the South
Shore Railroad mainline at Hammond and running
south to Dyer has been approved by the Indiana House
and will go onward to a House-Senate Conference in
Indianapolis. Operated by the Northern Indiana Commuter Transportation District (NICTD), this $571 million
line is expected to carry 4,510 passengers aboard seven daily trains to and from Chicago. Plans for NICTD
lines to Valparaiso and Lowell have been shelved until
this line is built. (Al Holtz)
TEXAS
The proposed TEX Rail commuter line from downtown
Fort Worth to Grapevine and Dallas/Fort Worth International Airport has been awarded a $50 million start-up
grant by the Federal Transit Administration. However,
the line is expected to cost a total of $810 million and
supporters still hoping for a service start date of 2017.
(Al Holtz)
CALIFORNIA
Ridership on Caltrain commuter trains between San
Jose and San Francisco set a new high in 2013. Average weekday ridership reached 48,630, surpassing the
47,060 seen in 2012. Ridership has steadily increased
since the 2004 introduction of the “Baby Bullet” limitedstop service between main stations on its line. Caltrain
has 29 regular stops; one football only stop, Stanford
Stadium; and two weekend-only stops, Broadway and
Atherton. The service is operated with 29 locomotives
and 118 passenger cars. (Al Holtz, March 12)
MONTREAL, QUEBEC, CANADA
Canadian National has sold, for C$97 million, the entire 21-mile, 12-station Deux Montagnes Line, including
the 3.2-mile Mount Royal Tunnel, to Agence Métropolitaine de Transports (AMT). Rail Journal notes this will
enable AMT to add capacity and reduce congestion.
(Trains, March 3)
(Continued on page 13)
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2013 TRANSIT RIDERSHIP REVIEW
Americans took 10.7 billion trips on transit vehicles,
the highest ridership in 57 years and the eighth year in
a row that more than 10 billion trips were taken on public transportation systems nationwide. While vehicle
miles traveled on roads (VMT) went up 0.3%, public
transportation use in 2013 increased by 1.1%. 2013
ridership breakdown: Heavy rail (subways and elevated
trains) ridership increased by 2.8% across the country
as 8 out of 15 transit systems reported increases.
Heavy rail in Miami saw an increase of 10.6%. Other
heavy rail systems with increases in ridership for 2013
were in the following cities: Los Angeles (4.8%); New
York (4.2%); and Cleveland (2.9%). Commuter rail ridership increased by 2.1% in 2013 as 20 out of 28 transit
systems reported increases. Commuter rail in Salt Lake
City saw an increase of 103.3% with the opening of a
new line to Provo, Utah in December, 2012. Five commuter rail systems saw double-digit increases in 2013:
Austin, Texas (37.3%); Harrisburg-Philadelphia (33.9%);
Anchorage (30.0%); Lewisville, Texas (23.0%); Stockton, California (19.9%); Minneapolis (12.5%); and Portland, Oregon (10.3%). Light rail (modern streetcars,
trolleys, and heritage trolleys) ridership increased 1.6%
in 2013 with 17 out of 27 transit systems reporting increases. Systems that showed double-digit increases in
2013 were located in the following cities: New Orleans
(28.9%); Denver (14.9%); and San Diego (10.4%). Ridership in the following cities also saw increases in 2013:
Seattle (9.8%); Pittsburgh (7.5%); Salt Lake City
(6.8%); Los Angeles (6.0%); San Jose (3.6%); and Philadelphia (3.5%). (APTA, March 12)
AMTRAK
During 2014, Amtrak will proceed with several improvement projects, which include continuing the installation of Positive Train Control (PTC) as well as starting
construction of infrastructure upgrades needed to support an increase in top speeds on Acela trains from the
current 135 mph to 160 mph over a 23-mile segment of
the Northeast Corridor between Trenton and New
Brunswick, New Jersey. Improvements to enable the
higher speeds include upgrades to catenary, power supply, signals, and track. Also planned for 2014 are projects aimed toward the eventual replacement of bottlenecks and century-old structures such as Baltimore’s B
and P Tunnels, Susquehanna River Bridge in Maryland,
New York’s Pelham Bay Drawbridge, and the Connecticut River Bridge from Old Saybrook to Old Lyme, Connecticut. Included in the 2014 construction schedule is
the provision of a concrete casement under the Hudson
Yards development west of New York Penn Station to
allow for the planned Gateway Hudson River Tunnel if
funding for it is finally secured. Amtrak will continue to
improve station accessibility to bring 29 stations up to
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ADA standards as well as begin the design work to
bring another 61 stations across 20 states into compliance. In coordination with state-supported projects,
Amtrak will make improvements to tracks and signals
on the Northeast Corridor, Keystone Corridor, and Michigan Line between Kalamazoo and Dearborn, Michigan,
as well as at Poughkeepsie and Albany, New York, New
Haven, Connecticut, and Springfield, Massachusetts.
(Amtrak)
The New York State Department of Transportation will
be working with Amtrak on several projects designed to
speed up train traffic by double-tracking a notorious single track section between Albany-Rensselaer and Schenectady. A fourth platform track will be added at AlbanyRensselaer and signal and grade crossing improvements to allow an increase in train speeds and service
reliability. Five alternatives will be presented at public
hearings to increase speeds from the current limit of 79
mph to as high as 125 mph on the Albany-Buffalo portion of the Empire Corridor. Local rail advocates favor
the 110 mph alternative, which has the lowest subsidy
requirement at $9 per rider. (Al Holtz)
Due to safety concerns from avalanche dangers in
Marias Pass, Amtrak passengers were bused between
Whitefish and Shelby, Montana. An avalanche did occur, requiring the track to be cleared before BNSF
freight operations resumed. Amtrak operated its trains
empty through the area. Snow accumulations around
Marias Pass were not the only issues to plague
Amtrak’s trains. Amtrak Cascades services, the Empire
Builder, and Northline Sounder commuter trains were
suspended due to mudslide risks on Friday, March 7 at
Mukilteo, located between Seattle and Everett, Washington. Another mudslide blocked the same BNSF Railway tracks Saturday evening, resulting in the cancellation of Amtrak and Sounder services on Monday, March
10. Amtrak and Sounder provided alternative bus services for the duration of the outage. (Al Holtz)
On Tuesday, March 11, Amtrak Train #173, the 11:05
AM from Boston to Washington, D.C. with 250 passengers aboard, stalled out over the Cos Cob drawbridge.
Apparently, it had a “cab signal hit” approaching Cos
Cob and the locomotive went into penalty brake mode,
coming to a stop in the middle of the bridge, which has
a designed gap in the catenary, leaving it literally “high
and dry” without any source of power for lights, ventilation, or toilet functions for five hours. An electric tow
locomotive was ordered, but it, too, encountered mechanical difficulties and, in the end, had to be towed
back to Stamford by a Metro-North diesel-powered
switcher. Passengers finally reached New York Penn
Station atcancele 8:30 PM, nearly six hours late. Those
destined for points south of NYC were transferred to
another train to complete the journey. (New York Daily
News, March 12)
VIA Rail Canada corridor services between Toronto
(Continued on page 14)
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and Montreal, as well as between Toronto and Ottawa,
was suspended for a brief time, cancelling three trains
and stopping four trains already enroute at Belleville or
Kingston due to a blockade on the tracks by a dozen
Idle No More protesters at Marysville, Ontario. The local
authorities were able to resolve the issue that triggered
the blockade and service was resumed the next day.
Idle No More is an ongoing protest movement that began in December, 2012, originating among the aboriginal peoples in Canada comprising the First Nations,
Métis, and Inuit peoples and their non-aboriginal supporters in Canada, and to a lesser extent, internationally. A reaction to alleged legislative abuses of indigenous
treaty rights by the Stephen Harper Conservative federal government, the movement takes particular issue
with the recent omnibus bill C-45. (VIA Rail Canada,
Wikipedia)
NORTHEAST
Buffalo, New York, facing a myriad of transit issues,
has found a solution: get out of the real estate business.
Mass Transit Magazine reported on February 28 that
the Niagara Frontier Transportation Authority (NFTA)
approved the sale of Outer Harbor lands to two state
agencies, while also unveiling a massive new project to
replace Metro Rail’s aging escalators. The agency had
been looking for years at getting rid of the Outer Harbor
properties that it owned, as expenses on those properties were holding the system back. In past years, expansion of the light rail system has come to a standstill
due to the region’s declining population and economic
issues. Ridership on Metro Rail has dropped 25%, in
part due to construction work along Main Street and
general problems with the system. Before the construction on Main Street, ridership was growing, in part due
to new jobs at the downtown Buffalo Niagara Medical
Campus. The report from the Buffalo News reported
that much of the ridership loss is in the free-fare zone,
which is strictly in downtown Buffalo and does not extend to the University at Buffalo (SUNY) campus. Getting the network back up to snuff is of importance as
17,500 people are projected to work at Buffalo Niagara
Medical Campus, not to mention that the University of
Buffalo Medical School is also there. Studies have been
conducted to determine the feasibility of extending the
line 10 miles to Amherst. (Mass Transit, February 28)
The New York State Department of Transportation is
holding hearings on a proposed plan to bring higher
speed (or high-speed) trains to upstate New York. Five
plans, which range from doing nothing to a brand new
electrified right-of-way between Buffalo and Albany,
have been proposed and a draft environmental impact
statement released to the public. The Empire State Passengers Association (ESPA) is in favor of a plan that
would allow trains to run at up to 110 mph between Buf14

falo and Albany. Currently, trains are limited to 79 mph
between those two cities. The “alternative” plans all include additional frequencies. (Albany Times Union,
NYSDOT, ESPA)
SEPTA (Southeastern Pennsylvania Transportation
Authority) celebrated its 50th anniversary on February
18. The agency held its first organizational meeting in
1964. The agency was charged at first with the planning, development, and coordination of a regional transportation system for Philadelphia, Bucks, Chester, Delaware, and Montgomery Counties, until it took over the
Philadelphia Transit Company (PTC) in 1968. (SEPTA)
Vice President Joseph “Amtrak Joe” Biden unveiled
the Amtrak Cities Sprinter on February 6, with the first
revenue trains running the following day. The Cities
Sprinter’s ACS-64 locomotive is based on the Eurosprinter and Vectron locomotive platforms, and includes features such as regenerative braking and modern fault monitoring software. Global Railway News reported that the 70 locomotives on order are being assembled in a solar powered plant in Sacramento, California. (Global Railway News)
Some happy news for MARC (Maryland Area Rail
Commuter) riders. Weekend ridership is up on MARC
Train, which links northern parts of Maryland and West
Virginia to Washington, so the 54 new Bombardier MultiLevels that began entering service in late February are
arriving just in time. The new MultiLevels are identical to
the ones used by NJ Transit (in fact, the order is a result
of NJ Transit not taking up an option order) and AMT in
Montreal. The new cars will have two-by-two seating
and a.c. power outlets and will carry 30 more passengers than the existing cars. Train frequency is also increasing. In December, 2013, MARC began weekend
service between Baltimore and Washington, with eight
round trips on Saturdays and six on Sundays. MARC
carried 18,000 passengers during weekends in December and had a 97% on-time performance. (Baltimore
Sun)
SOUTHEAST
In North Carolina, FTA approved project development
for the Durham-Orange Light Rail Line on February 25.
Environmental impact statements are due to be completed by January, 2016. The project development
phase is scheduled to take two years, followed by three
years of engineering design. Construction is expected
to take four to five years. (Railway Gazette)
Atlanta unveiled its new streetcars, which began arriving during the week of February 17. Siemens is building
four cars for the Atlanta Streetcar that are based on the
company’s S-70 70% low-floor vehicle. The Atlanta vehicles are similar to the ones used in Salt Lake City,
San Diego, and Portland. Two cars arrived in February,
with the other pair coming in March. The 2.7-mile line
will stretch from Centennial Olympic Park to the Martin
Luther King, Jr. Historical Site with 12 stops and is ex(Continued on page 15)
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pected to open later this year.
In a surprise turn, Governor Rick Scott of Florida announced that the state would contribute up to $215 million for a train station at Orlando International Airport
(MCO). The station will be served initially by SunRail
and, once the line is ready, Florida East Coast Railway’s (FEC) All Aboard Florida. Governor Scott set
aside $123 million for the project, and according to the
Orlando Sentinel, more money will be set aside if
the Governor is reelected. Construction on All Aboard
Florida should begin this year. (International Railway
Journal)
MIDWEST
In what could be considered one of the most bizarre
transportation policies ever proposed by a state legislature, the Indiana Senate Tax and Fiscal Policy Committee voted 8-4 to advance a transit bill that would prohibit
the construction of a light rail system. If passed, the
transit bill would require that 25% of operating costs
come from fares. Voters would have to approve the bill
in a referendum. However, the light rail issue might as
well be dismissed as, “bus rapid transit is the better option.” Light rail was originally criticized due to the potential costs associated with construction. (Indianapolis
Business Journal)
Another month, another environmental study: according to the Indiana High Speed Rail Association, The
Journal Gazette (Fort Wayne) and the News-Sentinel
reported on February 12 that the Fort Wayne City Council voted unanimously to pay $200,000 toward an environmental study for a proposed higher speed rail line
between Columbus, Ohio, Fort Wayne, Indiana, and
Chicago. The trip between Fort Wayne and Chicago
would take two hours and trains would run at speeds of
up to 110 mph. The projected cost of the project would
be $1.2 billion.
In Kansas City, Missouri, the Kansas City Streetcar
Authority has awarded an $18,000 contract to Willoughby Design, which is based in Kansas City. Willoughby
has already done work with the city, having handled the
marketing for Kansas City’s MAX bus system, including
creating the MAX brand name. The two-mile line should
be opened in mid-2015. (Trains)
Riders of the Empire Builder are not the only ones
facing frustration with the North Dakota oil boom and
the extreme cold of this winter. The Northstar commuter
rail line in the Minneapolis-St. Paul area has been
plagued with delays and, according to Trains Magazine,
the situation was severe enough that Metro Transit (the
operator of the region’s transit) handed out apology letters on February 6 because passengers had to take a
bus due to a morning train being cancelled. Part of the
issue stems from the cold weather that has rocked the
North Central states, with some daily temperatures not
15

even reaching 0ºF. In complaints to the agency from
riders regarding poor communication, Metro Transit is
rolling out an alert system using text messages and
email if the agency knows a train will be running late or
is over 15 minutes late. BNSF, whose tracks the
Northstar runs over, has plans to improve the line with
$900 million of a $5 billion investment plan for 2014 going to the Northern Transcon alone. (Trains)
Private rail operations in the United States got a boost
in February when Iowa Pacific Holdings President Ed
Ellis asked Oklahoma Governor Mary Fallin for rail service that would begin in May over a stretch of stateowned rail between Tulsa and Oklahoma City. During
the month, the Iowa Pacific ran demonstration trains
from Tulsa to Oklahoma City, billed as the Eastern Flyer. As the Bulletin went to press, the Tulsa World reported that the Tulsa City Council approved an amended
resolution regarding the sale of the route the Eastern
Flyer would be on, known as the Sooner Subdivision.
MOUNTAIN STATES
On February 28, Amtrak returned to Denver’s Union
Station, which has been closed since 2011 as part of a
massive reconstruction project that is turning the historic station into a rail and bus hub with connection to the
city’s light rail system. Construction is still incomplete at
the station itself, so passengers will access the waiting
room, ticketing, and baggage office by following signs to
the track side of the building. By 2016, Denver will also
be served by about 36 miles of commuter rail. Train #6,
the California Zepher, with P-42-DC 134 and 71 on the
point and private car Virginia City at the rear, was the
first train to call at the 1894-vintage station, which once
served as many as 80 trains a day. ( Denver RTD;
NARP; Trains, March 3)
SOUTHWEST
On February 17, Metrolink’s Positive Train Control
(PTC) system went into operation along the BNSF track
between Los Angeles and Riverside, as reported both
by the Los Angeles Times and Railway Track and Structures Magazine. It was the Chatsworth accident on
September 12, 2008, when a Metrolink train passed a
red signal and collided head-on with a Union Pacific
train, that led to a call for PTC. The cost of Metrolink’s
PTC program is $216 million, which includes the construction of a new dispatching center that will support
the PTC technology and replace Metrolink’s current dispatching center. PTC equipment is being installed on 52
locomotives and 57 cab cars, and lineside equipment at
476 signals.
Also in Los Angeles, Railway Age reported on February 21 that FTA is awarding LAMTA $670 million for a
connector that will link its three light rail lines together.
The connector line will cost approximately $1.4 billion,
with construction expected to begin later this year, and
if all goes well, the project would open in 2020.
PACIFIC NORTHWEST
(Continued on page 16)

NEW YORK
DIVISION
BULLETIN
OCTOBER,
2000
ERA
BULLETIN
- APRIL,
2014
Commuter and Transit Notes
(Continued from page 15)

Despite the issues with “Bertha”, the Washington
State Department of Transportation’s (WSDOT) massive tunnel boring machine that is currently inoperable
due to mechanical issues, Sound Transit set annual
ridership records in 2013 for boardings on its light rail,
commuter trains, and buses. Systemwide, the agency
saw nearly 30 million boardings, an 8% increase from
2012. Sound Transit’s Board of Directors has found an
alignment for the planned expansion of Tacoma Link
light rail service, which would continue north from the
existing Theater District station to Martin Luther King
Way and S. 19th Street. The new alignment still needs to
go through an environmental review and the project is
dependent on local and federal funding. Seattle Transit
Blog reports that Sound Transit will be running
Sounder train service to the Sounders’ soccer season
opener match on Saturday, March 8 against Sporting
Kansas City and again on Saturday, March 15 against
Toronto FC. Bus service will also be increased. Sound
Transit does not run commuter trains during the weekend, except for during sporting events. (Ron Yee; Al
Holtz; Trains, March 3)
The Anchorage Daily News reported on February
11 that the Alaska Railroad is evaluating whether to
launch weekday passenger rail service between Anchorage and the Matanuska-Susitna Valley, the suburban region of the Anchorage metropolitan area. Two
daily roundtrips would be made, with trains not running
during the summer months due to the existing cars
(which would be used for the service) being used for
tourist and cruise ship trains, which might pose a problem. Nearly one-third of the valley’s residents travel to
Anchorage for work, either driving or taking buses. Discussions on commuter rail in Anchorage have existed
for years. (Anchorage Daily News, February 11)
A replica of the cars that will be used on Honolulu’s
upcoming rapid transit system was unveiled on February 13. The 80 rail cars will seat 200 passengers each
(most likely Trains meant seating and standing room),
and feature Wi-Fi and room for luggage, wheelchairs,
and — this being Hawaii — surfboards. The production
cars will be manufactured by Ansaldo Honolulu JV, a
joint venture between Ansaldo STS and AnsaldoBreda.
The replica will be on exhibit at Kapolei Hale by appointment through the end of April, which can be arranged through an email to the Honolulu Authority for
Rapid
Transportation
(HART)
at
info@honolulutransit.org.
OVERSEAS
In the United Kingdom, Bombardier won a £1 billion
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contract on February 6 to provide vehicles for London’s
Crossrail project, which is due to open in 2018, BBC
reported. The railcars will be manufactured at the company’s Derby plant, and the project is expected to create up to 760 manufacturing jobs. The Crossrail project
should increase London’s rail capacity by 10%. Sixty
percent of railcars built in the United Kingdom or on order are made by Bombardier.
Also in the United Kingdom, plans have been put on
hold indefinitely on a high-speed rail project to link London to Frankfurt by Deutsche Bahn (DB). The Siemens
class 407 Velaro-D trains have not received necessary
international approvals, although DB itself has the approval. Modifications to the trains must be made before
they will be allowed to pass through the Channel Tunnel, which requires additional safety equipment, including fire protection and under-floor fire extinguishers. In
the interim, Eurostar is launching London-Amsterdam
service using its new class 374 Velaro-UK trains, which
will begin in December, 2016. (International Railway
Journal)
Voters in Switzerland approved the so-called Faif project to invest $7.1 billion in maintaining and upgrading
the national rail network. Around 60% of the fund will be
used for infrastructure maintenance and 40% to increase capacity. Switzerland is expected to see passenger trips increase by 60% by 2030. (International Railway Journal)
Ukrainian Railways (Ukrzaliznytsia) suspended operations of its Hyundai-Rotem intercity high-speed rail
trainsets on February 13 due to technical problems.
Hyundai-Rotem has already done quite a bit of work on
the trains, including the replacement of all pantographs
and reinforcement of roofs. Locomotive-hauled coaches
have been introduced on lines served by the HR-CS-2s,
which operate at the same maximum line speed of 100
mph. Refunds are being offered to passengers if Ukrzaliznytsia cancels reservations or substitutes traditional equipment. (International Railway Journal)
The first higher-speed trainsets built by CSR Sifang’s
Qingdao plant for Iraqi Republic Railways were rolled
out on February 17. The new trains will be used on the
Baghdad-Basra route. They will seat 343 people and
are equipped with climate control and on-board entertainment, something Amtrak’s Acela lacks. The design
also takes into consideration Iraqi desert conditions in
their overall construction, and the trainsets will be
equipped with data and fault diagnostic systems.
(Railway Gazette)
New York area commuter news items may be emailed to
nycommuter@erausa.org. News items about systems outside
the New York area can be emailed to transitnews@erausa.org.
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including seven stops on G and R. Ninety kiosks will
be provided by Control Group and 55 by CBS Outdoor.
(TransitWire.com, February 14)
On the opposite end of the spectrum of customer information services, a group called Efficient Passenger
Project (EPP) has been placing its own signage at specific parts of subway stations identifying the optimum
locations where customers should situate themselves
for the fastest transfers to other lines or exit to the
street, making the trip as time-efficient as possible.
However, as this effort is not sanctioned by NYCT,
these signs are being removed almost as quickly as
they are put up. NYCT currently maintains the position
that the installation of these signs constitutes criminal
vandalism, forcing the founder of EPP to remain anonymous. As these signs use the standard MTA fonts, there
may be copyright issues involved as well. Hopefully,
cooler minds will prevail and both parties can come to
an agreement on how best to serve the riding public. As
of this writing, EPP has confined its efforts to the L
Canarsie Line. (AM New York, February 12)
Transit Wireless is currently in the beginning of phase
two of its project with MTA to bring cellphone connectivity and Wi-Fi to 11 more subway stations in midtown
Manhattan, including Grand Central, 34th Street-Herald
Square, and 42nd Street-Bryant Park. Once this work is
completed, Transit Wireless will extend coverage to
every station in Queens. Phase two should be completed by June, 2014, and by 2017 all 277 subway stations
will be wired. In addition to the convenience this will
provide for riders, wireless capability is expected to
bring a new level of security with the ability for people to
call 911 in an emergency. (BusinessWire.com, February
21; TechTimes, February 22)
Much of the subway work planned for the final weekend of February, including the scheduled weekend outage of 7 between Times Square and Queensboro Plaza, was cancelled in anticipation of a huge snowstorm.
Some service changes remained in effect, including on
L, which operated only between Myrtle-Wyckoff Avenues and Rockaway Parkway, as well as the scheduled
weekend work on 6, F, M, N, Q, and R. NYCT
made the decision on Friday afternoon to postpone an
extensive schedule of weekend work on most of its subway lines to prepare for the forecasted snowstorm. As it
turned out, weather forecasting still being an inexact
science, the storm missed New York City. (NY-1, February 28)
The Montague Street Tunnel overhaul project is proceeding on schedule, and the tunnel is expected to reopen in October. (Brooklyn Daily Eagle, March 14)
“Building New York” Program
On February 25, member Alexander Ivanoff attended
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the “Building New York” program at St. Francis’ College
in Brooklyn hosted by the New York Transit Museum
with Dr. Michael Horodniceanu. The event focused on
two of the MTA’s current projects: the 7 Hudson Yards
extension and the Fulton Center complex.
The first project to be discussed by Dr. Horodniceanu
was the 7 extension, part of the “rush for gold,” as the
Hudson Yards Redevelopment Project on the West Side
is being called. Originally planned for a 2012 Summer
Olympics in New York, which did not happen, the subway extension will provide easy access to Hudson
Yards, without which the redevelopment project would
not be viable. Unfortunately, there will be only one new
station on the line, the terminus at 34th Street-11th Avenue across from the Javits Center. Dr. Horodniceanu
mentioned how the station will be air-conditioned, nearly 100 feet underground, feature two high-rise elevators,
and have an open station design (think cathedral ceilings). One of the challenges in constructing the tunnel
included soft soil conditions. The extension will be a
little late to open, now scheduled for sometime this fall.
Next, Dr. Horodniceanu talked about Fulton Center.
The project is in part a response to the rapid population
growth currently occurring in lower Manhattan, along
with tourism associated with the World Trade Center
Memorial. In discussing the renovations, Dr. Horodniceanu noted that some of the passageways (especially
the mezzanines for the A and C trains) could be best
described as an “experiment with rats.” As part of the
project, the historic Corbin Building received a top-tobottom renovation. A unique aspect of the center is the
Arts for Transit project, which features 900-plus reflective aluminum plates to allow natural light to reach the
platforms. Interactive information kiosks will feature
transit advisories (plus some ads). Another great addition, and one that I was unaware of, will be a transfer
between E and R trains. At a cost of over $1 billion,
the project, funded by the Federal Transit Administration
(FTA) and counted as the largest stimulus project in the
country, will open this summer.
Afterwards, Dr. Horodniceanu was interviewed by Michael Grynbaum, the City Hall correspondent for The
New York Times. The ever-rising multi-billion dollar
price tag for MTA’s construction projects is the main
issue he has to address. Dr. Horodniceanu noted that
some union work rules, and dirt and noise complaints
from residents in the affected areas, have contributed to
higher costs. Issues within MTA have not helped either,
with some of the bids on the East Side Access project
coming in much steeper than originally envisioned.
Dr. Horodniceanu recalled getting complaints from
some 5- and 6-year olds over construction of the Second Avenue Subway. To quiet them (and get them interested in the SAS), he showed the kids how concrete
was made and let them mix their own.
(Continued on page 19)
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
Beginning with this issue, the Bulletin will carry highlights
of Jack May’s spectacular and varied April, 2013 traction
tour to southern Europe, including Portugal, Spain, and Italy,
partly by train and partly by cruise ship Eurodam. Jack is a
longtime ERA member and is a former Board member and
Editor of Headlights. This series will continue over the next
few months. Kudos to Jack for his wonderful trip notes!
Our arrival at the gate in Lisbon was almost exactly on
time after an uneventful flight on TAP from Newark. Entering Portugal was perfunctory, and after using an ATM
to obtain euros, I found my way to the Airport station of
Lisbon’s Metro, which was just a hop, skip, and a jump
away from the terminal building’s main entrance, and
thus extremely convenient for air passengers. It took
me a little while to buy a day ticket, as no agent was on
duty and many of the machines were out of order. The
Metro station is lovely and escalators make it very easy
to get to the next subway train departure.
The Aeroporto station is the current outer terminal of
the Red Line, which is presently being extended westward to meet the Yellow Line (http://bit.ly/1iQGbY2).
The stations on the four-line system are well-lit and very
attractive, built with aesthetics in mind. Very little of the
network is above ground; on previous trips to Lisbon I
took photos at the Campo Grande station, which is one
of the few that is not in subway. On this trip I would use
the Metro only for necessary transportation.
When I arrived at the Green Line platform I noticed
that the Metro is well-equipped with countdown clocks
that indicate when the next few trains are coming. The
data appears to be based on real-time information rather than being programmed from schedules. All in all, I
was quite impressed with the modern facilities and fast
rapid transit trains.
Lisbon currently has five 900 mm-gauge streetcar
routes, which is down from about 30 when I visited Portugal’s capital for the first of many times in 1968 (http://
bit.ly/1eGgTEE). The operator of the urban transit system, known as the Carris since its origins in the 19th
Century, is now principally a bus company, and has
been trying to abandon most of the city’s tram network
for many years. It has succeeded to a great degree, but
it seems the City tries to keep as much of the system
operating as it can. One line, the 24, is “temporarily”
operated with buses. It is reasonable to say that the
remaining routes are split into two categories: the hill
lines (Lisbon is incredibly hilly in its older urban section)
and the flat (or coastal) lines. The latter now consists
only of Route 15, which runs parallel to the Taugus
(Tejo) River and is served by modern low-floor articulat18

ed LRVs. The remaining four lines, Routes 12, 18, 25,
and 28, use single-truck American-style Brill-type cars
dating from the 1930s. The bodies are traditional, but
the traction equipment inside is totally modern. These
cars, called remodelados, climb steep grades without
any effort and they are remarkably silent. In fact, I
missed a number of photos on my last two trips because I did not hear cars coming! All these trams are
single ended.
The four “hill” lines are further divided into the 12/28
and the 18/25. The first two serve the Alfalma district in
the eastern section of the city, a major tourist draw for
its narrow streets, authentically quaint buildings, historic
attractions, and bar-restaurant scene. To a certain extent one can compare the ambiance of this area to the
old Greenwich Village in Manhattan. All of the remodelados have both poles and pantographs, and fortunately these two lines call for operation using the historically-accurate poles. It is quite possible that the use of
pantographs on the steep curving track along the narrow streets could result in the overhead being pulled
down. Cars on the 18/25 operate using their pans. Further, the Carris antagonism to trams has resulted in the
18 cars no longer operating on Saturday afternoons and
all day Sundays, while the 25 runs only Monday to Friday. The cars used for this service are Brill-type 4wheelers that have been painted red and have extracomfortable seating, and are equipped with public address systems. Quite a few of the Brill-types have been
converted to that use, and according to some local railfans, there now is a shortage of “hill” cars for regular
service, especially since a number of the units were
sold to other properties (Sintra and Soller) during the
past few years. There are 45 of these single-truck cars
on the roster, numbered from 541 to 585, and all were
built by Carris in its Santa Amaro shops in the 1930s.
We decided to ride the 18 first, as the museum would
not open until 10:00 and the line runs near to its entrance; and further, it would not be operating in the afternoon. We left the hotel a little before 9. First order of
business was to buy a day ticket for Phil, which was
easily obtainable from machines at the nearby BaixaChiado Metro station (I had already gotten mine at the
airport). These are electronic tap tickets that release
turnstiles in subway stations and create a tone in the
streetcars that notifies the Operators that the fare has
been paid. (I should also mention that while the weather
forecast was for a perfect sunny day, we experienced a
San Francisco-like fog in the morning, which did not
(Continued on page 19)
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Alexander left the event with several questions, all
about how we can bring down the cost of construction
Traction Tour to Southern Europe
(Continued from page 18)

clear up until we were inside the tramway museum.) All
of the tram lines were a short walk from our hotel, so it
was easy to get to a stop for the 18. It turned out that
the Operator spoke English and was a traction fan!
Thus he placed the car in a perfect position for photography while he laid over at the end of the line and then
picked us up between stops for our return trip. The line
has some steep grades, but the headways and weather
were not encouraging for walking along the route; but
then, I already had many photos from previous trips.
We ended up with an excellent day of riding and photographing, covering the 18, 15, 12, and 28, as well as
the museum. We visited the museum after returning
from a round trip on the 18 and then rode the 15, but I
am going to leave a description of that part of our day to
succeeding portions of this report, which will accompany corresponding photos of those activities (a taste of
what is to come is at the bottom of this page).
Last things first, so I will start out with routes 12 and
28, two of the world’s most interesting and thrilling lines
for American traction enthusiasts. We spent a great deal
of time on the eastern section of the 28 (after having
finished with Route 15) and then completed our day
covering the western end, which is not as spectacular in

Lightweight cars 329, 777, and 506 at the museum.

projects in the New York metro area. Denver, on the
other hand, has lower construction costs, probably because much of the area where it is working (for the
FasTracks project) is undeveloped.

comparison, but would be well able to stand on its own
if the eastern portion through the Alfalma did not exist.
We first rode the 12 directly up the steep hill to Sao
Tome in the center of the district. This was once a short
single-track bi-directional line with a couple of passing
sidings, but now is through-routed over the 28 creating
a clockwise loop.
After cresting its incredible grade, we were able to
photograph the 28 from above, despite being just a few
feet from the junction of the routes! We then walked part
of the 28, had a quick snack, and finally rode it in segments, getting off here and there for photos, until dusk. I
should mention that on my first visit to Lisbon the eastern section of the 28 was supplemented by two circular
lines, the 10 and 11, which were collectively called the
Graca loop. In 1968 service through the picturesque
neighborhood was extremely frequent.
We alit from our Route 18 car at the line’s junction
with Route 15 and walked to the museum, which is located on the property of the Santa Amaro shops and
carhouse. It is operated by the Carris, with the aid of
funds raised from other sources, including public contributions. The exhibits are housed in two distinct buildings, somewhat apart from each other. A single-truck
red-car shuttles back and forth between the two structures, adding to the pleasure of the public’s visit.
(Continued next issue)

Just on the other side of the single track and around a corner, near
the Rua Escolas Gerais stop.
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Around New York’s Transit System
York Daily News, February 7)
During the past month, NYCT installed 18 “On the
Go” touchscreen travel kiosks in the Grand Central subway station. The kiosks at Grand Central feature an interactive map that shows the best route to one’s chosen
destination, as well a listing of real-time subway train
arrival estimates or scheduled departure times of MetroNorth Railroad trains from Grand Central Terminal. Two
companies are contracted by NYCT to provide the informational kiosks, Control Group and CBS Outdoor. By
late February, more kiosks were expected to go live at
Times Square and Penn Station. By the end of May, it is
expected that a total of 145 kiosks will be in service,

Dyckman Street Station Rehabilitation Completed
The rehabilitation of the 108-year-old Dyckman Street
1 station was completed with the dedication of an energy-efficient elevator bringing the station into compliance with the Americans with Disabilities Act (ADA).
The station now features new concrete platforms, platform windscreens, canopies that were rehabilitated using wooden rafters salvaged from the original, and a
refurbished fare control area with ADA-compliant ramp.
The entire facility has been redecorated with historic
finishes such as mosaic signage and replica handrails
and lampposts. With the completion of this project, 80 of
NYCT’s 468 stations are fully accessible to riders with
disabilities. (Progressive Railroading, NY-1, Metro, New

(Continued on page 17)

PASSING THE BATON
by BOB NEWHOUSER, ERA PRESIDENT
becoming the On-board Services Officer managing
800 Conductors. Ron has a Masters in transportation
planning and engineering from Polytechnic University.
His longtime MTA commuter rail experience and travels
to traction venues around the world make him wellsuited for his new ERA role. Ron can be reached
at nycommuter@erausa.org.
Alexander “Sasha” Ivanoff, North American &
World News Editor: Sasha will cover current traction
news around North America (outside of the tri-state region) and the world. Sasha is a 2012 graduate of the
State University of New York at Potsdam, with Bachelor’s degree in history and communications. He is a lifelong transit enthusiast. Sasha grew up near the Harlem
Line in Brewster with fond childhood memories of taking
Saturday trips to the city. He maintains his own blog,
The Ivanov Report. We are impressed with his
knowledge of transit current events outside the tri-state
region.
Sasha
can
be
reached
at transitnews@erausa.org or
northeastern292@gmail.com.
Randy’s high-quality work was greatly assisted by
many outside contributors. As we cheer on our new editors Ron and Sasha, we encourage those who
have contributed to Randy’s column to keep those news
articles and other contributions coming in! We have provided Ron and Sasha’s email addresses above.

Note: The following message originally appeared in the
March, 2014 meeting notice.
Greetings, ERA members!
Due to his busy schedule, Randy Glucksman will be
stepping down as our longtime Bulletin News Editor
with publication of the March, 2014 issue. Randy
joined the ERA in April, 1965 and has been contributing
columns to The Bulletin since 1981, 33 years ago!
Randy served as Commuter News Editor beginning in
1988 and as News Editor since 1996, covering both
commuter and urban rail transit news. In addition to
working as a transit consultant in his other life, Randy
was appointed to the Metro-North Railroad Commuter
Council, elected chair in early 2013, and in June, 2013
became Chair of the MTA’s Permanent Citizens Advisory Committee (PCAC). He will continue to contribute
articles occasionally as his busy schedule permits.
Randy’s shoes have been so large to fill that his role
will be taken on by two dedicated and talented ERA
members beginning with the April, 2014 Bulletin:
Ronald Yee, Tri-State and Commuter News Editor: Ron will cover tri-state transit news and commuter
rail news around North America. Ron retired from Metro
-North in March, 2013, having worked there 30 years.
He started as a supervisor of passenger counting, rising
through the operations planning department to becoming Manager at the Crew Management Center, and then

CORRECTION
In the Subdivision “B” car assignment published in last
month’s issue, the assignments for the two S shuttles

were reversed. The R-68s are on the Franklin Avenue
Shuttle and the R-46s are on the Rockaway Shuttle.
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TRACK AND SIGNAL CHANGES
FOR 1939 WORLD’S FAIR
When the Fair was being built on a site adjacent to the Willets Point Boulevard station,
it was obvious that Flushing Line ridership
would increase appreciably. To provide additional service, company engineers planned
track changes and additional signals and
cars.
The Flushing Line was built as a 3-track
line, but signals were not installed on the
middle track, where layups were stored. To
accommodate the displaced layups, six Corona Yard tracks were extended in January
and February, 1939. The new capacity of the
yard was 12 ten-car subway trains, 19 sevencar IRT elevated trains, and 9 eight-car BMT
trains. Middle track signals were in service
when the Fair opened.
The original Willets Point Boulevard station
was an ordinary 3-track local station with two
side platforms. To accommodate the increased traffic, the station was rebuilt and
relocated a short distance west of the original
station as shown in the December, 1991 Bulletin. A portion of the out-of-service Manhattan-bound platform is still visible. The new
3-track station was built with two side platforms and another platform between the middle track and the eastbound (Flushingbound) track. An enlarged mezzanine connected to a wide passageway leading to the
Fair.
The original BMT Queens Plaza track layout was unusual. Trains from Astoria arrived
at the lower level and returned to Flushing,
while trains from Flushing arrived at the upper level and returned to Astoria. Until the
Fair opened, this arrangement was apparently satisfactory. Long before the Fair opened,

BMT engineers started planning Queens Plaza track changes that would separate the
Flushing and Astoria Lines and allow the
company to adjust Flushing service as soon
as riding increased. Effective June 28, 1938,
Flushing trains arrived and departed from
Queens Plaza upper level, while Astoria
trains arrived and departed from the lower
level. (See January, 1992 Bulletin.) Work was
not completed. There was single-tracking
from Queens Plaza to Beebe Avenue and
Jackson Avenue, and shop transfers were
routed via IRT at Queens Plaza for several
months. On December 18, 1938 from 1 AM
to 8:25 AM, Astoria trains were turned at the
Queens Plaza Flushing pocket, after which
regular service was operated to Astoria and
work was probably completed.
IRT was able to increase service by ordering 50 World’s Fair cars, which were in service before the Fair opened. Cars 5653-5702
could MU with the Steinways that were operating on the Flushing Line, but they were
kept separate at first. Their end doors were
located behind the Motorman’s cab and there
was a door in the center of the car. Assigned
to the Flushing and Astoria Lines were 138
Steinways and 13 Lo-Vs. Motive power of the
Steinways was different from the motive power of the other cars, which were equipped
with 200 HP motors and operated with 3 trailers in 10-car trains. To provide better traction
on the steep grades shown on the table below, Steinways were all motors. The cars
were equipped with 120 HP motors, gears
with 61 teeth, and pinions with 16 teeth, giving a reduction of 3.81. The following cars

NEXT TRIP: CORONA YARD1TOUR, SATURDAY, JUNE 7

(Continued on page 4)
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TOWARD UNDERGROUND (AND UNDERWATER) ROLLING
STOCK: THE ALL-STEEL REVOLUTION
by George Chiasson
brought Civil Engineer George Gibbs (1861-1940), who
was First Vice President of the Manhattan firm Westinghouse, Church, Kerr & Company, and also consultant to
the Pennsylvania Railroad, into this technological vacuum as a special expert. Gibbs was a New Yorker of
some repute and a graduate of the prestigious Stevens
Institute in Hoboken, meaning that at least between
1878 and 1882 he was a frequent commuter among the
teeming Hudson River railroad ferries that were so
prevalent. After getting a start working with Thomas Edison at the Pearl Street generating station in Manhattan
upon his graduation, Gibbs had garnered almost 20
years of practical experience in the railroad industry by
his 1902 appointment to IRT. The engineering credentials he had earned in that time were unassailable, and
he was close at hand to the Pennsylvania Railroad's
executive offices in Philadelphia, a big corporate ally of
the Interborough. As a matter of commercial interest, it
was undeniably to the ultimate benefit of the Pennsylvania and its projected New York terminal that Gibbs be
interjected to the New York subway project, given the
knowledge both he and the two companies (PRR and
the Interborough Rapid Transit Company) would accrue
as a result. It can be concluded with certainty that Mr.
Gibbs was actually no stranger to IRT to begin with; he
was considered ingenious in his field and known for
being tenacious if nothing else. He had in fact brought
the Interborough’s initial Composite car fleet through
design and into production during 1901 and 1902.
The idea of all-steel rapid transit equipment was indeed not a new one as IRT prepared to operate its new
subway, but quite obviously it was not a highly developed one either. Such had been thought, if not assumed, as the ultimate future of rapid transit and railroad design since at least the 1890s (certainly by which
time steel was already the desired material of maritime
construction), but little research had been conducted on
how its technology could be so adapted. In addition, as
hinted above there had not been a great practical need
for steel rapid transit rolling stock prior to the execution
of the Interborough subway, as earlier properties had
almost entirely been constructed on various types of
outdoor right-of-way. As a result there was an overriding
unwillingness by the transit industry to develop steel
rolling stock (IRT aside), while builders were perfectly
satisfied to continue turning out wood or wood-steel
cars for their customers if that was what the market demanded. In fact, quite the opposite of a progressive
sentiment was publicly expressed by car builders at that

FROM DUBIOUS TO UBIQUITOUS, PART ONE:
GEORGE GIBBS AND ROLLING STOCK
DEVELOPMENT — THE MP-41
Even well before Pennsylvania Railroad President
Alexander Cassatt brought the New York terminal project to light in 1901, the concept of underground railway
travel had been espoused in several locales around the
world. In point of fact the use of tunnels to penetrate or
otherwise avoid obstructions was one of the basic tenets of railroading itself, while its expansion into the
realm of full "sub-ways" through dense urban centers
held perhaps its greatest and most exciting promise.
But while these remarkable applications energized the
creative and political juices of its potential beneficiaries,
one of the more mundane issues associated with underground railways, namely that of its rolling stock, had
been all but relegated to triviality when compared to the
stature of such accomplishments as a whole. As a result there was virtually no extra attention paid or effort
expended in the latter 19th century to propagate the
greater durability, improved cost-effectiveness or superior fire safety that all-steel rolling stock would have offered. At that time there were a large variety of railroad
car builders in North America whose greatest market
sensitivity was to the plethora of local, regional and national operations that had been steadily taking root for
almost a half-century, but no single party who enjoyed
the necessary level of private or public affluence to "set
the standard" for the industry as a whole was actually
inclined to do so. Such was still largely the case in the
first stage of development for electrified, underground
rapid transit and railroad operations in the U.S. at the
turn of the 20th Century, with wooden coaches already
in use on the first two such installations by the middle of
1901 (these being the Baltimore & Ohio tunnel and Boston's short new subway-elevated line). At that time New
York's first subway was also under construction along
the length of Manhattan, but true to form the level of
innovation associated with its rolling stock could be
viewed as limited, though not for want of trying on the
part of IRT. While their so-called "Composite" cars,
which were specifically designed for this undertaking,
did not entirely subscribe to standard elevated railways
of the day, especially with their state-of-the-art inclusion
of fully-enclosed vestibules, they did represent a technological compromise and wood was retained as a
main component of the car body, along with metal
sheathing and underlying frames of both wood and
steel. Still aspiring to the ultimate introduction of steel
rolling stock as soon as practicable, the Interborough

(Continued on page 3)
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Avenue to Park Avenue South.
With the Pennsylvania's Altoona shops at his disposal,
thanks to his standing with the company's hierarchy
(and the endeavor's associated just purpose), Gibbs
had the freedom to devise the best possible specification to suit the Interborough's needs, then actually bring
it to reality for delivery and testing. Through most of
1903 a single rapid transit motor car took form, subscribing to the exact dimensions of the Interborough's
Composite equipment (length of 51 ½", width of 8'10",
and height of l2’½") but fabricated from shaped, riveted
plates of steel. The prototype's wheel base of 36 feet
(distance between truck centers, or "kingpins") was also
the same as that of the Composite cars to insure proper
"tracking" (compliance to the subway's "center line"),
clearance on curves, and a measure of protection for
inter-car movement, but it had narrower doorways (3
feet wide instead of 4) and its overall car body advanced from the outer end walls toward the center, with
only superficial dividers to create a "vestibule," as compared to the wood-steels (and the elevated cars before
it) which had evolved from the "passenger cabin" designs of old and were laid out from the middle toward
each end. This created no less than 16 "primary" car
body sections, two which contained the manual sliding
doors and Motorman’s areas, plus 14 consisting of a
lone sash about 2¾ feet in width, adjoined to a riveted
"bridge" plate approximately six inches wide. In trade
for taking engineering liberties to devise the prototype's
modified floor plan and layout, the associated requirements of starting, braking, maximum speed, and power
consumption were not strictly considered in its construction, particularly where the specialized materials to do
so were of themselves still in development. As a result
the car body's base weight was quite high at almost
90,000 pounds as compared to about 79,000 for a
Composite motor. This was at the outer tolerance limit
of estimated structural loads for IRT's elevated lines
(which included most of the existing Manhattan Railway
system) and when the final "package" was assembled
for movement to New York City, the car body was wired
to function as a motor but the heavy control group and
traction motors were omitted to avoid their additional
weight.
Delivery finally occurred in November, 1903, with the
steel prototype being hauled up and down the Second
Avenue Elevated by standard Manhattan Railway motor
cars starting on February 8, 1904 to assess its design
attributes. By the time the task of creating and evaluating the prototype was done, the "production" (that is,
refined) specifications it engendered were incorporated
into a first order for 300 steel motors that was hurriedly
placed with builder American Car & Foundry. Even so,
the necessary time lag for commencement of their construction precluded IRT deliveries before the second
half of 1904 (the first of them got to New York in June).

(Continued from page 2)

time, who suggested that an all-steel rapid transit car,
were it possible to construct, would be too heavy, too
slow, too noisy, and too cold to offer beneficial advantages versus designs that were already available.
Whatever its corporate entanglements, the schism
that brought an end to this cycle of repudiation was the
emerging certainty of the Pennsylvania Terminal project. This sentiment resulted in turn from the level of
underlying responsibility endowed onto that terminal's
operator by local officialdom, which not only prohibited
the use of steam as motive power, but placed a premium on public and employee safety following many years
of less-than-perfect experience with the railroads that
did enter Manhattan and Brooklyn.
So it was that the Pennsylvania assumed the role of
enabler while IRT played that of receiver, for if such a
car could be successfully designed for the subway, it
might then be easily adapted for the new railroad tunnel
as well. And if this vehicle were to evolve as a viable
form of electric railroad coach for IRT, it could then also
be used to propel standard Pennsylvania train consists
through the New York terminal, carrying additional farepaying passengers all the while. That was the outermost key point of its initial economic justification, and
was what shaped Gibbs' approach to his earliest design.
As drawn up for construction in the late 1890s, the
original New York subway encompassed the prevailing
norms of the day, meaning its dimensions were led by
those which had long since been established on previous rapid transit systems, and dated back to the earliest
of Manhattan's elevated lines in the 1870s (which were
then promulgated in the U.S. at Brooklyn and Chicago
before concluding on new lines in Boston and Philadelphia). This set of standards in turn dictated the subway's overall size requirements, which influenced its
resulting real estate and utility impacts and were major
determinants in setting a realistic cost. On the original
IRT subway in particular there had been a fairly acrimonious debate regarding the specifics of its alignment
(again a rather typical clash as regards such monumental projects), while it was also imperative that certain
accommodations be made to expedite the intensity of
its operations as forecast. When translated into actual
construction plans, these considerations created several unique traits along the length of the entire system,
with the two most significant dictating IRT's maximum
allowable equipment size both then (in 1902) and even
to the present day (in 2014). One was the loop at its
south end through (the now-abandoned) City Hall station beneath City Hall Park; the other was a tight series
of opposing curves through the express station at 14th
Street-Union Square, where IRT swung from Fourth

(Continued on page 4)

3

NEW YORKERA
DIVISION
BULLETIN
2000
BULLETIN
- MAY,OCTOBER,
2014
its 28 sash fixtures, one being left open to hand out pay
envelopes. It remained as such for many decades after
and was finally scrapped in 1956 when disposition of
IRT's first-generation equipment began. Before that
time, the original motors on both properties had come to
bear the name of the engineer who had designed them,
and even in 2014 a mention of the "Gibbs car" evokes a
highly respected chapter in the long equipment history
of New York's rapid transit system. Gibbs himself remained an integral cog in the wheel of railway electrification and improvement in the years following his involvement with the Pennsylvania, IRT, and Long Island
Rail Road projects, contributing just as much from his
incredible skills on behalf of the New York Central toward the establishment of what became Grand Central
Terminal. In 1911 Mr. Gibbs helped to found the prestigious, New York-based transportation engineering firm of
Gibbs & Hill, which after a long existence as a stalwart
in its field was folded into the even bigger United Engineers & Constructors concern in 1993. UE&C (itself
once a major contractor on the Penn Station project)
then became part of mega-service provider URS Corporation of San Francisco in 2007 and it remained such
upon the centennial of Gibbs' firm in 2011. George
Gibbs himself continued to be active as a consultant in
the railway and civil engineering disciplines throughout
his adult life and tended to "summer in Newport" for
several decades when such was in vogue among New
York's social elites, ultimately retiring there by the age of
75. In 2014 he rests eternally in the yard of St. Mary's
Episcopal Church at Portsmouth, Rhode Island.

Toward Underground (and Underwater) Rolling
Stock
(Continued from page 3)

As for the Pennsylvania Railroad, its initial hope that
the concept of a passenger-carrying terminal motor
would mature into viability proved false, and its attention
focused instead on the development of a wholly separate electric locomotive for this dedicated purpose, as
described below. Given that the Long Island Rail Road
faced the same construction-induced equipment pressures as the Interborough, the steel rapid transit car
designed by Gibbs' team was rapidly and readily embraced rather late in the process to expedite its initial
electrification. The corporate layering that oversaw such
purchases proved to be burdensome however, and
while LIRR "signed off" on the acquisition of 122 similar
steel motors with an option for 12 more that November
(immediately after the first segment of the IRT subway
was placed in service), the parent Pennsylvania Railroad did not give its consent for an additional three
months, which postponed deliveries until the late spring
of 1905.
As for the prototype car, it was known to be too heavy
for IRT revenue service even before delivery. Sometime
after the first production motors arrived later in 1904, it
was assigned the road number "3342" (IRT's steel cars
were numbered 3350-3649) and languished "around the
yards" (most likely Lenox Shops) after its tests were
completed. 3342 was then converted to an IRT system
"Pay Car" in 1908, with no seats and bars through 27 of

(Continued on page 5)

The subway cars operating in Queens were inspected
in Corona Shop, but were sent to 147th Street Shop for
major overhauls. Because the Queens subway lines
were isolated from the other subway lines, these cars
reached 147th Street Shop by following a circuitous
route on the subway and elevated lines. But the subway
cars’ shoes could not make contact with the elevatedtype third rail, which had a board protruding on the side
of the third rail. The cars’ shoes were removed in Corona Shop and elevated cars towed them on the Queensborough Bridge, the Second Avenue “L,” and the Third
Avenue “L” as far as 150th Street. Then the cars were
routed via the little-used Westchester Avenue Branch to
the Jackson Avenue middle, where the elevated cars
were uncoupled and subway cars towed them to 147th
Street Shop shortly after midnight.

Track and Signal Changes for 1939 World’s Fair
(Continued from page 1)

were Steinways: 4025-36, 4215-22, 4555-76, 4700-18,
4720-71, and 5628-52. Lo-V motors 4771-83 were also
assigned to Queens and were returned to the main line
after the Fair closed in November, 1939.
Grades are as follows:
LOCATION

GRADE

DISTANCE

Times Square-Bound (Westbound)
Approaching Grand Central
Approaching Fifth Avenue

3.0%

2,274 feet

4.15%/4.5%

1,404 feet

Flushing-Bound (Eastbound)
Approaching Vernon-Jackson Avenue

4.5%

1,305 feet

Leaving Hunters Point Avenue

4.0%

934 feet
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Hi-V 3342, built by the Pennsylvania Railroad, at E. 180th Street station, Dyre Avenue Line, June 29, 1955.
Bernard Linder photograph

Interior of car 3342.
Bernard Linder collection

Interior of Hi-V 3368 at Pelham Bay Park station, Pelham Line, August 18, 1953.
Bernard Linder photograph

Train at Buhre Avenue station, Pelham Line, October 2, 1955.
Bernard Linder photograph

Gibbs car 3623, rebuilt in 1936 for MUDC operation, Zerega Avenue,
Pelham Line, December 26, 1955.
Bernard Linder photograph

LIRR MP-41s 1100 and 1101 at Country Life Press.
Bernard Linder collection
(Continued on page 6)
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NEW YORK CITY SUBWAY CAR UPDATE
about halfway between the joint mezzanine serving the
new terminal (closed since the inundation of Hurricane
Sandy) and that atop the R Whitehall Street station.
Progress is being made on restoration of both the newer South Ferry terminal and the Montague Street Tunnel, but the latter will definitely be reopened first, perhaps earlier than its original target of Fall, 2014. Whenever it occurs, restoration will likely be undertaken on
another of NYCT’s under-river crossings that was extensively damaged by the flood from Hurricane Sandy.
Subdivision “B” Notes
The single train of Phase I R-32s was still hanging in
on J and Z as of March 8, 2014 while long-term SMS
is performed on the second half of East New York’s R160A-1 fleet. Cars observed in J service on March 3,
2014 were 3771-0/3933-2/3698-9/3427-6, with 3714-5
and 3778-9 serving as spares. As of the same date cars
3726-7 had been sent back to 207th Street.
On February 20, R-68 set 2856-7-9-8/2872-3-5-4 was
operated on Q. An R-68 and an R-68A train were then
each circulating on N during the morning rush hour of
February 21: 5160-59-7-8/5130-1-3-2 and 2806-7-54/2842-3-1-0, being used as such on several occasions
through that week (February 18-21). The latter consist
was again sighted on N during the morning rush on
February 26, joined by R-68As 5190-1-3-2/5112-3-1-0.
Another R-68A train, led by 5012, was running on N
March 4, followed by an R-68 train with 2822 as its
north motor on March 5.
R-143 8277 was still in the shop at 207th Street
through early March, with restoration work apparently
proceeding on it and sister “A” car 8280.
In late February and early March, a train of Phase I R32s from C (3436-7/3665-4/3688-9/3872-3) was used
to stage scenes for the forthcoming motion picture
“Violent Year” on the West End Line. It was transferred
back home to 207th Street on March 6.
“The View:” A visit to the recently-rebuilt
“Culver” (actually 9th Street) Viaduct of F and G in early March discovered that the long-treasured, panoramic
overlook of Lower Manhattan from Smith-9th Streets
station was not “walled off,” as had been rumored.
NYCT did install a duct bank “on stilts” between the two
express tracks, set at a height of about 5 feet, but fine
views of the resurgent skyline, complete with the almost
-finished Freedom Tower, can still be had with some
earnest “framing.”
“Miles of Piles:” A look at the Far Rockaway Branch in
early March found several startling results of its recent
post-Sandy reconstruction. The track upon which A
trains sprint was largely “smooth as glass,” in marked
contrast to its rollicking state that was the norm in pre-

Subdivision “A” Notes
The third set of CBTC/R-188 compatible R-142As
(7221-5) had started to arrive at NYCT’s 239th Street
facility as of February 15, there to be joined at some
point by 7226-30 and “C” car 7900 to form the first such
“production” train of a projected 37 in all (exclusive of
the “pilot” set). R-142As 7251-5 had departed for Kawasaki’s Yonkers facility by February 28, with R-142As
7256-65 noted in the same 6 train on March 5. R-62As
1661-70 were shifted from Corona (7) to Westchester
(6) on or about February 24, but 1706-10 and 1776-80
went the other way to leave 6’s R-62A fleet at 55 cars.
There have been no additional R-188s placed in 7 service during the past month, with 7860-5 and 7866-70
now hooked together for their “burn-in” phase at Corona. On March 8, R-188s 7871-6 and 7855-9 were seen
testing in the Rockaway Flats, while deliveries had been
completed through 7887. R-188s 7860-70 entered 7
service on March 20. Elsewhere, R-142s 6686-95 were
returned from 2 to 5 as of March 1, 2014, while fullwidth cabs were installed on cars 2056 and 2060
(assigned to 7) by March 4. A week later 5-car unit
2151-5 also turned up with full-width cabs at both
ends. These would ostensibly replace some of the
“older” units now working on 6 (1651-1840 group),
which are typically placed on the Times Square (south)
end of 11-car trains on 7.
As of March 8, R-110A “B” cars 8002-3-4 had been
completed as pump reachers at 207th Street Shops,
with similar work in an advanced state on 8007-8-9.
Only “A” (cab) car 8005 was stripped to a bare shell
(not 8001 as well), and found to be unsuited for conversion due to the beefy, upright structural beams that support the cars’ end walls (or in this case the fiberglass
bonnets). “A” cars 8001, 8006, and 8010 remain intact
as a result and face an uncertain future, though there is
speculation that one of the R-110As might be refurbished for display.
Construction has commenced on a replacement station at Cortlandt Street on 1. Though platform buffers
were roughed in during its 2002 tunnel reconstruction
after the 9/11 tragedy, this effort will create an entirely
new station shell at the former (1918) site under what
used to be Greenwich Street and now is beneath the
new Freedom Tower. Platform sub-structures had been
established by early March, 2014.
The ”old” South Ferry station is at the same level as
the mezzanine of the “new” (2009) stub-end terminal.
As part of its 2013 restoration to service, a direct entrance was restored from the ground level of the Staten
Island Ferry terminal (next to the M15 bus loop) and the
middle of the 1905 “outer” platform. A new passageway
was also established, situated at the extreme (railroad)
north end of the existing subway loop platform, that is

(Continued on page 20)
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Commuter and Transit Notes

No. 306
by Ronald Yee and Alexander Ivanoff

York Penn Station departing at 9:35 PM, reducing trip
time by 11 minutes. The 10:35 PM train, #1647, departs
Hoboken seven minutes later at 10:42 PM with the New
York Penn Station connection departing at 10:35 PM,
reducing trip time by 10 minutes. Train #1636, the 11:26
PM out of Spring Valley, now operates eight minutes
later, reducing the connection times at Secaucus Junction by eight minutes. Two weekday trains had their
connection timings at Secaucus Junction reduced by
three to six minutes and four other weekday and two
weekend trains had one- to four-minute adjustments
made to their running times to more accurately reflect
the operations. To accommodate bridge maintenance
near Mahwah, the weekend schedules of the Port
Jervis/Main/Bergen Lines were also adjusted for two
weekends, March 29–30 and April 5–6, by Metro-North
and NJ Transit respectively. Changes included a substitution of connecting services at Suffern instead of the
usual through train services to Hoboken and longer trip
times. (MTA website, March 24)
Metro-North announced that all changes to its signal
system to enforce speed restrictions at 10 critical locations, (five curves at Yonkers, White Plains, Port Chester, and Bridgeport and five movable bridges at Cos
Cob, South Norwalk, Westport, Bridgeport, and Stratford on the New Haven Line) have been completed well
in advance of the September, 2014 deadline mandated
by FRA Emergency Order #29, which was issued a
week after the fatal wreck at Spuyten Duyvil last December 1. The modifications will automatically stop any
train that does not comply with the lowered speeds.
(MTA press release, March 24)
Two new locations for train defect detectors were
identified by Metro-North, just south of the Scarborough
station on the Hudson Line and just east of the Greens
Farms station on the New Haven Line, to enhance the
ability of the railroad to detect trains with wheel-related
defects before they can cause a derailment. Each new
site will be equipped with three components: a wheel
impact detector, a hot journal detector, and a tag reader
that identifies each freight car that passes it. (Daily
Voice.com, March 25)
(Editor’s Note: These new detectors will be added to ones
already in existence at milepost 48.3 south of the Garrison
station on the upper Hudson Line (which has hot journal,
dragging equipment, and third-rail fouler detectors) and a
wheel impact detector that has been in place for several years
on all four tracks within the Park Avenue Tunnel at milepost
2.2 near 86th Street. The only line not equipped with these
detectors will be the Harlem Line as no freight trains regularly operate there.)

METROPOLITAN TRANSPORTATION AUTHORITY
New York Governor Andrew Cuomo unveiled plans to
make New York City’s transit infrastructure more resistant to the effects of extreme weather such as hurricanes and other storm-related surges in the water levels along the waterfront. It is anticipated that climate
change could increase the frequency of these kinds of
once-rare storms to more often than the proverbial
“100-year storm.” Redundancy of access routes, such
as providing alternative Manhattan access for MetroNorth by utilizing Amtrak’s West Side Line and the Hell
Gate Bridge connections to Penn Station, is one measure being planned. The tunnels and access points leading to the Hudson and East River tunnels carrying
Amtrak, LIRR, and NJT trains would be provided with
the ability to seal out floodwaters from future storms.
Other measures being proposed will be applied to New
York City subway and bus facilities, hardening key areas against flooding, focusing on the weaknesses in the
system exposed during Hurricane Sandy. These would
include subway yards, tunnel portals and ventilation
shafts, and entrances. PATH and Staten Island Railway
would also benefit from these projects. (New York Governor’s Office, March 28)
MTA METRO-NORTH RAILROAD
Metro-North President Joe Giuletti issued a letter to
Metro-North customers promising to vastly improve the
safety culture and focus of the railroad. References
were made to the existing 100-Day Action Plan and how
it has been modified to meet FRA’s call for reforms
based upon the findings of its “Operation Deep Dive”
60-day top-to-bottom audit of the railroad. Changes in
the manner in which employees are trained and monitored as well as track inspection and maintenance of
way procedures, the creation of an anonymous “close
call” reporting system for employees, the installation of
inward and outward facing cameras in all operating
cabs, installation of Positive Train Control (PTC) as
quickly as possible, purchase of new equipment, hiring
of necessary staff, and changes to the management
structure were among the topics covered. (MNR, March
19)
New west-of-Hudson schedules were issued on March
2, 2014. The most significant change on the Port Jervis
line was the adding of one to three minutes of running
time to facilitate safety. This caused some connections
at Secaucus Junction to be adjusted as well. On the
Pascack Valley Line, changes were made to three postpeak period evening services to shorten trip times by
reducing connection timings at Secaucus Junction.
Train #1645, the 9:25 PM from Hoboken, departs 17
minutes later at 9:42 PM, its connecting train from New

(Continued on page 9)
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and Medical Center. The hospital is willing to make provisions for an HBLRT station. The 14-year-old HBLRT
system currently has 24 stations across 21 miles in
Hudson County with a daily ridership of around 47,500
passengers, more than triple the original projections of
15,000. (Star Ledger, March 17)
On Tuesday, March 25 around 5 PM, a man standing
on the northbound platform of the New Brunswick station on the NEC leaned out over the edge as a NJ
Transit ALP-46 hauling a train of multi-level coaches
was passing through at high speed on the platform
track. “Flying body parts” caused by the force of the impact injured three persons standing on the platform,
who were sent to a nearby hospital for treatment. NJ
Transit and Amtrak service on the NEC was suspended
for about 90 minutes before limited service was resumed with 30-minute delays. (CBS News, March 26)
On Monday, March 31, member Randy Glucksman
reported that the Anderson Street station on the Pascack Valley Line has reopened to the public. The original station had been destroyed in a fire on January 10,
2009 and construction of its replacement had begun on
March 18, 2013.
NJ Transit will expand its “Quiet Car” program to
weekday off-peak trains in and out of Hoboken between
10 AM and 4 PM starting May 5. The first and last cars
of trains will be the designated cars, just as they have
been for AM and PM peak trains since 2010. (Star
Ledger, April 8)
NJ Transit has commissioned a 90-day, $468,000 topto-bottom safety review to be conducted by Rail Safety
Consulting to identify any shortcomings in the safety
culture at NJ Transit similar to that found by FRA’s
“Operation Deep Dive” audit and review of Metro-North
this past winter. The intent is to perform a review similar
to FRA’s and identify any issues that need correction.
The unions representing train crews has hinted that NJ
Transit is also guilty of giving safety and crew welfare
the “short stick,” although nowhere close to what FRA
discovered at Metro-North. (AP, April 8)
PORT AUTHORITY OF NEW YORK & NEW JERSEY
On Friday, March 28, New Jersey Governor Chris
Christie announced the resignation of Port Authority
Chairman David Samson. Recent scandals arising from
alleged politically-motivated lane closures on the
George Washington Bridge have rocked the agency as
well as the New Jersey state government, resulting in
numerous firings and potentially short-circuiting Governor Christie’s bid for the presidency in 2016. The scandal has prompted talk of splitting the bi-state agency,
though the negative effects of such an action would likely outweigh any possible benefits. (Port Authority News,
March 29)
Beginning May 1, Newark Airport’s AirTrain will be
closed for 11 weeks to enable $20 million in rehabilitation work to be performed by Bombardier on the guide-

(Continued from page 8)

Newburgh-Beacon Ferry service resumed on Thursday March 27 as the ice on the Hudson River broke up
sufficiently to allow ferries to safely sail across the river.
(Randy Glucksman, March 26)
AM Peak inbound and PM Peak outbound train service at the Melrose and Tremont stations has been replaced by buses March 31 through May 2 and connects
with trains at Fordham to facilitate additional track work
in the Bronx, which will cause one of the express tracks
in the Bronx to be removed from service. Upon completion of this work in early May, all four tracks will be rated
for 75 mph from south of Fordham to just north of Melrose. Busing schedules will be posted at all affected
stations. (MNR, March 27)
Only seven of the original 10 CDOT bar cars remain
on the active roster. As the M-8s are slated to replace
all of the M-2/4/6 EMU cars on the New Haven Line by
year’s end, the M-2 bar car pairs may vanish from the
scene as early as May. (The Journal News, April 10)
MTA LONG ISLAND RAIL ROAD
Senator Charles Schumer, Democrat of New York,
called for FRA to perform a similar review of LIRR practices to insure that the broken safety culture at MetroNorth has not spread to its sister agency and, if there
are deficiencies, to have them corrected before an accident occurs. (Newsday, March 18)
LIRR will be simplifying its ticketing system for its premium Hamptons Reserve Service this coming summer.
One single ticket for this service will cover the rail fare
and the seat charge. For this season, the fare will be
$47 for the eastbound Cannonball on Friday afternoon
and $39.75 on the westbound Cannonball on Sunday
evenings. Formerly, they were sold separately. These
tickets will only be refundable within 60 days and only if
the reservation was cancelled by 12 noon the Thursday
before. It is hoped that this new process will curb people
from abusing the system by reserving blocks of tickets
in advance and not cancelling spaces they do not need
later in the season. (MTA press release, March 26)
Credit card “skimmers” stealing information stored on
the magnetic strips of credit cards as well as micro cameras to record PINs punched in by customers have
been found on LIRR Ticket Vending Machines at the
Baldwin station. This is not the first time this has been
detected on LIRR, as customers on the Port Washington line were victimized by a similar scheme last year.
This identity theft scheme has apparently spread to
TVMs on NYC Transit as well, most recently at the 59th
Street-Columbus Circle station. (CBS/AP News, April 8)
NJ TRANSIT
The latest proposal for the extension of the HudsonBergen Light Rail (HBLRT) calls for extending the line
north from the current terminus at Tonnelle Avenue to a
proposed station 12 miles away at Englewood Hospital

(Continued on page 10)
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way and running surfaces for the rubber-tired monorail
trains, focusing on the two-mile section connecting
parking lots 1 and 4. NJT bus services will replace
AirTrain until service is restored. For connections to and
from Manhattan, Newark Express bus service will be
the recommended way to reach Newark Airport during
this project. As the monorail provides the only connection to the airport from Newark Liberty Airport station on
the NEC, service to that station will be suspended for
the duration of this project. (Star Ledger, April 8)
AMTRAK
A second track in the Capitol Region? Railway Age
reported on April 9 that Amtrak awarded engineering
company Michael Baker Jr., Incorporated a $4.2-million
contract for construction management and inspection
services involving several projects on its Empire Corridor in New York State. The company will oversee work
involving double-track installation on the Empire Corridor between Albany-Rensselaer and Schenectady, a
longstanding bottleneck to Amtrak service. Other projects involve include a platform extension and fourth
track at the Albany-Rensselaer station, communications
and signal upgrades between Albany-Rensselaer and
Poughkeepsie, and grade crossing upgrades. (Railway
Age, April 9)
The Olean Times-Herald ran a syndicated op-ed by
John M. Crisp on March 31 on how millennials could
provide the momentum to expand high-speed rail in the
United States. Crisp notes that millennials drove 23%
fewer miles in 2009 than they did in 2001, and fewer of
them are licensed drivers. The op-ed also detailed the
usual reasoning behind the support for high-speed rail
and the reasons its appeal is growing. Amtrak is popular
among college students in its corridor networks. (Olean
Times-Herald, March 31)
At the end of March, Governor Paul LePage of Maine,
a Republican, decided to weigh in on a proposed train
facility in Brunswick. Residents are concerned that the
55,000-square-foot, $12-million maintenance and layover facility, which is a half-mile from the Brunswick train
station, will cause environmental issues. The point was
made moot on April 7 when the Brunswick Town Council
voted 5–4 against requesting a more comprehensive
federal environmental review of the facility despite the
urging of a neighborhood group that opposes the project’s location. (Mass Transit, via the Portland PressHerald, March 31)
In response to growing demand, Amtrak’s Auto Train
has added a fifth coach, providing up to 60 more seats
for the coming spring and summer travel seasons while
eliminating the first class lounge car that featured wine
and cheese tasting. The dining cars would do double
duty as lounge areas serving alcoholic beverages outside of the dinner hours. No mention was made of the
10

impact of the added ridership on the number of additional automobile carrier cars that would be needed. (Al
Holtz, March 17)
Amtrak announced May 10, 2014 as National Train
Day. Major events will be held at Philadelphia, Washington, D.C., Chicago, and Los Angeles. Other locations
across the nation will host smaller venues. (Trains and
Amtrak, March 20)
Empire Builder schedules were lengthened by approximately three hours to more accurately reflect the delays being caused by BNSF infrastructure as well as the
effects of vastly increased train traffic stemming from
the oil trains moving crude oil pumped out of the
Bakken Oilfields in the Dakotas. Eastbound passengers
on Train #8 will be allowed only to ticket a connection
east of Chicago on the Lake Shore Limited. No westbound connections will be ticketed to the Coast Starlight
as the connection cannot be guaranteed. A sixth trainset will be utilized to serve on the Empire Builder to improve equipment reliability, minimizing the need to occasionally short-turn some trains. As a result, those cars
no longer available to meet seasonal peak demands.
(Al Holtz, March 27 and April 1)
Amtrak’s Empire Builder will begin serving Union Station in St. Paul on the evening of May 7 with westbound
train #7. This will mark the first time an intercity train
has called at the station since April 30, 1971, the day
before Amtrak was born. (Al Holtz, April 2)
Amtrak and the State of California are seeking bids
from car builders to construct high-speed train sets capable of 160 mph for the Northeast Corridor and 220
mph for California. Bids are due by May 17 and a selection will be made by the end of the year, with the first
train sets running by 2018. Amtrak is looking to purchase up to 28 train sets at $50 million each to replace
the 20 Acela sets. As funding becomes available,
Amtrak is working on increasing train speeds on the
NEC, the first section being a 23-mile segment between
Trenton and New Brunswick where tracks, signals, and
catenary will be upgraded to support 160-mph Acelas.
(Philadelphia Inquirer, March 28)
OTHER TRANSIT SYSTEMS
CHICAGO, ILLINOIS
In an emailed customer survey, Metra riders expressed their discontent with the railroad’s performance
this past winter. Over 40% claimed the platform announcements were inaudible, their train Conductors
were clueless, and service alerts via the Rail-Time Train
Tracker regarding delays were worthless. Riders expressed their disgust with how poorly the railroad has
performed winter after winter, especially with this year’s
particularly severe weather, which left many riders waiting in the dark in freezing cold conditions. Union Station
received a failing grade for its inadequate facilities, dangerous overcrowding, and leaky platform canopies.
Some commuters have abandoned Metra and started
(Continued on page 11)
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driving. (Chicago Sun-Times, March 17)
Siemens was awarded a $225 million contract to build
32 diesel-electric locomotives with options for up to 225
additional units under a multi-state effort led by Illinois
Department of Transportation (IDOT). The other states
are California, Michigan, Washington, and Missouri. The
first units are scheduled for 2016 delivery and have already acquired a class name, “Charger.” It is based upon the Vectron class of locomotive commonly used in
Europe. The Chargers will have a 4,400 hp-rated Cummins QSK95 diesel engine that will be compliant with
2015 EPA Tier IV emissions standards. An all-electric
version, the ACS-64, is already been placed in service
on Amtrak’s NEC. The Chargers will be built at the Siemens rail manufacturing facility in Sacramento, California (Metro, March 18)
The Regional Transportation Authority (RTA) is recommending that Metra, which operates Chicago’s commuter rail network, pursue a new agreement with BNSF and
UPRR which would allow for improved on-time performance (OTP) through financial incentives and penalties.
BNSF and UPRR had OTPs of 73.1% and 81.4% respectively for January. (Al Holtz, March 20)
Metra, in an attempt to deter a large exodus of skilled
and experienced management staff from leaving, will
offer 8% increases in their salaries to keep the company
competitive in the job market. Non-union staff had been
working without any pay increases between 2009 and
2013, when they received a 2% increase. (Chicago
Sun-Times, April 4)
A CTA Blue Line train ran through the bumping post
on the center track at the O’Hare Airport station around
2:50 AM Monday, March 24, propelling the first car of
the train halfway up an escalator. Subsequent investigation determined that the Operator apparently fell asleep
at the controls as the train entered the O’Hare terminal.
NTSB has also determined that the trip arm stop that
activated the emergency brake of this train was located
too close to the bumping post to stop the train in time.
CTA fired the Operator, as it was at least the second
time she had fallen asleep at the controls in her twomonth career. Blue Line service was cut back to the
Rosemont station, with shuttle buses providing connections to the airport. NTSB assumed control of the investigation the next day. Upon completion of the investigation, the wrecked cars were finally removed after four
days on Friday, March 28, and service was restored to
the O’Hare station two days later. A security camera
recorded dramatic video of the entire accident, which
can be seen in the following link: http://bit.ly/QnmJoN.
The lead pair of cars were part of the 600-car, 2600series produced in 1981-7 and were the last railcars
produced by Budd/Transit America. The 578 remaining
active cars were overhauled by Alstom at Hornell, New
11

York during 1998–2002. (Chicago Tribune, March 24;
Newsday, April 5)
A CTA Blue Line train derailed its lead truck on Thursday, April 10 when a tractor-trailer traveling on the Eisenhower Expressway lost a tire, which bounced onto
the CTA tracks located in the median. A train departing
the Cicero station around 7:40 PM struck it and derailed. There were no injuries and passengers were
evacuated back to Cicero. Service was single-tracked
overnight, with normal service in both directions restored in time for the Friday morning rush. (Chicago
Tribune, April 11)
BOSTON, MASSACHUSETTS
Cenonner has posted an HD video on YouTube (http://
bit.ly/1jHYPyM) of a rare 10-car test train consist of Kawasaki/Rotem bi-levels pushed by MPI HSP-46 locomotive 2001 on the Framingham/Worcester Line. In revenue service, eight-car trains will be the maximum consist. (Todd Glickman, March 17)
Massachusetts Bay Commuter Railroad Company’s
lawsuit claiming that it was treated unfairly during the
selection process was rejected by MBTA following a
formal review of the bidding process, affirming the
awarding of the commuter rail operating contract to Keolis. The MBCR case will be heard in Suffolk Supreme
Court, which could either uphold the award to Keolis or
mandate that MBTA redo the bidding process. Unions
representing the workers on MBTA’s commuter rail lines
have also expressed concerns regarding the continuity
of payroll, benefits and hiring functions as Keolis takes
over from MBCR. (Boston Globe, March 18 and March
25)
Chinese railcar builder Changchun is considering the
site of a former Westinghouse factory for a $30 million
railcar assembly plant in East Springfield, Massachusetts to qualify for placing bids to build the next generation of MBTA subway cars. MBTA plans to purchase 226
cars, 152 to replace the 31-year-old Orange Line fleet
and 74 Red Line cars with options for a maximum of
132 to replace cars dating back as far as 1969. Orange
Line cars would be slated for delivery during the winter
of 2018-9 and Red Line cars in the fall of 2019.
(Repub.com, MassLive.com, March 18)
Despite a three-year delay in delivering 75 bi-level
commuter cars to MBTA, Korean car builder Rotem, a
division of Hyundai, also intends to place a bid this
spring to build subway cars for the Orange and Red
Lines. The Rotem coaches have had a variety of issues
that have delayed their delivery, ranging from bad welds
for the structures attaching the trucks to the car body to
emergency window exits requiring redesign after some
of the more petite “testers” were not able to operate
them. (Boston Globe, March 24)
Updates on Boston’s new car fleet from Rotem and
MPI HSP-46 locomotives as of March 17, 2014: Rotem
Coaches: 800s are the blind coaches (BTC-4D) and
(Continued on page 12)
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1800s are the control coaches (CTC-5). Forty-three
cars accepted and in service: 801, 803, 804, 809, 812,
819, 821, 822, 823, 824, 1800, 1801, 1805, 1809, 1813,
1816, 1819, 1820, 1822 (currently assigned North); 800,
802, 806, 807, 810, 811, 813, 815, 1806, 1808, 1810,
1814, 1818 (currently assigned South); 805, 808, 814,
817, 818, 820, 1802, 1803, 1804, 1812, 1817 (currently
assigned South/Old Colony); 15 cars unaccepted at
Boston Engine Terminal (BET), MBTA’s commuter line
main shop: 827, 828, 829, 830, 831, 833, 834, 836,
837, 839, 840, 1807, 1815, 1825, 1826; eight cars at
Seaview Railroad, Davisville, Rhode Island for Rotem
warranty
modification:
816,
825,
826,
832,
835,1821,1823,1824; nine cars in production at Rotem/
Philadelphia: 838, 841, 842, 843, 844, 845, 846, 1811,
1827.
Locomotives: 2000 is at General Electric for emissions
testing; 2001 was delivered to Boston Engine Terminal
on October 24 for training and testing. During the past
few weeks it has been doing clearance testing on all
lines (north and south), and was reported pulling a 10car consist of Rotems at track speed on the Northeast
Corridor; 2002 status unknown; 2003 is at Pueblo AAR
testing facility. Word is that 18 of the 40 locomotives are
already built, and once testing is completed with the
pre-production units, deliveries will commence this
spring at the rate of three to four per month. (Todd
Glickman, March 18)
The MBTA Blue line station at Government Center
was closed in March for two years to expedite its rebuilding. The 1897 station, originally named Scollay
Square, was last renovated in the 1960s. This $82 million renovation will provide the station with elevators,
new platforms, and a four-story glass headhouse. It is
expected to reopen in 2016 and restore connections
with the Green Line. (Al Holtz, March 24)
MBTA has reported that its new “Owl” service until 3
AM on all subway and light rail lines and 15 popular bus
routes has been a resounding success, carrying over
18,000 riders in safety with no recorded arrests for disorderly conduct during the weekend of March 28–30.
The $16–17 million Owl service program is being supported by state and corporate sponsors. (Boston Globe,
March 29 and Metro, April 2)
CAMDEN, NEW JERSEY
In response to customer complaints of service delays
and interruptions, PATCO issued a new schedule on
March 21 that minimized the effect of schedule changes
caused by single-tracking required to perform a $102.8
million track rehabilitation on the Ben Franklin Bridge
that is expected to last two years. This schedule will
reduce the number of rush hours affected from three to
just one, Friday night. Single-tracking will now be in effect only from 10 AM Friday to 4:30 AM Monday with 3012

minute headways on Friday evenings. After Memorial
Day additional track outages may be required. (PATCO,
March 18)
WASHINGTON, D.C. AREA
With $46 million added to its six-year budget, MARC
started offering weekend train service on December 7,
2013. Ridership levels have since grown steadily,
prompting MARC to add one to two cars to nine threecar trains on Saturdays and six three-car trains on Sundays, boosting the capacity of each train from 389 to
653. (Al Holtz, March 27)
WMATA, the operator of Washington, D.C.’s Metrorail,
is projecting that the Phase 1 segment of the Silver Line
could open for service on July 4, 2014, a year late due
to construction, testing, and certification delays. The
11.2 mile-long Phase 1 runs westward from East Falls
Church to Wiehle-Reston, with intermediate stops at
McLean, Tysons Corner, Greensboro, and Spring Hill.
The 11.5-mile Phase 2 of this line is expected to link
D.C. with Dulles Airport in Virginia by 2018. (WTOP-FM
Radio, Railway Age, April 8)
On March 21, the Federal Transit Administration (FTA)
issued a record of decision approving plans for the 16mile Maryland Purple Line LRT, which will serve the
northern suburbs of Washington, D.C. The 21-station
line will run inside the Capital Beltway from Bethesda in
the east to New Carrollton in the west, and will offer numerous connections: Metrorail’s Orange Line, Green
Line, and two branches of the Red Line and to the
MARC commuter rail Brunswick, Camden and Penn
Lines. The $2.4-billion project is a public-private partnership (PPP) by the Maryland Transit Administration
(MTA), and with the decision, preparatory work can be
done to allow for construction (International Railway
Journal, March 21)
NORTH CAROLINA
Work began on double-tracking an 11-mile section of
the rail line between Salisbury and Kannapolis, N.C.
that carries freight as well as the Carolinian and Piedmont passenger trains financially supported by North
Carolina DOT. When it is completed in November, 2016,
travel times will be improved for passenger trains, as
they will be able to pass each other without delay. Several grade crossings will also be eliminated. (Al Holtz,
March 28)
From May 29 through June 1, the “Streamliners at
Spencer” festival in North Carolina will put on display 20
examples of classic streamliner locomotives spanning
from the 1930s through 1950s, ranging from the Class
J611 steam locomotive to New Haven FL-9 2019, last
class of the “covered wagon” streamliner diesels produced by EMD. Featured events include daytime and
light photo sessions and special chartered train operations. (NCTrans.org)
ATLANTA, GEORGIA
With its renewed solvency, MARTA will be increasing
(Continued on page 13)
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train service beginning May 19. During peak periods,
trains will operate every 10 minutes on the north-south
Red and Gold Lines to Doraville and North Springs as
well as on the east-west Blue and Green Lines to the
Hamilton E. Holmes and Bankhead stations. On the line
segments sharing two lines, this will result in five-minute
headways on such sections as Atlanta HartsfieldJackson International Airport and Lindbergh Center and
Ashby-East to Candler Park. (Atlanta JournalConstitution, April 8)
FLORIDA
SunRail, a new commuter rail operation in Central
Florida serving Orlando and its suburbs, will begin service on May 1 and offer free rides through May 16.
Fares will be charged starting May 19, a base fare of $2
with a dollar added for each county line crossed during
a person’s journey. The maximum fare for Phase 1 will
be $4. Peak period service frequencies will be every 30
minutes, with a two-hour headways during the offpeaks. Train service at the Orlando Lynx station is expected to run from 5:44 AM through 9:26 PM. No weekend or holiday service will be offered at this time. Train
consists of two to three bi-level coaches similar in design to those used on Tri-Rail, Sounder, Los Angeles
MetroLink, Salt Lake City, Minneapolis NorthStar, and
GO Transit will be powered by Boise, Idaho-based Motive Power Industries MP-32-PHQ locomotives similar
to the MP-36 and MP-40 units used by MARC, VRE,
Seattle Sounder, and GO Transit. Fare enforcement will
be by proof of payment with ticket media utilizing a “tap
on, tap off” system requiring passengers to tap their
ticket or pass on the screen of the validator machines at
each station prior to boarding and tap their ticket or
pass upon exiting their destination station. Phase 1 is
31.5 miles long with 12 stations, utilizing the former
CSX and Seaboard Coast Line, which was purchased
by Florida in December, 2010 for $432 million and will
stretch from DeBary to Sand Lake Road south of Orlando’s downtown. Phase 2 will extend the line by 30
miles north to DeLand and south to Poinciana, south of
Kissimmee, and add five stations to the line. (Orlando
Sentinel, April 1, SunRail website)
(Editor’s Note by Ron Yee: SunRail was created as a means
to mitigate the anticipated traffic congestion caused by construction work expected to last several years as I-4 is widened. This is a similar situation in the late 1980s that gave
birth to TriRail between Miami and West Palm Beach when I95 was being expanded. It is hoped that this rail line will also
entice people out of their cars. From my 30 years at MetroNorth, it was determined that running two-car push-pull
trains on branch line shuttles placed excessive strain on the
braking systems and wheels of push-pull coaches when the
train was operated in the push mode due to the momentum of
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the locomotive in the rear. As a result, the minimum consist of
a MNR push-pull train is three cars. I hope the engineering
types at SunRail have accounted for this if they go with twocoach consists.)
Tri-Rail will be taking delivery of the first of 12
Brookville BL-36-PH locomotives at a cost of $50 million. They have a unique design featuring two engines
for redundancy, utilize d.c. traction motors, and are expected to vastly improve service reliability in the coming
months as they take over from the 40-year-old locomotives currently serving the line. TriRail’s contract with
Brookville has an option for up to 17 additional units at
$3.8 million each. Together with the delivery of 24 bilevel coaches and control cab coaches from Rotem designed with the latest in energy-managing crumple
zones in case of a collision, TriRail is positioning itself
for additional growth. (Sun Sentinel, March 3)
MINNEAPOLIS-ST. PAUL, MINNESOTA
Beginning on May 7, the St. Paul Union Depot will
once again be a passenger rail station, for the first time
since April 30, 1971, as the Empire Builder will move its
Minneapolis stop to the new location. As a result, the
Midway station will close. According to Trains, Union
Depot currently serves as a bus depot for Jefferson
Lines, Megabus, Metro Transit, and Minnesota Valley
Transportation Authority bus services. On June 14, Metro Transit’s Green Light Rail Line will open with a stop in
front of the station. Amtrak holds a 20-year commitment
for operating out of the station, and there is also talk of
a second Minneapolis-Chicago train. The new station
and light rail connection via the Green Line will be open
in time for the ERA Annual Convention in August. And
on April 9, the Star Tribune reported that the Southwest
Corridor light rail line gained crucial approval from the
Metropolitan Council, the agency in charge of the project, which voted 14-2 in favor of a plan to hide the light
rail line in twin tunnels through the Kenilworth corridor
of Minneapolis, despite complaints that it will disrupt
and transform the neighborhood. (Trains, Mass Transit,
via Al Holtz, April 2)
Also making headlines in Minnesota, on April 3, NNC
Now (a Northern Minnesota news outlet) ran an article
on the proposed Northern Lights Express service, the
article noting that the line is getting close to construction. The Northern Lights Express is in a preliminary
engineering phase that looks at different operations of
the project, different construction, and different ways to
build the line. The project is, however, several years
from launching, as several studies related to the project
will only be completed in 2015 and construction is only
planned to begin following year. (NNC Now, April 3)
KANSAS CITY, MISSOURI
Following up from the Bulletin’s April, 2014 story on
Kansas City hiring a marketing firm for its new streetcar
line, the Kansas City Council on March 27 unanimously
(Continued on page 14)
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and enthusiastically endorsed a plan to extend the
downtown streetcar starter route, paving the way for a
court hearing and possible elections to help pay the
cost, Mass Transit reported. For the streetcar to expand
outside of downtown, tax changes would need to be
made. (Mass Transit, via the Kansas City Star, March
28)
TEXAS
Texas getting high-speed rail might actually be coming
to fruition. On March 27 in Austin, six appointees from
Fort Worth, Arlington, and Dallas were approved as
members of a high-speed rail commission, which is being led by former Fort Worth Councilman Bill Meadows.
According to Mass Transit, citing a Fort Worth StarTelegram article, the commission is overseeing the
state’s role in a proposed high-speed rail line that would
connect Houston, Dallas, Arlington, and Fort Worth, with
the Houston-Dallas connection possibly opening in
2021. The Mayors of the cities of Fort Worth, Dallas,
and Houston have publicly supported the project. The
proposal would rely on Texas Central Railway, in a partnership with Central Japan Railway, building a Houstonto-Dallas connection and opening it to the public by
2021. The group says it can build that line for roughly
$10 billion in privately-raised funding, without public
subsidies. (Mass Transit, March 27; Fort Worth StarTelegram)
CHANDLER VALLEY, ARIZONA
In a story originally published on April 8 in the East
Valley Tribune of Chandler, Arizona, city leaders
want to bring light rail to that municipality. Valley Metro,
which operates the light rail system in Phoenix, Tempe,
and Mesa, has already conducted a study at the behest
of city officials on the feasibility of the mass transit system in Chandler, and another study is expected to begin
next year. However, even if the plans get a green light,
it could be decades until any light rail is up and running.
The proposed line would link downtown Chandler and
connect with the current system in Mesa. (Mass Transit,
April 8)
ALASKA
The Alaska Railroad announced on April 2 that it had
signed $16.6 million worth of contracts with Wabtec
Corporation for the implementation of Positive Train
Control along its lines, for both passenger and freight
services. According to Railway Gazette, Wabtec is to
provide PTC equipment for 54 locomotives, along with
its Interoperable Electronic Train Management System
and its computer-aided Train Management and Dispatch System for centralized traffic control and track
warrant control. Wabtec’s system for the Alaska Railroad will be interoperable with systems that will be used
on other Class I railroads across the United States.
Wabtec is an American company formed by the merger
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of the Westinghouse Air Brake Company and Motive
Power Industries Corporation in 1999. It is headquartered in the Pittsburgh suburb of Wilmerding, Pennsylvania. (Railway Gazette, April 2)
CALIFORNIA
California’s beleaguered high-speed rail project has
made a lot of news in March and April. Despite the encouraging news that support for the project has improved in recent months, the Sacramento Business
Journal reports that the new line will not meet travel
time goals. Mass Transit noted in a story dated March
28 that a State Senate committee was told that “real
world engineering issues” would cause schedules for
regular service to exceed the target of two hours and 40
minutes. An assessment by Louis Thompson, Chairman
of the High-Speed Rail Peer Review Group, a statesanctioned panel of outside experts, came as lawmakers are considering a proposal by Governor Jerry
Brown to allocate $250 million in greenhouse gas taxes
to the controversial project next year, and a third of all
the revenue from so-called cap-and-trade revenue in
future years. If all of the greenhouse gas fees were allotted to the bullet train system, it would leave a shortfall
of up to $16 billion in required construction funds,
Thompson said, and there is no indication whether or
not it would pass in the California Legislature. On the
other hand, work will begin on an elevated viaduct near
Madera, one of the first major pieces of tangible construction for California’s proposed high-speed rail line,
with work potentially starting as early as next month.
The Sacramento Bee reported on April 9 that in late
February, the state rail agency and Amtrak each requested a waiver from FRA asking to be excused from
Buy America requirements. Each wants permission to
purchase two prototype trains that are built overseas,
but to American specifications, for testing purposes until
the chosen manufacturer can build a production factory
— or modify an existing plant — in the United States to
build the trains. For supporters of the “Buy American”
clause, the stark reality is that there are no companies
currently building such equipment on American soil. The
Citizens for California High-Speed Rail Accountability, a
group that is highly vocal in its opposition to the project,
is currently suing the state for its high-speed rail plans.
(Sacramento Bee, Sacramento Business Journal,
Mass Transit, March 27 and 28)
Trains reported on April 1 that the San Francisco Municipal Railway (Muni) plans to begin operation of a second historic streetcar route in 2016. The Muni Board of
Directors has approved funding to start regular service
on the new E Line, with weekend service to start in the
summer of 2015 and full-time service to start in spring
2016. Benefits to the F Line would also be implemented, including reduced headways. (Trains via Al Holtz,
April 1)
On April 1, CalTrain opened the new grade-separated
(Continued on page 15)
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San Bruno station. This station is part of a $155 million
grade separation project that eliminated three grade
crossings, improving pedestrian and motor vehicle safety as well as easing traffic issues to and from nearby
Highway 101. The new station features 201 parking
spaces and a kiss-and-ride drop-off lot. The temporary
facility at Huntington Avenue, located a half mile south
of the new station, was closed on March 31. (Al Holtz,
March 21)
EDMONTON, ALBERTA, CANADA
On April 8, contractors began powering up the overhead wires that will provide electricity to the trains on
the Metro Line, the city’s North LRT extension to NAIT
(Northern Alberta Institute of Technology). The Metro
Line represents the next major step towards transforming Edmonton’s transportation system. It is expected to
add 13,200 weekday riders to Edmonton’s LRT network
and link major destinations like NAIT, the Royal Alexandra Hospital, and MacEwan University to the rest of the
network. The line is expected to open later this year.
(Mass Transit)
PANAMA CITY, PANAMA
The March, 2014 issue of the Bulletin incorrectly noted
that the Metro de Panamá in Panama City was to open
on March 4. The line actually opened on April 7 at 5 PM
local time (GMT -6), with public service between 9 AM
and 3 PM the following day. The opening comes 38
months after the start of construction. During the
“adaptation period” travel will be free, with passengers
receiving guidance on how to use the metro. Construction cost U.S. $1.4 billion and was carried out by the
Línea Uno consortium of FCC and Odebrecht, with Barcelona metro operator TMB, Ayesa, and Inelectra
providing project management and technical assistance. Alstom supplied Urbalis CBTC (CommunicationsBased Train Control) and 19 three-car Metropolis trainsets built at its Santa Perpètua de Mogoda factory in
Spain. Service runs from 5 AM to 10 PM and the line
expected to carry 40,000 passengers a day by 2035.
(Railway Gazette, April 7)
LONDON, ENGLAND
Transport for London and the Department for
Transport announced on March 27 that the western
branch of the Crossrail route is to be extended from
Maidenhead to Reading. The first Crossrail-branded
services are due to begin running over existing tracks
between London Liverpool Street and Shenfield in May,
2017, with the east-west tunnel between Paddington
and Liverpool Street opening in December, 2018. Bombardier won the contract to build the equipment for
Crossrail. (Railway Gazette, March 27)
BUDAPEST, HUNGARY
In Budapest, Prime Minister Viktor Orbán and Mayor
István Tarlós opened Budapest’s fourth metro line on
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March 28, starting a weekend of free travel from 12
noon, Railway Gazette reported. The 7.4-kilometer (4.6mile) line is entirely automated and runs in entirely in
two 5.2-meter (17-foot) diameter bored tunnels from the
Keleti railway station, under the Danube to the
Kelenföld station. While still automated, trains on the
line will be initially operated with an onboard supervisor
in the cab. It is planned that after the first year of service, the cab partition wall will be removed (take note,
railfans) and the trains will run unattended. There are
eight intermediate stations, including an interchange
with Line M3 at Kálvin Tér. End-to-end journey time is
around 13 minutes, with two- to three-minute headways
during peak hours, five minutes off-peak, and down to
10 minutes in the late evening. (Railway Gazette, March
28)
TURKEY
Railway Gazette on April 8 noted that Turkish national
railway TCDD is planning to order another 10 highspeed trainsets. Last July, TCDD placed an order for
seven Siemens Velaro TR trainsets capable of operation at up to 300 km/h (186 mph). These would complement the 12 six-car CAF trains already in service at 250
km/h (155 mph) on the high-speed routes linking Ankara, Konya and Eskisehir. Furthermore, at present there
are also three additional fast passenger lines under
construction. Further trainsets might be developed internally as part of a “National Train” program to meet a
250 km/h operation standard. (Railway Gazette, April 8)
RIYADH, SAUDI ARABIA
In Saudi Arabia, construction of the Riyadh metro was
officially started on April 3 with a groundbreaking ceremony led by Riyadh Governor Prince Khaled bin Bandar. The six lines are being built by different consortiums, with Lines 1 and 2 being designed and built by the
BACS consortium led by Bechtel and including Almabani General Contractors, Consolidated Contractors Company, and Siemens under a nearly $10-billion contract.
The ArRiyadh New Mobility is designing and building
Line 3 under a $5.21-billion contract. The FAST consortium is in charge of building Lines 4, 5 and 6. The
109.4-mile network is due for completion by 2019
(Railway Gazette, April 4)
CHINA
It is not a great time to be in the management of a
Chinese airline. In an article in The Atlantic Magazine’s
column “Atlantic Cities,” the popularity of the nation’s
growing high-speed rail network has caused not-sominor financial woes for some Chinese airlines. According to the article, the 2013 end-of-year operating profit
of China Southern Airlines dropped by 70%, Air China
dropped by 32%, and China Eastern Airlines dropped
by 25%. Bullet trains now carry twice as many passengers each month as the country’s domestic airlines and
have an annual growth rate of 28%. To make matters
worse for the airlines, the high-speed rail network is
(Continued on page 16)
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station by the Train Operator of the D train he was
working on at around 9:30 AM. The doors had opened
but failed to close despite efforts by the Train Operator
to contact Dawson. The Operator went back to the Conductor’s position and discovered the Dawson unconscious. He was pronounced dead at St. Barnabas Hospital. (New York Daily News, March 24)
Subway Crime Down vs. 2013
NYPD Transit Bureau Chief Joseph Fox reported that
subway crime during the months of January and February, 2014 had fallen 7% compared to the same period in
2013. iPhones and iPads are still the most popular targets for thieves. (New York Daily News, March 24)
Subway Ridership Reaches 65-Year High
Subway ridership reached its highest annual level
since 1949, 1.7 billion rides. Much of the increase can
be attributed to three lines in Brooklyn, F, G, and L,
that run through neighborhoods that the “hipster generation” has settled. Car ownership amongst hipsters is
significantly below that of previous generations of New
Yorkers. (Transportation Nation, March 24)
Subway “Surfer” Killed
A 45-year-old man (yes, this is not a typo) was killed
around 10:15 PM on April 2 while “surfing” on the roof of
a 6 train as it went from Whitlock Avenue to Elder Avenue on the former IRT Pelham Line. (DNAinfo NY, April
3)
(Editor’s Note: This is the section of the line that curves
sharply to the east after departing Whitlock Avenue and
crosses Amtrak’s Northeast Corridor on a steel truss bridge
that has many beams just above the roofline of the train.)
Governor’s Office Asks MTA To Review Advertising
Standards
A spokesman for New York Governor Andrew Cuomo
called for MTA to review its advertising standards in response to a racy ad for “affordable” female breast augmentation by Doctors Plastic Surgery of Long Island
City (http://bit.ly/1qYmex8) that has appeared on 1,000
subway cars and in 50 stations. Despite objections from
many riders, MTA is standing by its decision to allow the
Commuter and Transit Notes
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expected to grow to 11,800 miles by 2015. Oddly
enough, the Chinese government has a massive stake
in many of these same airlines. And to make a bad situation worse for the Chinese airlines, China Railways
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“Made in New York” ads to remain, stemming from previous legal actions regarding other controversial ads
that had been posted, citing the infringement of an advertiser’s First Amendment rights. Advertisers pay large
sums of money to put their ads on display and are a
significant source of revenue. (New York Daily News,
April 8)
Rat Rides A Train
A large rat boarded a southbound A train at the Fulton Street station on April 8 and rode to High Street in
Brooklyn, terrifying most of the passengers who were
trapped in the subway car with the rat as it traveled under the East River. NYC Transit has doubled its budget
for pest control this year, focusing on trash container
integrity and securing the rooms that trash is stored in
until it gets picked up during the evening and owl hours.
(New York Daily News, April 8)
Crosstown Line River Tube Repairs
Riders on the Brooklyn-Queens Crosstown (G) Line
will have more than the crowded four-car R-68 train sets
to complain about when a summer service cutback
goes into effect to allow for a second round of repairs to
address Hurricane Sandy damage. Trains will be turned
at Nassau Avenue from July 26 to September 1 leaving
Court Square, 21st Street-Van Alst, and Greenpoint Avenue without subway service during that period. Substitute bus services will be offered in the interim as the
alternative. Riders on A, C, and F will be the next to
be inconvenienced by post-Hurricane Sandy repairs to
the Cranberry Street (AC) and Rutgers Street (F)
East River tunnels. Work on them is slated to commence as soon as the Montague Street (R) Tunnel
work is completed in October and is expected to be
confined to several weekends and not be a continuous
outage as was the case of the Montague Tunnel.
(Gothamist, April 2; Observer.com, April 8)
Fulton Center Transit Hub To Open June 26
The $1.4 billion Fulton Center transit hub connecting
2345ACJZ is scheduled to open June 26. A
corridor linking it with the World Trade Center complex,
where connections to 1ER as well as PATH will be
available, is expected to open by the end of 2014. (MTA
press release)
Corporation (CRC) has announced it will increase its
2014 investment budget to Yuan 720 billion ($116.3 billion), Yuan 20 billion ($3.2 billion) more than previously
planned. The additional funds will allow construction to
begin on four more railways this year, taking the total
number of projects underway to 48. (The Atlantic, March
31; International Railway Journal, April 10).
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from April, 2014 issue)
After leaving the museum we made a round trip on the
15 line. This is the only route that employs the modern
70-percent low-floor cars purchased by Carris from Siemens in 1995. On previous trips to Lisbon I was disappointed (and annoyed) that almost all of the LRVs were
wrapped with garish advertisements. This has changed
and we saw only one car so defiled. The same could be
said for the single-truckers, where we saw more cars
without ads than in the last two or three decades. And
the chaos of motor traffic on the streets seemed to be
less than in the recent past as well. Perhaps this was
because it was a Saturday, but I’d rather think that the
City has re-engineered the arterial street network to
encourage traffic to avoid downtown and the streetcar
lines.
All of the service we saw on Lisbon’s only remaining
coastal route was provided by the 10-car fleet of LRVs,
but on my most recent trips a short turn service was
operated by single-truck remodelados, using an offstreet loop at Belem. Somewhat like the 12 and 28,
Route 15 also serves a number of tourist attractions,
mostly along the outer end of the line. Included are the
great Belem Tower and the Jeronimos Monastary as
well as several museums. As a result of these traffic
generators, the LRVs are usually crowded
After having breakfast on the morning of Sunday, April
14 we walked under clear blue skies to the Rossio station to take a suburban train to Sintra. We reached the
lobby just after 8:00, and saw we had just missed one.
But not to worry, Sunday service on the suburban line is
every half hour, and we were planning to ride the 8:38
anyway. Running time for the 18-mile journey to Sintra
is 39 minutes, and the first car on the tramway was not
scheduled until 10:00. The ticket office was not open,
but a few automatic vending machines were available. I
attempted to fill my Smart Card with a round trip to Sintra, but it was rejected. Thus I had to buy a new card,
which would cost me an extra half Euro. However, my
coins neither registered nor were rejected. There was a
policeman patrolling the station so I ran over to him and
I tried to explain my problem. He accompanied me back
to the machine, gave it the once over, and then — bang
— he gave it a good smack. My ticket and change
came out forthwith! All’s well that ends well.
We caught the 8:38 train, which consisted of two 4-car
EMU sets with comfortable facing seats. We noted that
weekday base service on the line is every 15 minutes,
and there’s an overlapping service that runs from the
Oriente station to about halfway up the line, with a

three-minute connection time for passengers going to
and from Sintra. We arrived on time at 9:17 and followed the instructions shown on our Google maps for
the 10-minute walk to the Estefania, the inner terminal
of the Sintra-Praia do Macas interurban.
I have ridden this gem three times before, and have
enjoyed it on each occasion. The line, which is evocative of old-time American-style electric traction, dates
back to 1904 and still maintains most of its original
equipment. Shut down, cut back, and extended over its
history, it is now 9 miles long and runs from the edge of
the town of Sintra (which is itself a tourist attraction) in a
general westward direction down to the beach at Praia
das Macas. Almost all of its single-track route is along
either side of the main road, which is crossed here and
there. It was originally privately owned but eventually
came under the control of the government. Privatized
for a while, it is now operated by the Sintra Town Council. At its height of utility, it operated into the town itself,
but now ends at the outskirts. At its lowest ebb the track
was in horrendous shape with operation confined to
only a small portion of the route in just the summer, and
using only a few cars. It now runs with a heavy schedule in the summer, but with only a limited timetable on
Fridays, Saturdays, and Sundays during other portions
of the year. With good local bus service on a nice paved
road, the line’s reason for existence has morphed from
being an essential transportation service to an attraction
for tourists (and railfans). See the municipal site: http://
www.cm-sintra.pt.
This would be the first time I rode its entire length,
although the last time I visited, with members Phil Craig
and Jon Boyer in 2008, we covered all but about 1 km.
It is a long story, but we scheduled a 200-Euro charter
with the line’s Operations Director, a Scottish traction
enthusiast named Bob Docherty, who arrived in Portugal when Stagecoach took over operations of the tramway and all the region’s bus services. He remained with
the organization after the line reverted to municipal operation. Anyway, a couple of weeks before our visit
there was a major derailment just down from the main
carhouse, Ribeira (there is a second, smaller one, Banzao), which tore up the rails. Service over all of the line
except the portion between Ribeira and Sintra, which
had been rebuilt, was immediately shut down. But Bob
invited us over anyway and said that his supervisor indicated that we could have a charter for half-price over
whatever portions of the line were usable.
(Continued on page 18)
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I had met Bob ten years before that, on Easter Sunday in 1998, when the line’s lower (west) end was the
only portion in service. While waiting for a bus to take
me to Colares, the end of the line in those days, I was
joined by a railfan from Britain who knew Bob and had
arranged to meet him that day at Banzao, the only operating carhouse. I hooked up with him after riding the
public operation, and ended up being a guest on a private fantrip, on which I even got to operate.
Ten years before that I put together an ERA trip to
Portugal and neighboring countries, and we had a fantrip on the line. That was my first visit, and at the time
only the lower end was operating, so we started at Banzao. At the end of the excursion, our chartered bus took
us to Ribeira Carhouse, which was pretty derelict. Lots
of equipment was sitting inside covered with dust, and
the whole area had been taken over by gypsies, whose
children and dogs were running about. Clothes were
hanging on lines strung up between trolley poles, and it
looked like the whole operation was doomed. However,
we were told that the line would be restored — and it
came true!
But back to 2008. We took a taxi to Banzao, as luckily
an operating streetcar had been stored at the small facility. We could not run to the southern end of the line at
Praia das Macas, as when the line was shut down a
hotel that advertised charters was left in the lurch, the
organization indicating an inspection of its right-of-way
showed that it was too dangerous to operate service of
any kind to the beach. But we did run in the other direction directly up to the site of the derailment, having to
shovel dirt off the tracks at various points where it had
accumulated quickly due to non-use. At that point we
were close enough to the main carhouse at Ribeira to
be able to walk there, and so we did, and picked up another car for an excursion to the upper end of the line,
which was over a newly refurbished right-of-way. It was
a great day and we all got to operate.
Interestingly, we had all agreed that if the tracks were
ripped up by such a derailment at the Branford Trolley
Museum, service would have been restored in less than
a week, but instead the company decided to renovate
the entire railway, which took several years! During that
period a modicum of tourist service was provided between Estefania and Ribeira on a very reduced schedule.
Now to the present again. The Spring timetable was in
effect, with 6 round trips scheduled, leaving the Sintra
end at 10:00, 12:00, 13:00, 14:00, 15:00, and 17:00.
With a scheduled running time of 50 minutes to the
beach, where the departures would then be on the next
hour, and 40 minutes for the return, this meant two cars
would be on the line from 13:00 to 16:00. Since we
wanted to ride both cars, we would make the day’s first
18

round trip, and then just ride as far as the stop closest
to the main carhouse on the 12:00, laying over for an
hour to photograph the pullout of the second car for the
13:00 round trip. This would put as back at Estefania
(Sintra) at around 14:40 and would be the end of our
visit. When we reached Estefania, at about 9:35, we
observed that because of the position of the sun there
were no good photo angles to be had. Thus we decided
to walk to the next stop, Monte Santos, and en route
select a place to photograph the pullout. The walk was
downhill, along a right-of-way that had many curves, so
we quickly found a good spot for the photo.
At about 9:50 the streetcar went by and we recorded it
for posterity. We continued walking down to Monte Santos and easily beat the tram. It was 4, an arch-roof car,
one of the last two units built by the company, during
the World War II period (Portugal was not a combatant).
Counting the two of us, there were 9 people aboard,
and almost immediately we were sold tickets by the
Conductor of the two-man crew. Among the riders were
two British railfans, one being Dave Spencer, who was
taking an extensive amount of videos out the front of
the car for his tram video business.
Upon reaching the end of the line we took photos of
the tram and the adjacent beach along the Atlantic
Ocean. We continued back to the Sintra terminal and
then rode two stops to Ribeira, where there was a local
café that supplied us with beer (Phil) and peach juice
(me). We walked up to the carhouse, being barked at by
dogs, and even saw a tethered goat. The facility was
locked up tight, but soon the crew of the second tram
arrived by auto, and pulled out the second car, which
was 2, one of the other arch-roof wartime units. This
was a great disappointment, as we hoped we would be
able to ride one of the original deck-roof Brills from
1904. The crew was not particularly friendly, and would
not allow us to enter and look around the carhouse, nor
would they carry us on the pull-out to the Sintra terminal
for its 13:00 departure. We did board it finally at the Ribeira stop and rode it to Praia das Macos and back to
Sintra. On the down trip we stopped at the siding where
we would pass car 4 and had a few minutes to photograph the meet. The crew was quite willing to accommodate us for that, letting us off the car and then patiently waiting for us to reboard it after our photos.
We reached Estefania at about 14:40 and then headed back up the hill to the center of town. Instead of riding the 15:10 back to Lisbon, we paused for libations at
one of the sidewalk cafés near the station that caters to
locals and tourists alike. That was very pleasant and we
took the 15:40 train back. Instead of riding to Rossio,
we decided to change for a connecting train bound for
Oriente. Oriente is a very modernistic station on the
national railway’s mainline, which was built for Lisbon’s
Expo ‘98 by Santiago Calatrava, and we wanted to get
a look at it. It appeared very impressive as we neared it
(Continued on page 19)
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rounding a curve, but on closer examination we were
not particularly impressed. It is very large and roomy,
clearly having been able to serve large crowds, but we
didn’t think its facilities for serving the public were particularly well laid out and user-friendly. For example, we
would have thought the connection to Lisbon’s Metro
would be more direct.
We rode the Metro back downtown and then made a
trip on the 28 carline before having dinner and retiring.
It was an excellent day.
Despite a good weather forecast, Monday dawned
cloudy and foggy. After breakfast, we checked out and
left our luggage with the desk clerk. We would come

back to retrieve the bags and then take the Metro to the
Santa Apolonia station for our 17:00 train to Porto. But
now it was time to ride the 25 and complete our survey
of Lisbon’s tram routes. It was a short walk to a stop
near Praca do Comercio (shared with Route 18) and
soon a 4-wheeler using its pantograph to pick up current came by. The line is not as spectacular as the 28,
but, in actuality, is sufficiently steep to stand on its own
as an outstanding riding experience. Returning from
Prazeres, we walked along the hilly section in the inbound direction and took a good number of photographs, ending up at Cais do Sodre, where we crossed
the Tagus by ferry for our afternoon activities on the
south side.
(Continued next issue)

A sightseeing car and a regular lay over at Lisbon’s Martim Moniz
terminal, alongside a park near downtown. The circular Route 12
passes this point as well.

A view of Lisbon’s Route 28 from a stairway at the Sao Tome stop
of Route 12, just before the junction of the lines.

Along the road between Estefania and Monte Santos. The roadbed and track down to Ribeira were relaid in 2004.

The Portuguese are noted for their tile work, which can be found
on buildings throughout the country. This example comes from a
structure along the Sintra tram line, and is as good an introduction
to the subject as any.
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Around New York’s Transit System
Fare Media Modernization News
While there is no set timetable for the phase-out of the
MetroCard, which debuted in 1993, it is expected that in
around five years, a new fare medium will be contactless, capable of exchanging information over a short
distance, eliminating the need for a customer to physically swipe their cards at the turnstile. MTA plans to allow chip-enabled phones as well as contactless smart
cards it will sell to the public directly and possibly
through supermarkets and banks. (The New York
Times, March 19)
Automobile Rides Train on Brighton Line
An SUV crashed through concrete barriers on Albemarle Road, a street that dead-ends at the Brighton
Line, went airborne, and ended up on top of a southbound Q train around 5 AM on March 19. The driver
fled the scene, but was later arrested on a variety of
charges. Passengers aboard this Q train were evacuated and brought back to the Church Avenue station. The
SUV was removed from the tracks at 7:15 AM. Service

was restored with trains operating on the express track
between Prospect Park and Kings Highway while repairs were made to the barriers. (New York Daily News,
March 20)
Straphangers Campaign Subway Route Ranking
The D train ranks last in the Straphangers Campaign’s survey of subway cleanliness by route. NYC
Transit disputed the findings that a system-wide average of only 42% of subway cars reviewed by Straphangers was rated as clean. NYC Transit’s own inhouse evaluation show 92% of surveyed cars met
cleanliness standards. Only 17% of D cars were reported as clean by straphangers, while L rated as best,
with 63% of cars surveyed rated as clean. (New York
Daily News, March 20)
Conductor Passes Away While On Duty
NYC Transit Conductor Stedmund Dawson, age 58,
was discovered unconscious at the Kingsbridge Road

New York City Subway Car Update

ther side of the right-of-way along the waterline from the
North Channel swing bridge to the Broad Channel station, though it is cut low enough to retain the historically
marvelous views of Jamaica Bay and JFK Airport from a
typical seat on a passing A train. The siding at Broad
Channel also remained out of service as of early March,
2014, with S Rockaway Park Shuttle trains continuing
their “long relay” to Howard Beach-JFK. There was as
yet no sign of progress in the repair of this last bit of
damaged infrastructure caused by Hurricane Sandy.

(Continued from page 7)

Sandy decades. Also, the original right-of-way was generally restored as-was, which probably means the
greatly enhanced support trestle of the former LIRR
Rockaway Division is again entombed beneath tons of
earth and ballast. To work against future such inundation from the Atlantic Ocean, approximately three miles
of vertical, interlocked sheet piles were attached to ei-

(Continued on page 16)

CORRECTION
Member David Klepper sent the following correction to
an item that was published in the Commuter & Transit
Notes column in the March, 2014 Bulletin. He corrected the description of the last Queensborough Bridge
trolley cars.

These cars were NOT Brill Master Units. They were
Osgood Bradley “automotive-type” cars, built in 1929 in
Worcester, Massachusetts. They were practically identical to cars of this type in Scranton and Altoona, Pennsylvania.

MEMBER’S COMMENTS
Member David Klepper sent us the following comments
regarding the Third Avenue Elevated article published in the
March, 2014 Bulletin.
The Traffic Checkers failed to account for the fact that
the additional space on southbound Lexington Avenue
Expresses that they planned to be used by transferring
Third Avenue riders was already filled by Pelham Bay
Park Line riders transferring at 125th Street to get an
express ride to Lower Manhattan. After the Elevated
20

was abandoned south of 149th Street, these riders were
forced to stay on locals. This meant that local riders
along Lexington Avenue had crowded conditions and
passengers displaced from Third Avenue Locals found
conditions intolerable. There is no question that jobs in
Manhattan were lost because of the abandonment of
the Third Avenue Elevated without an immediate replacement by a Second Avenue Subway.
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INCREASED SERVICE FOR 1939 WORLD’S FAIR
When the Fair opened, Second Avenue
service was revised to avoid congestion at
Willets Point Boulevard. Starting April 24,
1939, several Second Avenue “L” trains were
put-in and laid up at 111th Street-Corona. At
the end of the morning rush, three trains from
Queens were turned at South Ferry and were
laid up at 129th Street-Second Avenue. They
were put in service for the evening rush, operated to South Ferry, and returned to 111th
Street-Corona or Willets Point. When the
Second Avenue “L” north of 59th Street was
closed at Unification, June 12, 1940, these
three trains were laid up near 57th Street during midday.
Express service on the Flushing Line started April 24, 1939 with IRT and BMT trains
running alternate expresses and locals.
When the Fair was closed, expresses ran
towards Manhattan from the beginning of the
AM rush until about 11 AM and towards
Flushing from about 11 AM until after the PM
rush on weekdays and Saturday. When the
Fair was open, additional express service
was operated towards Manhattan Saturday
and Sunday evening and towards Flushing
Sunday morning and afternoon in 1940 and
probably 1939.
The following Second Avenue “L” weekday
and Saturday headways were not changed
when the Fair opened (no service 12:35 AM4:30 AM leaving Willets Point):

As soon as the Fair opened, IRT and BMT
made major service changes that helped
transport the additional riders.
The following service was operated during
this period:
In 1939, before the Fair opened, IRT trains
operated between Main Street and Times
Square while BMT trains provided service
between Main Street and Queens Plaza with
trains making local stops. Second Avenue
Elevated trains from Willets Point Boulevard
operated to the following destinations:
TIME OPERATED
Manhattan
Terminal

Weekdays

Saturday

Sunday

South Ferry

Rush Hour

AM Rush

—

City Hall

Midday

Morning
Afternoon

—

57th StreetSecond
Avenue

Evening

Evening

Morning
Afternoon
Evening

There was no Second Avenue Elevated
service leaving Willets Point Boulevard from
12:35 AM to 4:30 AM. Trains made local
stops in Queens and express stops in Manhattan, southbound from the start of the AM
rush to about noon and northbound from
about noon until the end of the evening rush
on weekdays. Saturday expresses operated
about the same time as weekdays.
WEEKDAYS

SATURDAY

SUNDAY

AM Rush

4, 5

AM Rush

6

Midday

15

Morning

12

PM Rush

5

Afternoon

Evening

15

Evening

12, 14
16

Fair Closed

Fair Open

Morning

14

14, 10

Afternoon

14

10

14, 20

10

Evening

(Continued on page 6)
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TOWARD UNDERGROUND (AND UNDERWATER) ROLLING
STOCK: THE ALL-STEEL REVOLUTION
by George Chiasson
(Continued from May, 2014 issue)
the enclosed vestibules was formed by two sliding
doors (while the prototype originally had only a wide
opening and no doors), which effectively isolated the
operating cab from the cars' interior. The vestibule itself
was slightly broader than on the prototype and the end
doors about three inches wider, being punctuated on
the MP-41 variation by step traps of about 2'10" in width
that allowed for station stops at both high and low platforms, and had extendable step plates to close platforming gaps.
The interior arrangement of the MP-41s (and IRT motors as built) was similar to that found in Manhattan elevated cars, with a ribbed wooden floor supporting longitudinal (bench-style) cane seating in each of the forward quarters, plus 2-by-2 transverse seats in the middle between the sixth and ninth side sash. The MP-41s
were also the only LIRR MUs to have hanging leather
hand straps (as opposed to standee holds on the transverse seat frames), which even further belied their rapid
transit heritage. Once deliveries began on April 13,
1905, the MP-41s were shipped as bodies to the socalled "Springfield Sheds," located between Jamaica
and Springfield Junction along the still-largely-idle "Old
Southern Road." There they were equipped with two
"Westinghouse 113" 210-hp motors mounted on the #1
end "power" truck, with that at the #2 end being a nonpowered trailer. In addition they employed an "AB" multiple-unit control group from Westinghouse (which was
shipped to Queens separate from the ACF-constructed
bodies). This system was quite innovative for its time,
with acceleration automatically achieved through an
innovative series of interlocks on each “unit switch,”
which in turn was governed by a multi-position upright
(elevator-style) controller that presented a great contrast to the horizontal “coffee grinder” swing of the control handle on its IRT sister. The control group itself was
powered by a bank of batteries that were charged by
voltage developed through a resistor in the return side
of the air compressor circuit, a far less hazardous arrangement than the IRT version, which required 650
volts of “line current” to operate the “semi-automatic”
General Electric Type M control group. This characteristic later earned the subway cars a nickname of “Hi-V,”
with their proclivity toward dangerous “grounding and
gapping” being reflected in the care with which they
were handled. Such a design variation can be attributed
to the inherent requirement that IRT’s all-steel cars be
operationally as well as mechanically interchangeable
with its Composite fleet. The MP-41s’ upright “Master

The Long Island Rail Road's version of the all-steel
"Gibbs" car, numbered 1000-1133 and known under its
rolling stock classification system as MP-41 (the number in reference to internal cabin length), represented a
valiant, hasty, and successful effort to provide equipment for its initial round of electrified lines. This was
made possible by the design's easy adaptation to both
the Interborough and LIRR operating environments,
especially due to their miniaturized proportions when
compared to standard railway equipment of the day. As
produced by ACF, the 134 MP-41s were exact copies of
the 300 motors built for IRT during the preceding year.
They had dimensions virtually identical to the steel prototype (the only variations being a tighter wheel base
and the loss of half an inch in height to exactly 12 feet)
but incorporated several important design modifications,
all of which emerged from the Altoona (3342) project.
Most notable was the vast difference in the cars' structural makeup, wherein the skeleton structural members
(underfloor and car body walls) were composed of pieces of steel that were individually shaped or preassembled for their particular location and function,
then riveted together. This in tum reduced the cars'
overall weight measurably, though with the necessary
control group and traction motors factored back in, they
still tipped the scales at 82,000 pounds. To further reduce its mass, the car body was constructed in a more
traditional manner than the prototype had been, being
framed vertically into just eight sections (with seven
equidistant steel sheath plates), instead of the former
16. Each was denoted by a riveted 6-inch divider up to
the bottom of the window line and also separated horizontally by a common sill member (generally referred to
as the "belt") that traveled externally along the length of
the cabin. The sash itself was grouped in an off-set
3+2+2+2+2+3 configuration, all topped by a traditional,
albeit slim, letterboard and a clerestory-type railroad
roof, outfitted with hinged ventilator panels. To further
assist in overall weight reduction, the steel cars' roofs
contained aluminum flashing beneath a canvas skin
and aluminum attachments, which were also the first
applications of their kind. Like the IRT version, each
LIRR car had rotating marker light fixtures at the sloped
end of the clerestory, but the MP-41s also sported a
large headlamp above the storm door. A steel-ribbed
''pilot'' that was attached to the carbody protected the
leading truck frame beneath each end, including the
traction motors and undercar area, from loose debris,
while a rapid transit-style "Van Dorn" (link and pin) coupler was utilized. Transition from the passenger cabin to

(Continued on page 3)
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Controller” had 7 positions arranged in a vertical arc
with “off,” or “coast,” at the top. A 30-degree downward
movement to the right, into the first “notch,” set the controller at “switching,” which engaged the motors in series with all resistance in the circuit and enabled a slow,
steady speed (accompanied by the potential of electrical overload in the resistance circuit) and was used
solely as a transitional step. The second notch (at 60
degrees) was “series,” which allowed the unit switches
to cut out the resistance, leaving the motors in series
across the 650-volt line, at which point they gradually
generated additional velocity. The third (and completely
horizontal) position allowed the unit switches to advance beyond full series and transitioned the motors
into “parallel,” where some resistance was reinserted
and then cut out again in equal steps until the car
reached a full or “balancing” speed of about 60 mph.
Downward movement of the controller to the left passed
through three identical positions, but generated movement in the reverse direction.
By May 1 there were 13 complete MP-41s on hand
and live testing was in progress. Later that month (as of
May 22) 38 of the steel motors were operational, and in
a supreme fit of irony relative to 2014 (when the same
practice is sometimes performed with the R188s), each
new car's shakedown run took place on the long,
straight trestles of the Rockaway Beach Division (now
known as "The Flats") between Ramblersville and the
Beach Channel drawbridge. As described above, for
Around New York’s Transit System
(Continued from page 16)

To improve service on the Broadway Line during the

many years from the time they were introduced to service on July 26, 1905, the MP-41s ran in groups of
three to seven cars with wooden "T-39" trailer coaches,
depending on the schedule requirement. After the
wooden trailers were forced out of service in late 1914
they were run in separate consists of up to 8 cars for
the remainder of their service careers, but their use was
restricted to the LIRR's "Rapid Transit" lines (Atlantic
and Rockaway Beach Divisions, for example), Specials,
and lighter suburban branches (Long Beach, Hempstead), even to specific runs, owing to their limited seating capacity of just 56. From their beginning as well, the
MP-41s were mated at times with one of five wooden
electric baggage motors (class MB-45, numbered 12001204 with no passenger seating) that were built by the
Wason Car Company and lasted into the 1930s. As
their time wound down after about 1933, the MP-41s
earned two nicknames among LIRR’s corps of
"Motormen:" that of "Jeep" owed mostly to their less
imposing presentation and ease of control as compared
to the much stockier MP-54s, while the other of "Dive
Bomber" humorously referred to the snapping motions
required to power the cars up and down, as well as busily apply or release the brakes, which to the many naval
aviation veterans among the railroad's employees were
reminiscent of their namesake functions before and during World War II. In a heavily modified state, the final
two Long Island Rail Road renditions of the famed
"Gibbs Car" (1100 and 1101) were last seen on the
Mitchel Field Shuttle in 1950, just a few years before it
was discontinued. By contrast, the last of their IRT contemporaries survived as late as 1958, when they were
replaced by new rolling stock.
(Continued on page 4)
overnight hours between midnight and 6 AM, starting in
December Q will operate as a local from Prince Street
to 49th Street, supplementing N service to reduce station waiting times. (NY1, April 23)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED MAY 18, 2014
LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

304 R-46

304 R-46

L

160 R-143, 32 R-160A

152 R-143, 24 R-160A

B

64 R-68, 136 R-68A

56 R-68, 128 R-68A

M

184 R-160A

160 R-160A

C

72 R-32, 72 R-160A

64 R-32, 72 R-160A

N

240 R-160B

220 R-160B

D

240 R-68

224 R-68

Q

20 R-160A, 210 R-160B 20 R-160A, 200 R-160B

E

240 R-160A, 20 R-160B

240 R-160A, 20 R-160B

R (North)

170 R-160A

160 R-160A

F

264 R-46, 110 R-160A

256 R-46, 100 R-160A

R (South)

110 R-160B

110 R-160B

G

40 R-68, 12 R-68A

32 R-68, 8 R-68A

S (Franklin
Avenue)

16 R-46

16 R-46

S (Rockaway)

4 R-68

4 R-68

J/Z

80 R-32, 40 R-42, 40 R-160A 80 R-32, 32 R-42, 40 R-160A

No change in Subdivision “A” car assignments since the assignments published in the March, 2014 issue.
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Commuter and Transit Notes

No. 307
by Ronald Yee and Alexander Ivanoff

relatively minor medical issues but focuses on the sleep
disorder as a possible causative factor. Other train service employees were also interviewed by NTSB and
reported that all-too-frequent schedule changes were
the norm at the railroad. (New York Post, April 8)
In response to a safety directive from NTSB, MetroNorth and the union representing its locomotive Engineers announced that it would begin the process of testing all Engineers for sleep pattern disorders such as
sleep apnea. While the exact details and methodologies
have yet to be worked out, such a program may be expanded to cover all safety-sensitive employees. (New
York Post, April 23)
Of the 70 passengers injured in a May 17 derailment
and subsequent collision east of Fairfield, Connecticut,
and 70 injuries and four deaths from the December 1,
2013 wreck, MTA is aware of 87 potential lawsuits. Two
passengers injured in the December 1 wreck are seeking compensation of $10 million and $100 million respectively. (Lohud.com, March 29; New York Daily
News, April 8; Fox News, April 9)
Federal investigators have documented over 7,100
defects during inspections of Metro-North conducted
over the past 10 years. The defects ranged from track
and rail defects to missing on-board safety equipment. A
Metro-North spokesman responded that all reported
defects had been addressed and corrected as they
were reported and that the railroad, in general, had a
better record than found at other railroads. However,
inspection in 2013 detected five times the number of
issues per 100 miles of track when compared with other
commuter railroads. (New York Daily News, April 6)
Last call for the Cosmopolitans? On May 5, WPIX-11
News reported that the four remaining M-2 bar cars, the
last commuter bar cars in the nation excluding LIRR’s
premium Hamptons Reserve Service, would be taken
out of service by the end of the week. Bar cars were
equipped on LIRR and Harlem and Hudson Lines trains
until the late 1970s/early 1980s, when they were converted to regular coaches. While Connecticut DOT has
been discussing the possibility of reintroducing bar cars
in the future, fiscal constraints might make that impossible. However, the platform carts are not being phased
out. With increased ridership squeezing room on trains,
additional coaches are a necessity. But the bar cars
themselves make money, a throwback to the early
1970s, when MTA did a promo video for the system
which covered LIRR’s bar cars. The narrator of the movie noted, “besides, they’ve been the only money maker
for years.” Gross bar revenue in 2013 was $357,000,
according to Connecticut DOT. Revenue from the bar

METROPOLITAN TRANSPORTATION AUTHORITY
The MTA Board has approved a contract with Masabi
as the contractor that will provide mobile ticketing to
both of MTA’s railroads. Instead of paper tickets purchased from ticket agents or ticket vending machines,
customers will be able to purchase tickets online and
use an app on their smartphones to display a digitallysecure image of a valid ticket to the Conductor.
(Stamford Advocate, April 28)
MTA amended its contract with a joint venture of Bombardier Transportation and Siemens Rail Automation by
adding $11.3 million to a $428.5 million contract awarded last November to install Positive Train Control (PTC)
for LIRR and Metro-North. 836 LIRR and 747 MNR railcars will be retrofitted with PTC by April, 2017. (Metro,
April 30)
MTA METRO-NORTH RAILROAD
United States Senator Richard Blumenthal (Democrat,
Connecticut) nearly became a fatality statistic at the
Metro-North train station in Milford, Connecticut during a
press conference there, ironically about safety on the
railroad. While making a speech, Blumenthal stood on
the edge of the platform with his back to the tracks. He
and others in his entourage failed to notice an approaching Amtrak train that was about to pass through
the station at high speed. The engineer blew his whistle
as required, but the Senator had no time to move away.
The train passed his left shoulder with just over a foot to
spare and the wind currents generated by the passing
train pushed him back. (New York Daily News, April 19)
Work was started on April 19 at the Mount Vernon
East electrical substation to repair and upgrade its systems to handle the regenerative braking capabilities of
the new M-8 EMU cars. Four old transformers will be
replaced by two new ones offering increased power capacity as well as redundancy. The improvement in reliability will come from two other substations at Rye and
Harrison, all becoming capable of supporting one another in the event of another major transformer failure similar to the one in September, 2013 that crippled the entire New Haven line for almost two weeks. In the event
of another such failure, it would take two hours to “tie-in”
adjacent substations to restore service, albeit with delays. (Al Holtz, April 21)
NTSB has released some of its findings from its ongoing investigation of the fatal wreck of December 1, 2013
at Spuyten Duyvil. The Engineer at the throttle has been
diagnosed with a severe case of obstructive sleep apnea, a condition that has been known to cause afflicted
persons to fall asleep, or in the case of the Engineer’s
testimony, “zone out” while performing their normal activities. The press release also mentions some other
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completed, the East Side Access project is expected to
save up to 40 minutes commuting time for as many as
160,000 LIRR commuters. (Newsday, March 24)
NJ TRANSIT
Since Hurricane Sandy, ridership on the North Jersey
Coast Line has fallen by 12.9%. This line was heavily
damaged by the hurricane, and only recently has service returned to pre-storm schedules. In the interim,
former rail commuters found other means of reaching
Manhattan and have decided to stay with their newfound choices. Patronage of the Sea-Streak Ferry to
lower Manhattan and alternative bus services on NJT’s
bus routes covering Southern Middlesex, Monmouth,
and Ocean Counties has grown. However, total ridership numbers from these counties have not returned
to pre-Sandy levels, as many people have relocated out
of the area, some to towns farther inland, and are
served only by buses while others have left the area
altogether. (Asbury Park Press, April 1)
Since the Princeton Rail Shuttle known as “The Dinky”
was cut back last year to a temporary facility 1,200 feet
from the station it had used for decades, ridership has
fallen by 10.4%, concurrent with ridership increases on
a shuttle bus operation that duplicates the rail service to
Princeton Junction on the Northeast Corridor. This summer, the temporary station currently in use will be replaced by a permanent station 460 feet east of the old
station building, which will be converted into a café and
restaurant as a part of an arts community in Downtown
Princeton. (Daily Princetonian, April 8)
AMTRAK
Amtrak has requested an appropriation of $1.62 billion for fiscal year 2015, a 16.5% increase over 2014.
This request was presented with a more detailed itemization of the request with individual line items separating revenue, expense, and capital expenditure budgets
for the Northeast Corridor, state-supported and longdistance train categories, and a “corporate development” business unit including real estate revenues and
other investments. Its goal is to make Amtrak’s request
more transparent for Congressional review, with the
goal of securing a strong multi-year federal commitment
that will permit the undertaking of long-term and urgently needed capital improvements that cannot be efficiently achieved with the current year-to-year budget uncertainties. This type of funding would benefit not just the
Northeast Corridor. It would begin to reverse infrastructure decay, replacing century-old bridges and tunnels
and adding capacity while also encompassing longdistance services. One example of this is the current
negotiation Amtrak is involved in with individual states
for dedicated funding to allow the Southwest Chief to
remain on its original ATSF Super Chief routing. (Al
Holtz, March 17)
Within the framework of its 20-year planning process,
Amtrak has launched a study to expand the Downeaster
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carts, found on station platforms and not being phased
out, was $6,733,000. (PIX 11 News, May 5)
(Editor’s Note by Sasha Ivanoff: I believe that a temporary
bar car setup could be achieved by removing a few seats and
allowing the carts to be wheeled onto the trains. I could not
find sources indicating what trains would run with staffed bar
cars on Friday the 9th.)
MTA LONG ISLAND RAIL ROAD
The Long Island Rail Road celebrated its 180th birthday April 24, maintaining its hold on the title of the nation’s oldest railroad name, still operating under its original charter since 1834. (Newsday, April 25)
The second Presidential Emergency Board (PEB),
#425, convened April 25 to resolve an ongoing labor
dispute between MTA-LIRR and its employees represented by labor unions. The first PEB made recommendations calling for 17% wage increases over six years
with no work rule changes. With the unions ready to
sign but MTA balking at the terms, negotiations have
resumed in an attempt to head off a strike that could
begin as early as July 19. The second PEB is expected
to release its non-binding recommendations by May 20.
(Newsday, April 21; Long Island Press, April 23)
Construction engineers may have underestimated
problems with the geology of the area in and around
various sites on the Queens side of the LIRR East Side
Access tunneling project as several sinkholes have
formed. This has caused at least a two-week delay in
work. Over 100 years ago, when Sunnyside Yard was
being constructed, there were numerous difficulties
along its north side stemming from the soft ground and
high water tables from the nearby Dutch Kills estuary.
(Newsday, April 29)
On Wednesday, April 30, LIRR President Helena Williams was abruptly let go by MTA Chairman Tom Prendergast, who simultaneously announced that Patrick
Nowakowski would succeed her. His most recent position was with Metrorail in Washington, D.C., where he
oversaw the construction of the Silver Line that will
eventually reach Dulles Airport. Nowakowski’s career
began in 1975 as a civil engineer with a predecessor of
Conrail. He joined SEPTA in 1981, amassing 27 years
of experience in the engineering and infrastructure functions of that operation before heading for Washington.
Although the MTA Chairman lavished praise on Williams’ many accomplishments during her seven years
as President of LIRR, no reason was given for her sudden firing from the railroad. (MTA, April 30)
LIRR’s East Side Access project, once projected to
cost $4.3 billion, has ballooned to a high of $10.8 billion
with a completion date some time between September,
2021 and as late as September, 2023. MTA Chairman
Tom Prendergast has directed the agency to provide a
more realistic and achievable completion date. When
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by issuing an offer to rival the $13 billion bid made the
week of April 19 by General Electric for the French company’s power turbines and grid equipment. Alstom CEO
Patrick Kron on May 6 rejected suggestions from the
French government that Alstom acquire General Electric’s freight transport business in a renegotiation of
General Electric’s proposed €12.4 billion (about $17
billion) takeover of Alstom’s energy business approved
prior by the Board of Directors. More information on the
General Electric/Siemens/Alstom triangle will be provided in the July Bulletin, as the story is still developing.
(International Railway Journal, April 24, 28, and 30
and May 7)
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
On April 16, the first of 40 new HSP-46 4,650 HP locomotives ordered by MBTA operated on Train #213, departing from North Station to Haverhill at 10:30 AM. (Al
Holtz, April 16)
VIRGINIA BEACH, VIRGINIA
After a few years of deliberation, Virginia Beach Mayor
William Sessoms and Virginia State Transportation Secretary Aubrey Layne have agreed to develop plans for a
light rail link between Virginia Beach and the neighboring city of Norfolk. The $290 million project will involve
extending The Tide, Norfolk’s existing 7.5-mile light rail
line, beyond its current eastern terminus at Fort Norfolk/
Medical Center, which is situated close to the jurisdictional border between the two cities. Under the agreement, funding for the project will be split equally between the state government and Virginia Beach. The
city will also dismiss three proposals for public-private
partnerships that were previously under review and put
the project out to competitive tender. Virginia Beach has
repeatedly rejected light rail as an option for developing
transit links over the last few years, favoring a maglev
project, which the state government has refused to support. Norfolk opened its light rail line in August, 2011.
(International Railway Journal, May 8)
ORLANDO, FLORIDA
ERA member Dennis Zaccardi reported on the May 1
opening of the SunRail commuter line in Orlando. “The
midday trains were so crowded that they had to leave
people at the station and they seemed to running only
one train. My friend and I arrived mid-afternoon at the
Sand Lake Road station. We just missed a train, so we
had to wait two and a half hours for the next train, which
was running 30 minutes late.” According to Dennis, the
crowding was the only bad part of the new line. Railway
Gazette reported on the same day that the SunRail
commuter rail route serving Orlando was officially
opened the day before on April 30, with two weeks of
free travel starting the following day. The 30-mile first
phase from DeBary to Sand Lake Road in Orange
County serves 12 stations. Construction began in January, 2012 and included double-tracking the line, which
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service funded by a $600,000 FRA grant to potentially
open up a new and yet untapped market of potential
riders in the Lewiston-Auburn area and/or Augusta,
Maine. A routing via Worcester would connect the
Downeaster directly with New York City, although 86%
of current ridership goes to Boston. There is also talk of
adding a sixth round trip to the Downeaster to close a
gap in service without having to add another set of
equipment. (Press Herald, March 20)
Connecticut announced that it will be seeking proposals from companies to operate its New HavenHartford-Springfield passenger train services that will
ultimately provide 30 minute headways during peak
times and hourly during the off-peaks. Amtrak would
continue to be responsible for its existing services on
this branch line, which will host 110 mph trains. (Al
Holtz, April 2)
Transportation officials in Quebec and New England
are exploring the possibility of restoring passenger train
service from St. Albans, Vermont, northward to Montreal, Quebec, a route covered by Amtrak’s Montrealer
until 1995 (Greenfield Recorder, March 31)
The State of Illinois will spend $223 million to restore
intercity passenger service between Chicago and Rockford, Illinois, which will be operated by Amtrak over
Metra’s Milwaukee District West Line and Union
Pacific’s Belvedere Subdivision with a connection track
to be built west of Metra’s Elgin station. This yet-to-benamed train is expected to return passenger train service to Rockford in 2015 with track upgrades to support
59 mph operations with further improvements to be
completed in 2016 to permit 79 mph operations, with a
second round trip added to the schedule. The last time
Rockford was served by Amtrak was with the ChicagoDubuque Blackhawk, which was abandoned after Illinois withdrew its funding. This train will pass (but will
not stop in) the town of Union, the site of the Illinois
Railway Museum adjacent to the former Illinois Central
line. Illinois will continue negotiations with the Canadian
National Railroad to extend this service to Dubuque
with stops at Galena and Freeport. (Al Holtz, April 11)
INDUSTRY
To accommodate additional testing space needs for
testing new LRVs for the Houston Metro, CAF USA will
build a 12,800-square-foot addition to its plant in Elmira
Heights, New York. This is the third expansion of this
plant to support the construction of the light rail cars for
Houston. This facility is also building single-level railcars
for Amtrak as well as streetcars for Kansas City and
Cincinnati and employs 600 people. (Al Holtz, March
25)
A bidding war has erupted between Siemens and
General Electric for Alstom, the French transportation
company. Siemens entered the race to acquire Alstom

(Continued on page 9)

8

ERA BULLETIN - JUNE, 2014
Commuter and Transit Notes

tion and the airport evaluated vehicle dynamics, electrification, lineside clearances, and signaling operation.
Full commercial services are due to start August 18 on
the extension, which will bring the total length of the
Dallas light rail network to 90 miles. (International Railway Journal, April 17)
SAN FRANCISCO AREA, CALIFORNIA
San Francisco’s Bay Area Rapid Transit District has
awarded sole bidder Stadler Rail a $58 million contract
to supply eight diesel multiple-units for the East Contra
Costa BART extension commuter rail project. Announcing the order on April 25, Stadler said the GTW 2/6 units
would be manufactured at its Bussnang plant in Switzerland. These will be based on 37 DMUs it has previously supplied to the United States: 20 for NJ Transit;
six for Capital Metro in Austin, Texas; and 11 for Denton
County Transportation Authority in Texas. The DMUs
will meet EPA Tier 4 emissions regulations. eBART was
approved in December, 2007, as a quicker and more
affordable alternative to extending BART into eastern
Contra Costa County. It involves the construction of
nearly 10 miles of dedicated line from BART’s Pittsburg/
Bay Point terminus to a new station in Antioch, running
along the median of State Route 4. eBART will be built
to standard gauge rather than the 5’6” gauge used on
BART, and will not be electrified. The line will be for the
exclusive use of the commuter services, and is not subject to regulation by FRA. (Railway Gazette, April 25)
SAN DIEGO, CALIFORNIA
Municipal authorities in San Diego and the neighboring city of Tijuana, Mexico have revived plans for a light
rail line spanning the United States-Mexico border. The
issue has become a top priority for the San Diego Regional Chamber of Commerce, despite the international
complexities. There are also complications involving the
use of the infrastructure by freight trains. In December,
2012, MTS leased a portion of the route to short line
Pacific Imperial Railroad, which could make separation
of freight and light rail operations a necessity to comply
with FRA safety requirements. Business leaders and
political officials in both countries are actively urging the
establishment of cross-border light rail services. MTS
began operating its light rail South Line (now the Blue
Line), the United States’ first modern light rail line, in
July, 1981. The line links the city center with San Ysidro,
just short of the border. (International Railway Journal,
April 14)
QUEBEC CITY, QUEBEC, CANADA
By October, 2014, VIA will complete upgrades to 26
business-class cars. Improvements include new ergonomic seats with lumbar support, improved under-seat
clearances to permit passengers more legroom, armrests, side trays with a cup holder, upgraded and more
efficient HVAC and lighting systems with an electric outlet for every seat, and free Wi-Fi. These refurbished
cars will be assigned to the Quebec City-to-Windsor
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the state bought from CSX in November, 2011, resignaling, and construction of an operations control center.
The federal government is contributing 50% of the
$357.2 million construction cost through a $178.6 million grant. The remainder is shared equally between the
state and local authorities. MotivePower has supplied
seven diesel locomotives, with Bombardier supplying a
fleet of 20 double-deck coaches and having been
awarded a $195 million contract last year to operate
and maintain the service. Service runs every two hours
off-peak, and every 30 minutes during peak hours. In
addition to single tickets, rechargeable SunCard smart
cards will be available for weekly, monthly, and annual
season tickets. The second phase would extend the
service north to Deland and south to Poinciana, bringing
the line to 60 miles and adding five stations. Construction on Phase 2 begins later this year. (International
Railway Journal, May 1; Railway Gazette, May 1;
Dennis Zaccardi)
INDIANA
Indiana DOT has issued an RFP (request for proposals) to determine the feasibility of contracting out the
operation of the Hoosier State train between Indianapolis and Chicago (currently operated by Amtrak with state
subsidy support) to achieve some cost savings and improvements. Among the improvements being sought are
additional train frequency, shorter and more reliable
travel times, improved on-board amenities such as WiFi, and enhanced food services. Iowa Pacific may be a
possible bidder. (Al Holtz, March 28)
(Editor’s Note by Sasha Ivanoff: Currently, the Hoosier
State serves as A mtrak’s “hospital train” between its main
shop at Beech Grove and Chicago. Contracting out the operation of this train would have impacts on Amtrak’s ability to
move its equipment to and from Beech Grove.)
CHICAGO, ILLINOIS
In the latest chapter in the battle against graffiti, CTA
will now pursue civil lawsuits against individuals (and, if
underage, their parents), for damages stemming from
vandalism. By holding individuals as well as families
liable for restitution, it is hoped that this will be a major
deterrent. Damage claim lawsuits filed in civil courts
provide CTA with many more options to recoup financial
expenses than pursuing charges within the criminal
court system. CTA has recently installed a large number
of cameras in its systems, both at stations and facilities
as well as aboard all railcars in an attempt to record,
document, and identify vandals as well as other criminal
elements. (Metro, April 24)
DALLAS-FORT WORTH, TEXAS
Dallas Area Rapid Transit (DART) operated its first
test run on the 5-mile Orange Line light rail extension to
Dallas-Fort Worth International Airport on April 16.
DART says that the test run between the Belt Line sta-
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corridor and business-class lounges at stations along
the route will be upgraded as well. (Al Holtz, April 10)
ONTARIO, CANADA
Is true high-speed rail coming to Canada? In the province of Ontario, Minister for Transport and Infrastructure
Glen Murray says the provincial government plans to
develop a 120-mile-long high-speed service between
Toronto, Waterloo, Kitchener, and London, a component
of the Moving Ontario Forward program, with a fouryear environmental impact assessment and design
studies for the project expected to begin this autumn.
The high-speed service will share existing infrastructure
with passenger and freight traffic to Kitchener from
where a new “dead straight” double-track passenger
railway will be built to London across open countryside
with less than 100 homes expected to be affected by
construction. The existing line will require electrifying as
well as upgrades from Toronto to Pearson International
Airport and Georgetown, and while it will be mixed traffic, the corridor has sufficient right-of-way to offer three
tracks throughout with some four-, five-, and six-track
sections envisaged. The electrification would benefit
GO Transit, which has been looking at the possibility of
electrifying some of its commuter rail service. In addition
to high speed, FCP has also been advising the provincial government on upgrades of GO Transit commuter
network. which is being funded under the $15 billion
allocated towards transit and transport for the Greater
Toronto and Hamilton Area (GTHA) outlined in the 10year plan. Among the improvements is electrifying the
network and track-doubling to offer improvements in
journey times. A new 15-minute, all-day service will also
be introduced across the network utilizing a new fleet of
65 four-car double-deck low-level loading EMUs to complement the 45 12-car diesel locomotive-hauled trains,
which are used solely for peak-time services and limited
services during the day. Currently, the only electrified
heavy rail operations of any sort in Canada is the DeuxMontagnes AMT commuter line. One of the reasons for
such a project is constant congestion on Ontario Highway 401, which is the province’s megahighway. Highway 401 is the busiest road in North America. If successful, the Toronto-London line could be a catalyst to
further high-speed rail projects in Canada, with an eastern extension to Ottawa and Montreal one potential future project. With GTHA cited as having some of the
worst traffic congestion in North America, the program is
intended to complement rather than replace GTHA public transport authority Metrolinx’s $50 billion 25-year Big
Move transport investment program for new metro, light
rail, and airport express projects, and reflects continuing
momentum in the region to invest in its public transport
infrastructure. However, there is some opposition to the
project. (International Railway Journal, May 2; CTV
10

News, April 30)
VANCOUVER, BRITISH COLUMBIA, CANADA
VIA has denied initial reports of an agreement having
been reached that would restore passenger rail services
on Vancouver Island, a two-to-three-hour ferry ride west
of Vancouver. The Island Corridor Foundation, which
owns the track, had previously announced that passenger rail service would return the Victoria-Nanaimo corridor, formerly known as the Esquimalt and Nanaimo
Railway and now called the Southern Railway of Vancouver Island, prematurely raising hopes of a revival
among rail advocates who saw passenger service there
cease in 2011. British Columbia Province would provide
$20 million for the funding of track improvements to the
line once an agreement is reached. (CBS, April 2)
BASEBALL, COMMUTER RAIL, AND RAIL TRANSIT
Commuter rail and rail transit serve baseball fans all
across the nation. Here in New York, Citi Field, home of
the Mets, is served by 7 as well as LIRR, and Yankee
Stadium is served by the 4BD as well as MetroNorth. Philadelphia Phillies fans have dedicated sports
express trains to the Pattison station on the Broad
Street Subway. The Chicago Cubs’ Wrigley Field is
served by CTA’s Red Line at the Addison station and
the White Sox’s U.S. Cellular Field is served by both the
Red Line’s Sox station and the 35th Street BronzevilleIIT Green Line station of CTA as well as the commuter
rail line at the 35th Street-Lou Jones station on the Metra Rock Island Beverly Branch to Joliet. In the San
Francisco Bay area, Giants fans headed to AT&T Park
have the option of taking CalTrain to the 4th & Townsend
terminal or the MUNI Metro T Line. The Oakland A’s
Coliseum can be reached via the Coliseum stop on
BART as well as CalTrans’ Capitol Corridor. Farther
south, Los Angeles’ Anaheim Angels are served by
Amtrak and Metrolink while the Dodgers have a dedicated Dodgers Bus express to the east portal at Los Angeles Union Station that connects to Amtrak, Metrolink,
and Los Angeles Metro and Subway. San Diego’s Padres games at Petco Park are served by the Orange,
Blue, and Green lines at the 12th & Imperial, Park (12th)
& Market, and Gas Lamp Quarter stations. The trolley
offers connections at the Santa Fe Depot to Coaster
and Amtrak. Seattle Mariners fans can ride Sounder
commuter rail and Sound Transit light rail to Safeco
Field. Commuter trains provide access to the Boston
Red Sox’s Fenway Park at the newly opened Yawkey
station on the MBCR Framingham/Worcester lines, the
Baltimore Orioles are served by MARC’s Camden Yards
station, and Minnesota’s Northstar line stops at the
Twins’ Target Field. St Louis Metrolink has a station adjacent to the Cardinals’ Busch Stadium and Colorado
Rockies fans can reach Denver’s Coors Field located
next to Union Station using the C, E, and W routes of
The Ride light rail and, in the future, the commuter rail
line. North of the border, the Toronto Blue Jays’ Rogers
(Continued on page 11)
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Centre is near the Union Station hub and is served by
TTC’s Yonge/University subway line, Spadina light rail,
and GO Transit. (Al Holtz, March 31)
(Editor’s Note by Ron Yee: Minor league baseball is also
served by rail transit, The New York Mets’ Brooklyn Cyclones
play within sight of the Coney Island terminal complex of
NYCT and the Staten Island Yankees play just a short stroll
from the St. George terminal of the Staten Island Railway.
Farther afield, the Bridgeport Bluefish play in a stadium just
west of Metro-North’s Bridgeport station.)
SPAIN
Spain’s infrastructure manager Adif has awarded a
€410 million (about $562.4 million) contract to Alstom to
install ERTMS Level 2 signaling on about 193 miles of
high-speed line in northern Spain and to maintain the
equipment for 20 years. The system will be installed on
two new lines: Valladolid-Venta de Baños-León and
Venta de Baños-Burgos. The contract covers signaling,
fixed telecommunications, GSM-R communications,
Automatic Train Protection, Centralized Traffic Control,
safety equipment, on-board equipment, and infrastructure for mobile phone operators. Construction of the
Venta de Baños-Burgos line was suspended last year
due to funding problems, but work resumed towards the
end of the year. The suspension of work means that the
line is unlikely to open in 2015 as originally planned.
(International Railway Journal, April 23)
LODZ, POLAND
Lodz’s Road and Transport Division has selected
Mosty Infrastruktura to undertake Phase 2 of the eastwest tram line modernization and expansion project.
The 239 million zloty (about $78.3 million) contract covers the replacement of 6km of double-track tram line
from ul Kilinskiego to the terminating loop at ul Augustow, and the construction of 5km of double track to
Olechow district. The project is 80% financed from EU
funds from the 2007-13 budget, and so must be finished
by the end of 2015. (Railway Gazette, May 6)
ADDIS ABABA, ETHIOPIA
China Railway Engineering Corporation has started
work to electrify the 34.3km two-line light rail network
under construction in the Ethiopian capital, Addis Ababa. The east-west line is 17.4km long and runs from
Ayat to Torhailoch, while the 16.9km north-south line
links Minelik Square with Kality. The two lines share a
2.7km common section between Meskel Square and
Lideta. Construction started in 2012 and is now 60%
complete. On the equipment end, CNR, China, is supplying a fleet of 41 70% low-floor LRVs to Addis Ababa.
The first vehicles are due to arrive by the end of the
year to allow three months of test running to start in
January, 2015. The lines will have a capacity of 15,000
passengers/hour/direction. (International Railway Journal, April 22)
11

KONYA, TURKEY
Konya has ordered 12 trams capable of catenary-free
operation from Skoda Transportation as a follow-on order for the 60 ForCity Classic 28T trams currently being
delivered. They are to be delivered next year, and bring
the total order value for 72 trams to 3.4 billion Czech
Republic koruna (about $169.8 million). Following certification in January, a prototype Catfree tram has been
on test at Skoda’s Plzen factory since February. Roofmounted nano-lithium-titanium batteries enable catenary-free operation for up to two miles, and are recharged
through the pantograph. The trams for Konya are to be
used on a new line, which will have a 1.8km section
without overhead wires. The first 28T from the original
order entered passenger service in February. (Railway
Gazette, May 6)
DOHA, QATAR
Qatar Railways (QR) has awarded the Greek-led
ALYSJ consortium a €3.2 billion (about $4.4 billion) contract for design and construction of the 32km underground Gold Line, one of four lines under development
in the first phase of Doha’s 354km metro network. The
east-west line runs from Doha Airport south to Al Rayyan and will have 13 underground stations. The construction phase will utilize six tunnel boring machines
simultaneously, and the contract includes the fitting out
of stations. The project is expected to be completed by
August, 2018. The contract award follows the appointment on April 12 of a Systra-Parsons joint venture in a
€234 million (about $321 million) management and
works supervision contract for Phase 1 of the metro
undertaking. (International Railway Journal, April 29)
AUCKLAND, NEW ZEALAND
Auckland Transport’s first electric trains began revenue operation on April 28, when operating concessionaire Trandev Auckland switched its half-hourly Southern
Line service between Britomart and Onehunga from
DMUs to EMUs. The electrification was formally
launched by Auckland Mayor Len Brown on April 27
with a ceremony at Britomart attended by Transport
Minister Gerry Brownlee and Auckland Transport Chairman Dr. Lester Levy. Around 5,000 local residents sampled a limited commemorative shuttle between
Britomart and Newmarket. Auckland Transport says 12
of the 57 three-car EMUs being built by CAF have now
been delivered to New Zealand, of which seven are
available for service; the remainder are due by the end
of next year. As more units are commissioned, Eastern
Line services to Manukau are expected to go electric in
August, followed by Southern Line services to Pakekura
in December, and finally the Western Line to Swanson
in mid-2015. The EMUs are initially running to the same
timings as the DMUs and diesel locomotive-hauled
trainsets that they are replacing, until a timetable
change in September starts to exploit their superior performance. (Railway Gazette, April 28)
(Continued on page 12)
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NEW SOUTH WALES, AUSTRALIA
Plans to order around 65 trainsets totaling 520 cars
for NSW TrainLink Intercity services (Australia) between
Sydney and the Central Coast, Newcastle, the Blue
Mountains and Illawarra were announced by New South
Wales Premier Mike Baird and Minister for Transport
Gladys Berejiklian on May 8. The government is to
begin industry briefings this month with a view to identiIncreased Service for 1939 World’s Fair

CAR NUMBERS

TYPE

TOTAL

5, 12, 13

Gate Trailer

3

294-367

Gate Trailer

13

395, 448, 496

Gate Motor

3

N/A

518-767

Gate Trailer

18

800-1101

Gate Motor

104

1660-71

MUDC Motor

10

1707-50

MUDC Trailer

18

1753-1809

MUDC Motor

34

(Continued from page 1)

Times Square-Main Street 1938 headways:
WEEKDAYS

fying “a train already available to the market.” The estimated $2.8 billion Australia (about $2.6 billion) cost of
the order would be funded by the state government. In
a new approach, the Ministry for Transport would go
with an off-the-shelf approach towards procuring new
equipment, meaning that new equipment would be in
service quicker, paraphrasing what Berejiklian noted in
her address. All 65 trainsets are expected to be in service by 2024. The current Oscar rolling stock fleet would
be reallocated to Sydney suburban services. (Railway
Gazette, May 8)

SATURDAY

SUNDAY

Midnight

20

AM Rush

AM Rush

8

Noon

8

Midday

10

Afternoon

12

PM Rush

8

Evening

12

Evening

12

N/A

Times Square-Main Street incomplete table, weekdays effective April 24, 1939:
EXPRESS

LOCAL

AM Rush

9, 6

9, 6

Midday

12

12

PM Rush

6

6

Evening

—

8, 10

When the World’s Fair cars were placed in service,
maximum length of trains was reduced from 10 to 8
cars.

WOODEN CAR ASSIGNMENT
On February 20, 1940, the following cars were assigned to Second Avenue Queens service:

12

203

When BMT started operating trains to Corona and Astoria, gate motors and trailers were transferred to
Queens. We do not have a complete assignment, but
we know that most trailers in the 1-25 series and 128499 and 1400-53 motors were assigned to Queens in
1928.
Ten years later, the company decided to rebuild the
Queens fleet and convert it to MU door control. Gates
were removed, front platforms were enclosed, and
doors were installed.
Most of the 1200s and 1400-53, a total of 116 cars,
were rebuilt. Cars were arranged in permanently coupled units with one trailer in each unit. Renumbered
cars 1600-29 were 3-car units and 1630-42 were 2-car
units.
On November 2, 1938, a clearance test was performed with cars 1600A-B-C operating on the Flushing
and Astoria Lines. The first “Q” train was placed in service on January 3, 1939. Reconstruction proceeded
slowly until all cars were in service by 1941.
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from May, 2014 issue)
After finishing our coverage of the 25, we boarded the
11:05 ferry for Cacilhas, the port section of Almada,
where we would begin riding and photographing the
Metro Sul do Tejo’s light rail system. There are a number of ferry services to points on the south side of the
Tagus (Tejo) from the Cais do Sodre terminal, as well as
from other points on Lisbon’s waterfront. Our route ran
every 15 minutes and took 10 minutes for the crossing.
We found the tram station very easily after reaching
land.
Three light rail lines with overlapping services are operated, so it is possible to travel from most stations to
most others without changing cars. See http://
www.urbanrail.net/eu/pt/lisboa/almada.htm for a map.
Phil Craig, Jon Boyer, and I visited the system in the
spring of 2008, less than a year after it opened. But at
that time the line connecting Cacilhas with the center of
the system was not yet open; service began later in that
year. This branch, carrying Routes 1 and 3, travels
through what is probably the commercial center of town;
in 2008 we found the route to be a steep uphill walk. In
addition to ferries, the city, which has a population of
about 170,000, is also served by Fertagus, a suburban
railroad service from Lisbon that crosses the Tejo on an
impressive suspension bridge (that is shared with motor
traffic). The privatized electric MU operation has two
stations in Almada: Pragal, also served by light rail
Routes 2 and 3, and Correiros, served by Routes 1 and
2.
It was still overcast when we arrived, so we decided to
ride first and photograph later, as we saw blue sky in
the distance. Instead of being able to add the fare to our
existing tickets, we had to buy new ones for this operation (the smart card cost a half-Euro), just like we had to
do for the suburban train to Sintra. Oddly enough, we
were able to add our ferry fares to our original tickets,
and then later we were able to add the fare for the
Fertagus train ride back to Lisbon. The light rail system
does not offer day tickets, but each ride is good for an
hour, which was respected every time we tapped after
boarding a car. In other words, if we added two fares to
the ticket at 11:20, the system did not deduct the second fare until we tapped after 12:20. Service on each
route was operating every 15 minutes (thus a 7.5minute frequency on each of the three legs), but we
noted from the timetable that headways are cut to every
5 or 10 minutes on each service during the AM and PM
rush hours, as well as from noon to 14:00. Thus, at
times during our visit, there was a steady stream of

LRVs.
The entire system is on private right-of-way, served by
24 modern double-ended Siemens Combino 100 percent low-floor cars. They are clean on the inside and
outside, but since my previous visit, a great deal of graffiti has appeared on the sides of the modern high-rise
apartment houses that make up the residential areas of
what appears to be a lower middle-class section.
We first rode Route 3 from Cacilhas to Univeridade.
By then the sun was coming out, so after a couple of
photo stops we rode back on the 3 to get photos in the
commercial area. Then we took the 1 to Correiros, stopping over at Cova de Piedade to ride the leg of the junction used by the 2. The junction of the three branches is
a triangle with each leg several blocks long, out of view
of each other. The day had turned partly cloudy with
both bright and gloomy periods. We enjoyed riding, as
the cars moved along smoothly and quickly, with short
station dwell times. Ridership was reasonably good —
seated loads with the occasional standee. The stations
are equipped with annunciators that appeared to be
controlled by pre-programmed schedules, rather than
reacting to real time information. Our tickets were inspected twice during the three hours we rode.
We returned to Lisbon on the 15:14 Fertagus train,
riding it to the Sete Rios station (a little over 15
minutes), where we transferred to the Blue Line Metro,
which took us to Baixa Chiado (7 stops), a short distance from our hotel. The double-deck EMUs are fast,
but are limited to ponderous speeds while bridging the
Tejo. However, the view from the high bridge was excellent and the slow operation provided lots of opportunities for photos (but then the ferry is also relatively slow
and has very interesting views). We recovered our luggage at the hotel and walked back to the Metro, where
we continued on the Blue Line for two stops to Santa
Apolonia.
We arrived at the stub-end railway terminal at 16:45
and were able to board our “Pendolino” train immediately. We had purchased first class e-tickets, which indicated the car and seat numbers we were to occupy. Our
tilting train departed at the advertised 17:00. Seating in
first class was 2-and-1, with rows in half of the cars facing backwards. Fortunately our pair of seats faced forward, and almost as soon as we left the Oriente station
(17:09), where many of the passengers boarded, we
were served complimentary juice, soda, coffee, or tea
from a trolley. Snacks and beer were available for pur(Continued on page 14)
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chase. Displays at the ends of the cars indicated our
speed, which hit 225 kph (140 mph) in many places.
Our 6-car consist included 4 Turista-class coaches with
2-and-2 seating, the last with a bar section, followed by
2 first class cars (Conforte). We operated on time
throughout the journey. Both first class and coach were
well patronized. In a corresponding fashion to the start
of our journey, most of the passengers detrained at the
Devesas station in Porto’s suburban community of Gaia
at 19:22 (19:38), just short of our early arrival at Campanha at 19:30 (19:44). I suspect there is a large parkand-ride lot at Devesas, and also a bit of make-up time
in the schedule.
We both purchased our own smart cards for a nominal
sum and added two-day passes for three zones, valid
for 48 hours from their first usage. We rode in a Eurotram on the trunk line for 4 stations to Trindade and
then changed to north-south Line D for one stop to our
hotel. Emerging from the subway station, we saw our
hotel across the street. The desk clerk had our reservation and we were ensconced in our (very small) room by
20:20. Despite the morning cloudiness and drizzle in
Lisbon, we had an excellent and fruitful day.
Tuesday morning dawned bright and sunny, and this
pair of bright-eyed and bushytailed railfans were ready
to start our two days in Porto by taking on both the Metro do Porto and the three heritage streetcar lines. Our
plans were to spend all of this day on the light rail system, while we would cover the deck-roof trams on the
following morning, leaving the next afternoon for catching up on anything we did not do earlier. In addition, due
to a great deal of correspondence with a local railfan,
we were going to meet Luis Manuel Almeida for breakfast on Wednesday and he would be our guide to the
streetcar lines. We confirmed this by telephone the previous evening.
I have accomplished a great deal of travelling in my
lifetime and sampled a large number of light rail/
tramway systems, but I must admit that in terms of
demonstrating the functionality and excellence of the
light rail mode, I would have to put the Metro do Porto in
the top group of my worldwide list. And that is based on
both its characteristics and the joy of riding and photographing it. Yes, there are other modern systems that
are highly notable for their ambiance and operations,
like those in Basel, Vienna, Melbourne, The Hague,
Prague, and even Sheffield, just to name a few, but Porto sticks out in my mind for the variety of its infrastructure, its excellent frequencies, its speed, and its general
setting; there is very little to criticize. If part of the definition of light rail includes its flexibility to operate in all
sorts of surroundings, such as in underground tunnels,
on railroad rights-of-way, in pedestrian zones, on elevated structures, in the center of arterial roads, along the
14

side of streets, and in the pavement of any kind of roadway sharing space with other traffic, Porto fills the bill.
I have been to that city four times; the first two, in
1968 and 1988, were during the era when the standardgauge street tramway was in major decline. Then I
came back again in 2008 and now in 2013, and observed the major changes that had been made in the
face of the city. Part of the old tramway system has now
been preserved into a three-line heritage operation, and
a high-quality light rail system has burgeoned. The first
part of Metro do Porto was opened in 2002, with a fleet
of Adtranz Eurotrams, painted in a lovely yellow and
grey-black livery. This type of LRV was designed for
Strasbourg, France, where the mayor wanted a modernistic-looking car to excite the public and gain acceptance for light rail in an era when trams were still
controversial in that country (now there are over 20 systems, and more are abuilding). Porto’s fleet of these
100 percent low-floor cars, with their wide doors and
aisles, and large amounts of glass, eventually grew to
72 units. As the system expanded further, the need for
additional equipment increased, but Bombardier, successor to Adtranz, withdrew these cars from its catalogue. But that worked out in a positive manner, as the
further order of 30 Bombardier LRVs specified higher
speeds, specifically 62.5 mph (100 kph), compared with
the 50 mph (80 kph) of the Eurotrams. To accomplish
this, Flexity Swift cars were acquired (similar to those in
Stockholm and Minneapolis) with high-floor sections at
either end.
This was especially handy, as two of the lines are
quite lengthy, with stations located relatively far apart.
One even sports express service. The system is now
almost 50 miles long, with about ten percent underground. Much of the network follows the rights-of-way of
a former narrow-gauge railroad system that terminated
at Trindade, an old-fashioned railroad station near
downtown Porto. Now Trindade is at the heart of the
system, its central transfer point, served by all the lines.
During the conversion to a standard-gauge electrified
traction system, much care was made in modifying the
infrastructure, integrating it into neighborhoods of previously built-up areas formerly served by the narrowgauge rail lines. Instead of cuts and fills, or elevated
and underground sections through towns, the lines
have been placed at grade level, in the street or at their
sides, with simple stations surrounded by commercial
development. In fact, to serve some villages, the lines
now diverge from their original course to enter central
areas. All in all, Metro do Porto presents a good example of how to convert a railroad to rail transit. The main
trunk line has three underground sections west of Trindade, with five stops in tunnel, including one at the city’s
main railroad station, Campanha, which is not downtown. The north-south line, which is entirely new, has 8
underground stations. It is served by Line D, whose ini(Continued on page 15)
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As mentioned in the previous installment, route 25 climbs and de- A photo of the Oriente railroad station in Lisbon, which we rode into
scends some hills. It serves a residential area and has a modicum of on our return from Sintra. Calatrava’s roof does have a panache, and
local ridership before it gets to the city center. How would you like to
to me is reminiscent of the interior of the old Penn Station in New
commute to work on these single truckers every day?
York City.

Two Siemens Combinos waiting for their departure times at the
Cacilhas terminal of Sul do Tejo routes 1 and 3, Yes, the car on the
right is smiling for the camera.

The southwest side of the junction. A route 2 car from Corrieros is
shown joining the tracks of the 3 from the Cacilhas ferry station. Note the graffiti on the wall.

An LRV approaches the Almada station, while one headed for the
ferry terminal is about to pass.

Routes 1 and 2 join just west of the Cova da Piedade station of the
Sul de Tejo system, on a section of grassed-in track.
(Continued on page 16)
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Around New York’s Transit System
F Derailment in Queens
At 10:24 AM on Friday, May 2, 2014, the middle six
cars of a southbound R-46 F train derailed outside the
65th Street station. The derailment, which was apparently caused by a broken rail, caused a suspension of service on the Queens Boulevard Line between Forest
Hills-71st Avenue and Queens Plaza/21st StreetQueensbridge for several hours. Local service was resumed in both directions for the evening rush, but all
service was suspended again from 10 PM until about 7
AM Monday, May 4 while repairs were made, with buses providing shuttle service. All E and F train service
then operated local, with R trains terminating at 57th
Street-Seventh Avenue and Q trains extended to Astoria. MTA Chairman Thomas F. Prendergast promised a
full investigation, and it was soon revealed that the rail
that apparently broke under the train was manufactured
in November, 2013 and installed in March, 2014; metallurgical tests were to be done on the rail.
Of the approximately 1,000 people on the train, 19
were injured, four of them seriously.
Service on all four tracks resumed around 5 AM Monday, May 5. (secondavenuesagas.com, May 2; New
York Daily News, May 3; MTA press releases, May 3
and May 4)
Tentative Labor Settlement
On April 17, 2014, NYC Transit and MaBSTOA entered into a tentative labor settlement with Transport
Workers Union Local 100. This settlement, which must
be approved by the union members and the MTA Board,

provides for the following wage increases and benefits:

Traction Tour to Southern Europe

its upper level caters to pedestrians, bicycles and light
rail vehicles, while motor traffic is carried below. http://
www.urbanrail.net/eu/pt/porto/porto.htm is a link for a
good map. As a result of the varied infrastructure (and
the sunny weather), Phil and I took lots of photos, so
many that I have divided coverage of the light rail system into several sections, and there also will be one
more for Porto’s heritage streetcar operation.

(Continued from page 15)

tial section dates from 2005 (it appears the lines were
lettered in the order of their construction). It contains the
most spectacular part of the system, operating across
the upper level of the Dom Luis I bridge over the Douro
River, on a structure that dates from 1886. Engineered
by a partner of Gustav Eiffel, in past years the bi-level
iron structure carried streetcars and trolleybuses. Now

EFFECTIVE DATE

WAGE INCREASE

January 16, 2012

1.0%

January 16, 2013

1.0%

January 16, 2014

2.0%

January 16, 2015

2.0%

January 16, 2016

2.0%

Employees would also be required to contribute, on a
pre-tax basis, 2.0% of their gross wages on forty hours
per week toward health and other benefits. Employees
living outside of New York City would receive MetroNorth or Long Island Rail Road commutation passes.
The agreement also includes improved optical and dental benefits.
NYC Transit will, for the first time, utilize an inclined
elevator, or inclinator, at the 34th Street-Hudson Yards
station slated to open late 2014. Consisting of an individual glass-enclosed cabin that will accommodate up
to 15 people, the inclinator will transport customers
along a 170-foot track set at an angle of 27 degrees to
the deep-level station. Costing less to construct than a
vertical elevator because they entail less excavation,
inclined elevators are already employed on the Washington Metro and DART, and on the Eiffel Tower. (New
York Daily News, April 28)
(Continued on page 3)

(Continued next issue)

CORRECTION
Member David Klepper sent us the following comments about our April, 2014 article describing the method of fare collection at the IND World’s Fair station.
“I do not remember an extra nickel to leave or ten
cents to enter the IND at the 1939-40 World’s Fair, and
definitely not during Summer, 1940. They may have
instituted this practice and then found very few riders,
since a nickel was all that was required on the BMT and
16

IRT, and for ten cents you had the far faster LIRR service (advertised as ten minutes, took twelve, still quite
fast). I am certain of this, since I did use the service.”
Your Editor-in-Chief checked his records, which revealed that he rode the GG to the World’s Fair on August 14, 1939. He remembers paying an additional nickel to leave the station.
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SECOND WORLD’S FAIR OPENED 50 YEARS AGO
The World’s Fair Anniversary Festival,
which was held at the site of both fairs on
May 18, commemorated the 50th and 75th
anniversaries of the 1939 and 1964 fairs. The
celebration began at 1 PM at the Unisphere
in Flushing Meadows-Corona Park featuring
50-cent carousel rides and puppet shows. In
the evening, the festivities concluded with a
concert by the Queens Symphony Orchestra
followed by fireworks.
Before the 1964 fair opened, Flushing Line
stations were painted various shades of blue
and silver with orange handrails and ten-car
platforms were extended to accommodate
eleven-car trains. To provide the increased
service, NYC Transit ordered 430 cars. This
fleet included 390 R-36 married pairs numbered 9346-9523 and 9558-9769 and 40 R33 single units numbered 9306-45. Cars
were painted blue and cream as shown on
pages 4 and 5. These cars were probably the
most attractive cars ever operated on the
transit system. Several years later, they were
painted red and were nicknamed “Redbirds.”
As soon as the new cars were placed in
service, the 350 R-12s, R-14s, and R-15s
were transferred to the main line. Because
the entire fleet of R-33s and R-36s was not
yet in service (see table below), single-unit
R-17s and married pair red R-33s were
transferred to the Flushing Line about March,
1964. Effective April 20, 1964, 36 eleven-car
trains (396 cars) were scheduled for the AM
rush. Eleven-car trains operated all day and
evening and were cut to 5 and 6 cars for midnight service. The R-17s and red R-33s were
returned to the main line about August, 1964
after all the new cars were in service.

R-33 9306-45
DATE

NUMBER OF CARS IN SERVICE

September, 1963

23

October, 1963

40

R-36 9346-9523, 9558-9769
DATE

NUMBER OF CARS IN SERVICE

September, 1963

4

October, 1963

52

November, 1963

90

December, 1963

128

January, 1964

164

February, 1964

218

March, 1964

280

April, 1964

342

May, 1964

362

June, 1964

372

July, 1964

390

RED R-36 9524-57
DATE

NUMBER OF CARS

July, 1964

6

August, 1964

34

The red R-36s were operated on Manhattan and Bronx main lines.
When the World’s Fair opened, 7 schedules were revised, and non-rush hour service
was increased.
Super expresses, whose running time was
only 20 minutes, ran between Times Square
(Continued on page 4)
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TOWARD UNDERGROUND (AND UNDERWATER) ROLLING
STOCK: THE ALL-STEEL REVOLUTION
by George Chiasson
(Continued from June, 2014 issue)
adopted a formal plan of design and implementation as
regards the all-steel rolling stock necessitated for its
ongoing enterprise. Some 11 overall railway functions
were identified which would each require specialized
vehicles, spread across two distinct operating environments (long distance and urban/suburban), and all of
which would combine to call for the development of no
less than 17 separate sets of equipment specifications,
independent of the electric motive power that might be
needed to propel them. It was clear that the Pennsylvania’s equipment engineering staff and by extension the
car builders of choice (of which the only one selected
thus far was American Car & Foundry) were going to be
busy, and it was equally clear that the initial Trust was
probably going to need a good bit more in funding than
that initial $10 million!
First to be calculated by the Pennsylvania’s engineering staff was just how realistic the stated objective of allsteel railroad equipment, in its various configurations,
would be. In fact, by this time the work previously completed on the IRT rapid transit prototype in 1903 and
1904, along with the production orders it subsequently
generated, had substantially resolved many of the outstanding issues regarding an efficient method of steel
body construction, and those solutions were waiting to
be applied to whatever future designs would evolve.
Real world priorities being what they were, the Pennsylvania’s primary focus was on a vehicle that could be
applied as quickly as possible to the railroading environment as it then existed. What gradually emerged from
Altoona were a pair of prototypes whose characteristics
retained the size, shape, and form of the traditional
wooden railroad coach then so omnipresent in mainline
railroading, yet incorporated the already successful
structural principles that were utilized on the MP-41
M.U. rapid transit motor.
The first of these conceptual prototypes, “P-53” coach
1650, was basically a steel version of a then-typical “P”class wooden car, of which the Pennsylvania had accumulated a fleet of thousands in many a variation. Its
passenger cabin of 53 feet 7¾ inches used a pioneering system of electric lights and was supported on truck
centers of 40 feet 3 inches, stretching out to a total
length of 62 feet 5¾ inches at its diaphragms, set
against a standard platform width of 9 feet 10⅛ inches.
Much as on the “Gibbs” MP-41 cars, 1650’s steel body
was fabricated using specially-shaped structural members which were vertically framed into nine sections of

FROM DUBIOUS TO UBIQUITOUS, PART TWO:
THE EVOLUTION OF STEEL COACHES
As described in the previous issue, by 1901 the American railcar building industry was poorly positioned to
respond to the groundbreaking requirements that were
presented by both the abuilding Manhattan subway
(better known as the Interborough Rapid Transit Company) and the Pennsylvania’s then-proposed New York
Terminal project. Faced with this grim reality, one of the
major decisions undertaken by President Cassatt was
to internally fund the design, development and, if necessary, even the production of all-steel rolling stock that
would be necessary to bring about the desired overall
objective of running the Pennsylvania’s passenger
trains through the Hudson and East River tunnels into
Manhattan. As events transpired, the railroad became
more of a guiding force than self-supplier (as it had already been for decades in the production of its own
steam motive power and passenger coaches), which
over time enabled five trusted steel fabricators to embrace the Pennsylvania’s self-generated designs and
incorporate them into their enormous production capabilities. As things played out by 1930, there were literally
thousands of pieces of railroad-owned, all-steel rolling
stock wandering about the Pennsylvania’s huge railway
system, though by that time such was more in the name
of industry standardization than a response to the urgency of operating steel cars into New York.
In 1902, within months of the railroad’s public announcement of its intention to create the New York Terminal, the Pennsylvania Steel Car Trust was formed to
create a corporate structure for the necessary processes of conception, design, development, and (possibly)
production of the then-customized rolling stock that
would ultimately be required. As one of PRR’s myriad,
wholly-owned “shell” corporations, the Trust was allocated an initial capital fund of $10 million, a lofty sum for
the time, and given to the virtual charge of the Pennsylvania’s crack engineering department. As its first manifestation, the Trust was the conduit through which the
Pennsylvania and the Interborough coalesced during
1903 to bring about the “Gibbs” steel subway motor
cars described in the previous issue, upon which the
Long Island Rail Road (through its corporate parent,
PRR) took hold as a means of equipping its initial group
of electrified lines. Some time after the Pennsylvania
announced its long-term intention to purchase some
1,500 steel cars for systemwide use on October 6,
1905, the New York Terminal’s Board of Engineers also

(Continued on page 3)
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was given favor in budgeting and materials such that it
was actually rushed to completion on June 11, 1906.
This was almost two years ahead of sister P-53 prototype 1650, on which work proceeded at a much slower
pace and was not finished until 1908, if only as an academic exercise. As built, the P-58’s body measured 67
feet 5¾ inches in overall length and was capable of
seating 72 passengers, versus 64 on the 53-foot prototype coach.
When presented at the Master Car Builders’ convention in Atlantic City the day following its “roll out” at Altoona, 1651 was touted as the world’s most advanced
railway car—even its upholstered seats were fireproof!
For the next several weeks it was run in test service on
the Paoli Local out of Philadelphia’s Broad Street Station, where it eventually melted into the railroad’s oversized revenue fleet and remained in operation until
1930. As things turned out, the P-58’s evolution was not
carried out in a vacuum either, as its basic design precepts were adopted with only slight variation (and in
shorter length) by the New York Central’s “Electric Traction Committee” in 1905 and ’06 to yield that company’s
first production order for all-steel electric multiple-unit
cars through builder ACF. Somewhat like the Pennsylvania and Long Island Railroads, NYC was faced with a
mandatory elimination of steam locomotives into its
Grand Central Terminal starting in 1908, and the construction progress of initial electrification was somewhat
outstripping its ability to develop and provide the required all-steel, electric-powered rolling stock in a responsive, timely fashion. In 1907 one other P-58 coach
(number 1401) was “produced” (actually almost handcrafted) by American Car & Foundry for the Long Island
Rail Road, this single car enabling that company to familiarize itself with the novel fabrication procedures that
were required for all-steel car construction, such that
they would become routine when wholesale production
of the Pennsylvania’s steel car fleet was started.
Given ongoing progress with the New York terminal
project, and the heady success that it had in the leading-edge field of constructing steel railway car bodies by
the middle of 1906, the Pennsylvania next brought serious consideration to its wholesale implementation and
resultant production, but with a couple of additional
modifications. In the early years of the 20th century, Altoona Shops had begun turning out an extended version of its standard wooden coach (Class “PL”), which
weighed in at an astounding 106,000 pounds, an immense tonnage for that time. Like new rolling stock
emerging for rapid transit lines elsewhere (such as
IRT’s “Composite” cars, which were studied at a distance by PRR engineers) the car body was enclosed at
the vestibules, measured 78 feet in overall length, and
seated 80 passengers. Its frame was composed of
twelve sections, which altogether yielded an incredible
22-sash window line, and had long kingpin centers of

Toward Underground (and Underwater) Rolling
Stock
(Continued from page 2)

four different lengths, including the two vestibules. In a
manner also similar to the MP-41, the seven body sections beneath the window line were sheathed by heavy
steel panels, which in turn were externally riveted together through 6-inch bridge plates. Smallish, standardsized window sash was grouped in a 1+3+3+3+3+3+1
fashion, but the unit’s greater overall height in relation to
the MP-41 (14½ feet as opposed to 12 feet even) resulted in a much broader letterboard above, as well as
a generous “railroad” roof line that was itself accented
by a total of 17 ventilation transoms made of frosted
glass. The roof was of similar construction as the MP41s had been, having an aluminum shell covered in
canvas skin, its flashing and attached accoutrements
also made of aluminum, which included seven pairs of
ventilators spaced evenly along the length of its crown.
Access was obtained through narrow openings of about
2½ feet at each end vestibule, which in turn were
equipped with swing doors for enclosure and standard
traps to permit both high- and low-level loading. Like the
process originated on the IRT prototype of 1903, the
main cabin was structurally reinforced from each end
toward the middle, with the greatest distribution of its
weight nearest to the kingpins. And an extremely
“weighty” beast it was, too, with a completed car body
that rang up the scales at 95,400 pounds, or almost
twice that of its comparable wooden predecessor.
Almost immediately after work had commenced on the
first prototype (1650), a parallel effort was initiated on a
slightly longer version of the same car, carrying the
number 1651 and bearing the Pennsylvania Railroad
classification of “P-58” to indicate it had a 58-foot cabin.
This second coach body was fabricated using similar
technology but in a slightly different manner, producing
a frame of 12 steel-sheathed, equidistant sections
measuring 6 feet each, which were spliced together
through riveted 6-inch bridge plates. As a result of the
more numerous but shorter body sections the sash line
was grouped in panes of two each as opposed to three
as on the P-53 prototype, and was capped off with single panes centered in the end sections for a total of 18
on each side of the car. Above the windows the same
wide letterboard and roof line was applied as on 1650,
although there were 18 elliptical-shaped transoms in the
clerestory instead of the usual rectangular, though each
was still composed of frosted glass. The end vestibules
were identical to those on prototype 1650 in virtually
every manner, sporting only a slightly different decorative pattern on the swing panels, but the weight was yet
again far higher than the average wooden “P” series
coach of previous times at 103,550 lbs. Nevertheless,
the P-58 prototype drew immediate favor from the
Pennsylvania’s hierarchy during its construction, and

(Continued on page 15)
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R-12 interior.
Bernard Linder collection

R-14 5903 at 103rd Street, April 7, 1954.
Bernard Linder collection

R-15s 5974 and 6234 in Corona Yard with World’s Fair Lo-Vs.
Bernard Linder collection

R-15 5965 in Corona Yard, November 21, 1958.
Bernard Linder photograph

R-15s 6225 and 6212 at 45th Road-Court House Square, June 7,
1954.
Bernard Linder collection

R-15 interior at Coney Island, October 26, 1964.
Bernard Linder photograph

(Continued on page 5)
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R-33 single unit 9323 in Corona Yard.
Bernard Linder collection

R-36s 9452-3 at 52nd Street-Lincoln Avenue, April 11, 1964.
Bernard Linder collection

R36 9744 (“State of Missouri”) at 69th Street, November 2, 1968.
Bernard Linder photograph

R36 9748 (“Commonwealth of Massachusetts”).
Bernard Linder collection

R36 9762 (“State of Vermont”).
Bernard Linder collection

R36 9443 at Smith-9th Street.
Bernard Linder collection

(Continued on page 14)
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Commuter and Transit Notes

No. 308
by Ronald Yee and Alexander Ivanoff

cars in the 1975-6 option order of 100 cars. (W. Zucker,
R. Yee)
New timetables went into effect on Metro-North on
Sunday, May 11. They were designed to improve service and more accurately reflect travel times with the
mandatory speed reductions at critical locations such as
at curves and bridges. Despite these speed restrictions,
83% of peak period New Haven Line customers will see
an improvement in travel times due to the completion of
a catenary and bridge replacement project between
Southport and Bridgeport that restores four-track operations and permits greater dispatching flexibility. The
Danbury Branch will once again have four through
trains to and from Grand Central Terminal. The Harlem
Line will see running time reductions of four minutes
inbound and two minutes outbound as a result of the
completion of the track work along Park Avenue in the
Bronx, finally allowing all four tracks to support 75 mph
operation with full train service restored at Melrose and
Tremont. On the Hudson Line, running times will generally be two minutes shorter inbound and three minutes
longer outbound to more accurately reflect the speed
restrictions along the line at Yonkers and Spuyten Duyvil. (Metro-North, May 11)
Due to a fire that destroyed a switching center hut just
west of Cos Cob on Saturday, May 10, the interlocking
known as CP-229 is now under local manual control by
a Signal Maintainer stationed there during peak periods
working with the Rail Traffic Controller. Operational flexibility has been partially restored along the 10-mile
stretch of track between Stamford and Harrison. However, a return to full operational flexibility may possibly
take a year. A rescue locomotive will be on standby near
this section of the line to expedite the removal of any
train that breaks down in this area. (Darien Patch, May
27)
As the May 11 schedule had already been issued and
did not readily accommodate the new restrictions on
train dispatching, a new schedule will be issued on July
7 on the New Haven Line to reflect this long-term
change as well fine-tune the changes made in the May
11 timetables. It will also reflect the resumption of normal operations on the Danbury Branch, which had been
hampered since late 2013 with significant delays stemming from “stop and warn” grade crossing procedures
at all grade crossings while signal circuit issues were
addressed and corrected by the contractor that had installed them. Because of this, time slots on the Harlem
Line between Woodlawn Junction and Grand Central
Terminal will require minor changes to the Harlem Line
schedules as well. In summary, for the AM Peak, Train

METROPOLITAN TRANSPORTATION AUTHORITY
For the first time ever, MTA began issuing MetroCards
with Spanish language ads starting June 7. Advertisements first appeared on the reverse of MetroCards in
2012. (Metro E-news, June 6)
MTA is warning the public about an official-looking
website, lostpropertynyc.com, which implies that it contacts MTA on behalf of customers who have lost possessions on MTA subways, commuter trains, and buses
as well as aboard taxis and at the three area airports.
The site asks for personal information, then uses that
information to generate a $50 bill to be paid online by
credit card, a scam that opens the door to credit card
fraud and identity theft. “There is no charge to submit a
claim to any of the MTA’s lost and found units” said MTA
Police Chief Michael Coan. MTA’s real lost and found
offices
are
accessible
at
http://bit.ly/1jzOlPE
(NBCNewYork.com, June 13)
MTA Board changes: New York City Transportation
Commissioner Polly Trottenberg replaces former City
Budget Director Mark Page, former NYC Transportation
Commissioner Iris Weinshall replaces Mark Lebow, and
Metro-North Commuter Rail Council member Neal
Zuckerman replaces the Council’s Jim Blair as a nonvoting member. (MTA press releases, June 20)
MTA METRO-NORTH RAILROAD
As of May 30, 2014, 348 of the 405 M-8 cars (380
married-pair and 25 single trailers) are in service with
an additional 18 cars currently under inspection/
acceptance testing by Kawasaki Rail Car, Incorporated.
As for the car numbering system of the M-8 fleet, they
are as follows: 9100-1 to 9420-1 married pairs; 94609476 (even numbers) single cars; 9500-1 to 9518-9
married pairs; 9530-9631, 9532-9633, etc., to 95429643 married pair units for bar cars (sic); 9560-90 (even
numbers) single cars; 9600-1 to 9622-3 married pairs. It
does seem overly complicated, but there is a semimethod to the madness. The single trailer cars are split
into two series to represent cars owned by New York
and Connecticut; the pairs that are married 9500s with
9600s are Connecticut Department of Transportationowned units designated for bar car conversion at some
point in the future should that option be funded (the cars
are being delivered as coaches); and the odd split of
married pairs 9500-19 and 9600-23 represent car ownerships by MTA and CDOT respectively on the final option order. This degree of car numbering complexity has
its roots in the designation of ownership of the original
(1973) 144-car M-2 fleet that spanned from 8400-8600s
(8400s MTA, 8500s CDOT, 8600s being the numbers of
the original 20 bar cars split evenly between MTA and
CDOT) and then 8700 (CDOT) and 8800 (MTA)-series

(Continued on page 7)
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will be possible. Passive recordings will be made of all
tracks these cars travel over and enhance the railroad’s
ability to detect and address track defects in a timely
manner. (Journal News, May 23)
Metro-North was criticized and fined by the Occupational Safety and Health Administration (OSHA) for disciplining seven employees for being absent from work
on direction by their personal physicians. The railroad
revised its policies in April, 2014 to address such situations. (New York Post, June 4)
One of only two remaining “swing” bridges on the
Northeast Corridor, the bridge known as “WALK” located in South Norwalk, Connecticut, has been failing to
close properly on an increasing frequency, causing
hours-long delays in Amtrak and Metro-North service.
The need to acquire funding to replace this 118-year-old
structure has become a re-election year crisis for Connecticut Governor Dannel P. Malloy. The sole strategy
proposed thus far is to apply for $349 million of the $3
billion in federal Hurricane Sandy storm resiliency funds
to begin the process of replacing this bridge with a new
bascule bridge that is estimated to cost $465 million.
Three other bridges with ages averaging 109 years require replacement as well but are currently not in as
critical a state. In the meantime, emergency repairs to
WALK bridge lasting several weeks will limit bridge
openings to just a few that must be arranged in advance. (CT Mirror, AP, June 13)
The first stage of the first fare hike since 2011 took
effect on Sunday, June 15, on Rockland County buses
and by August will increase UniTicket fares on the Tappan ZEExpress bus connections to Metro-North’s Tarrytown station. The bus portion of the weekly fares will
go from $13 to $20, with monthly fares increasing from
$40 to $60, the first such cross-river fare increase since
2009. (Journal News, June 13)
CONNECTICUT DEPARTMENT OF TRANSPORTATION
Member Jack May sends a report that URS Corporation, a consultant hired by the Connecticut Department
of Transportation, is exploring the option of utilizing Diesel Multiple Unit (DMU) trains on a possible 20-mile rail
line linking Waterbury with Berlin, Connecticut. At Berlin,
passengers would be able to connect with an augmented Amtrak service on the New Haven-HartfordSpringfield Line. (Jack May, June 12)
MTA LONG ISLAND RAIL ROAD
In a similar conclusion to that of the first Presidential
Emergency Board (PEB), the second PEB has sided
mostly with the position of the unions representing
LIRR’s employees by recommending the 17% pay increase, with work rule and benefits changes that the
labor organizations had been seeking. MTA has taken a
position of offering pay increases, benefits, and work
rule changes similar to that agreed upon by TWU representing most subway and bus employees at NYC
Transit. However, this PEB has identified key differ-

Commuter and Transit Notes
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#1317, the 6:50 AM all-stops local from Stamford to
Grand Central Terminal, will depart Stamford six
minutes later at 6:56 AM. This change will restore a
connection with Train #1513, the 5:48 AM from New
Haven, which arrives at Stamford at 6:52 AM and saves
up to 28 minutes for customers. From a dispatching
standpoint, the schedules of three other trains will be
changed to accommodate this service improvement:
Train #1315, the 6:55 AM semi-express from Stamford,
will operate five minutes earlier, departing Stamford at
6:50 AM, Train #1219, the 7:29 AM from New Rochelle,
will operate seven minutes earlier, departing at 7:22 AM,
and Train #1319, the 7:28 AM from Harrison, will operate three minutes later, departing at 7:31 AM with no
change to the arrival time at Grand Central Terminal.
Train #1525, the 6:20 AM train from New Haven to
Grand Central, will add stops at Old Greenwich, Riverside, and Cos Cob, but will no longer stop at the Port
Chester and Rye stations to relieve an overcrowding
situation. In the PM Peak, Train #1570, the 6:35 PM
from Grand Central Terminal to New Haven, will depart
Grand Central four minutes earlier at 6:31 PM to relieve
a crowding issue. On the Harlem Line, Train #616, the
6:46 AM from Goldens Bridge to Grand Central Terminal, will depart from the White Plains station two
minutes earlier at 7:16 AM, Train #316, the 7:11 AM local from North White Plains to Grand Central Terminal,
will operate six minutes later, and Train #516, the 7:34
AM express from North White Plains to Grand Central
Terminal, will operate one minute later and arrive in
Grand Central two minutes later. Additional cars have
been added to trains that have experienced consistent
standee conditions following the May 11 schedule
changes. (Metro-North, June 05)
Metro-North reported that it has completed most of the
priority items on its 100-day action plan to improve safety. A re-emphasis on safety over on-time performance
has been the focus of the railroad since a series of derailments, wrecks, and fatalities starting with the May
17, 2013 derailment and collision east of the Fairfield
Metro station and culminating with the fatal wreck at
Spuyten Duyvil on December 1, 2013. However, the
railroad still has to install alerter systems on railcars not
yet equipped. Metro magazine reports that 21 of the 32
objectives of the 100 Day Action Plan are fully implemented, with seven others in progress, and the remaining two will be addressed upon the release of independent reports by outside entities. (CBS News/Associated
Press, June 11; Metro Express E-newsletter, June
13)
Metro-North will install track geometry measurement
systems on one P-32-AC-DM Genesis locomotive, one
Bombardier cab control coach, an M-7, and an M-8.
With these four units, the ability to inspect all three lines

(Continued on page 8)
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Long Branch, New Jersey, and switch to diesel for the
run south to Bay Head. These trains will offer a 25minute reduction in travel times and supplement existing hourly shuttle services between Long Branch and
Bay Head. Four new round trips will operate on Saturdays, Sundays, and holidays from June 28 through
September 1 to serve the weekend “Jersey Shore” traffic with round-trip rail ticket/beach admission packages
that save customers $6.50. Two round trips will be directed at serving daytime beach travelers while the other two trips will serve the early morning and late evening markets. (NJT press release, June 10)
Sometime earlier this year, NJT has quietly changed
the time period of ticket validity on Hudson-Bergen Light
Rail from 90 minutes to just 60 minutes with no public
notice. NJT claimed the change was made to keep riders from using a single ticket to ride round-trip or make
short stopovers for shopping trips. Local politicians as
well as the riding public are outraged at the total lack of
public notice, citing travel times from one end of the
system to the opposite end requiring 59 minutes.
(Hudson Reporter, June 8)
PORT AUTHORITY TRANS-HUDSON RAILROAD
PATH received $166.9 million in federal funding to
cover damages by Hurricane Sandy. In addition to expenses already incurred in restoring service after the
storm, the funding will also provide for salt residue removal from the tunnels that were flooded with seawater.
A total of $235 million was received from the federal
government with some of it going toward NJ Transit
(see above) as well as hardening the Hudson-Bergen
and Newark light rail systems from future storms.
(Asbury Park Press, May 29)
PATH issued a new timetable on May 4, replacing the
January 26 timetable issued for the Super Bowl. (R.
Yee, June 15)
AMTRAK
Member Randy Glucksman reports that Amtrak issued
its Summer/Fall timetable effective June 9. Copies are
available at New York Penn Station. The cover features
the new ACS-64 locomotive 600 hauling Amfleet I
coaches on the Northeast Corridor. (R. Glucksman,
May 27)
Amtrak is planning to vastly improve the Wi-Fi capacity on its Acela services and is exploring what infrastructure improvements would be needed to achieve it.
(Computerworld Singapore, June 10)
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
MBTA has awarded a contract for 24 “Type 9” light rail
vehicles to CAF-USA for $118 million. These cars are
being ordered to meet the car fleet needs when the
Green Line is extended in 2019 to Cambridge, Somerville, and Medford. Nearly half of the funding is coming
from federal sources. The car bodies will be manufactured in Spain and the shells shipped to CAF’s facility at
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ences between what TWU had settled for and what it is
offering LIRR employees, citing higher health care costs
that would be borne by employees. (ChiefLeader.com,
May 23)
In a ploy to exert additional political pressure on New
York Governor Andrew Cuomo in an election year, the
unions representing LIRR employees have hinted that it
may postpone a potential strike from July 19 to sometime after Labor Day, ostensibly to protect the interests
of businesses dependent on summertime vacation travel to the eastern end of Long Island. There is a 6% gap
between the union demands of a 17% wage increase
vs. an MTA offer of 11% over the same six-year contract
period. (New York Daily News, May 29)
A non-profit group released the findings of a study
involving the economic impact of adding a third track to
the double-tracked mainline between Floral Park and
Hicksville. The group claims that the $1.1 billion to add
almost 10 miles of additional track to relieve a longstanding bottleneck on LIRR could boost the economy
of Long Island by well over a billion dollars 10 years
after its completion. (Long Island Press, May 7)
Vornado, the landlord controlling the franchises governing the retail establishments on the 33rd Street passageway between 7th and 8th Avenues at New York
Penn Station, is not renewing the leases of fast food
establishments in an attempt to go upscale. (Crain’s
New York Business, May 26)
A record 36,000 people utilized LIRR services to and
from Belmont Racetrack in hopes of witnessing the first
Triple Crown-winning horse in 36 years. By 7 PM, with
their hopes dashed, the trip home was no dash either.
Instead, it turned into a slow crawl with some riders
waiting in queues that were over two hours long. To
LIRR’s credit, it quickly responded by adding 14 more
trains in addition to the scheduled 38 Belmont Special
trains originally designed to handle an anticipated
21,000 riders, something NJ Transit did not do during
the Super Bowl when more people than expected rode
its trains. (New York Daily News, June 9)
NJ TRANSIT
NJ Transit received $66.8 million in federal funding to
recover some of the costs of storm-related damages to
the system from Hurricane Sandy. The funds will also
go toward the construction of a new emergency operations communications center, replacing a trailer located
inside a garage that was used during the storm.
(Progressive Railroading, May 29)
NJ Transit announced the start of a new weekend rail
service featuring through trains between New York
Penn Station and Bay Head on the North Jersey Coast
Line utilizing the dual-powered ALP-45-DP locomotives.
They will operate as electric locomotives drawing power
from overhead catenary from New York Penn Station to

(Continued on page 9)
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SEPTA commenced 24-hour weekend service on
June 15 through Labor Day as part of a pilot program
on the Market-Frankford and Broad Street Lines. Trains
will operate on a 20-minute headway between midnight
and 5 AM. Fares will be collected from passengers by
the Train Operator prior to boarding trains with cashiers
assisting the process at high-volume stations. (Railway
Age, June 4)
WASHINGTON, D.C. AREA
Streetcars are making a comeback in the U.S., even if
it is a little uneven. Washington, D.C.’s system has been
plagued with delays, and on May 28 the D.C. Council
voted to cut funds from the streetcar project from Mayor
Vincent C. Gray’s proposed budget.
According to the Washington Post, many people will
keep in mind that the Metro broke ground in 1969, the
first stretch of the Red Line opened in 1976, and the last
part of the originally planned system opened in 2001.
Another aspect to the recent news on light rail is that
Trains Magazine has run a story in its July, 2014
issue focusing on the under-development streetcar lines
across the U.S. The Washington Post ran two articles in
late May, detailing the pitfalls of the development of the
new D.C. streetcar system.
Moving it from a concept to reality has taken years,
including three Mayors. Transit advocates have encountered many challenges to the streetcar program, such
as the long-term funding revision put forward by D.C.
Council Chairman Phil Mendelson. Back in 2010, when
Gray was Council Chairman, he came in for some sharp
criticism from streetcar fans during an effort to cut the
program’s funding to help close a $550 million gap in
the D.C. budget.
Mayor Fenty’s transportation director, Gabe Klein, led
the lobbying effort to avoid the cutback, which Klein said
at the time would “essentially kill the program.” As
Mayor, Gray became a cheerleader for the streetcars,
and a strong opponent of the cuts proposed by Mendelson.
Part of the issue has been skepticism due to various
delays. At the current time, the streetcar does not have
a start date, and there are also complications in regards
to fare collection and physical structures that need to
still be completed. However, the streetcars are being
tested along their initial route on H Street and Benning
Road NE, and the District Department of Transportation
is well into developing future routes that are meant to be
part of a 22-mile network.
Council members are supportive of the streetcar program, but skeptical the money in Gray’s program will
actually get spent in the time allocated, not to mention
that members of the D.C. Council believe that the
mayor’s streetcar proposal is too grand. WTOP reported
on June 6 that the streetcar will open late this year at
the earliest. But that still doesn’t solve other problems
— DDOT has yet to announce what the fare will be, or
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Elmira, New York where final assembly and testing will
be performed. Delivery of the 24 cars is expected between the end of 2017 and the end of 2018. The Type
9s will be 70% low-floor with four wheelchair accommodations to meet current ADA requirements as well as
four
“perch”
seats
in
the
center
section.
(StarGazette.com, June 10)
CAF’s operations in New York State have grown significantly, with CAF employing 800 Elmira-area residents. New buildings have been erected at the
Chemung County facility to accommodate working on
multiple light rail vehicle projects at one time — Kansas
City, Cincinnati, Houston, and now Boston.
The new Boston cars will have the same amenities
found in new transit equipment across the country: computer-controlled lighting and HVAC.
MBTA instituted what may be the toughest regulations
in the nation regarding personal electronic devices.
While on duty, no Operators of road and rail equipment
may have on their possession any personal electronic
device, even if they are completely turned off. The penalty for violating this rule is automatic termination of employment. This is far more restrictive than current Federal Railroad Administration regulations governing railroads across the nation. These Draconian rules were
instituted after a spate of accidents on MBTA involving
Operators illegally using cellphones while operating
their vehicles. (Boston Daily, June 16)
PHILADELPHIA, PENNSYLVANIA
SEPTA launched its second annual “Make the Safe
Choice” safety day with a focus on distracted commuting, customers who become preoccupied with their
smartphones, etc. and do not pay attention to their surroundings, often resulting in trips and falls as well as
inadvertently walking into areas they should not be in,
such as past the yellow warning lines near platform
edges or onto the tracks. (Metro, May 29)
President Obama signed an executive order ending a
one-day work stoppage on Saturday, June 14, by SEPTA regional rail system employees represented by TWU
Local 234, IBEW, as well as other unions, forcing workers to return to work Sunday, June 15. A Presidential
Emergency Board (PEB) will convene to try and mediate a settlement of the labor-management dispute that
has left workers without a contract for five years. A difference of 3% pay increase as well as retroactive benefits and pension contributions are the major points, with
the union requesting binding arbitration, something at
which SEPTA management has balked. This first PEB
will provide 120 days to reach an agreement. If none is
reached, a second PEB can be convened, providing
another 120 days to come to an agreement. If no contract is agreed upon, the workers will be free to strike
again. (Philadelphia Inquirer, June 15)

(Continued on page 10)
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how it will be collected. Components of the line, including the car barn for maintaining the vehicles, have yet to
be completed.
However, the two candidates for the November
mayoral election are streetcar advocates. Muriel Bowser, who won the Democratic mayoral nomination in
April, and her opponent, David A. Catania, have both
stated their support of the project.
The broader, 37-mile streetcar system will cost $3.2
billion by 2025, according to the administration’s latest
calculations, but after the council’s budget vote it will
receive only $938 million. In the end, the issues with the
streetcar can be simply described as this: a conflict between a Mayor and a City Council. (Washington Post,
May 28; WTOP 103.5 FM, June 6)
MEMPHIS, TENNESSEE
More rough news, this time in Memphis: The Memphis
Area Transit Authority will stop running all trolleys as of
Wednesday, June 11, as the agency decides how best
to renovate or replace its fleet of 15 trolleys. MATA Interim President Tom Fox said he made the decision after
experts from the American Public Transportation Association recommended in a preliminary report that MATA
overhaul the existing trolleys or replace them, either
with newly restored “heritage” trolleys or more modernlooking streetcars.
The trolleys that went into service on the Main Street
Mall in the early 1990s were vintage street cars from
Portugal and Australia that had been restored. Some of
them are 100 years old. The experts reviewed the trolleys — some in use since the service began in 1991 —
following an April fire on a trolley car, the second fire in
six months on the Madison Avenue Line.
Fox estimated it will take three to six months for the
agency to make a decision that involves the cost of
each option. In the interim, MATA will run new hybrid
electric shuttle buses along the trolley routes.
Restoring the existing trolleys in service would be the
least expensive option, while going to more modernlooking streetcars, while less aesthetic but more practical, would be the most expensive. (Local Memphis via
Al Holtz, June 10)
CINCINNATI, OHIO
Member Sandy Campbell reports that construction of
the Cincinnati Streetcar has begun and that several
sections of track have already been laid. Rather than
use girder rail, a flangeway is created by placing PVC
pipe next to the rail before concrete is poured. Workers
lift out the pipe once the concrete has cured to a certain
strength. Progress and updates can be found at http://
bit.ly/1lVhZng (Sandy Campbell, June 16; CincinnatiOH.gov, June 16)
CHICAGO, ILLINOIS
In response to three incidents involving two alleged
10

episodes of excessive speed and another where an Engineer failed to stop for a red signal within a two week
period, the Federal Railroad Administration (FRA) has
launched a 45-day investigation of Metra similar to the
“Deep Dive” safety assessment that was performed on
Metro-North Railroad earlier this year. The focus will be
on operating crews with speed checks of trains, locomotive event recorder spot-checks, and review of training
and certification procedures. (Chicago Tribune, June 6)
KANSAS CITY, MISSOURI
A groundbreaking ceremony was held on May 22 to
mark the launch of construction on a 2.2-mile starter
tram line linking River Market with the city center and
Union Station.
Construction is due to be completed by mid-2015 on
the Kansas City Downtown Streetcar and commercial
operations are expected to begin by the end of the year.
The line will have 16 stops and the LRV fleet will be
maintained at a depot near the River Market terminus.
Following the groundbreaking ceremony the City
Council immediately voted to approve $8 million in funding to prepare the next phase of the project, which could
involve extending the line by up to eight miles. Omahabased engineering consultancy HDR will be awarded a
$3.7 million contract to plan an extension along Main
Street, which would run south from Union Station to 51st
Street. Burns & McDonnell Engineering will carry out a
$4.3 million study into extending the line east from the
city center. (International Railway Journal, May 23)
SAN FRANCISCO, CALIFORNIA
A three-day sickout by MUNI operators ended on
Thursday, June 6. All routes returned to normal service
levels. During the first and second days of the sickout
only 200 of the system’s 600 vehicles were in service,
with 440 being in service on the third day. The sickout
was triggered by a proposed labor contract that was
overwhelmingly rejected by the membership. (Al Holtz,
June 5)
Not only did the world of literature and civil rights lose
an icon with the passing of Maya Angelou on May 28,
but San Francisco’s first African American streetcar
Conductor as well.
Dr. Angelou, who died at age 86 at her home in Winston-Salem, North Carolina, was born Marguerite Johnson in St. Louis and spent her first years in Arkansas. At
14, she dropped out of school to become a streetcar
Conductor. When she went to get an application, Dr.
Angelou said, the staff refused to give her one. Her
mother encouraged her to persevere.
“I saw women on the streetcars with their changer
belts,” she told Oprah Winfrey. “That, and they had caps
with bills on them. And they had form-fitting jackets. I
loved the uniforms. So I said, ‘That’s the job I want.’”
Rick Laubscher, president of Muni’s historic preservation partner, pointed out Dr. Angelou’s role in breaking
color barriers for San Francisco transit operators. “She
(Continued on page 11)
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helped open the door to good, middle-class employment for thousands of African-Americans who didn’t
have the opportunity before,” Mr. Laubscher said.
“That’s a much different legacy than her legacy as an
author or poet, but an important legacy nonetheless.” (Mass Transit Magazine, May 29)
LOS ANGELES, CALIFORNIA
Los Angeles transit officials, in conjunction with Metrolink and Amtrak, are planning to construct through
tracks that will extend past the current bumping posts at
the south end of Union Station, over the 101 freeway,
and connect with existing Metrolink tracks. As part of a
$350 million track improvement project slated for Union
Station, this would put an end to the time-consuming
back-up moves for trains entering or leaving the station
and permit the through-routing of trains, eliminating the
need to transfer between connecting train services, potentially saving travelers up to 20 minutes. (Los Angeles
Times, May 27)
TORONTO, ONTARIO, CANADA
Mayoral candidate John Tory has put forth a proposal
named “One Toronto,” with its centerpiece being a new
32.9-mile, 22-station SmartTrack Line that would utilize
GO Transit rail routes and connect four Toronto Transit
Commission rapid transit lines at Dundas West and
Main Street on the Bloor-Danforth Line, Union Station
on the Yonge Street Line, and Mount Denis on the
Eglinton Crosstown Line currently under construction.
He also calls for the extension of the Bloor-Danforth
Line over the existing Scarborough LRT Line. Competing mayoral candidates have called into question the
cost and funding sources for this CA$8 billion plan.
(CBC News, May 27)
WINNIPEG, MANITOBA, CANADA
On June 3, VIA announced that for operational reasons, train service between Winnipeg and Churchill had
been suspended until further notice. Train #692, operating between Thompson and The Pas on June 4, was
the last train of this service to operate. (VIARail.ca,
June 3)
EDMONTON, ALBERTA, CANADA
Canada announced on May 26 that it will allocate
C$150 million (Us$138 million) towards the expansion
of the light rail network in Edmonton through the New
Building Canada Fund’s Provincial-Territorial Infrastructure Component (PTIC). The funds will go towards the
construction of the C$1.8 billion ($1.66 billion) southeastern section of the Valley Line from Mill Woods Town
center to 102nd Street in the city center. The 13.1kilometer (8.1-mile) line will have 25 stations and is initially expected to carry around 31,500 passengers per
day. Construction is expected to begin in 2016 with the
aim of commissioning the line in late 2020.
The additional funding brings the total federal commit11

ment to the project to C$400 million (US$368 million),
including C$250 million (US$230 million) from PPP
Canada. The Alberta provincial government is providing
C$250 million towards the project through its Green Trip
public transport fund, C$150 million (US$138 million) in
additional funding and a C$200 million (US$184 million)
interest-free loan. The remaining C$800 million (Us$736
million) will come from municipal government sources.
(International Railway Journal, May 28)
VANCOUVER, BRITISH COLUMBIA, CANADA
VIA introduced its new “Prestige Class” sleeping car
as well as new and refurbished cars such as Dining,
Manor, Chateau Park, Skyline, and Economy at its Vancouver Rendezvous travel industry event. Also presented were the Business Class cars recently introduced on
the Quebec City-Windsor Corridor. The Prestige Class
sleeping cars offer 50% larger rooms, private washrooms with shower, 60% larger windows, flat-screen TV
with video selections, and in-room mini-bar and concierge service. (VIARail.ca, May 29)
SALVADOR, BRAZIL
Limited public services began on the first phase of the
metro network in Salvador, Brazil, on June 11, just two
days before the city was due to host its first fixture in
the 2014 soccer World Cup.
Initially services operate on the 7.6 kilometer (4.7
mile) five-station Lapa-Retiro section of Line 1 between
12 PM and 4 PM with trains running at 10-minute intervals and free travel for passengers. However, on match
days access was limited to soccer fans with tickets.
Frequencies and operating hours will be increased
incrementally with the aim of launching the full timetable
by September. Services will be extended over the remaining 4.3-kilometer (2.7-mile) section of Line 1 phase
1 between Retiro and Pirajá in January, 2015.
Construction began in 2000, but the project has suffered repeated delays as a result of contractual disputes and political wrangling, which ultimately resulted
in the Bahia state government taking over responsibility
for completing the line.
At the start of this year the state government signed a
PPP contract with Brazilian infrastructure concessionaire CCR for the construction and operation of the second phase of the network. This includes the 24.2kilometer (15-mile) east-west Line 2 from the city center
to the airport and the 5.6-kilometer (3.5-mile) section of
Line 1 between Acesso Norte and Pirajá. The contract
also includes preparations for the extension of Line 1 to
Águas Claras. The extension is expected to take 3½
years to build, and CCR will operate the network for 27
years. (International Railway Journal, June 11)
EDINBURGH, SCOTLAND
Nearly six years after construction began, Edinburgh
finally launched its first modern light rail line on May 30
when the 13.5-kilometer (8.4-mile) route was inaugurated by dignitaries including Scottish Transport Minister
(Continued on page 12)
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Keith Brown and Edinburgh City Councilor for Transport
Lesley Hinds.
Public services are due to start on May 31 on the 16station line from York Place in the city center to Haymarket, Murrayfield Stadium, and Edinburgh Airport.
The project has been beset by issues including major
contractual disputes and a funding crisis that delayed
the project by nearly three years and led to the cancellation of the section of the route between York Place
and Leith.
Even with the reduced scope of the project, costs
soared from an estimate of £375 million (US$636 million) in 2003 to £521 million (Us$883 million) when construction contracts were signed in 2008 and a final revised budget of £776 million (US$1.3 billion) was
agreed on in 2011. With interest payments on a 30-year
loan taken out by Edinburgh City Council to cover the
funding shortfall expected to reach around £200 million
(US$339 million), the final bill will be nearly £1 billion
(US$1.69 billion).
Services are operated by a fleet of 43-meter (141foot)-long Urbos LRVs supplied by CAF, although only
17 of the 27 vehicles ordered are required to operate
the shortened route.
Despite the enormous difficulties encountered in the
first phase of the project, the City Council has not ruled
out future expansion of the network. (International Railway Journal, May 30)
FRANCE
One of those electric traction stories that makes the
traditional media has come out of France, where 1300
platforms will have to have modifications made so that
the new Alstom Régiolis and Bombardier Régio 2N
trainsets can accommodate platform clearances. The
RFF (French Rail Network, which oversees the infrastructure for the trains) has accepted responsibility for
the problem, saying it passed on inaccurate gauging
data to SNCF, which managed procurement of the
trains. RFF’s spokesman said, “It’s as if you’d bought a
Ferrari and wanted to get it in your garage only to discover the garage was not quite the right size because
you’d never had a Ferrari before. It can mean shaving a
few centimeters off a platform or moving an electric box
that is too close to the platform edge.” (The Guardian,
May 21; International Railway Journal, May 21; The Telegraph, May 21)
Meanwhile, Alstom is also supplying 15 Citadis Dualis
for the Ile-de-France region after an SNCF exercise of
option on behalf of STIF.
The order, which is part of the framework agreement
signed in 2007 on behalf of the French regions,
amounts to a total of €80 million (US$109 million). The
delivery of the 15 Citadis Dualis tram-trains will begin in
the summer of 2016 for an expected commercial opera12

tion from July, 2017, on the Epinay-sur-Seine and Le
Bourget sections of the TLN line.
The Board of Ile-de-France Transport Authority (Stif)
voted on June 5 to approve a €100 million (US$136
million) contribution towards a €256 million (US$347
million) project to automate Paris’s second-busiest metro line. Line 4 runs 12.1 kilometers (7.5 miles) from
Porte de Clignancourt to Mairie de Montrouge and carries around 740,000 passengers per day, second only
to Line 1, which has already been converted to driverless operation.
Line 4 will receive the fleet of MP89 trains currently in
use on Line 14, which will be released by the delivery of
new trains being ordered in connection with the extension from St. Lazare to Mairie de St. Ouen.
Patronage has increased on the line following the
opening of the 1.5 kilometer (.9 mile) southern extension from Porte de Orléans to Mairie de Montrouge, and
a further 1.7 (1 mile) kilometer extension to Bagneux is
due to open by the end of 2019.
The remaining €156 million ($212 million) will be financed by Paris Transport Authority (RATP) and the
first driverless trains are due to run on Line 4 in 2020.
(International Railway Journal, June 9)
COPENHAGEN, DENMARK
The Danish government reached an agreement with
the Copenhagen City Council on May 15 to construct
two extensions of the city’s automated metro network.
The two extensions will be branches off the Cityring
circle line, which is currently under construction and due
to open in 2018 and both will become part of Line M4.
The Sydhavn line will branch off the Cityring at Sonder
Boulevard, utilizing part of the link to the new depot before continuing along the harbor front to reach an interchange with S-Train and mainline services at Ny Ellebjerg.
The government’s main interest in the metro line is
that it will relieve congestion at Copenhagen Central by
way of this interchange, allowing new and diverted regional services from the west to run to the airport via
the existing freight link to the Oresund Line, avoiding
Copenhagen Central. The City Council is keen to see
the line go ahead because it will pass through the city’s
disused southern docks, which are now undergoing redevelopment. Three of the line’s four stations will be
situated in this area.
Like the Cityring, most of the line will run in bored tunnels, with a short section of surface line on the approach to Ny Ellebjerg.
The Sydhavn Line is expected to cost DKK 6-8 billion
(US$1.09–$1.46 billion).
To the north, a second branch will leave the Cityring
near the Osterport station and run north to serve the
Nordhavn development area. This is likely to reach the
recently-opened cruise ship terminal, which currently
lacks good transport links to the city center. This line will
(Continued on page 13)
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mostly run on viaduct.
The initial 3-kilometer (1.9-mile) section to Orientkaj
and Nordhavn has already been approved and construction is expected to begin soon, with both extensions due to be fully operational by 2023. (International
Railway Journal, May 16)
MOSCOW, RUSSIA
The Talgo rolling stock which is currently under construction for Federal Passenger Company will replace
Siemens Sapsan trainsets on the Moscow-Nizhny Novgorod route, Russian Railways announced on June 11.
The Sapsan trainsets, designated Velaro RUS by the
manufacturer, are to be concentrated on the MoscowSt. Petersburg route. This will enable the provision of a
regular-interval service that RZD President Vladimir
Yakunin said would enable rail to compete with all
modes of transport, including buses.
Three of the seven trainsets being supplied by Patentes Talgo will be equipped with gauge changing
equipment for use on the Moscow-Minsk-Warsaw-Berlin
route starting in December, 2015, while four 1,520millimeter (60-inch)-gauge sets will run on the domestic
routes. It had previously been envisaged that these
trainsets would be used on Moscow-Kiev services.
The first trainset is currently undergoing certification
and acceptance tests at the VNIIZhT circuit at Shcherbinka near Moscow, where it was inspected on June 10
by Yakunin and Patentes Talgo President José María
Oriol. The trainset is expected to complete its test program in September. Two cars will also be tested at the
Rail Tec Arsenal climate chamber in Vienna. (Railway
Gazette, June 11)
CZECH REPUBLIC
In the Czech Republic, plans to raise the maximum
speed on principal lines from 160 km/h (99 mph) to 200
km/h (124 mph) have been put on hold by infrastructure
manager SZDC, which now believes the benefits would
not justify the cost of eliminating all level crossings and
upgrading signaling systems. The plan was first put forward in 2009, with the 39-kilometer (24-mile)
Blazejovice-Nezamyslice section of the Brno-Perov
route included in the Ministry of Transport’s program for
completion by 2015 at a cost of CZK 24 million
(US$1.19 million). Raising speeds above 160 km/h is
now planned for 2030-50. This is dependent on a decision on whether to go ahead with the proposed construction of new high speed lines, which is expected in
2017. (Railway Gazette, June 9)
GREECE
The Athens (Greece) metro authority Attiko Metro announced on June 5 that its new fleet of 17 HyundaiRotem trains for Lines 2 and 3 has been approved for
passenger operation, enabling the first sets to enter
service over the next few days.
13

The trains were ordered in 2009 in a deal worth €155
million (US$210 million) and deliveries began in 2011.
Following the completion of the certification process,
Attiko Metro has handed the fleet over to metro operator Stasy.
The 106-meter (348-foot)-long six-car trains will accommodate up to 1,032 passengers and have a maximum speed of 80 km/h (50 mph).
A 5.5-kilometer (3.4-mile) extension of Line 2 from
Aghios Dimitrios to Elliniko was inaugurated last July,
while the 1.4-kilometer (.9-mile) extension of Line 3
from Egaleo to Aghia Marina opened last December. A
further 7.6-kilometer (4.7-mile) extension of Line 3 from
Aghia Marina to Dimotiko Theatro in Piraeus is under
construction and is due to open in 2017. (International
Railway Journal, June 6)
XINJIANG, CHINA
Test operation began on the first section of high-speed
line in China’s Xinjiang Uygar Autonomous Region on
June 4 with the start of trials on the 300 kilometer (186
mile) Urumqi-Shanshan section of the Urumqi-Lanzhou
high-speed line.
Initial tests have been carried out using a CRH2C
train operating at speeds of between 160 km/h (99
mph) and 277 km/h (172 mph). The line has a design
speed of 250 km/h (155 mph).
The 1,776-kilometer (1,104-mile) Urumqi-Lanzhou
high-speed line is due to open at the end of this year
and will reduce the journey time between the two cities
from around 21 hours to 8 hours.
The 31-station line crosses the Gobi Desert and
reaches a summit of 3,607 meters (11,834 feet) above
sea level in the Qilianshan No. 2 Tunnel. To protect the
line from high desert winds, 462 kilometers (287 miles)
of screening has been installed along the route.
(International Railway Journal, June 5)
MUMBAI, INDIA
In India, the first phase of Mumbai Metro Line 1 was
officially opened on June 8, when Maharastra Chief
Minister Prithviraj Chavan flagged off the first service
from Versova.
The 11.4-kilometer (7-mile) east-west line runs on an
elevated alignment between Ghatkopar and Versova
with 12 stations. Interchanges with suburban lines are
provided at Andheri and Ghatkopar; interchanges are
planned with the future metro Line 2 at D.N. Nagar and
Line 3 at Marol Naka.
Construction on India’s first PPP metro project began
in February, 2008. A 35-year build-operate-own-transfer
concession was awarded to Mumbai Metro One, a joint
venture of Reliance Infrastructure, Veolia Transport, and
Mumbai Metropolitan Region Development Authority.
Service runs from 5:30 AM to 12 midnight with four
minute peak headways and every eight minutes offpeak. End-to-end journey time is 20 minutes.
A fleet of 16 air-conditioned four-car trainsets has
(Continued on page 20)
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SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED JUNE 16, 2014
LINE

AM RUSH

PM RUSH

1

10 R-62, 310 R-62A

10 R-62, 290 R-62A

5

340 R-142

340 R-142

2

340 R-142

320 R-142

6

90 R-62A, 300 R-142A

100 R-62A, 300 R-142A

3

250 R-62

250 R-62

7

275 R-62A, 77 R-188

253 R-62A, 77 R-188

210 R-142, 120 R-142A

nd

10 R-62A

10 R-62A

4

220 R-142, 130 R-142A

LINE

AM RUSH

S (42 Street)

PM RUSH

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED JUNE 8, 2014
The following are different from the assignments published in the June, 2014 Bulletin:
LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

304 R-46

10 R-32, 304 R-46, 8 R-68A

L

160 R-143, 32 R-160A

B

48 R-68, 152 R-68A

48 R-68, 136 R-68A

Q

20 R-160A, 210 R-160B 20 R-160A, 200 R-160B

F

256 R-46, 120 R-160A

248 R-46, 110 R-160A

G

52 R-68

48 R-68

152 R-143, 16 R-160A

S (Franklin
Avenue)

4 R-68*

4 R-68*

S (Rockaway)

12 R-46*

12 R-46*

*Last month’s table was in error.

Second World’s Fair Opened 50 Years Ago

WEEKDAYS
EFFECTIVE
APRIL 20, 1964

(Continued from page 5)

and Willets Point Boulevard when regular expresses
were not running. Trains ran non-stop between Grand
Central and Willets Point Boulevard. Hours of operation
were as follows:
LEAVE TIMES SQUARE
WEEKDAY

SATURDAY

SUNDAY

9:46 AM-2:58 PM

9:25 AM-4:30 PM

9:30 AM-4:00 PM

LEAVE WILLETS POINT BOULEVARD
WEEKDAY

SATURDAY

SUNDAY

8:51-11:05 PM

8:00 PM-midnight

7:59-11:00 PM

Regular expresses operated towards Manhattan in the
morning and towards Main Street in the evening during
extended rush hours on weekdays. Locals started from
Main Street or 111th Street in the AM rush and terminated at Willets Point Boulevard in the PM rush. There
were several put-ins and layups at 111th Street.
Headways were as follows:

14

Midnight

SATURDAY
EFFECTIVE
APRIL
25, 1964

SUNDAY
EFFECTIVE
APRIL
19, 1964

Local

Local

Local

Express

20

—

Morning

6, 5

8, 6

1

AM Rush

6, 3 /3

6, 2½

Afternoon

6, 4

5, 4

Midday

6

—

Evening

4, 6

6, 5

PM Rush

4½

4

Evening

6, 5

—

Super expresses operated on a 5-minute headway on
Saturday morning and Sunday afternoon and a 6minute headway at other times.
The above schedule was in effect again on April 18,
1965 when the fair reopened. Schedules were revised
again when the fair closed. The new schedules dated
October 19, 1964 and October 18, 1965 were nearly the
same as the schedules operated before the fair opened.
GG trains operated additional service with trains operating non-stop from Hoyt Street to Roosevelt Avenue on
an average 30-minute headway every day from midmorning to mid-afternoon. Running time was 23
minutes. Service began April 22, 1964 and was discontinued May 6, 1964.
The R-33s and R-36s continued furnishing reliable
service on 7 until they were finally retired in 2003.
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53 feet 4 inches supported on super-sized 6-wheel (3axle) trucks. With its early, crude form of structural
“modularity” now recognized (at least internally) as a
proven method of steel car body construction, the
Pennsylvania jumped at the possibility of mass producing a similarly extended version of the P-58 class prototype, and over that summer committed itself to the acquisition of the most practicable such design as soon as
it was finalized. As a lead-in an all-steel “RPO” (Railway
Post Office) was developed during the intervening fall
and winter, which emerged as the first “M-70” class car
on February 4, 1907. Numbered 6546, this prototype
had a fully-enclosed body cabin of 70-foot length (78
feet overall) and physical dimensions that closely mimicked those of the “PL” class wooden coach. By June of
1907, the M-70’s underlying development had come
together with the railroad’s publicly-expressed (and also
necessary) intent to acquire new steel passenger cars,
which collectively translated into the all-encompassing
“P-70” steel coach specification. It was used as a basis
for the Pennsylvania Railroad’s first such orders with
American Car & Foundry and the Pressed Steel Car
Company for a total of 150 cars, these being added onto the first four standard P-70s produced at the railroad’s own shops in Altoona.
As for the remaining equipment types ultimately produced for the Pennsylvania Railroad’s introduction of
Penn Station, there were 13 separate groups of steel
cars, all specified around the “P-70” coach described
above, which included the following types:
•
“B-70” Baggage
•
“B-74” Horse Express
•
“BM-70” Baggage/Mail
•
“D-70” Diner
•
“D-78” Diner
•
“M-70” RPO
•
“PB-70” Combine
•
“PBM-70” Combine
•
“PC-70” Café
•
“P70-DR” Dormitory
•
“Z-74” Business
•
“Z-68” Business
There were no Pennsylvania Railroad “Sleeper” cars
per se, as such equipment was generally handled
through the “Pullman Company” at that time (and the
car type so named), with their rostering done separately. The Pennsy’s extensive stable of more than 1,500 P70 coaches became the backbone of its passenger car
fleet in the golden age of independent, private operation. Having aged gracefully, many were rebuilt and/or
reconfigured in the name of “modernization,” starting in
the 1930s. As comprehensive PRR passenger service
declined after World War II, so too did the fleet of P-70s
15

wither away, with the last of the unmodified, non-airconditioned (“hot”) P-70s eliminated from various PRR
commuter lines serving New York, Camden, Philadelphia, the Eastern Shore, Baltimore, Harrisburg, Pittsburgh,
and Chicago before 1965. Just over 200 modified P-70s
(about 13% of the original fleet) survived to the merger
with New York Central in 1968, where they roamed
about on the greatly reduced schedules (almost exclusively focused in the Northeast) that were offered by
successor Penn Central. When the New Haven was
brought into this consolidation the following year, the P70s’ departure from their longtime home on the
“Northeast Corridor” truly began, as PC swapped much
of the New Haven’s newer, streamlined rolling stock
onto its own services radiating from New York, in contrast to their earlier deployment on the select Pennsylvania/New Haven “through” trains that had operated
between Boston and Washington. In exchange, a quantity of Pennsy P-70s was relegated to commuter service
on foreign rails in the Greater Boston and Providence
areas. Further attrition occurred after the formation of
Amtrak in May, 1971, which brought about the discontinuance of passenger car maintenance at the former
PRR Hollidaysburg Shops. At that point the P-70 fleet’s
remains were fragmented into four groups: Amtrak Corridor Services (based at Bear, Delaware); and commuter operations in “New Jersey” (Bay Head Junction and
Trenton), Chicago (a local from Union Station to Valparaiso, Indiana), and on Boston’s MBTA (routes based
at South Station and Providence). By 1972 those in
New Jersey were replaced by newer, second-hand cars
from western railroads Burlington Northern and Union
Pacific, while the Indiana P-70s were retired in 1976
when ex-Erie Lackawanna coaches became available
after the creation of Conrail.
Meanwhile, the P-70s on Amtrak and in Boston were
both replaced by new, publicly-funded rolling stock
(Budd-built Amfleet coaches in 1975 and push-pull cars
from Pullman Standard in 1979, respectively). While
this did indeed prove to be their swan song after 72
years of service, a few of the venerable (albeit heavily
modified) cars did enjoy one last moment in the
sun. After Conrail replaced the Penn Central as operator of numerous Northeast Corridor operations in 1976,
then including New England and MBTA area commuter
services, they sold a smattering of surplus P70 coaches
directly to the State of Rhode Island, which affixed its
"Hope and Anchor" seal to their exteriors. They were
then used on a largely-forgotten local that Conrail continued to operate under a temporary court order, which
plied the former New Haven Shore Line between Providence and Westerly. Unfortunately the State of Rhode
Island never did develop a subsidy plan for this service
and Conrail was forced to discontinue it on June 3,
1977, retiring that select class of "Rhode Island" P-70s
along with it. This train was later briefly replaced
(Continued on page 16)
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from June, 2014 issue)
Since my 2008 visit a new extension, marked as Line
F, has joined the previous five routes. Thus riding that
line was the day’s first order of business. Upon arriving
at Trindade, we discovered that even though the route
is shown as the F on the map, service over the new
extension is operated by through cars from the A Line.
The new trackage, running about 4 miles, has 10 stations with a portion that includes a tunnel with one station. The remainder is on private right-of-way, with
mostly gate-protected grade crossings, allowing good
speeds. After returning to Trindade, we transferred to
the D Line and proceeded to a great overlook of the
Dom Luis I bridge — from a monastery on the southern
side of the Douro. Later we rode the A Line to Matoshinos and the E to the airport, followed by the longest
line, the B, to its outer terminal at Povoa de Varzim. On
Tuesday afternoon we rode the entire D Line, including
a short new extension. The only line we missed was the
C to Ismai. The B and C were originally the most important of the narrow-gauge lines.
This part of the Metro do Porto report consists of
some photos of Route D, which is probably the heaviest
line on the system. Base service consists of two-car
trains of Eurotrams running on a six-minute headway,
which is about the same frequency as cars on the inner
portion of the trunk line (which carries 4 services). This
line has 8 underground stations below the modern center of Porto, from the transfer station at Trindade to Sao
Bento, which hosts a surface terminal for commuter
trains. The iconic view of the D shows a train of Eurotrams crossing the Dom Luis I Bridge, which, as mentioned in last month’s issue, was constructed by a partner of Gustav Eiffel in 1866. The line enters the bridge
directly from a portal at the southern edge of the downtown area, and after crossing the Douro, runs in the
central reservation of an arterial road, ending in a cut at
a major intersection. In the other direction, after coming
to the surface, the line runs at the side of a quiet road
through residential areas with schools and hospitals.
After our visit to Matoshinos on Tuesday, we continued outward. It should be noted that the trunk line from
the east, which crosses the north-south D Line at Trindade, ends up turning northward. Both the A to Matoshinos and the C to Ismai diverge from the trunk line at
level crossings, but the E Line to the airport has a grade
separated junction with the B, located at the Verdes
station. We made a round trip to the airport first and
then rode the B out to the end of the line, the seaside
town of Povoa de Varzim. We returned downtown on

one of the hourly B express runs, which was a speedy,
snappy ride in a Flexity Swift car.
On Wednesday morning Luis joined us at breakfast in
our hotel, and we walked a couple of blocks in a light
fog to a stop on Route 22. The STCP heritage system
consists of three routes, numbered 1, 18 and 22. The
first two are similar to corresponding services from the
days when standard-gauge streetcars were the most
important element in Porto’s transit system. See http://
www.urbanrail.net/eu/pt/porto/porto-tram.htm. The three
connecting heritage lines run every half-hour, 7 days
per week, starting a little after the morning rush hour.
Routes 1 and 18 are single track with passing sidings,
while the 22 is a one-way loop, with a short single-track
stub at its outer end. At its Carmo end the 18 also
traverses a one-way loop through various streets.
Like Lisbon, the tramway operated a combination of
single- and double-truck Brill-type cars in its heyday, but
now regular service consists of only the deck-roofed 4wheelers, which have been equipped with magnetic
track brakes. Four such units are operated each day, as
Route 1 is sufficiently long to need two cars. The cars
on the road on Wednesday were 131, 205, 213, and
220. All were built by the CCFP (Porto’s Carris) from
Brill blueprints. 131 was completed in 1910, while the
others came out of the shops in the late 1930s-early
1940s. Porto also has an excellent tram museum, which
is adjacent to the Massarelos carhouse, where the rolling stock for the heritage operation is maintained. But
the collection has been moved into the carbarn while
the museum’s roof is undergoing replacement.
We rode the 22 to Carmo Loop, but did not stop for
photos as it was still foggy. We bought a 24-hour pass
on the car, which also allows entry to the museum
(moot now that the museum is temporarily closed), as
Metro do Porto Andante passes are not good on the
heritage system (they are valid for travel on the STCP
bus system, however). We continued on the 22 to the
Batalha end, where we transferred to the funicular for a
round trip, pausing at the foot for photos at the entrance
to the lower level of the Dom Luis I Bridge, which also
has walking space for pedestrians. We then rode the
22, 18, and 1 to Infante, where we stopped for photos,
as by now the fog had lifted and the sun was shining
brightly. We rode the 1 to its other end at Passeio Alegre and then back to Massarelos Depot, where we
boarded the Route 18 car for a round trip. We then
bade farewell to Luis, as he had an appointment. We
(Continued on page 18)
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enjoyed his company and his knowledgeable commentary about the operation very much.
We took some more photos, and then saw a green
and white four-wheeler, 191, coming from Infante on
what appeared to be a school charter. We snapped it
passing, thinking it would continue out to the other end
of the 1, where we had already been. While waiting for
its return we visited the museum store, as it was open
for the sale of souvenirs and also supplied some convenient and necessary facilities to “freshen up.” But
when we came back out, we found out we had been
fooled, as the 191 had changed ends after our photo
and had gone back into the carhouse.
Our last jaunt on the heritage lines was back up the
hill on the 18 to Carmo, where we stopped for some
final photos. We then walked to the Sao Bento stop of

the light rail system, to ride and photograph the D Line.
It was fun riding the Porto 4-wheelers again. Of course
one does not have to go to Porto to accomplish this, as
cars of this type can be found operating in Memphis
(Editor’s note: true when this was written, but in June all
streetcar service in Memphis was temporarily suspended), on
McKinney Avenue in Dallas, in Yakima, at Rockhill,
Pennsylvania, and one is also in the Market Street Railway collection in San Francisco.
Later in the day, we alit from the D Line at the Aliados
station to pick up the luggage we had left at our hotel,
and then went on to Campanha for our 16:47 train back
to Lisbon. The train ride was speedy and comfortable,
and we arrived at Santa Apolonia on time at 19:52. Phil
and I parted here. He would grab a bite and wait for his
overnight train to Bilbao (Spain), while I would ride the
Lisbon Metro to the elevated Campo Grande station,
where I had booked an overnight stay at a Radisson.

Deck-roof single-truck car 191 is shown as it looked sometime after
its construction in 1929 — with a cow-catcher and the green and
white livery used by STCP’s predecessor, CCFP (Carris), which operated the tramway until 1946.

STCP (Sociedade de Transportes Colectivos do Porto) operates Porto’s bus system and its heritage streetcars. The company succeeded
Carris in 1946. This emblem can be seen on the seats of a number of
former Porto cars that operate here in the United States.

No bumper block at the end of Route 22 line at Batalha. Brill-type
car 205 is flanked by a stairway and an elevator to the underground
station of the Funicular dos Guindais.

Car 131 has just changed ends and will proceed to the car stop in
front of Masserelos depot to wait for its scheduled departure time
for Carmo. The Arrabida bridge over the Douro is in the background.
(Continued on page 19)
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Upon leaving Carmo Route 22 operates along the side of an attractive downtown park. The single-truck cars share the right-of-way
with railfans and bicyclists.

A two-car train of Bombardier cars on the D Line approaches the Vila
do Conde station. The Santa Clara aqueduct dates from the 17th century, and is not in very good condition.

The Povoa de Varzim terminal of the B Line, the furthest out one can A view at the Verdes station. The Airport line uses the center tracks,
go on Porto’s LRT system. Two Flexity Swift cars are shown. which make a sharp turn from north to west under the B Line tracks.

A Eurotram on the E Line at Porto’s airport. This photo shows the
escalators and elevators connecting the platforms to an underground
corridor that leads directly to the arrival and departure lobbies.

19

The southern end of the D Line is the Santo Ovidio station, where
after discharging their passengers, trains pull up to just beyond the
crossover and change ends. An area to store additional LRVs is behind the photographer. Elevators and escalators connect the platforms with a mezzanine and the street above.
(Continued next issue)
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Around New York’s Transit System
Curtailed Weekend Service
There was no Subdivision “A” weekend service from
Franklin Avenue to Flatbush Avenue and Franklin Avenue to New Lots Avenue because of repairs at the junction north of Nostrand Avenue. Service was curtailed
from late Friday night to 5 AM Monday on five weekends starting Friday night, May 2, and ending at 5 AM
Monday, June 2.
The following service was operated:
● 2 trains, which terminated at Franklin Avenue,
were single-tracked from Eastern Parkway-Brooklyn
Museum. Free shuttle buses provided alternate service south of Franklin Avenue
● 3 service was discontinued
● 4 trains operated only as far as Atlantic AvenueBarclays Center, with free shuttle buses providing
service to New Lots Avenue
G and M Service Improvements
Sunday, June 8 brought service improvements to G
and M riders. On G, weekday service headways were
reduced from 10 minutes to 8. To eliminate the guessing
game as to where the four-car trains will stop, PA systems will make announcements. June 8 also brought a
service improvement to M, where service was extended to Essex/Delancey Streets for the first time since the
1930s on weekends.
(Editor’s Note by Ron Yee: For those in the know, just look
for the four-car marker on G. Member Nick DiBari reports
that G is all R-68 now. The R-68As on that line were reassigned.)
Utica Avenue Station is Accessible
The Utica Avenue station (AC) is now the 82nd station (21st in Brooklyn) in the New York City subway system to become fully compliant for ADA accessibility.
Three elevators enable physically challenged customers
to reach both platforms from street level. Tactile warning
strips, ADA boarding areas, improved signage, customer assistance intercoms, and an upgrade to the fare
control areas were also installed at this station.

Subway Map Designer Dies
Massimo Vignelli, designer of the 1972 angular geometric-themed NYC subway map, passed away at the
age of 83. This map was meant to untangle the complexities of the subway system but was often criticized
for being geographically misleading. His maps were
replaced in 1979 with the current design. Vignelli also
designed the signage used on New York City’s subway
as well as in the Washington, D.C. Metro, having a
hand in naming the system “Metro.” He was well known
for other notable achievements including IBM, Xerox,
and the recently retired AA logo of American Airlines in
use since 1968.
The opening of the Hudson Yards extension of the
Flushing Line to 34th Street-11th Avenue has been delayed yet again, to late 2014, owing to technical issues
with the “diagonal elevator” that will link the deep underground station with the surface. The elevator issue was
one of the primary causes for this line not opening as
scheduled in December, 2013. Testing at the manufacturer’s factory in Italy last year was unsuccessful, but
MTA has decided to expedite the process by installing it
and perfecting it on-site.
On May 12, NYC Transit celebrated the 25th anniversary of having its in-service trains graffiti-free. While
graffiti vandals still tag a small number of railcars on
layover in the yards, none are allowed to go into service
and are taken out for immediate cleaning.
The R-32 fleet has been re-assigned from C to J/Z
for the summer to ease the strain on their weaker airconditioning systems.
Staten Island Railway Incident
The Staten Island Advance reported that an empty
Staten Island Railway train struck the bumping block at
Tottenville and derailed at 6:36 AM Thursday, May 29,
slightly injuring the two-person crew. Train service was
suspended between the Tottenville and Pleasant Plains
stations with buses providing alternative transport. The
cause is under investigation.

Commuter and Transit Notes

The line is electrified at 25 kV 50 Hz and there is one
depot at D.N. Nagar.
In a move that is becoming more and more common
these days, it was announced earlier this year that naming rights for the 12 stations are to be auctioned.
(Railway Gazette, June 9)

(Continued from page 13)

been built in China by CSR Nanjing. Each trainset has a
capacity of 1,500 passengers and includes seats reserved for women, elderly, and disabled passengers.

carrier’s equipment, and so ended the story for the
seminal steel coach of the once-mighty Pennsylvania
Railroad.
(To be continued)

Toward Underground (and Underwater) Rolling
Stock
(Continued from page 16)

by Amtrak’s Beacon Hill at the start of 1980 using that
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MTA PROGRESS REPORT
MTA is issuing $500 million in Transportation Revenue Bonds, which will finance transit and commuter projects. Its official statement contains the following interesting information:
The Metropolitan Transportation Authority
(MTA) was created by special New York
State legislation in 1965, as a public benefit
corporation, which means that it is a corporate entity separate and apart from the state,
without the power of taxation, frequently
called a “public authority.” MTA is governed
by Board members appointed by the Governor, with the advice and consent of the State
Senate.
MTA has responsibility for developing and
implementing a single, integrated mass
transportation policy for MTA’s service region,
which includes New York City and seven adjacent counties. MTA’s subsidiaries are referred to as Related Entities. The following
table lists the legal and popular names of the
Related Entities:
LEGAL NAME

POPULAR NAME

Metropolitan Transportation
Authority

MTA

New York City Transit Authority

MTA New York City
Transit

Manhattan and Bronx Surface Transit Operating Authority

MaBSTOA

Staten Island Rapid Transit
Operating Authority

MTA Staten Island Railway

MTA Bus Company

MTA Bus

The Long Island Rail Road
Company

MTA Long Island Rail
Road

Metro-North Commuter
Railroad Company

MTA Metro-North Railroad

MTA Capital Construction
Company

MTA Capital Construction

Triborough Bridge and Tunnel Authority

MTA Bridges and Tunnels

Following the fare and toll increases of
2009, 2011, and 2013 of 10.0%, 7.5%, and
7.5%, respectively, the 2014-7 financial plan
reduces projected fare and toll increases to
4% in 2015 and 4% in 2017. This financial
plan also includes $76 million in operational
and maintenance needs, $18 million of new
or restored service investments, $12 million
in increased “platform” service to meet loading and headway guidelines, and $11 million
in additional customer enhancements. During
the plan period, several of MTA’s Network
Expansion Projects are expected to begin
operation, including the first phase of the
Second Avenue Subway and the 7 West
Extension.
New York City provides for the policing of
the transit system and contributes to support
NYC Transit’s paratransit, senior citizen, and
schoolchildren programs.
The City agrees to pay MTA Bus the difference between the actual cost of operation of
the MTA Bus system and all revenues and
subsidies received by MTA Bus.
This report also lists the proposed improvements to the commuter railroads. The East
Side Access Project involves the construction
of a 3.5-mile commuter rail connection between the Long Island Rail Road’s Main and
Port Washington Lines in Queens to a new
terminal to be constructed under Grand Central Terminal. The new connection will increase the railroad’s capacity into Manhattan
and shorten travel time for Long Island and
(Continued on page 14)
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A UNIQUE NEW YORK STREET CAR APPROACH
by Steven L. Meyers
The history of New York's street railway history is re- channels set at rail width on the vehicular deck. The
plete with quirks and idiosyncrasies but one stands out street car would be specially loaded aboard the boat
before it was positioned at the ferry terminal at South
above all the rest.
In 1920 a very unexpected event occurred. Two of Ferry for the loading of passengers and vehicles. Once
New York's multitudinous street car systems ceased the boat arrived at the St. George, Staten Island ferry
operation. First was the Williamsburg Bridge's bridge- terminal, the passengers and autos debarked and the
only shuttle, the Bridge Operating Company. At almost boat was positioned at a special unloading facility and
the same time Staten Island's second smaller trolley the trolley was pulled off the ferry onto its own tracks.
The Birneys were handled differently. At origin the encompany, the Staten Island Midland Railway, called it a
day and completely closed down their widespread sys- tire car was ramped aboard a horse-drawn flat bed
tem. Both of these closures were deemed unacceptable wagon, which was then treated only as an oversized
by the New York City fathers, so they quickly searched wagon load by the ferry operators. At destination, the
for an alternative. They decided that, in a burst of city routine was reversed. Much to everyone's surprise and
boosterism, they would reopen these facilities as a mu- pleasure, the transfers worked like a charm and for alnicipal operation and show the populace that they could most seven years, blasé New Yorkers regularly thought
do a better job than the "big boys" operating trolleys and nothing of sharing a trolley on the vehicle deck of their
trans-harbor ferry.
making money doing it.
By 1927, the bubble burst for the Staten Island operaThey designated the municipal Department of Plant
and Structures to do the deed for both operations. P&S tion. City auditors had determined that the City took in
took the challenge to heart and acted promptly, building only five cents for revenue against every ten cents of
cost. The entire street car system
a car barn equipped to repair and
was immediately jettisoned. All
maintain its trolleys under the
the good things it had accomBrooklyn approaches of the
plished, including the inaugurabridge. Then it placed orders for
tion of New York's first trackless
20 double-end and 10 single-end
trolley, were scrapped and forgotBirneys. In addition to the small
ten. The entire trolley operation
single-truck cars, it also purwas deemed an abysmal failurechased from the New York Railbut, for a while, it certainly was
ways Company, 40 ancient (circa
interesting.
1898) standard ten-window dou(Editor’s note: Plant and Structures
ble-truck conduit cars. Once reoperation of the trolley cars, which
ceived, the double-truckers were
started on December 1, 1920, ended
refurbished and rebuilt for oversuddenly on July 31, 1927. The
head power collection, given a
Car unloading at Staten Island. Comptroller refused to pay the elecnew coat of paint, and then preSteven L. Meyers collection tric bill because the system was lossented to the public as "new,
ing money. When the $175,000 elecmodern" street cars. Both classes of cars were used on both systems. So far so good. tric bill was a year and a half overdue, Staten Island Edison
But then something unforeseen erupted. The main car threatened to shut off the power. But the Comptroller refused
barn of the Staten Island Midland was found to be un- to pay the bill while the trolley cars were still running. Power
equipped to handle heavy repairs and the much larger was turned off at 3:01 AM August 1, 1927 after all the cars
Richmond Railways opted not to handle that task for it. were in the barn.
Trackless trolleys, which had been running since October,
What to do?? P&S solved the problem quickly and with
great imagination. Inasmuch as it ran both the Staten 1921, were able to continue operating with power from Sea
Island system and Williamsburg Bridge operation, which View Hospital’s power house. Unfortunately, the hospital’s
had the ability to do the work, and since it also ran the generator was overloaded and trackless trolley service was
trans-harbor ferries connecting Manhattan with Staten discontinued on October 17, 1922. The last trackless departIsland, it would use its ferries to transport the street cars ed from Tottenville at 11:30 PM.
Privately-owned buses started operating as soon as electric
to the Brooklyn facilities for servicing and repairs. The
next question of "how to equip the ferries to carry street operation ceased.
(Continued on page 4)
cars" was overcome with a remarkably simple answer.
When a street car had to be so moved, the ferry boat in
question would be temporarily rigged with metal U2
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NEW YORK CITY SUBWAY CAR UPDATE
rently entered 7 service. R-62As 1671-80 and 1681-90
were transferred to 6 on May 22 and 31, respectively,
followed by 1691-1705 between June 13 and June 20.
Lone R-62A set 2306-10 was farmed out from 1 to 6
on May 5 as R-142As 7266-70 departed for Kawasaki,
then R-62As 2221-5 and 2346-50 were similarly imported from 1 on June 12 to counteract the departure of
7276-85. In the meantime, the lone train of 3-assigned
Kawasaki R-62s used on 1 was changed out from
1306-10/1411-5 to 1351-5/1456-60 on or about May 20.
The renewed use of R-62As on 6 Saturdays and Sundays commenced over the weekend of April 26-27. In
contrast to their operational behavior in Queens, the R62As on 6 have developed a pronounced tendency to
“crowd” the nominal fleet of remaining R-142As. As of
June 21, they were beginning to hold a much more pronounced presence, comprising 20% of the overall fleet.
Mid-June on Subdivision “A” was marked by a series
of minor transfers that served to further reduce the
quantity of R-142As on 6 and increase equipment
availability on 5 (and by extension 2) by one train. On
June 13 6-assigned R-142As 7646-55 were found on
4, as were 4-assigned R-142s 7071-5 on 5. A few
days later (June 16) 6-assigned R-142As 7656-60
were also on 4 in a separate consist, while 7076-80
popped up on 5 over the weekend of June 21-22. In
early May, Corona single-unit R-62As 1961-5 were observed coupled together as a 5-car unit, and remained
that way as of June 21. These cars have not been formally unitized with link bars, but they continue to be
used as complete 5-car set and have had full-width
cabs installed at either end on 1961 and 1965. As part
of its greater fleet reallocations associated with the R188/CBTC R-142A fleet changeover on 7, it is eventually planned to unitize all R-62As between 1926 and
1965 over the next few years, which of course will entail
some movement between 7 and S-42nd Street Shuttle. Through early June, full-width cabs had also been
installed on Corona R-62As 1966, 1970, 1971, 1975,
1980, 1981, 1985, 1991, 1995, 2000, 2100, 2105, 2145,
and 2146, enabling these sets to be positioned at the
west (railroad south) end of 7 trains in place of those in
the (former) 1651-1840 series as they moved over to
6. This action has also reduced the number of singleunit “middle” cars available on 7 from 44 to 39 as the
first several New Technology Trains have replaced an
equivalent quantity of R-62As.
Subdivision “B” News
The same 12 Phase I R-32s (3426-7, 3698-9, 3714-5,
3770-1, 3778-9, 3932-3) were operated on J/Z
straight through to mid-May. One 10-car train of Phase
Is was also operated on the “South” R (Court Street to

Subdivision “A” News
30 more R-142As were transferred to Kawasaki Rail
Car-Yonkers for CBTC/R-188 compatibility conversion:
7256-65 in April, 7266-75 in May, and 7276-85 through
June 21. The remainder of Kawasaki’s first “production”
CBTC R-142A set (7226-30 with C-car 7900 inserted)
arrived in April along with the complete second train
(7231-40 plus C-car 7901) during May and the third
(7241-50 plus 7902) in the first part of June. The very
last of the “new” R-188s was also finally delivered a
week apart, with 7888-92 showing up by May 5 and
7893-8 as of May 16 to complete this portion of the R188 contract in its earliest stages. Overall there remain
340 more “converted” R-142As to come, along with 34
single C-car companions. Somewhat out of sequence in
separate consists, new R-188s 7855-70 were placed in
revenue service on 7 by the end of March, 2014 and
7871-6 during early April to yield an overall total of 77
accepted cars (6 new 11-car R-188 sets, plus the “pilot”
R-142A conversion train, which remained out of service
through June 21). There was then a lag of two full
months until the next new train appeared in early June
consisting of production conversion set 7231-40 along
with C-car 7901. Conversion set 7221-30 plus 7900
was accepted about June 18, and as this update is
composed on June 21 the seventh “new” R-188 train
(7888-98) had just entered 7 service to create a quickly growing fleet of seven R-188s (77 cars) and three
converted trains (33 cars) to total 110 cars or just over
25% of its fleet. True to this proportion, one now has
about a 1-in-5 probability of catching a New Technology
Train on 7 at any given time, weekends included, but
equally true to their reputation, the presence of R-142A
and R-188 trains is often tipped off by a noticeable interruption in the rapid operational momentum the Flushing
Line nominally exhibits. On the flip side of things, the
very last train of unaccepted R-188s (7877-87) has
been diverted to Coney Island Shops for simulated load
testing on the Sea Beach “middle” tracks since June 12.
Some 65 R-62As have been relocated to 6, both permanently and on a temporary basis since early March,
including 15 cars from 240th Street 1 facility and the
remainder from 7 as new or converted cars were delivered to replace them. As there was a slowdown in acceptance of the newer equipment in the face of continued outbound R-142A shipments to Kawasaki Rail
Car’s plant in Yonkers, NYCT has been forced to juggle
its assignments slightly to cover their absence on 6.
Nominally such action involves the reallocation of one
or two R-62 trains from 3 to 1, then a similar quantity
of R-62As from 1 to 6. In specific, unitized set 183640 was the last such random transfer from 7 to 6 on
March 25, being joined in sequence by 1651-60 before
the end of the month as new cars up to 7870 concur-

(Continued on page 8)
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Department of Plant and Structures—Staten Island trackless
trolley.
Bernard Linder collection

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

Department of Plant and Structures Birney.
Steven L. Meyers collection

Department of Plant and Structures trackless trolley.
Bernard Linder collection

Richmond Railways car 71.
Bernard Linder collection

Richmond Railways.
Bernard Linder collection

(Continued on page 5)
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Richmond Railways.
Bernard Linder collection

Richmond Railways snow plow 02 at South Beach after abandonment of the line, February 16, 1934.
Bernard Linder collection

Southfield Beach Railway at Midland Beach, 1931.
Bernard Linder collection

Richmond Light & Railroad 67 at St. George.
Bernard Linder collection

Richmond Light & Railroad 74.
Bernard Linder collection

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

(Continued on page 14)
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sustained minor to moderate damage in the incident,
which almost duplicated the scenario of December 26,
2008 that resulted in the retirement of now-scrapped
402. By point of comparison, 402 had managed to ramble at least 10 yards farther past the block than did 446,
which became only slightly wedged into the terminal
building.
Member Bill Zucker has some additional information
about the extension of M service across the Williamsburg Bridge on weekends, which was mentioned in the
July issue. This is the first time that through service between the Broadway and Myrtle Avenue Lines has been
so extended in several decades, going back to July 5,
1958 when the BMT’s “Myrtle-Chambers” route was
curtailed on Saturdays, while Sunday service had been
a Depression-era casualty in June of 1933. (Editor’s
Note: The Myrtle Avenue “L” from Sands Street (until 1944)
then Bridge Jay Street had been providing full-time service to
Metropolitan Avenue. After the line was abandoned in October, 1969, M trains operated to Broad Street during weekday
rush hours and midday and to Broadway-Myrtle Avenue at
other times, including 24 hours on weekends.)
Subdivision “C”
The “new” ex-R-110A pump train, consisting of the
former 8002, 8003, and 8004, teamed with R-72 pump
flats 0F219 and 0F220, was tested at 207th Street between April 18 and 23. As of late May work was continuing on the like conversion of former R-110A “B” cars
8007, 8008, and 8009 at 207th Street, with the four
“A” (cab) cars still awaiting an uncertain fate.
Retired R-33s 9156-7, late of Floyd Bennett Field,
were in fact discovered in storage at 207th Street, so
apparently were not transported to Sims Metal Management in New Jersey as had been reported…Similarly,
the whereabouts of departed R-110B 3001 were determined to be the new NYPD training academy in College
Point, Queens, which means the Floyd Bennett Field
facility retains only the former R-32 “Sigma” cars (3594
and 3595) that have been on hand since 2007. Livonia
(S) single-unit R-62As 1937 and 1955 showed up on
239th Street garbage trains as of May 28, signaling the
start of yet another summer of use as air-conditioners
on wheels, both uptown and on Corona’s “7-Ash.” Nonair-conditioned single-unit R-33s and R-127 work motors also remain on these trains hauling around flat cars
with the trash containers. Once again and as always,
R127s and R-134s are prohibited from being coupled to
the single R-33s and R62As.

New York City Subway Car Update
(Continued from page 3)

95th Street) as part of a training exercise on April 12.
The balance of R-46s to R-160s shifted occasionally on
both the “North” R (71st-Continental Avenues to Whitehall Street) and F during the spring of 2014, though
both types continue to be assigned to both lines. The
“annual” equipment swap between C and J/Z went
into immediate and virtually total effect on May 15 and
is expected to endure through early September. As a
result, Phase I R-32s (plus Morrison-Knudsenoverhauled R-42s) are found on J/Z and non-CBTC
R-160A-1s on C at all times. Their quantities vary between 5 and 9 trains daily on both routes, with cars being rotated between East New York and 207th Street
according to inspection cycles as they were in 2013.
With deliveries of the new R-179s expected to begin in
earnest during 2015 there may be just one more such
exchange in the offing before the Phase Is and East
New York Morrison-Knudsen-overhauled R-42s depart
the scene, but in the meanwhile a warm weather visit to
J and Z can be downright nostalgic.
R-46s 5634-7 and 5742-5 were the cars involved in a
widely-publicized F derailment near 65th Street on the
Queens Boulevard Line’s express tracks on May 2. Of
all eight, only A-car 5742 incurred a wee bit of bonnet
damage and was awaiting repair at Coney Island. Others may have suffered undercar wounds, as 5634-7
was also still laid up at Jamaica in mid-June.
R-68 and R-68A sightings on N have been numerous:
one of each on March 29; two R-68As on April 9; an R68A on May 14 and June 4; an R-68 on May 15; two R68As and an R-68 on June 6; and at least two R-68
trains on June 10. Two days later, on June 12, there
was a rare sighting of an R-68A consist (5162/3/5/45024/5/3/2) on Q as well. As of early April, two sets of
new equipment were discovered to be idle, possibly
bearing previously undiagnosed electrical damage from
the watery inundations of Hurricane Sandy: R-160A-2
set 9423-7 was at Jamaica and Alstom-propelled R160Bs 8738-42 at Coney Island, but the latter had been
reactivated by June 20 (sometimes it seems that storm will
never end… ).
As reported in the July issue, on May 29 it was déjà
vu all over again at Tottenville on MTA Staten Island
Railway when a morning train failed to stop before making contact with the bumping post. R-44SI “A” car 446
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New York City Transit, and MTA Bus Company to their
normal connection points with the subway system. As
logistics would permit, buses could be added to the existing routes to meet the increased demand. MTA was
to arrange for about 350 supplemental shuttle buses,
which would operate from park-and-ride lots designated
at select LIRR stations in Nassau County (at Manhasset
connecting with 7 at Mets-Willets Point; at Seaford,
Bellmore, and Freeport as well as at Nassau Community College, connecting with A at Howard Beach; and at
Hicksville connecting with MR at Woodhaven Boulevard; in Suffolk County at Ronkonkoma and Deer Park,
connecting with 7 at Mets-Willets Point. 8,400 parking
spots were designated at locations in Nassau County
(Valley Stream, Hempstead Lake, and Bethpage State
Parks) and Suffolk County (at Farmingdale State College and Belmont, Heckscher, and Sunken Meadow
State Parks) where commuters could arrange to meet
friends and colleagues to form carpools into the city.
Park-and-ride lots would be designated at Citi Field adjacent to 7, offering 4,000 spaces, and 3,000 spaces
would be made available at Aqueduct Racino, adjacent
to A. Ferry service would operate from Glen Cove to E.
34th Street in Midtown. All supplemental bus and ferry
shuttle services would operate only during the peak periods in the peak direction. (LIRR, July 9; WPIX-11 New
York, July 14)
All of this became moot when, on July 17, MTA and
the unions representing LIRR rank-and-file employees
came to a tentative agreement three days before the
July 20 deadline. Governor Cuomo became involved in
the labor negotiations process late on July 16, forcing
both sides back to the bargaining table. By the afternoon of July 17, a press conference was called announcing that an agreement had been reached. At
press time, the details were scant, but the basic agreement reached calls for the PEB-recommended 17%
wage increase over a period of six-and-a-half years, not
six years as the unions had sought. The contract also
calls for LIRR’s 5,400 unionized employees to make
contributions toward their healthcare for the first time.
New employees will have different wage progressions
and pension plan contributions. The new contract is
subject to approval by the eight LIRR unions, ratification
by their membership, and, finally, by the MTA Board,
probably at its September meeting. MTA does not expect it to impact fares. The complete announcement
can be seen here: http://on.ny.gov/1ruksX1 (New York
State Governor’s Press Office, July 17)

MTA LONG ISLAND RAIL ROAD
Helena Williams, the former LIRR President who was
fired on April 30, is apparently still on the LIRR payroll
as an active employee, retained by MTA to assist in the
transition process for incoming President Patrick
Nowakowski, as well as serving in an advisory capacity
should the ongoing labor impasse result in a strike. This
extension of her employment would also add MTA service credits toward enabling her to reach the 30 years of
service mark and qualify for a full pension and benefits
package. (New York Daily News, June 29)
MTA, parent agency of LIRR, called for Congress as
well as New York Governor Andrew Cuomo to step in
and prevent a crippling strike by LIRR employees
threatened for July 20, but both Congress and Cuomo
refused to intervene in the ongoing labor negotiation
process. The dispute had originally centered on a 6%
gap in wage increases, with the unions wanting 17%
and MTA offering 11%, as well as changes to benefits
packages and labor rules for a six-year contract. Two
Presidential Emergency Boards (PEB) had been convened earlier this year, with both PEBs siding mostly
with the position of the unions, much to the dismay of
MTA. An apparent final offer by MTA made on July 14
contained a 17% wage increase over a seven-year contract but called for employee givebacks of 2% salary
contributions for current employees and, for new hires,
a 4% salary contribution toward their health benefits
and another 4% toward their pensions for as long as
they are employed by LIRR as well as some cost-saving
work rule changes. The unions had stood by their position of 17% over a six-year contract and lowered contributions toward health benefits and pensions. July 14
saw only a very brief (45-minute) meeting between MTA
negotiators, including MTA Chairman Thomas F. Prendergast, and the LIRR unions before they broke off with
no resolution in sight and a wide gulf between the sides.
Prendergast was quoted as saying that a strike was a
95% probability. Things were looking quite bleak at that
time. (The New York Times, New York Post, Newsday,
July 15)
After much public clamor for information regarding
transportation alternatives for LIRR’s 300,000 daily riders, the railroad issued a press release covering a strike
contingency plan that would provide some degree
(albeit at greatly reduced capacities) of transportation
between Long Island suburbs and Downtown Brooklyn
and Midtown Manhattan. Options include telecommuting (work from home), carpooling, staying with family or
friends in New York City, discussing the use of flex-time
or vacation time with employers, and, finally, using existing bus services provided by Nassau County (NICE),

(Continued on page 10)
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MTA METRO-NORTH RAILROAD
Service on the New Haven Line was suspended for
almost three hours during the morning rush hour on
account of a small box adorned with a cartoonishlooking face that had been inadvertently left on a street
overpass by a local middle school student and reported
in by local public works employees. Police sealed off
the area and stopped all trains until bomb squad personnel responded and confirmed the object was not
harmful and was, in fact, a school-related project. (NBC,
June 20)
The main entry vestibule at Grand Central Terminal at
E. 42nd Street and Park Avenue by Pershing Square
was dedicated to Jacqueline Kennedy Onassis on June
30. The foyer’s marble floors and walls were polished
and all painted surfaces and doors restored, vintage
glass lighting fixtures and new lettering over the entranceway were installed, and a plaque was mounted
on the wall of the Jacqueline Kennedy Onassis Foyer
as a tribute to her crucial role in saving the nowlandmark-protected building. (Metro-North, June 30)
Metro-North Railroad fired nine new-hire employees
who were in training to become Conductors when it was
revealed that they had allegedly been cheating on their
line physical characteristics examinations. Two months
earlier, an exam was removed from an instructor’s bag
while one of the trainees had briefly stepped out of the
room. Digital images of the test pages were recorded
on a smartphone and the exam placed back into the
bag. These images were allegedly shared by all of the
students and later posted on the Internet. MNR became
aware of this in mid-June and contacted the MTA Police
Department as well as the MTA Inspector General. Because the exam tested employees on their knowledge
of vital safety information such as speed limits on
curves and signal aspects, MNR decided to dismiss the
entire class. Three students in this 12-person class
were already employees of the railroad who were going
for a promotion to Conductor. They were forced to revert to their old jobs. The railroad is now investigating if
this episode of cheating was an isolated one or if it was
indicative of a more systemic problem. (NY Daily News,
July 2)
Member Randy Glucksman reports that as of June 26,
2014, 372 M-8 EMUs have been delivered to MetroNorth’s New Haven Yard with 16 cars in for inspection
and acceptance testing and 356 cars conditionally accepted by the railroad for passenger service. 380 paired
EMUs were ordered along with an option order for 25
single non-powered coaches. Note: three additional
powered MU cars above the original order for 380
paired EMUs were ordered earlier this year to replace
the three cars that were severely damaged in the May
17, 2013 wreck east of Fairfield and written off. As of
10

May, 2014, the M-8s provide 87% of weekday, 93% of
Saturday, and 90% of Sunday service on the New Haven Line. (Randy Glucksman)
(Editor’s Note by Ron Yee: The slight differential in percentiles on Saturday during which more trains are operated than
on Sunday (which sees a lowered M-8 utilization) is governed
by maintenance and inspection cycles where the focus is on
the older cars in the shops on Saturdays and M-8s on Sundays when less trains are operated on the line but a higher
number of the older cars are operated. Most of the older cars
still in service are the triplet M-4 and M-6 models, whose
three cars occupy a four-car space in the shop. It is more
efficient to service these space-intensive cars on the same day
(Saturday) than to try to service pairs and triplets simultaneously. Fifty M-8s will be outfitted with experimental bicycle
racks and the railroad will evaluate customer feedback before
deciding whether to install them on additional cars in the M8 fleet.)
NJ TRANSIT
Randy Glucksman has been diligently following updates on the NJT website regarding the restoration of
rolling stock damaged during the flooding that resulted
from Hurricane Sandy’s storm surge. He has provided
an update to the summary he had posted in the June,
2013 ERA Bulletin. From the data listed on the table
below, 99% of the damage cars and locomotives have
been repaired. It is important to note that NJT retired 70
Arrow III EMUs as well as several diesel locomotives
with the delivery of additional ALP-45-DPs and multilevel push-pull coaches since Hurricane Sandy struck
the tri-state area at the end of October, 2012.
TOTAL
FLEET

VEHICLES
DAMAGED

RETURNED
TO
SERVICE

AWAITING
REPAIR

AVAILABLE
FOR
SERVICE

CURRENT
PERCENTAGE AVAILABLE

Rail Cars

1,113

248

240

8

1,105

99%

Locomotives

210

72

64

8

202

99%

Total Fleet

1,323

320

304

16

1,307

99%

TYPE

Randy states, “According to the NJ Transit website,
the fleet of ALP45-DPs is 26 (35 were ordered) with 22
available for service plus four awaiting repairs. During
my commutes I have observed 4501-7, 4509-1, 4514-6,
4518, 4520, 4522-3, and 4525-34, for a total of 27 in
service.” (Randy Glucksman)
NJ Transit’s Board of Directors approved a $54 million
contract on July 9 to add a center section to light rail
vehicles (LRVs) originally manufactured by KinkiSharyo. Twenty-five railcars on Hudson-Bergen Light
Rail Transit (HBLRT) and the 10 railcars on Newark
Light Rail will receive the additional center sections,
increasing seating capacity by 50% and increasing their
size to five sections with quadruple articulation. This
alternative is about 75% less expensive than purchasing additional LRVs. This tactic follows the approach
(Continued on page 11)
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Dallas Area Rapid Transit (DART) took to expand capacity with its Kinki-Sharyo-built fleet in 2008. The expanded LRVs are expected to begin entering service in
late 2015. On the same day, the Board also approved a
$2.019 billion operating budget for FY 2015, the fifth
consecutive year that a fare increase will not be required. The 2015 budget will fund improvements such
as new and rehabilitated rolling stock, a new North
Brunswick station, a mid-line loop, a new flyover track,
rebuilding of the Elizabeth station, and improvements to
Newark Penn Station as well as making the Perth Amboy and Lyndhurst stations accessible to the disabled.
(Railway Age, NJTransit, July 9)
Randy Glucksman forwarded a report he received
from a reliable source regarding NJT equipment stored
along the Raritan Valley Line just west of Aldene and
also between Garwood and Cranford. Laid up just west
of Aldene are 16 positively identified Arrow III cars: 1414
-5, 1418-23, 1430-1, 1440-1, 1474-5, and 1480-1. Reports indicate there may be as many as a total of 30
cars there, but the numbers of the remaining 14 cars
are unknown. Between Garwood and Cranford are seven locomotives that were F-40s and GP-40s ( numbers
unknown) and around 23 Arrow III EMUs, of which
1348-9, 1356, 1368, 1383, 1400, 1404, 1428, 1434,
1448-9, 1507, and 1523, plus coach 5025, were positively identified. Many are covered in graffiti and doors
left open, so it is obvious that NJT has retired these
units. (Randy Glucksman)
PORT AUTHORITY TRANS-HUDSON RAILROAD
An Amtrak welding contractor’s truck was struck by a
PATH train on Sunday night, July 13. There were four
minor injuries out of the approximately 200 passengers
aboard the train, and the lead truck of the train derailed
from the impact. The grade crossing is not on a public
road and is used only by railroad and transit employees
to access and service the many tracks in the area, including Amtrak’s Northeast Corridor (NEC). This particular high-rail truck was apparently on its way to weld rail
in the vicinity of Portal Bridge on the NEC. (The StarLedger, July 14)
AMTRAK
A federal grant of $60 million has been awarded to
study the engineering options for the replacement of the
two-track Baltimore and Potomac (B&P) Tunnel. This
141-year-old tunnel has been referred to as the
“Baltimore Bottleneck” for Amtrak’s Northeast Corridor,
carrying both Amtrak as well as MARC commuter trains
between Baltimore and Washington, D.C. The results of
this, as well as future engineering studies, will pave the
way for an eventual replacement of this aging tunnel
that could cost in excess of $1 billion. (CBS 13 Baltimore, June 12)
Amtrak and MBTA suffered a disruption of service on
11

the Northeast Corridor following a fatal collision between Amtrak Regional train #132, which was traveling
at over 100 mph with AEM-7-AC 925 on the point, and
an SUV. All three people in the SUV were killed on impact, with one body dismembered and scattered so
badly that investigators initially did not realize there had
been a third person in the car. One axle of the AEM- 7AC derailed, but the locomotive remained within the
gauge of the track as it slid to a stop. Police are investigating how the automobile accessed the railroad rightof-way about 16 miles south of the Route 128 station in
a remote wooded area near Mansfield, Massachusetts.
One track was cleared and service was resumed the
following morning, albeit with delays. (Al Holtz, July 23)
Amtrak issued a Request for Proposals (RFP) on July
2 for 28 next-generation high-speed trainsets to replace
its aging Acela fleet. These trainsets will have at least
40% more seating to accommodate the high demand
for this service, which has often resulted in sold-out departures. Acela has carried over 14,000 riders on 25
days during fiscal year (FY) 2014 compared to just five
times in FY 2013, and ridership is up 7% over that same
one-year period. To pre-qualify bidders, only manufacturers of trains already in commercial operation operating at speeds of at least 160 mph will be eligible to respond to this RFP, which is due by October 1, 2014.
(Railway Age, July 2)
A woman in her 70s apparently placed a stepstool normally used for station stops in front of the openable window of the lower-level side door of an Amtrak Superliner
and fell out as the train was traveling at around 50 mph
near the town of Annapolis, Missouri, some 90 miles
south of St. Louis. She was found alive and dazed
trackside the next morning. (St. Louis Post Dispatch,
June 16)
CSX, owner of the tracks between Buffalo and Schenectady, New York, has taken a position of opposition to
proposals to increase passenger train speeds potentially up to 125 mph, citing safety concerns from operating
a mix of traffic of high-speed rail and slower, heavier
freight trains, as well as from the numerous grade
crossings. Also of concern would be the effects of highspeed passenger rail interfering with through as well as
local freight services, forcing more freight from rail to
truck. (Albany Times Union, June 22)
Indiana has selected Corridor Capital LLC to replace
Amtrak as the operator for its Hoosier State train. Starting October 1 this train will operate four days per week
on days that Amtrak’s Cardinal does not operate. Indiana is the first state to “go it alone” under the provisions
of the 2008 Passenger Rail Investment and Improvement Act, which mandates that states assume financial
responsibility for any route that is less than 750 miles.
Capital Corridor may utilize up to five single-level cars
certified for Amtrak operation (similar to the cars used in
North Carolina’s Piedmont service) after they are up(Continued on page 12)
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graded, but is remaining silent on whether it may use
the ex-Santa Fe high-level coaches, which also need
rehabilitation, and there is no word on which locomotives the operator will utilize. The operator has not yet
announced ticket and fare policies at the time of this
printing. This change in operators for the Hoosier State
could have operational impacts on Amtrak’s ability to
move equipment to and from its main shop at Beech
Grove, Indiana, which had used the Hoosier State to
shuttle trains to Chicago. (Al Holtz, June 27)
CAF released three cars representing three classes of
the next generation of passenger equipment for Amtrak:
diner 68000 (“Albany”), sleeper 62500 (“Portage River”),
and baggage-dorm 61000, which represents the first car
of these classes of a total of 130 next-generation passenger equipment for Amtrak. Baggage car 61000,
equipped with interior bicycle racks, was released from
CAF’s Elmira, New York, plant back on May 12. All of
these cars will undergo extensive testing before they
are placed into service. (Al Holtz, July 9)
VIA RAIL CANADA
Twenty-five cars of a 68-car Canadian National freight
train derailed during the pre-dawn hours on Thursday,
July 10, near Brockville, Ontario. The derailed cars
blocked all tracks, shutting down the line and suspending all VIA Rail intercity passenger train services between Toronto, Montreal, and Ottawa. Service was expected to be restored by Saturday, July 12. Fortunately,
none of the derailed cars were carrying hazardous materials. (Al Holtz, July 10)
VIA conducted an inspection of the Hechmer Subdivision on July 16, and, upon determining that the tracks
do once again meet its safety standards, would resume
service between Churchill and Winnipeg, Saskatchewan
as soon as possible. Since passenger service was abruptly interrupted by a June 2 freight derailment that led
to VIA suspending all service after the trainset returned
to Winnipeg on June 4, an alternative bus service was
provided between Winnipeg and Gillam. However, no
alternative transportation services have been offered
between Gillam and Churchill. (Al Holtz, July 14)
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
The Massachusetts Department of Transportation
(MassDOT) awarded a $210 million contract for the
South Coast Rail Project to Vanassee Hangen Brustlin,
Incorporated, which will spearhead a 10-year Program
and Construction Management process that will see the
creation of a seven-station commuter rail line linking
Boston’s South Station with New Bedford and Fall River
via the Northeast Corridor, Stoughton Commuter Rail
Line, New Bedford Main Line, and the Fall River Secondary Line. The entire project is estimated to cost a
total of $2.3 billion. (Al Holtz, June 20)
12

Keolis began operating the commuter rail services for
MBTA on July 1, 2014. Agreements were reached with
the labor organizations representing the unionized employees just prior to the takeover from Massachusetts
Bay Commuter Rail (MBCR). This insured a seamless
transition from a labor standpoint. Keolis is expected to
make significant improvements to the quality of the
commuter service in terms of service reliability and
cleanliness of the railcars and stations through better
maintenance. Keolis will also open a staffed customer
service center that will be open seven days a week. Keolis also began implementing more innovative customer
service improvements such as a MBTA Commuter Rail
smartphone app with schedule and real-time delay information as well as new easier-to-read maps and
schedule folders. (Railway Age, June 24; CBS 1030
Boston, July 1)
PHILADELPHIA, PENNSYLVANIA
SEPTA announced a Trolley Tunnel Blitz which will
close the Subway-Surface tracks under Market Street
for 17 days from 10 PM August 1 to 4 AM August 18.
Routes 10, 11, 13, 34, and 36 will terminate at 40th and
Market Streets with all passengers transferring to the
Market-Frankford Line. This will permit maintenance
and overhaul work to be performed 24/7 during this period. The work in the over five-mile-long tunnel will include almost total track and trolley wire replacement,
new switches, emergency lighting cables, and a thorough cleaning and sprucing up of all stations. (SEPTA,
July 10)
BALTIMORE, MARYLAND
Maryland Transit Administration closed three stations
on the Baltimore light rail line for three weeks spanning
June 18-July 11 for emergency repairs to track infrastructure damaged by erosion. The affected stations
were Mount Washington, Cold Spring, and Woodberry.
Substitute bus services were being provided between
Falls Road and North Avenue. (Baltimore Sun, June 18)
WASHINGTON, D.C. AREA
The Washington Metro increased the number of eightcar trains it operates on July 26, concurrent with the
opening of Phase I of the Silver Line from the WiehleEast station to Largo Town Center. Phase II will extend
this line to Dulles Airport by 2018. While six of the 12
assigned train sets on the Blue Line will operate with
eight cars, two Blue Line trains per hour are being converted to Yellow Line trains to provide increased capacity to a part of the system already experiencing overcrowding. (Al Holtz, July 7)
FLORIDA
After adding a third car to a popular late afternoon
train out of Orlando to relieve an overcrowding situation,
Sunrail removed it, stating that it was going to stay with
its original plan to hold four coaches and two locomotives as spare equipment until the start-up of service on
the Phase II extensions in 2016. Ridership is already
(Continued on page 13)
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over 4,200 per week, nearing the ridership of 4,300 per
week that was anticipated for the start-up year. U.S.
Representative John Mica (R-Florida) has suggested
that the capacity issues be resolved with the reassignment of the six DMUs from Tri-Rail to Sunrail when the
agreement for that equipment with the South Florida
agency expires at the end of 2014. In addition to providing train sets with flexibility regarding consist lengths,
the DMUs may also allow Sunrail to provide weekend
services that are not possible at this time. (Orlando
Sentinel, June 30)
Pro-rail forces backing light rail transit in Pinellas
County are actively generating publicity and reaching
out to voters prior to an election this November seeking
approval for the first LRT system in the Tampa Bay region. "Greenlight Pinellas" has attempted to unify businesses, chambers of commerce, and citizens "across
Tampa Bay" to "Vote Yes on Greenlight Pinellas" in an
election year that includes contests for Governor and
Congressional seats.
Though referred to at times as "commuter rail" in prorail literature, the LRT proposal was formally approved
in February, 2012 by the Pinellas County Project Advisory Committee. If voters give their own approval, the
$1.5 billion project would include 16 stations on 24
miles of rail, linking downtown St. Petersburg with
downtown Clearwater, both on the western side of Tampa Bay. A one-cent sales tax increase would fund the
effort.
The campaign's literature, countering claims of population density unfit for LRT, notes, "With an average of
just over five residents per acre currently within the onehalf mile area of the route, Pinellas County's concentration of residents is higher than St. Louis, Charlotte,
Denver, Dallas, Portland, Minneapolis, and Houston, all
which have light rail in place. While Pinellas County's
existing employment densities are lower in comparison
to these places, light rail is proven to attract development and jobs, even before the rail line opens."
By contrast, the city of Tampa, in nearby Hillsborough
County, in 2010 rejected plans to establish a comparable measure to establish LRT. Within Tampa, the 2.7mile TECO Line Streetcar, operated by Hillsborough
Area Rapid Transit (HART), remains highly vulnerable
to annual operating woes and, while a tourist attraction,
is considered by many not to be a serious transport option. (Railway Age via Al Holtz, July 3)
CHICAGO, ILLINOIS
The Brotherhood of Locomotive Engineers and Trainmen (BLET) ratified a new contract that will provide a
21.2% wage increase through 2019. The seven-year
contract calls for five wage increases as well as two
retroactive wage adjustments covering back to 2012.
13

(Al Holtz, June 18)
(Editor’s Note by Ron Yee: While the hourly wage rates in
the Chicago area are lower than those seen in New York, one
can make a direct comparison between this contract’s wage
package and the ongoing labor dispute at LIRR.)
Metra issued new schedules for its Electric lines (exIllinois Central) on June 29. They were adjusted to better reflect actual operating conditions. Stops were added to accommodate ridership needs. In most cases,
travel times to the Millennium Station were reduced by
as much as five minutes. (Al Holtz, June 26)
ST. LOUIS, MISSOURI
After several delays and extensions, the University
City Council has approved the final go-ahead for the
$43 million St. Louis Loop Trolley project, KMOX-TV
reports. The trolley will operate 2.2 miles along Delmar
Boulevard and DeBaliviere Avenue between the city’s
History Museum in Forest Park and the University City
Library, using two GOMACO-built vintage trolleys from
Portland’s TriMet.
Council members reportedly unanimously approved a
trolley construction, maintenance, and operations
agreement in addition to a permanent easement pact,
allowing the district to solicit bids and begin construction. The project, delayed significantly by approval extensions and lawsuits, is expected to be operational by
early 2016. (Trains Magazine via Al Holtz, July 3)
TEXAS
Dallas Area Rapid Transit (DART) will open the final
five-mile segment of the Orange Line on Monday, August 18. This will provide direct service between downtown Dallas and the newly renovated Terminal A at Dallas-Fort Worth Airport (DFW). During its remodeling, this
terminal was rebuilt with a provision for a transit station.
DART service will span from the first DFW arrival at
3:50 am to the last DFW departure at 1:12 am on weekdays and 12:12 am on weekends. (Metro, July 9)
The state's Transportation Commission dispensed
$2.2 billion in funding on June 26 to numerous municipalities, including cities such as Houston, Dallas, and
San Antonio. But about $97 million will go to El Paso for
use in establishing a heritage streetcar operation. City
officials hope to begin construction of the 5.2-mile El
Paso Trolley in August, according to local media. Current plans call for the line to run north from the bottom
of Stanton Street near the Downtown area to the University of Texas at El Paso, loop the campus, and run
back south on Oregon Street. On June 24 the City
Council voted to begin renovation work on six President's Conference Committee (PCC) streetcars currently stored at El Paso International Airport. PCCs operated in El Paso from 1949 until 1974. URS Corporation
has been hired by the city for preliminary engineering
and environmental review needed for the project, including PCC renovation.
(Continued on page 14)
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Last August the City Council approved funds to advance streetcar system design through a $68 million
bond package, based then on the lack of funding hoped
for at that point from state sources. Two years ago the
City Council appropriated $4.5 million in local funding to
undertake planning for the project. Meanwhile in San
Antonio (the nation's largest city without rail-based
transit), the latest challenge to a proposed streetcar
system for the city comes with the filing of a petition
which, if passing muster, will mandate a vote on the
project this November.
The Streetcar Vote Coalition said on July 7 it has collected more than 25,000 signatures from city residents,
according to local media. The petition seeks to change
the city charter to require that San Antonio voters approve any rail-related project, anti-rail partisans say.
The coalition has the support of the San Antonio Professional Firefighters Association, and of State Representative Lyle Larson of San Antonio, who, perhaps
highlighting the city-versus-suburb schism overlaying
rail transit in many U.S. cities, claimed, "90% of people
in Bexar County are opposed to it. All the polling shows
that its universally disliked. They want roads built; they
want additional capacity. They don't want the streetcar."
Larson also has threatened to file a bill prohibiting the
Texas Department of Transportation from funding any
streetcar projects throughout Texas, which he claims
would be retroactive and include VIA's streetcar project.
Last month San Antonio City Attorney Robbie Greenblum issued a memo noting VIA Metropolitan Transit is
not required to obtain permission from the city to advance streetcar development along city rights-of-way.
Countering the wave of anti-rail sentiment, the South
San Antonio Chamber of Commerce on July 7 passed a
resolution endorsing the current plan, citing its ability to
foster economic development.
VIA Metropolitan Transit hopes to begin construction
on the first portion of a two-route streetcar system in
2015, with service commencing sometime in 2017.
(Railway Age, June 26 and July 8)
MTA Progress Report
(Continued from page 1)

eastern Queens commuters traveling to the east side of
Manhattan. As of 2012, the revenue service date was
2019 and the projected budget was $8.24 billion.
MTA owns the West Side Yard in Manhattan, which is
bounded by W. 30th Street, Tenth Avenue, W. 33rd
Street, and 12th Avenue (including rights to operate under 11th Avenue). LIRR operates this yard, where trains
from Penn Station are laid up, put in service, or repaired
in the shop. The yard was rezoned recently for mixeduse development, after which it was leased to several
14

DENVER, COLORADO
Construction efforts will reach peak levels this year as
Denver builds its three commuter rail lines with anticipated commencement of service in 2016. The 22.8mile-long East Rail Line will connect Denver International Airport with Union Station in downtown Denver. The
Gold Line will connect downtown with Wheat Ridge,
11.2 miles from Union Station, serving northwest Denver, Adams County, and Arvada. The Northwest Line will
operate 41 miles from Union Station to Longmont and
serve the suburbs of north Denver, Adams County,
Westminster, Broomfield, Louisville, and Boulder. The
three lines will operate with married pair electric multiple
unit (EMU) trains built by Hyundai-Rotem USA and are
expected to be similar to the Silverliner V EMUs operated by SEPTA in the Philadelphia region. (Al Holtz, July
1)
TUCSON, ARIZONA
The new 4-mile Sun Link Streetcar Line in Tucson
was to begin service on July 25 with free rides July 2527. Public rides on the streetcar were to start at approximately 10 AM July 25 along the entire route. The Sun
Link streetcar project is part of the $2.1 billion Regional
Transportation Plan, approved by Pima County voters in
May, 2006. The project is funded by the Regional Transportation Authority and through federal and other regional funds. The City of Tucson and the authority are
co-managing the project. Construction began in April
2012.
The line has eight cars constructed by United Streetcar of Portland, Oregon. Cars will operate every 10
minutes during the day and every 20 minutes during the
evening. (Trains Magazine via Al Holtz, July 16)
SEATTLE, WASHINGTON
The Seattle City Council has delayed deciding whether to link two streetcar lines – one operating, one set to
open later this year – into one larger unit as it reevaluates modal choices, reportedly including trolley
buses. At issue is how to serve the city's First Avenue,
and whether a streetcar can link up the existing South
Lake Union Streetcar and the First Hill streetcar line,
now under construction.
(Continued on page 15)

companies. It is estimated that these leases and purchase options are worth approximately $1 billion.
MTA is reimbursed by the City and the seven adjacent
counties for the cost of staffing the commuter stations,
maintaining the appurtenant land and buildings, and
insurance. Metro-North also receives certain payments
from the Connecticut Department of Transportation for
its share of the operating deficits of the New Haven
Line.
The level of fare revenues depends to a large extent
on MTA’s ability to maintain and/or increase ridership on
the entire system.
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Local media report the City Council has postponed its
decision. One problem for any modal development is a
source of revenue; currently no source is in place to
advance, or operate, the additional streetcar segment.
Streetcar supporters say that the First Avenue route,
unlike the other two streetcar segments, would have
dedicated running lanes, reducing the amount of operation in mixed traffic, which has drawn complaints from
riders on existing SLUS service. (Railway Age, July 2)
SAN FRANCISCO, CALIFORNIA
MUNI has reported that its two tunnel boring machines completed their work on June 16, creating twin
bores 1.5 miles long beneath Fourth Street, Stockton
Street, and Columbus Avenue. They will be disassembled and hauled out of an access pit located near Columbus Avenue and Powell Street, at the site of the old
Pagoda Palace, despite some public debate calling for
the machines to keep tunneling and extend the line to a
station at North Beach or even Fisherman’s Wharf while
the machines are still on-site. SFMTA is studying its
options on what resources would be needed, from both
from a financial as well as an engineering standpoint.
This line, known as the Central Subway, is anticipated
to begin passenger operations in 2019 as an extension
of the T Line with four stations: one at street level at
Fourth and Brennan Streets and three underground:
Yerba Buena/Moscone, Union Square/Market Street,
and Chinatown. (Rail Resource, June 18; CBS 5 San
Francisco, June 16)
MUNI’s Board of Directors voted July 15 to authorize a
$1.1 billion purchase of 261 new light rail vehicles for
the MUNI Metro. They will be built by Siemens at its
plant 90 miles away in Sacramento and will totally replace the existing 151-car 1996-vintage Breda-built fleet
as well as provide fleet expansion for the Central Subway, where the cars are expected to make their first
appearance in passenger service. There had been
plans to simply order up to 24 additional cars to supplement the MUNI LRV fleet for the Central Subway as
well as for fleet expansion to accommodate ridership
growth. With the Breda fleet passing its 23rd birthday by
the time the Central Subway is expected to open in
2019, MUNI decided to replace the entire fleet. (ABC 7
San Francisco, July 12)
(Editor’s Note by Ron Yee: The overall increase in the car
fleet from the current 151 to 261 Siemens LRVs bodes well for
permitting future improvements such as more frequent service
or longer trains for added capacity. The Breda fleet will have
lasted only slightly longer than the often-maligned Boeing
SLRVs they replaced, which had served MUNI from 1979 to
2002, a period of 23 years. It should be noted that most welldesigned, -built, and -maintained electric traction equipment
usually serves for 35 or more years before being retired.)
In a push back against the recent trend toward transit15

oriented development (TOD) around transit facilities, the
Larkspur City Council unanimously voted to discontinue
plans to create high-density residential and business
development around a future station on the proposed
Sonoma-Marin Area Rail Transit (SMART) commuter
rail line in Marin and Sonoma counties north of San
Francisco. As a result of this action, the ability of this
city to obtain funding for future transportation initiatives
may be negatively impacted, but the largely rural community has made a statement that it is more interested
in avoiding suburban/urban sprawl and has rejected the
concept that TOD will provide the area with development with a lower environmental impact. (Marin News,
June 18)
LOS ANGELES, CALIFORNIA
Beginning July 5, Metrolink will offer weekend service
between Riverside and Los Angeles Union Station. San
Bernardino weekend trains #351, 367, 364, and 376 will
no longer start or end at the Riverside-Downtown Metrolink station. On July 11, the Board of Directors voted
to discontinue midday and late night San Bernardino
trains #310, 327, 338, and 339 as of October 1 (Al
Holtz, July 2)
LACMTA’s Board also approved a new station on the
Crenshaw Line, which is currently under construction
and expected to be completed in 2019. This additional
station, to be located at Aviation Boulevard and 96th
Street, will serve as the likely location of a transfer station to an automated people mover system that could
be in service as early as 2022. This would resolve the
issue of lack of direct rail transit access to Los Angeles
International Airport (LAX). (Progressive Railroading,
June 27)
LACMTA was to consider a $1.6 billion contract to design and construct a 3.9-mile extension of the Metro
Purple Line subway at the agency’s July 24 meeting.
The Board’s construction committee was to first review
staff’s recommendations on July 17 before considering
a recommendation to the firms of Skanska, Traylor
Brothers, and J.F. Shea. The contract includes the construction of twin subway tunnels on a 3.92-mile alignment that includes three new underground stations at
Wilshire/La Brea, Wilshire/Fairfax, and Wilshire/La
Cienega. Additionally, the installation of train control and
signals, communications, traction power supply and
distribution, and fare collection systems are included in
the contract proposal. If the contract is awarded, construction could begin later this year with a required completion by October, 2024. Funding for the first phase of
the subway extension to the Westside comes from federal grants and low interest loans, monies from Measure R and the city of Los Angeles, and other existing
local and federal funds. (Trains Magazine via Al Holtz,
July 8)
ENGLAND
The Department for Transport (DfT) has awarded a
(Continued on page 16)

NEW YORK
BULLETIN
OCTOBER,
2000
ERADIVISION
BULLETIN
- AUGUST,
2014
packed commuter train braked abruptly between stations in the west of the city in the morning rush hour.
The packed commuter train was travelling from the
north-west of Moscow to the city center at the time of
the crash.
Some of those hurt were carried out of the tunnel on
stretchers, with the most serious cases airlifted to a
hospital. Those fortunate enough were treated at the
scene. Some 50 people were in serious condition, the
Itar-Tass news agency reported, quoting a health official, and overall, more than 1,100 people were evacuated. The cause of the crash — one of the worst incidents
ever on the Metro — is reported to be a power surge.
The train derailed between Slaviansky Boulevard and
Park Pobedy (Victory Park) stations in the west of the
city.
The tunnel where the crash happened was built about
10 years ago. Critics accuse the authorities of spending
too much on extending the metro system, and not
enough on maintenance (Editor’s Note by Sasha Ivanoff:
This is somewhat reminiscent of the 1995 crash in the Russell
Hill TTC subway crash in Toronto, where system expansion
had happened at the cost of good maintenance practices.)
President Vladimir Putin ordered a criminal investigation into the accident.
Park Pobedy is the deepest metro station in Moscow,
84 meters (275 feet) underground, which made the rescue operation particularly hard.
No foreigners were among the injured, the Interfax
news agency said. Militant attacks on Russia's railways
and transport networks have killed dozens of people in
the past, but the Emergencies Ministry said there was
no suspicion of such a cause in this case. (BBC, July
16)

Commuter and Transit Notes
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15-year contract to operate the Essex Thameside franchise to the current operator of the route, National Express.
The Essex Thameside franchise covers commuter
services from London Fenchurch Street to Basildon,
Southend Central, and Shoeburyness, carrying around
37 million passengers per year. Ridership has increased by 42% since the current franchise started in
May, 1996.
Under the new contract, which comes into effect on
November 9, National Express will invest around £160
million in improvements to the network. The train fleet
will be strengthened from 2019 onwards with the introduction of 17 new four-car trains and the existing fleet
of 74 four-car Bombardier class 357 EMUs will also be
refurbished. An extra 438 services per week into and
out of London will be introduced in December, 2015.
More than £33 million will be invested over the next
three years in station improvements and free passenger Wi-Fi will be introduced at stations and on trains.
Smart ticketing will be introduced in 2017 with a new
delay compensation system for passengers with contactless smartcards that will provide registered users
with an automatic payment for delays of more than two
minutes.
National Express will pay around £1.5 billion to DfT
over the duration of the franchise. (International Railway Journal, June 27)
MOSCOW, RUSSIA
The death toll in the July 15 derailment on the Moscow Metro now stands at 21, the Russian Health Ministry says. Scores were injured, some seriously, when a

THE CONTROVERSIAL ADDITIONAL NICKEL FARE
In the April, 2014 issue, your Editor-in-Chief recalled
taking the GG to the World’s Fair and paying an additional nickel to exit the station. Member David Klepper
informed us that he took the same trip and did not pay
an additional nickel. Because there was no evidence to
prove either statement, we forgot about this problem
until David Klepper sent us the following email:

“I can be certain the Editor’s memory is correct that an
extra nickel was charged during the 1939 use of the
IND GG line and S-Special World’s Fair station. But I
am equally certain the extra fare was not used during
the 1940 season, and the reason was, of course, Unification in June.”

Around New York’s Transit System

train and bus combos (7 with a transfer to Q70; LIRR
with a transfer to Q70; 4 with a transfer to M60), and a
Citi Bike. Taxis won the race with the quickest trip (25
minutes) but at the highest cost ($33). The 4 and M60
combination came in as the cheapest ($2.50) but also
the slowest (61 minutes). The final rankings were taxi,
NYC Airporter, Uber, Citi Bike, followed by the subway
and bus using two different routings. The fact that even
a bicycle beat mass transit underscores the need for
better transportation to and from LaGuardia.

(Continued from page 20)

The Global Gateway Alliance, a New York advocacy
group, recently conducted a “Race to LaGuardia,” with
interns taking various modes of transportation from 39th
Street in Manhattan to LaGuardia Airport (LGA). Seven
different modes of transportation were compared: a yellow cab, Uber car service, NYC Airporter (a private bus
service that departs from Grand Central Terminal), three
16
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from July, 2014 issue)
After catching our breath and freshening up we were
back on the streets of Rome by 14:00. Clare would
spend the afternoon at the National Museum of Rome
(Museo Nazionale Romano), which features the city’s
archaeology, and is located just a few blocks from our
hotel, while I would ride Rome’s tramway. I eschewed a
day pass for the purchase of a few single-fare tickets,
which are good for 100 minutes after validation, but allow only one Metro ride. But I was not about to use the
Metro this afternoon. It was but a two-block walk to tram
route 5, and I made it to the Vitorio Emanuele stop (and
photo location) just a few minutes after two.
Rome has six tram routes after the most recent rationalization, which did not result in any track abandonments, but eliminated a number of overlapping services.
There are now only three types of rolling stock on the
roster. Since my last visit in 1999 the old cars, dating
from 1928, are no longer in service — and neither are
the PCCs (8000-series) from 1957. Most of the fleet
consists of the 7000s, which are two-unit articulateds
that date from 1948. These Stanga cars are singleended, as were all of Rome’s traditional cars, and have
bow collectors (although I saw one unit fitted with a
pantograph). The other three types of cars are numbered in the 9000-series, all double-ended low-floor
units. The earliest, built by Socimi, came around 1990
and are 70 percent low-floor. The remainder were built
by Fiat (now Alstom). The Cityway I cars (9100s) came
in 1998 and are also 70 percent low-floor, while the 100
-percent LF Cityway II units (9200s) were built in 2000.
The latter cars come in two lengths, 7-section and 9section, although there are only two of the longer units
on the roster. Route 8 was out of service during my visit, as the newest line of the Rome system was being
extended further into downtown (service was inaugurated in June). Thus many of the low-floor cars were running on other routes. The 9200s mainly served Route 3
and the 9100s Route 2, while the 19 had a mix of all
three types, with an occasional Stanga car thrown in.
There is also a 950-mm gauge tramway in Rome,
which was once a very long interurban to the town of
Fiuggi, some 50 miles to the east. I muffed the opportunity to ride it on my first trip to the Eternal City in
1960, although I did cover what was left of the line on
later visits. It has been continually cut back, and now is
only a little over five miles long, running no further than
the city limits at Giardinetti. The line starts at the west
side of the Termini railroad station (toward its rear), and
runs in a southeasterly direction, all on reservation.

Electrified at 1,650 volts d.c., it crosses the 600-volt
standard gauge tramway system at grade at Porta Maggiori, its second station. I did not ride it on this trip, but
instead took a local streetcar to the crossing as my first
order of business.
Routes 3, 5, 14, and 19 cross the narrow-gauge route
at this archaeological site, one of the fabled “gates of
Rome.” I took quite a few photos of both operations
here. It was interesting that a number of three-car trains
of the old interurban cars, dating back to the 1920s,
came out for the start of the afternoon rush hour. Then I
rode out to Viale Palmiro Togliatte (Route 14) and Piazza dei Gerani (Routes 5 and 19). Operation on the eastern portion of these routes is very fast, mostly on paved
private right-of-way in the center of a busy arterial street
(although the short branch to Gerani runs in the street).
Between the afternoon and Friday morning, I would get
to ride all the tram lines except the 2, but that was no
great loss, as I had ridden the entire system on previous trips.
After breakfast we checked out of the hotel and paid
our bill, leaving our luggage with the desk clerk. While
conversing with him, he told us the tram and Metro system was on strike today! This was quite a blow for me,
but to make the best of the situation, I accompanied
Clare to her first stop of the morning, the nearby basilica of Santa Maria Maggiore. Although we had visited
the impressive structure before, we enjoyed it again.
Built in the 5th century, it was enlarged into its present
form between the 13th and 17th centuries. The frescos,
mosaics and ceiling are magnificent.
While walking toward the building, I saw a number of
trams in operation, so once we got there I told her I
would investigate further, and if there was truly a strike,
would join her in the museum a few minutes later; otherwise we would meet at the hotel at 11:40. It turned out
that the labor walkout was only partial, so that while
frequencies would be less than optimum, all lines would
indeed operate. So off I went again, using one of my
100-minute tickets. I walked to Termini and first bought
tickets for the 12:10 express train to Civitavecchia,
where we would board our cruise ship later in the day.
Then I rode Metro Line B to the Colosseo station, the
location of Rome’s ancient Coliseum. I did not go inside
the famous tourist attraction this time, but positioned
myself for photos of the streetcars on Route 3 with the
impressive circular stadium in the background. That
accomplished, I rode a Route 3 car to its northern termi(Continued on page 18)
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MU, which left at 9:11 and got me to the stub-end Florence railroad station at 10:00. It was a fast, pleasant
ride in uncrowded trains.

Traction Tour to Southern Europe
(Continued from page 17)

nal at Villa Giulia (alongside the Borghese Gardens),
and then continued on foot to Flaminio, taking photos of
cars on Routes 19 and 2 along the way. A ride on Metro
Line A took me back to Termini, and Clare and I arrived
at the hotel more or less simultaneously.
On Saturday, April 19 the Eurodam docked at Livorno
on time at 7:00. It was dark and drizzly, but the weather
forecast distributed on the boat indicated it would warm
up later and become partly cloudy. I used public transportation for my day’s activities, which also featured a
visit to Florence. I joined quite a few others aboard the
port’s shuttle bus from the pier to the center of town,
where we transferred to a municipal bus line (tickets
purchased from a tobacconist) for the trip to the railroad
station. It was simple to buy a round-trip (two one ways)
to Florence from the Ticket Agent, who reminded me to
validate them upon reaching the platform. Some trains
run directly to Florence via Pisa, while others involve
changing at that intermediate station. I rode the 8:29
EMU to Pisa, arriving at 8:50, where I boarded another

Car 823 was built by Ansaldo Breda in 1989, and is shown at Porta
Maggiore heading for Roma Laziali, the official name of the narrowgauge line’s terminal alongside Rome’s main railroad station. The
Stanga car from 1948 on the standard-gauge system shown in the
background sports a bow collector.

Two views of the Villa Giulia terminal of Route 3 alongside the famous Borghese Gardens and adjacent to the Modern Art Museum. Route
19 continues along Viale delle Belle Arti while the 3 traverses a balloon loop, crossing the thoroughfare at a right angle. Photo left shows a
9200-series Fiat Cityway II on the 3 turning in front of a Socimi 9000 on route 19, while photo right pairs up a Cityway I and Cityway II.

Routes 2 and 19 join and operate together for a short distance along Via Flaminia. These photos individually show a 9100-series Cityway I
and a 9200-series Cityway II on the paved reservation at the side of the busy thoroughfare.
(Continued on page 19)
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(Continued from page 18)

The Piazza dei Gerani terminal of Routes 5 and 19 is located on a counterclockwise single-track loop that contains three stops. The rails fan
out to double track, allowing the two lines to lay over at separate platforms. Photo left shows a Fiat Cityway II leaving the terminal, while
photo right shows Stanga and Socimi cars loading passengers side by side.

The track on the short outer end of Routes 5 and 19 contains a few
right-angle curves. An inbound Stanga car is shown making one of
the sharp turns.

A view at Porta Maggiori showing a Stanga car on the standardgauge urban systems, while car 03 leads a 3-car train on the 950-mm
gauge suburban line to Giardinetti.

Rome’s ancient Coliseum presents an
impressive backdrop
for the modern Cityway II car on Route
3. In addition to
state-of-the-art lowfloor trams, the
historic structure is
served by Metro
Line B.
(Continued next issue)
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Around New York’s Transit System
Increased Weekend M Service
In the July issue, we reported that effective June 8,
2014, weekend M service was extended from Broadway-Myrtle Avenue to Delancey Street-Essex Street.
Here is a table listing the times of operation (the following schedule is posted on the Internet):
WEEKDAYS
Leave Metropolitan Avenue

Leave Broadway-Myrtle Avenue

11:20 PM-6:00 AM

11:45 PM-6:22 AM

Leave Metropolitan Avenue

Leave Forest Hills-71st Avenue

5:14 AM-11:06 PM

5:38 AM-10:45 PM
SATURDAY

Leave Metropolitan Avenue

Leave Broadway-Myrtle Avenue

11:20 PM (Friday)-6:27 AM
(Saturday)

11:45 PM (Friday)-6:49 AM
(Saturday)

Leave Metropolitan Avenue

Leave Delancey Street-Essex
Street

6:10 AM-10:51 PM

6:44 AM-11:23 PM
SUNDAY

Leave Metropolitan Avenue

Leave Broadway-Myrtle Avenue

11:04 PM (Saturday)-8:10 AM
(Sunday)

11:29 PM (Saturday)-8:37 AM
(Sunday)

Leave Metropolitan Avenue

Leave Delancey Street-Essex
Street

8:02 AM-10:51 PM

8:41 AM-11:26 PM

HEADWAYS
WEEKDAYS

SATURDAY

Midnight

20

Morning

AM Rush from
71st Avenue

6

Afternoon

AM Rush from
Metropolitan
Avenue

8, 10

Midday

Evening

12, 10
10
12, 15

SUNDAY
Morning

15, 12

Afternoon

12, 10

Evening

12, 15

10

PM Rush

8, 10

Evening

10, 12

A Short Systemwide Power Failure
At 9:45 AM on Wednesday, June 18, all trains on the
entire subway system were halted for around five
minutes while the power supply grid operated by Con
Edison experienced a systemwide voltage dip due to a
loss of two high-tension feeder cables from a power
plant on the Lower East Side of Manhattan. This power
fluctuation affected the commercial power feeds to mid20

town buildings, which also experienced flickering lights.
Two major transit projects are now expected to miss
their opening dates due to delays in construction stemming from items including diagonal (inclined) elevators
being installed at the 7 station at 34th Street-11th Avenue and tunnel ventilation fan testing issues. Opening
day has been postponed from December, 2014 to at
least February, 2015 with a possibility of Spring, 2015 if
additional construction and/or testing delays are incurred. The Fulton Transit Center is also expected to
slide past its scheduled July, 2014 opening by around
60-90 days due to testing delays and unfinished elevators.
Subway crime statistics released by the New York Police Department (NYPD) show where, statistically,
someone would be more likely to become a crime victim
on the stations of the vast system. Broad Channel
(Rockaway Line) topped the list. Seven of the most
crime-plagued stations are local stations that are not
express or transfer stations, and four are located on the
Rockaway peninsula. The figures also show that from
2009 to 2012, subway crime has actually decreased
over 16% when ridership increases are factored in.
The NYPD Transit Division is determined to continue
this downward trend in crime on the subway. In addition
to preventing major crimes, it is also focusing on qualityof-life issues to improve the perception that the system
is safe to ride. Detentions and arrests for relatively minor offenses such as fare evasion and panhandling often lead to the discovery of illegal drugs and/or weapons, preventing those people from committing crimes on
the system in the future. Similarly, an NYPD crackdown
on subway break dancers,, who many in the department
see as a “scourge” that place ridership “at risk of serious injury” from their gymnastic performances aboard
moving trains, is underway.
Compared with the same period from 2013, arrests
have increased by over five-fold in 2014. NYPD is also
focusing on criminals who tamper with and disable MetroCard vending machines, then sell turnstile swipes to
riders for a fee, a practice MTA estimates costs it “tens
of millions of dollars” annually.
NYCT is actively considering equipping the next generation of subway cars with security cameras to improve
safety and security for passengers. A security expert
has stated that it would cost “tens of millions of dollars”
to retrofit the current fleet of 6,000 cars, but that the
effort would be worth the cost.
NYCT will launch a study of routes A and C to alleviate operational and capacity issues that have plagued
the routes for years. The study is expected to be completed in 2015.
(Continued on page 16)
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BMT JAMAICA LINE SKIP-STOP SERVICE BEGAN 55
YEARS AGO
Since trains started running to Jamaica,
they have been making local stops between
their eastern (railroad northern) terminal and
Eastern Parkway on the BMT Jamaica Line,
which was built as a two-track line. In 1959,
NYC Transit decided to speed up service and
attract additional passengers by operating
skip-stop service in the morning rush. Effective June 18, 1959, #15 AM rush hour expresses operating from 168th Street to Broad
Street were designated “A” trains. They
saved four minutes by stopping only at stations displaying yellow “A” signs between
168th Street and Eastern Parkway. #14 AM
rush hour locals operating from 168th Street
to Canal Street were designated “B” trains.
They saved three minutes by stopping only at
stations displaying green “B” signs between
168th Street and Eastern Parkway. Evening
rush hour locals operated alternating to Crescent Street and Canarsie. The following stations were designated “A” or “B” stations:
STATION

DESIGNATION

STATION

DESIGNATION

168th Street

AB

Forest Parkway

A

160th Street

B

Elderts Lane

AB

Sutphin
Boulevard

AB

Cypress
Hills

B

Queens
Boulevard

B

Crescent
Street

A

Metropolitan
Avenue

B

Norwood
Avenue

B

121st Street

A

Cleveland
Street

A

STATION

DESIGNATION

STATION

DESIGNATION

111th Street

A

Van Siclen
Avenue

B

102nd Street

B

Alabama
Avenue

B

Woodhaven
Boulevard

A

Eastern
Parkway

AB

Effective November 27, 1967, AM rush hour
“A” expresses were designated QJ and “B”
locals were designated KK. PM rush hour QJ
trains made all stops to 168th Street and KK
trains ran alternating to Crescent Street and
Canarsie.
Effective July 1, 1968, during AM and PM
rush hours, QJ and KK trains provided skipstop service in the direction of heavy traffic.
KK service from 168th Street was rerouted to
57th Street-Sixth Avenue. Evening rush hour
skip-stop service was discontinued on July
14, 1969 because passengers complained
that they became confused and missed their
station.
On January 2, 1973, rush hour KK service
(renamed K) was cut back to Eastern Parkway and J trains made AM rush hour “A” and
“B” stops from 168th Street to Eastern Parkway at the following stations, which are different from the original skip-stop stations:
(Continued on page 4)
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TOWARD UNDERGROUND (AND UNDERWATER) ROLLING
STOCK: THE ALL-STEEL REVOLUTION
by George Chiasson
(Continued from July, 2014 issue)
pockets as on the MP-41, and were controlled through
the same “armstrong” (manually-operated) lever assembly. Also like the MP-41 (and unlike the P-53 prototype),
overall vestibule height in the new (M)P-54 coach was
uniform to the cabin floor, with fixed steel steps and
traps included for use at high- and low-level platforms.
These were fronted by a standard railway-type “MCB”
coupler, which precluded any kind of interconnectivity
with the MP-41s as they had rapid transit-type Van Dorn
couplers as built, while the steel “pilot” was affixed to
the leading edge of each truck frame instead of the car
body as they had been on the MP-41. The uniformly
high vestibule ceiling was intended to provide sufficient
headroom for an operating cab if desired, a potential
that brought about the cars’ most unique characteristic,
that of its famed “porthole” end vestibule windows.
These were positioned significantly above those of the
standard coach to grant a Motorman’s field of vision,
though of a noticeably smaller size than the IRTinspired dimensions applied to the MP-41. Their
“circular” character was an anonymous Pennsylvania
Railroad structural engineer’s means of maintaining
strength in the relatively thin steel end walls, as applied
against a greater effort to reduce the cars’ total weight.
Sadly, the MP-54s (like all early steel equipment) were
not built with anti-climbers but rather had “buffers” at the
floor line and rather superficial 5-inch collision posts, a
factor that would come into play many years later when
they were involved in a tragic series of fatal accidents
and were roundly criticized for their lack of built-in impact protection.
For better or worse, the (M)P-54’s modular makeup
and its clear focus on the realities of railroad operations
(read: greater seating capacity) would also force its
complete divorce from compatibility with prevailing rapid
transit specifications of the time. As built it took on far
too much size (with a standard platform width of 9 feet
10⅛ inches) and excessive mass (a weight of 107,000
pounds for the motorized version) to navigate the subways and elevateds then in use. In practical terms this
may have been a final nail in the coffin (so to speak) for
what limited potential of joint IRT/LIRR service there
was after 1908. Given that the (M)P-54 represented one
of several standardized rolling stock designs that were
to be deployed throughout the railroad, its adaptation to
the lines of PRR-subject Long Island Rail Road (in both
electric and non-electric form) was a natural expectation. This was a matter of special urgency by late 1907

FROM DUBIOUS TO UBIQUITOUS, PART
THREE: DEVELOPMENT OF THE LONG ISLAND
RAIL ROAD’S MP-54 ELECTRIC “M.U.”
Like many aspects of the Long Island Rail Road’s operation, the beginnings of the MP-54, that everencompassing, “signature” electric multiple-unit car for
most of its long service history, can be traced to its inherent entanglement with what became Pennsylvania
Station in Manhattan. In addition to the application of its
advanced car body construction techniques in the development of a long-distance coach, the Pennsylvania
also considered the addition of a smaller, secondary
design that was more applicable to its lighter and medium-sized routes, as based upon the (then incomplete)
P-53 prototype rather than the P-58. Its reduced size
thus created a “suburban” coach that would be able to
operate in older, unrefined, and sometimes more restrictive environments than the full-size model, surroundings that could potentially include branch lines,
tunnels, in-street trackage, and even interurban systems. The interesting result of this initiative was a car
that was slightly longer than the P-53 prototype (a cabin
length of 54 feet 6 inches as compared to 53 feet 9¼
inches, and an overall length of 64 feet 5¾ inches overall as compared to 62 feet 5¾ inches); was markedly
lighter (90,000 pounds vs. 95,400); and could seat 72
passengers as opposed to the P-53’s capacity of 64,
also doing so in a more traditional fashion than its MP41 predecessor through the employment of transverse
2-by-2 “flip-over” seats provided by Hale & Kilburn. So
was born the (M)P-54 coach, whose neo-modular steel
body consisted of seven total sections, five across its
middle that were about 9 feet in length and one at each
end of approximately 4½ feet apiece. It was all built on
a central sill member attached to cantilevered steel
framing that was intended to redirect the strains of motion away from the cars’ end doors and side structure.
Altogether, the segmented window sash was grouped in
a 1+3+3+3+3+3+1 configuration and graced with curtains along the top. Outside they were accented by a
letterboard of moderate width, contained under an aluminum, canvas-skinned “railroad” roof that included a
ventilation-grated clerestory. The fully-enclosed vestibules were slightly larger than those on the P-53 prototype, on this primary (M)P-54 version being separated
from the passenger cabin by sliding “French” doors as
on the MP-41. To provide for its potential service on
high-density (rapid-transit type) routes the main vestibule doors were designed to slide horizontally into wall

(Continued on page 3)
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Flatbush Avenue to Queens (Village) via Jamaica.
Also Belmont Park Specials
● Flatbush Avenue to Flatbush Avenue via
Woodhaven Junction, Hammels, Far Rockaway,
Valley Stream, Old Southern Road, Beaver Street,
and Woodhaven Junction
● Flatbush Avenue to Flatbush Avenue via
Woodhaven Junction, Beaver Street, Old Southern
Road, Valley Stream, Far Rockaway, Hammels, and
Woodhaven Junction
● Flatbush Avenue to Hempstead via Jamaica and
Floral Park.
LIRR next procured 20 motorized “MP-54A’s” (140120) from ACF in 1909, which in a manner similar to the
MP-41s were delivered as bodies beginning in July,
1909. They had separate electrical packages and motors installed at the Springfield Sheds, and when placed
in service were freely intermixed with the earlier MP54s. These newer cars were about six inches longer
than the first MP-54 group, with slightly fatter vestibules
accessed from the cabin by split, sliding “French” panels, and also had bench seating at the car ends to increase capacity from 72 passengers to 80. All fifty of the
initial MP-54s were in passenger service on LIRR as of
April 15, 1910, after which the railroad took in 100 more
ACF-built MP-54As (1452-1551) in the advent of Pennsylvania Station’s opening, along with 15 companion
“MB-62” electric Baggage Motors (1205-19). These
were joined to MP-54s around the electrified territories,
but while the utility car was slightly shorter than its companion, it carried the higher classification numeral because it had no traditional vestibules. Meanwhile, 15
MPB-54 utility cars constructed by Standard Steel
(1350-64) were set up as passenger and baggage
“combination” motors. These were arranged in an accommodation proportion of about 75% passenger to
25% freight and baggage (the compartments measuring
approximately 39 feet to 15), with seating for 52. Many
of this latest “lot” of LIRR MP-54As were ultimately delayed by strikes at ACF through the spring of 1910,
which in turn hindered opening of the New York Terminal itself. At the same time, the parent Pennsylvania
Railroad took a flyer on its first 32 steel “(m)P54” steam
coaches, to be manufactured by ACF along with 10 “B62” non-electrified baggage cars, which as on LIRR’s
electric lines were to run in tandem with the coaches.
PRR also acquired six MP-54A motor cars of its own in
1910, for use on a projected shuttle service between
the New Jersey Meadows (Manhattan Transfer) and
Pennsylvania Station that would require third-railcompatible rolling stock. Two years later these were
joined by a dedicated pair of MPB-54 “express motors” (4514 and 4573) that were produced by ACF for
the purpose of hauling baggage and other personal cargo. Note that the two commonly-owned railroad companies had a divided classification system to denote which

Toward Underground (and Underwater) Rolling
Stock
(Continued from page 2)

with LIRR’s electrification still growing, as well as the
startup of its service to the Pennsylvania Terminal fairly
imminent. As such the fabrication of a “prototype” per se
was considered unnecessary, and the very first batch of
30 "MP-54s" were mass produced by American Car &
Foundry as part of the earliest order filed in the middle
of 1907. Deliveries of these standardized, electric suburban motor cars commenced in November, 1908 to
some acclaim owing to their slightly elegant interiors
(which included “electrolier” overhead lighting) as compared to subway trains or the MP-41s. Nevertheless,
through hindsight it is a safe conclusion that even in
those times the MP-54 presented a generally bland outward appearance, having only a headlight and marker
lamps perched on the roof ends to accentuate the “owleyed” end walls of an otherwise "common" steel railway
coach. Numbered 1421-50, the initial group of LIRR MP
-54s utilized two 225-hp Westinghouse 308 motors
each, along with the same Westinghouse “AB” multipleunit control group that had been introduced on the MP41, but (again) because of the difference in couplers
could not be intermixed with them.
Unlike the MP-41s, the first group of MP-54s arrived
as complete units (bodies built by ACF, electrical equipment installed by Westinghouse), but motors were initially omitted on some cars, which were “test” operated
in passenger service behind steam locomotives for a
few months on both sides of Manhattan — LIRR’s
“North Side Division” to Port Washington and
Whitestone Landing; and the New Jersey Local services of the Pennsylvania Railroad (then covering Perth
Amboy, Point Pleasant, Trenton, and Broad Street Station in Philadelphia). The lack of a dedicated prototype
also made them an unknown quantity from an engineering standpoint, which forced the particulars of their performance characteristics (power consumption, braking,
and acceleration rates plus balancing speed, for example) to be measured by trial and error against the paper
specifications under which they were produced. Like the
preceding analyses performed on the MP-41s, such
tests were often conducted on the Atlantic Division main
line or in the Rockaway Flats. To LIRR operating Engineers (better known as “Motormen”), the most obvious
difference was increased stress during braking, which
was a natural result of the cars’ greater weight and robust running speed (in general) of about 55 mph. As
this initial group of MP-54s entered service by Spring,
1909, the Long Island Rail Road was operating the following electrified services:
● Flatbush Avenue to Rockaway Park. Also Aqueduct
and Rockaway Park Specials
● Flatbush Avenue to Jamaica via Woodhaven Junction. Also Jamaica Race Track Specials

(Continued on page 6)
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Jamaica Avenue and 138th Street.
Bernard Linder collection

Queens Boulevard, looking east.
Bernard Linder collection

Sutphin Boulevard, looking west.
Bernard Linder collection

160th Street, September 5, 1977.
Bernard Linder collection

Sutphin Boulevard, looking east, March 22, 1969.
Larry Linder photograph

168th Street, looking east, March 22, 1969.
Larry Linder photograph
(Continued on page 5)
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Looking west from Brooklyn end of Williamsburg Bridge,
April 1, 1969.
Larry Linder photograph

Looking east toward Marcy Avenue, 1969.
Larry Linder photograph

Looking east from Flushing Avenue, 1969.
Larry Linder photograph

Myrtle Avenue looking east, 1969.
Larry Linder photograph

Looking west from Eastern Parkway station, March 20, 1969.
Larry Linder photograph

Eastern Parkway, looking east, May, 1969.
Larry Linder photograph
(Continued on page 6)
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the general “P54” (no hyphen) classification, while on
the Long Island Rail Road the same non-electric coach
was designated as a “P-54,” (with “MP-54” being the
electrified version) plus a variant suffix if applicable (P54A, MP-54B, or P-54F for example).

Toward Underground (and Underwater) Rolling
Stock
(Continued from page 3)

car types were which, the Pennsylvania’s non-electrified
version being prefixed with a lower case “m” in front of

(Continued next issue)

stop service was resumed toward Manhattan in the AM
rush and toward Jamaica in the PM rush with J and Z
trains saving 5 minutes in the AM rush and 4 minutes in
the PM rush when they skipped the following stations:

BMT Jamaica Line Skip-Stop Service
(Continued from page 5)
STATION
168th Street
th

DESIGNATION
AB

STATION

DESIGNATION

Cypress Hills

A

160 Street

B

Crescent Street

B

Sutphin Boulevard

A

Norwood Avenue

A

Queens Boulevard

B

Cleveland Street

B

Metropolitan Avenue

A

Van Siclen Avenue

A

121 Street

B

Alabama Avenue

B

111th Street

A

Eastern Parkway

AB

102nd Street

B

Chauncey Street (A)

A

Woodhaven Boulevard

A

Halsey Street (A)

B

Forest Parkway

B

Gates Avenue (A)

A

Kosciusko Street (A)

B

st

Elderts Lane

AB

Myrtle Avenue (A)

STATION

DESIGNATION
JZ

Norwood Avenue

Z

Sutphin BoulevardArcher Avenue

JZ

Cleveland Street

J

Z

Van Siclen Avenue

Z

J

Alabama Avenue

JZ

Z

Broadway Junction

JZ

th

111 Street
102

nd

Street

Woodhaven Boulevard

(A) Added May 2, 1977

JZ

Chauncey Street

Z

85th Street-Forest
Parkway

J

Halsey Street

J

75th Street-Elderts
Lane

Z

Gates Avenue

Z

Cypress Hills

J

Kosciusko Street

J

Crescent Street

AM rush hour skip-stop service was discontinued December 1, 1980.
J service was extended and rerouted into the new
Archer Avenue Subway on December 11, 1988. Skip-

DESIGNATION

Jamaica Center

121st Street

AB

STATION

JZ

Myrtle Avenue

JZ

NYC Transit does not operate skip-stop service on
any other rapid transit lines.

Around New York’s Transit System
(Continued from page 18)

Slant R-40s 4280-1 at Rockaway Park-B. 116th Street.
Ron Yee photograph

The museum train between Howard Beach and Aqueduct.
Ron Yee photograph
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No. 310
by Ronald Yee and Alexander Ivanoff

& Structures, July 22)
NJ TRANSIT
Contrary to a statement by one of the NJ Transit
guides at an ERA-sponsored tour of the Meadowlands
Maintenance Complex that the eight ACES coaches
that served on the dedicated Atlantic City services were
slated to be sold, NJT has awarded Bombardier a $1.4
million contract to convert the coaches into standard
multilevel coaches to be incorporated into the NJT fleet.
The coaches are due back to NJT by September 19,
2014. (Randy Glucksman, July 17)
NJ Transit has earmarked $9.6 million in next year’s
budget toward the final design of the overhaul of the 86year-old Perth Amboy train station, making the station
fully compliant with the Americans with Disabilities Act
(ADA). Design is expected to be completed in 2016 and
the rebuilding work would require around 3 years and
cost $50 million. Perth Amboy Mayor Wilda Diaz wants
the rebuilt station complex to be the anchor for TOD.
(NJ.com, July 18)
“Save the Dinky,” a legal battle being waged by the
New Jersey Association of Railroad Passengers (NJARP) to save the Princeton-Princeton Junction two-car
shuttle train service, was dealt a major setback in late
July when the Surface Transportation Board (STB) denied a petition by NJ-ARP and NARP that fought a
Princeton University project that will cut the Princeton
Shuttle line back by 450 feet, making the service less
convenient and potentially endangering the line’s viability in the future. STB ruled that it was not required to
authorize the shortening of the line and abandonment of
the historic station building, which is planned to become
a café once it is renovated and re-purposed. STB ruled
that NJ Transit’s rail service is considered as mass
transportation provided by a local government authority,
as it is a public corporation formed by state statute in
1979. The connection at Princeton Junction with Amtrak
did not make the line subject to STB rules. It should be
noted that ridership has already declined since the line
was shortened and passengers forced to use a temporary shelter facility this past winter. This reduction in
patronage bodes ill for the future of this line, but NJARP and NARP still have some options remaining to
carry on the fight. (Daily Princetonian, July 31)
AMTRAK
In an update to a story reported in last month’s Bulletin, officials in Indianapolis, Indiana have unexpectedly and without warning withdrawn their subsidy support for the Hoosier State, the only train solely serving
the state of Indiana. The state had agreed to provide
$1.4 million, or half of the subsidy required to continue

METROPOLITAN TRANSPORTATION AUTHORITY
The fare and toll increases set to take effect on March
1, 2015 will be limited to an average of 4%. Despite recent labor contracts for bus and subway workers as well
as at LIRR that are estimated to cost MTA up to $260
million per year through 2018, the fare hike will be held
to 4% as MTA officials had promised last year. It had
originally been forecast to be 7.5%. MTA will make up
for the increased expenditures by making economies
elsewhere, such as dipping into cash reserves and raiding funds originally intended to pay for the pensions of
future retirees and capital construction projects. No details have been released as to how each fare/toll media
and payment options will be affected (such as monthly,
weekly or ten-trip round-trip or single rides at full rate),
but it can be expected that the increase will not be
evenly distributed as has been the case in past fare increases. (New York Daily News, July 28)
MTA LONG ISLAND RAIL ROAD
LIRR has $3.4 million in plans to restore weekend service to the West Hempstead Branch as well as several
other service improvements, such as extending the operation of summer weekend services on the Montauk
Branch though Thanksgiving weekend. In 2015, service
will be added to Babylon and Patchogue as well as on
the Oyster Bay Branch. Several trains currently experiencing overcrowding will have cars added to provide
additional capacity. An eight-car train on the Hempstead
Branch will be assigned a 10-car train and select Babylon, Ronkonkoma, Huntington, and Port Washington
Branch trains will be 12 cars, up from 10. Finally, LIRR
is submitting plans to state officials to operate yearround service to the Barclays Center at Atlantic Terminal
as it has become a popular destination in its own right,
not just for Nets games and other event nights. (Al Holtz
August 1)
MTA METRO-NORTH RAILROAD
Connecticut Governor Dannel Malloy is seeking to
borrow $3 million in state bonds to finance repairs to the
118-year-old swing bridge in Norwalk that has failed
numerous times, blocking Metro-North and Amtrak rail
as well as boat traffic on the Norwalk River. The repairs
would be a stopgap measure while the state works on
plans to replace the span. (Associated Press, July 21)
Governor Malloy also announced that state funding
has been secured to construct a second rail station for
the city of Bridgeport, Connecticut by the end of 2018.
Located east of the Pequonnock River from downtown
Bridgeport, the new “Barnum” station, located adjacent
to the former Remington Arms factory, will anchor the
revitalization of a depressed area of East Bridgeport
with transit-oriented development (TOD). (Railway Track
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Note by Ron Yee: Recently, Amtrak long-distance trains have
not been able to even come close to adhering to schedule,
putting its passengers through the torture of incredibly poor
schedule adherence. A good example is the increased oil train
traffic on the BNSF line carrying the Empire Builder. The
sharp increase in the number of oil trains on this line generated by the Bakken oil fields in North Dakota have severely
impacted the ability of Amtrak to operate with any semblance
of schedule adherence as BNSF has prioritized its oil trains
over passenger trains. If the Supreme Court upholds the appellate court ruling favoring the freight railroads, it could
mean the end of the long-distance intercity passenger train as
we have known it.) (NARP News, July 30)
A front-page article in the New York Times (http://
nyti.ms/V3223I) was critical of the Obama Administration’s inability to develop high-speed rail. “Despite the
administration spending nearly $11 billion since 2009 to
develop faster passenger trains,” the article states. “The
projects have gone mostly nowhere and the United
States still lags far behind Europe and China.”
“Within 25 years, our goal is to give 80% of Americans
access to high-speed rail,” Mr. Obama said in his 2011
State of the Union address. “This could allow you to go
places in half the time it takes to travel by car. For some
trips, it will be faster than flying — without the patdown.”
The problem is that even $19 billion will not build a
nationwide high-speed rail network. Acela hits its top
speed of 150 mph on a 30-mile stretch between Westerly and Cranston, Rhode Island — for five or 10
minutes. On the New York to Washington corridor Acela
averages only 80 mph. For now, the article states,
Amtrak is rebuilding a stretch of track in central New
Jersey that will permit travel at 160 mph for 23 miles. In
July the Obama administration asked Congress for
nearly $10 billion more for high-speed initiatives, but it
is estimated that it would cost $150 billion and take 26
years to rebuild just the Northeast Corridor so that it
would be capable of handling 220 mph bullet trains.
(The New York Times, August 6)
(Editor’s note by Sasha Ivanoff: Transportation policy in
the U.S., along with sky-high construction costs, are cited as
contributing factors to the lack of progress on building a bullet train network, but the Times article doesn’t address the
NIMBY (not in my back yard) community problem. Legal actions favorable to NIMBYs often stop projects or make them
more expensive or difficult to complete. One solution is for a
transportation trust fund that could be used to help fund
Amtrak. High-speed rail in the U.S. will probably be realized
only through public-private partnerships or entirely private
sources. All Aboard Florida and the Texas Central Railway
are the future and not the exception.)
VIA RAIL CANADA
VIA resumed passenger operations between Gilliam
and Churchill, Manitoba on July 18, following a thorough inspection of the tracks where 13 cars of a 50-car

(Continued from page 7)

the operation of the Hoosier State while the cities it
serves along the route (West Lafayette, Lafayette,
Crawfordsville, Tippecanoe, and Indianapolis) would
contribute the balance. The loss of the $300,000 of
funding from Indianapolis will likely result in the termination of service before October 1, the date on which Corridor Capital, the private vendor selected by the state,
was to take over operations of this train. (Lafayette
Journal and Courier, July 24)
Amtrak began work in August to renovate the station
and its grounds at Camden, South Carolina served by
Trains #91 and #92, the Silver Star. The scope of work
on this CSX-owned property includes replacement of
the canopy and roof of the station building, parking lot
improvements, and making this historic station fully
compliant with the Americans with Disabilities Act while
restoring the 1937 Seaboard Air Line structure to near
its original appearance. (Al Holtz, July 25)
Amtrak Chief Executive Officer Joseph Boardman expressed his concerns about the future of Northeast Corridor operations across the Hudson River, citing the advancing age of the two tunnels carrying train traffic between New Jersey and New York. Already considered a
rail traffic bottleneck for Amtrak, approximately 160,000
NJ Transit commuters also rely on these century-old
tunnels which are running at their practical capacities
during the peak hours. A failure in one or both tunnels
would deny access to Manhattan for years. He estimated that the aging tunnels, damaged by Hurricane
Sandy, would need to be closed within the next 20
years to undergo needed repairs. (Capital New York,
July 17)
The National Association of Railroad Passengers
(NARP), represented by the Environmental Law and
Policy Center (ELPC), filed a brief with the United
States Supreme Court to try and reverse a ruling that it
was unconstitutional for Amtrak to participate with the
Federal Railroad Administration (FRA) in setting performance standards. Until recently, the freight railroads
over which Amtrak trains operate were obliged to make
every effort to enable the passenger trains to adhere as
closely as possible to their schedules. This had been
standard policy and practice since Amtrak’s inception in
1971. Congress passed a law in 2008 directing Amtrak
to work with FRA to develop a new set of standards intended to improve passenger rail service and maintain
priority over freight trains. The net result has been that
this effort may have backfired. The freight railroads initially lost their argument in federal court but won an appeal in appellate court. If this appellate court decision is
not reversed by the Supreme Court, there will be nothing to prevent the freight railroads from prioritizing their
freight trains over Amtrak with devastating ramifications
for the future of passenger trains in the nation. (Editor’s

(Continued on page 9)
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Quantico on the CSX Fredericksburg Line, will begin
construction by late 2015 with a projected opening in
2017. This new station was made possible by a Federal
Railroad Administration authorization of $74.8 million to
provide a third track on 11 miles of mainline track from
Stafford to Prince William County. In a public-private
partnership, the State of Virginia invested $15 million
and SunCal, the developer of the TOD, is contributing
$20 million toward the construction of the new station.
(Progressive Railroading, August 1)
DETROIT, MICHIGAN
Construction started on July 28 on Detroit’s 3.3-mile M
-1 Rail light rail line, which will run north-south along
Woodward Avenue in the city center. M-1 Rail is a nonprofit organization set up in 2007 to lead the design,
construction, and future operation of the light rail line,
which will link Larned Street and West Grand Boulevard
and have 20 stations. Roger Penske, chairman of M-1
Rail, and its President and Chief Executive Officer Matt
Cullen, visited the construction site together with Detroit’s Mayor Mike Duggan.
The $140 million project is claimed to be the first public-private partnership deal to be funded by private businesses and philanthropic organizations, in partnership
with local, state, and federal governments. These include Bank of America, Detroit Downtown Development
Authority, Detroit Medical Center, Ford Foundation, Ford
Motor Company Fund, Ford Motor Company, General
Motors, JPMorgan Chase, Michigan Department of
Transportation, Michigan Economic Development Corporation, and the United States Department of Transportation.
The line, which is due to open in late 2016, will serve
Detroit’s largest job centers and most-visited destinations including the city’s business, educational, medical,
cultural and entertainment hubs. Traffic is forecast at
between 5,000 and 8,000 passengers per day. The project is expected to lead to the construction of 10,000
new houses and generate more than $3 billion in economic development. (International Railway Journal, July
29)
CHICAGO, ILLINOIS
The Illinois Inspector General reported that it had
found that Metra falsified work logs of train crews to
make them appear that they were in compliance with
the Federal Railroad Administration’s hours of service
law. Job swapping, ghost payrolls, and inaccurate
recordkeeping were also cited. Metra officials are disputing the findings as FRA seeks civil penalties against
the railroad. (Chicago Tribune, July 28)
NEW ORLEANS, LOUISIANA
Veolia Transportation Services, the management company operating the New Orleans transit system, unveiled an expansive $3.5 billion master plan that includes the total replacement of the current bus fleet as
well as a fleet expansion. On the rail side, potentially
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grain train had derailed due to poor track conditions.
(CBC News, July 18)
OTHER TRANSIT SYSTEMS
WASHINGTON, D.C. AREA
The Washington, D.C. Metro’s Silver Line Phase I
opened for service at noon on Saturday, July 26. There
are five new stations (McLean, Tysons Corner, Greensboro, Spring Hill, and Wiehle-Reston East ) on the $2.7
billion, 11.7-mile line. This line is expected to carry
25,000 riders per day with 6-minute headways during
the peak periods, 12 minutes during midday, evening,
and weekends, and 20 minutes during the late night.
The six station, 11.4-mile Phase II, now under construction and expected to be completed in 2018, will link Metro with Dulles Airport. It is expected that this line,
through TOD, will transform parts of the northern Virginian suburbs of Washington D.C. from a tangle of trafficchoked roads to a more environmentally sustainable,
transit-friendly area. (Washington Post, July 28)
Test operation began on August 4 on the first modern
tram line in Washington, D.C. which runs along H Street
and Benning Road in the northeast of the city. As well
as equipment testing, crew training is taking place in
readiness for the opening of the 2.4-mile line later this
year. The line will link Union Station in the west with
Oklahoma Avenue in the east, and will eventually become part of the One City Line from the Anacostia River
to the Georgetown waterfront.
The initial section will be operated by a consortium of
RATP Dev and McDonald Transit Associates under a
five-year contract using a fleet of six low-floor LRVs,
four of which are available for testing. The remaining
two vehicles are due to begin trial operation on the
route within the next few months. The line will need to
be certified by both the District of Columbia Department
of Transportation (DDOT) and State Safety Oversight
Agency before public services can begin. (International
Railway Journal, April 5)
Station platforms at two Virginia Railway Express stations will be extended to 10 cars in length, in anticipation of increased ridership levels. The Leeland and
Brooke stations will be the first to receive the platform
extensions and have the existing platforms upgraded
with canopies, LED lighting, and pedestrian crosswalks
between platforms. Station projects for the Fredericksburg Line will extend existing platforms to 10 cars as
well as provide a second platform at all stations that will
be designed to accommodate a third track along the
CSX mainline. (Fredericksburg Freelance Star, July 31)
In yet another example of TOD, where an entire community is built literally from scratch and centered on a
transit hub, reducing and often eliminating the need to
own a personal vehicle, “Potomac Shores,” a new station along the shores of the Potomac River just north of

(Continued on page 10)
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33.5 additional miles of streetcar track could be laid
down by 2030. Veolia has proposed the development of
an interconnected streetcar system for the city: St.
Claude Avenue for two miles from Press Street to Poland Avenue; St. Claude Avenue for another 11.9 miles
from Poland Avenue to Refinery Road; Elysian Fields
Avenue from St. Claude Avenue to the Riverfront Line;
Elysian Fields Avenue from St. Claude Avenue to UNO;
South Carrollton Avenue from Canal Street to South
Claiborne Avenue; Loyola Avenue from Howard Avenue
to Convention Center Boulevard and the Riverfront
Line; and Poydras Street from S. Claiborne Avenue to
Loyola Avenue. As a recovery plan for the city’s transit
system still reeling from the effects of Hurricane Katrina
9 years ago, it is dependent on approval and finding the
necessary funding to finance all or at least part of it. All
of this may be part of a strategy by Veolia to negotiate
an extension of its contract through 2019 as well as justify a fare increase. Currently, ridership is growing at a
faster rate than the fleet and service expansions provided by Veolia as additional resources have become
available since Katrina. (The Times Picayune, July 21)
KANSAS CITY, MISSOURI
Kansas City’s streetcar program had voters hitting the
brakes August 5 on an ambitious plan to expand streetcars past downtown. They trounced a new streetcar
taxing district, with 60% voting against it in unofficial
final returns. Opponents of the streetcar see it as a
boondoggle and the taxes that would have been levied
as unreasonable. Mayor Sly James lamented the defeat
but said the city cannot just give up on its dreams of
propelling streetcars past downtown, saying that the
starter line would not be the end of the line.
The result means Kansas City will not seek voter approval in November for specific sales and property tax
increases to help pay the local share of a $515 million
transit plan. And it calls into question whether, or how
soon, Kansas City can build a broader streetcar system
beyond the two-mile starter route.
Streetcar planners had hoped to expand the starter
route farther south on Main Street to the University of
Missouri-Kansas City, east on Independence Avenue to
Benton Boulevard, and east on Linwood Boulevard to
Prospect Avenue. The plan also called for establishing a
MAX rapid bus line on Prospect Avenue south to 75th
Street.
The vote was a big loss for James and other city leaders, who had campaigned hard for the expansion, saying Kansas City is years behind other cities in rail transit
and needs to catch up.
James and others had said that now was the best time
to go big with streetcars because the Obama administration looks favorably on Kansas City’s streetcar potential. Kansas City advocates had hoped to lock in the
10

local funding and then seek $250 million in federal dollars to make the plan a reality. The future of federal
funds for streetcars under a different administration after 2016 is far from certain.
In addition to higher taxes, opponents also said buses
were a far cheaper transit option and much more flexible to change as circumstances warrant, along with a
(questionable) belief that Kansas City does not have the
population to support a streetcar.
The election also saw defeat for a proposed threequarter-cent statewide sales tax to improve state highways, bridges and transit. If the state tax had passed,
Kansas City leaders were anticipating $144 million for
the streetcar and Prospect MAX, but now neither the
local nor state transportation plans will move forward
anytime soon.
Streetcar opponents prevailed despite being outspent
more than two to one in the campaign. (Mass Transit
Magazine via the Kansas City Star, http://
bit.ly/1nE0VOU, August 6)
MINNEAPOLIS-ST. PAUL, MINNESOTA
In just over a month since its June 14 opening, average weekday ridership on the newly opened Green Line
of Metro Transit topped 30,000, 2,500 riders above the
average weekday ridership that was projected for the
line in 2015. It had been expected that ridership would
increase when the colleges and universities along the
line open and the Minnesota Vikings begin playing at
the nearby TCF Stadium. Ridership is now on track to
far exceed ridership projections in its first year of operation. This new 9.8-mile line connects Minneapolis with
St. Paul, paralleling I-94 and University Avenue and a
16-mile, $1.55 billion extension of this line from downtown Minneapolis to Eden Prairie in the suburbs is
planned
to
open
sometime
in
2019.
(Minnesota.cbs.local.com, July 18)
DALLAS-FORT WORTH, TEXAS
Traveling to DFW International Airport is going to be a
little easier, as Dallas Area Rapid Transit unveiled its
new Orange Line extension with a test run on July 9
that was open only to the media. The five-mile DART
line goes from Beltline Station at Valley View Lane in
Irving directly into the airport.
There are only about a dozen other airports in the
U.S. that offer travelers a direct rail connection. The line
brings travelers to Terminal A at the airport. Not only
does this line connect people from Irving to DFW International Airport, but the line extends all the way into
downtown Dallas. So, any travelers who do not want to
drive into the airport can simply get a connection to the
Orange Line and avoid traffic. “Literally, this connects
people to the world,” said DART spokesman Morgan
Lyons. “This makes DFW the third largest U.S. airport
with direct rail service.”
Construction of the new line is four months ahead of
schedule and under budget. The Orange Line extension
(Continued on page 11)
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was then to be available beginning August 18.
From the closest station, the Beltline Station in Irving,
the trip to DFW’s Terminal A takes about 8 minutes,
traveling at speeds up to 65 miles per hour. From downtown Dallas, the trip will take about 40 minutes. From
Plano, it is about 90 minutes. A one-way trip costs
$2.50. Riders can buy a day pass for $5. (CBS Dallas,
July 9)
DENVER, COLORADO
Denver’s Union Station officially reopened to the public during the week of July 28. Closed for renovations
since December, 2012, it now features many restaurants, retail outlets, and The Crawford Hotel, which
modeled some of its 122 rooms after Pullman cars. In
addition to serving Amtrak trains, light rail, and buses,
beginning in 2016 it is expected that a new commuter
rail line will provide a 30-minute ride linking Union Station with Denver International Airport. (Progressive Railroading, July 30)
After the recession and costly increases for steel and
concrete forced the Regional Transportation District to
scrounge and scrimp to complete the 122-mile
FasTracks mass transit project, the agency hit the jackpot in July. It was not a pot of gold. Rather, RTD unearthed a group of partners willing to commit $35 million
to $40 million in cash, rights-of-way, permit fees, and
other items to help complete the $207 million Southeast
Light Rail Extension in Douglas County. This is the largest local match of any FasTracks project — except for
Denver Union Station — and at 16.5% of the project
cost, it is well above the 2.5% match the agency asks of
local governments hoping to hitch a ride on the system.
RTD began rerouting its approach to finishing
FasTracks after commodity prices for steel, copper, and
concrete jumped in 2007 and the 2008 recession
punched holes in sales tax returns. The biggest jolt to
the FasTracks system came in 2011 when Burlington
Northern Santa Fe Railway upped its price to allow
commuter rail service for the proposed northwest rail
line from Westminster to Longmont from $461 million to
$1.7 billion. As a result, efforts, at least for now, to finish
rail in the northwest corridor has come to a halt and
forced RTD to look at other sources and methods to
keep FasTracks rolling.
In 2012, RTD entered into an agreement with Kiewit
Infrastructure to complete the second segment of the I225 Rail Line for $350 million as part of a fixed-price
contract. The agency also refinanced some of the agency’s debt, issued new sales-tax bonds, and used available funds to get the North Metro Rail Line underway.
Last fall, RTD picked Graham Contracting Limited —
now known as Regional Rail Partners — to build the
North Line from Denver Union Station to 124th Avenue
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for a lump sum of $343.3 million. RTD is funding the
project by issuing $480 million in Certificates of Participation. But the final six miles to 162nd Avenue/Colorado
7 is still on the drawing board awaiting the funds to
complete it.
One of RTD’s most high-profile partnerships is along
U.S. 36 between Denver and Boulder, where the highway is being widened and modified to accommodate a
bus rapid transit system. The project is being led by the
Colorado Department of Transportation, which entered
into a contract this spring with Plenary Roads Denver to
maintain and collect tolls along the highway for the next
50 years.
Meanwhile, a completed rail system in the northwest
corridor remains a dim hope because there is no sure
way to finance it. The Plenary deal attracted controversy because some thought the contract was negotiated
without public oversight and the 50-year span is too
long. But transportation officials say such deals will become more commonplace because state and local governments cannot pay for road projects on their own. In
fact, RTD oversees the $2.2 billion Eagle P3 project,
which includes $1 billion in federal funds and $486 million in private funding. Eagle P3 includes the East Rail
Line, Gold Line, the Commuter Rail Maintenance Facility, and the first segment of the northwest rail line.
As for the Southeast Rail Extension, RTD hit the
mother lode when it comes to local contributions. Coventry Development — which will donate rights-of-way
worth about $10 million to $15 million for three light rail
stations — said the investment is worth it. The rail line
will feed a growing medical and residential market that
employs and houses thousands in the south metro area. Developers believe that rail is necessary for further
development to many planned communities in the Denver metro area.
Officials estimate the extension and additional stops
will generate 10 million square feet of commercial real
estate, adding an additional 4,000 residences and creating 20,000 new jobs in the southeast corridor in the
next 25 years, in addition to a $700 million increase in
assessed property valuation in the surrounding area.
Douglas County Commissioner Roger Partridge said
the county was “pleased to be a funding partner” because the expanded transportation options will make
the area more attractive for those who might live there
and want to commute.
RTD will chip in a $66 million match needed to attract
$92 million in federal funds to complete the extension.
The additional 2.3 miles will reach from Lincoln Station
to RidgeGate Parkway. If all goes to plan, work on the
Southeast Line Extension will begin in 2016 and be finished in 2019, two years after the original FasTracks
schedule projected. RTD officials are banking that other
governments and entities along the FasTracks corridor
(Continued on page 12)
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will take notice. (Denver Post, August 3)
(Editor’s note by Sasha Ivanoff: Having traveled to Denver
three times in the last 15 years, the need for expanded transit
has been very apparent to me and Denver might be the exception to the rule on car-free suburbs. RTD, in FasTracks, is
putting a second transit system on top of an existing transit
system and making an existing system even larger. Upon
opening in 2016, Denver’s new commuter rail system will
probably be the most significant to open at one time, with two
lines opening then. A commuter rail and light rail system will
probably necessitate another sales tax increase.)
TUCSON, ARIZONA
After a two-year construction period, the four-milelong Sun Link Streetcar line opened for passenger service Friday, July 25 and offered free rides over its first
weekend of operation through July 27. 60,000 took advantage of the free rides and tried out the new line. On
Monday, July 28, the first day fares were charged, the
system recorded 3,500 rides, just 100 short of what had
been projected for the average weekday. This is a good
sign that the line will attract additional patronage from
the student body of the University of Arizona when the
Fall semester begins. Service headways are 10 minutes
from 7 AM to 6 PM and 20 minutes 6 PM to 10 PM on
Monday through Thursday with weekend service commencing at 8 AM. On Friday and Saturday nights, a 30minute headway will be operated from 10 PM until closing at 2 AM. Sunday service ends at 8 PM. The line requires six of the total fleet of eight streetcars, which
were built by United Streetcar in Clackamas, near Portland, Oregon. (Al Holtz, Railway Gazette, July 25)
TACOMA, WASHINGTON
Tacoma’s Business Improvement Area organization
will provide $29,000 per year to Sound Transit until
2016 to enable the 1.6-mile-long light rail line to operate
fare-free. It was felt that converting the free-fare operation to one that charges $1 per ride would negatively
impact ridership, to the detriment of local businesses
served by this line. The line had been allowed to remain
fare-free because of a Sound Transit policy that fares
must at least recover the cost of collection. (The News
Tribune, May 22)
LOS ANGELES, CALIFORNIA
The Los Angeles Metropolitan Transportation Authority’s Board authorized a study that will explore the costs
of converting part of the Orange Line busway into a light
rail line. The section being studied is 18 miles from
Chatsworth to North Hollywood in the San Fernando
Valley. This area is currently the most underserved region of the LA metro area by rail transit. With the Warner Center TOD expected to bring in up to 30,000 new
jobs, additional capacity on the Orange Line will become critical. Converting to light rail would address this
need. Mass Transit, July 25)
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ALASKA
Two locomotives and four passenger cars of a White
Pass & Yukon Railroad tourist train derailed on
Wednesday afternoon, July 25 as the train reached
White Pass, near the U.S.-Canada border after making
the three-hour, 20-mile, 2,865-foot afternoon climb to
the summit. 19 people sustained minor injuries in the
incident, which remains under investigation. The injured
were treated at a Skagway clinic and were released
hours after the incident. Diesel locomotive 93 was the
lead unit that derailed. Both units appeared to remain
upright but from news photos, at least one of the coaches appeared to have come to rest at a 60-degree tilt,
while it was reported that another may have become
perilously close to sliding into an icy lake. There was an
unconfirmed report of two passengers being thrown
from the open platform at the end of one coach and into
the water but not seriously injured. The line was reopened two days later on July 25 with full service restored on Saturday, July 26. The derailment was attributed to a broken switch component and the entire
switch has been replaced and all other switches have
been inspected. (KTUU Channel 2 News, Whitehorse
Daily Star, July 24; Al Holtz, July 31)
HAWAII
Officials unveiled the plans for a $23 million airport
station for Honolulu’s $5.16 billion rail transit line. Phase
1 of the line is expected to open in 2017 on the west
side of the system. Phase 2, which will complete the 20mile system, is expected to open in 2019. The airport
station, will be located adjacent to the international terminal, is expected to be completed in 2019. (Honolulu
Star Advertiser, July 26)
The “Sugar Cane Train,” officially known as the Lahaina, Kaanapali & Pacific Railroad, made its final run on
August 1 at 2:30 PM. Its owners cited financial issues
while local media has speculated that the high value of
the real estate upon which the right-of-way as well as
the physical plant making up the rail line was a major
deciding factor. The three-foot-gauge rail line originally
carried trains hauling sugar cane harvested in Kaanapali to the Pioneer Mill in the town of Lahaina. Since
1969, the line carried tourists on a six-mile run that featured a 325-foot curved wood trestle offering sweeping
views of the West Maui mountains as well as neighboring islands. The railroad owned four locomotives, three
steam (two operable and one awaiting restoration) as
well as one diesel, and a number of open air passenger
coaches. (The Maui News, Train Orders.com, July 25)
TORONTO, ONTARIO, CANADA
The Toronto Transit Commission (TTC) approved the
awarding of a C$230.7 million contract to expand Wilson Yard at the northwestern terminus of the YongeUniversity-Spadina subway line. The additional eight
storage tracks, expanded maintenance facilities, and a
new power substation will enable the yard to accommo(Continued on page 13)
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date additional Toronto Rocket class subway train sets
that will need to be stored and serviced there when the
York-Spadina Subway extension goes into service.
(Mass Transit, July 29)
MEXICO
Mexico on July 27 announced the opening of an international tender to build a high-speed passenger train
linking Mexico City and the industrial city of Queretaro.
The project, which was previously estimated to cost
about $3.3 billion, would allow travel over the 210 kilometers (130 miles) between the Mexican capital and
Queretaro at up to 300 kph (186 mph), moving 23,000
passengers a day, Mexico’s Transport Ministry said.
The Ministry gave no price estimate, adding that work
would begin this year and operations would start in the
second half of 2017. They said it expects the project to
create 20,000 direct jobs and take 18,000 passenger
cars off the road. Both Bombardier and Siemens have
expressed interest in bidding on the project.
Last year, the Mexican government said it would tender three train projects, including the Mexico CityQueretaro line, worth a combined 97 billion pesos ($7.5
billion). Resurrecting intercity passenger rail was one of
the promises made by President Enrique Pena Nieto
before his election in 2012. (Reuters, July 27)
The government of the Mexican state of Nuevo León
has awarded CAF, Spain, a MX $3.26 billion (U.S. $251
million) contract to supply and maintain 22 trains for
Line 3 of the Monterrey Metro. In addition to the 20-year
maintenance contract, CAF will provide spare parts for
two years, while the contract includes an option for the
purchase of four more trains for the network’s operator,
Metrorrey Public Transport.
The 8km (5 mi) Line 3 is currently under construction
after the state government awarded a consortium of
Garza Parke, Moyeda Construction, and Alstom a MX
$2.17 billion (U.S. $160 million) contract in November,
2013. Mexico’s Ministry of Communications and
Transport (SCT) and the Nuevo León government
signed a collaboration agreement for the project, which
is budgeted at MX $5.6 billion (U.S. $420 million), in
February, 2013.
The line will consist of a 7 km (4.35 mi) elevated section and an 800 m (.5 mi) tunnel, as well as a 200 m
(656 ft) at-grade section running from Zaragoza to Metropolitan Hospital. The line will have eight stations, and
will serve around 280,000 passengers per day, with the
state government setting an ambitious opening date of
August, 2015.
Monterrey’s existing metro network consists of the
18.5 km (11.5 mi) east-west Line 1, which opened in
1991, and the 4.5 km (2.8 mi) north-south Line 2, which
opened in 1994 and was extended north by 8.5 km (5.3
mi) in 2008. (International Railway Journal, July 31)
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BOGOTA, COLOMBIA
Municipal authorities in the Colombian capital Bogota
have revised plans for the city’s first metro line to include a 4 km (2.5 mi) western extension beyond the
proposed terminus at Portal Americas in Kennedy to
serve the district of Bosa. Technical and engineering
studies are currently being carried out in preparation for
tendering, which should begin by the end of the year.
Prior to the inclusion of the Bosa extension the line
would have been 26.5 km long with 28 stations and an
anticipated price tag of $3.6 billion. Initially, services
were due to have commenced in 2016, but the project
has been delayed by a government corruption scandal.
Construction is now expected to begin in the first quarter of next year and be completed by early 2019 at the
latest. (International Railway Journal, August 5)
BUENOS AIRES, ARGENTINA
Argentinean President Christina Kirchner and
transport and interior minister Florencio Randazzo officially launched the new fleet of Chinese-built suburban
EMUs for Buenos Aires’ Sarmiento Line on July 21
when the first trains entered passenger service between
Once and Moreno. Over the next few months the fleet
of CSR Qingdao Sifang trains will completely replace
the line’s current fleet of life-expired EMUs, some of
which are more than 50 years old. CSR is supplying 25
nine-car trains for the Sarmiento Line and 30 six-car
trains for the Mitre Line under a contract awarded by
the Argentine government in January, 2013.
The first train was delivered to Argentina in February
and seven sets are now in service on the Sarmiento
Line. The remainder of the Sarmiento Line fleet is due
to enter service by September, enabling the operation
of a 10-minute interval service at peak times, while the
trains will be introduced on the Mitre Line next year.
CSR is due to deliver the first of 300 new EMU cars for
the 1,676 mm-gauge General Roca lines south of Buenos Aires in the next few months and the company also
has a contract to supply 27 three-car DMUs for the meter-gauge Belgrano Sur lines. The first of these trains is
also due to be delivered this year. (International Railway
Journal, July 22)
EUROPE
International high-speed operator Thalys enjoyed continued revenue growth in the first half of this year with
increasing ridership on its core routes from Paris to
Brussels, Amsterdam, and Cologne and the successful
launch of Amsterdam-Lille services in April. Turnover
rose 2.1% compared with the same period in 2013
reaching €251 million (U.S. $337 million) and passenger numbers increased by 3.4% year-on-year to 3.4
million.
Ridership between the Netherlands and Paris increased by 2.7% but there was 16.7% growth in the
number of passengers travelling from Dutch stations to
Brussels. This is partly symptomatic of the withdrawal of
(Continued on page 16)
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Fyra services early last year, which left Thalys as the
sole high-speed operator on the Amsterdam-Brussels
route. Thalys responded to the collapse of Fyra by stepping up its Amsterdam-Brussels services to 12 trains
per day, and this will increase to 14 trains per day later
this year. Thalys introduced a direct Amsterdam-Lille
high speed service in April, which has already attracted
more than 15,000 passengers.
MALAGA, SPAIN
Light metro trains started commercial operation on
July 30 in Malaga, making it the seventh city in Spain to
have a metro. The eight-year project cost €594 million
(U.S. $797 million) to complete.
Malaga Metro comprises a Y-shaped, standard-gauge
network of two lines running from a common terminal at
El Perchel alongside Maria Zambrano station. Line 1 is
6.7 km (4.2 mi) long with 10 stations and runs west via
the University to Andalucia Tech. The first 3.8 km (2.4
mi) from El Perchel to University is underground with
the remainder on the surface. The 4.3 km (2.7 mi) Line
2, which has six stations, is entirely underground, and
runs south to Palacio de los Deportes. Both lines are
equipped with Alstom’s Urbalis 400 CBTC signalling
system, and are electrified at 750V d.c. overhead.
Malaga Metro is operated by a fleet of 14 CAF Urbos
3 LRVs which have a maximum speed of 70 km/h (44
mph), and a capacity of 221 passengers, 52 of them
seated. Services will operate at seven-minute headways during peak periods, reducing to a 10-minute frequency off-peak. Ridership is forecast to reach 5 million
passengers a year by 2015, increasing to 8 million by
the end of 2016 once a new section between El Perchel
and Guadalme, now under construction, opens.
The network has been built under a concession contract let to Metro de Malaga, a company set up by Andalusia Regional Government which has a 25% stake,
along with a joint venture composed of FCC-Globalvía
and several minor construction companies. The concession includes the operation of the Malaga Metro until
2042. It is planned to extend Line 1 from El Perchel east
via Guadalmedina to Atarazanas with a 300-meter-long
underground station, while Line 2 is expected to be extended north from Guadalmedina over-ground to Hospital Civil. (International Railway Journal, July 30)
MANNHEIM, GERMANY
A private freight train rammed into a EuroCity passen-

ger train in the southwest German city of Mannheim on
August 1, leaving dozens injured. There were no fatalities, according to authorities. A freight train operated by
the company ERS Railways sideswiped a EuroCity train
at Mannheim’s central station, knocking over two of the
passenger train’s cars with 110 people on board.
EuroCity #216 was on its way from the Austrian city of
Graz to the southwest German city of Saarbrücken. The
freight train was travelling from the western German city
of Duisburg to Sopron in Hungary when it rammed into
the passenger train. Forty-five people were injured, five
seriously, according to a spokesman for Mannheim’s
Fire Department. The spokesman said that the accident
likely would have been worse had the trains not been
travelling at a slow speed due to their proximity to the
central station. At the time the news article broke, there
was no known cause of the derailment. Mannheim’s
central station was closed after the accident. (Deutsche
Welle, August 1)
CASABLANCA, MOROCCO
At a meeting on July 24, the Casablanca City Council
voted to abandon plans for a 15 km (9.3 mi) elevated
metro line in favor of expanding the city’s light rail network. Preliminary studies for the metro line from Boulevard de la Corniche to New Medina and Sidi Moumen
were completed in December, 2012, but the Council
deemed the project to be too expensive.
The Council now proposes completing the city’s
planned 79 km (49 mi) light rail network by 2020 at a
total cost of around 16 billion dirhams (U.S. $1.91 billion). The initial phase was inaugurated in December,
2012 with the opening of the 30.7 km (19 mi) east-west
Line 1 from Ennassim to Ain Diab and Facultés.
TOYKO, JAPAN
JR East has released an artist’s impressions of its
forthcoming E-235 EMU, which will enter service from
next year on the Yamanote Line, one of the busiest
commuter lines in Tokyo, which carries around 3.8 million passengers a day. The 1.5 kV d.c. 11-car trains will
be formed of five unpowered and six powered vehicles,
which will be equipped with VVVF traction inverters.
The E-235s will also be the first trains in the JR East
fleet to be equipped with oil-free compressors.
A train is due to be delivered to JR East for trials next
March ahead of the introduction of the fleet from autumn 2015 onwards. The E-235 features internal and
external styling by industrial designer Ken Okuyama,
who has previously designed cars for Porsche, Ferrari,
and Maserati. (International Railway Journal, July 8)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED JULY 26, 2014
The following are different from the assignments published in the July, 2014 Bulletin:
LINE
G

AM RUSH
56 R-68

PM RUSH

LINE
L

48 R-68

14

AM RUSH
160 R-143, 32 R-160A

PM RUSH
152 R-143, 24 R-160A
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from August, 2014 issue)
On Saturday, April 19 the Eurodam docked at Livorno
on time at 7:00. It was dark and drizzly, but the weather
forecast distributed on the boat indicated it would warm
up later and become partly cloudy. We were in no rush
to disembark, and completed our breakfast at about
7:15. Clare was scheduled to take an overpriced Holland America “official” bus to Florence, a little over 50
miles away; she spent the day visiting the Uffizi Gallery
on her own, which turned out very well. I used public
transportation for my day’s activities, which also featured a visit to Florence. I joined quite a few others
aboard the port’s shuttle bus from the pier to the center
of town, where we transferred to a municipal bus line
(tickets purchased from a tobacconist) for the trip to the
railroad station. It was simple to buy a round-trip (two
one-ways) to Florence from the ticket agent, who reminded me to validate them upon reaching the platform.
Some trains run directly to Florence via Pisa, while others involve changing at that intermediate station. I rode
the 8:29 eMU to Pisa, arriving at 8:50, where I boarded
another MU, which left at 9:11 and got me to the stubend Florence railroad station at 10:00. It was a fast,
pleasant ride in uncrowded trains.
It was only a few steps to the platform of Florence’s
new light rail line, which terminates in the street adjacent to the station. It was now misting, so rather than
take any photographs at this time, I rode the first car out
to the end of the line. This historic city of about 370,000

souls opened its light rail line in 2010. A little under 5
miles long with 14 stations, its running time from end to
end is about 20 minutes. Except for a very short section
between the inner terminal and the first stop the line is
separated from motor traffic, mostly on center reservation. Service is provided by a fleet of 17 AnsaldoBreda
Sirio 100-percent low-floor cars. Weekday and Saturday
headways are every 4.25 minutes, allowing a railfan
photographer ample opportunity to cover the system in
a short period of time. Electronic annunciator boards in
the stations count down the arrival time of the next 4
cars in real time; for example, they displayed numbers
like 2, 6, 11, 15, etc. Day tickets are not sold, but with
single tickets valid for 90 minutes, my expenses were
quite low. Two or three more lines are on the drawing
board. A further description of this new LRT line is included in the captions below.
Once I arrived at the end of the line at Vila Constanza,
the sky had turned mostly blue, although clouds remained to the east, over the downtown area. I finished
my work by 14:00 (used 3 single tickets), and then did a
little sightseeing. In the early 1970s Clare and I had visited this very historic city, which is a center of Italian art.
The light rail line does not serve the principal tourist
attractions. But I did get to stop at the Santa Maria Novella church and the Ponte Vecchio before catching the
15:03 train to Pisa.

The Porta Maggiori station of Rome's narrow-gauge former interurban line is right under the old Roman walls. Contrast car 106 from the
1920s with car 820 from 1989. Service on the 5-mile-long line, which is electrified at 1,650 volts, is very frequent during rush hours.

(Continued on page 16)
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Socimi car 9029 in a peaceful scene near the Borghese Gardens in
Rome. Like the 7000s, these cars were in an orange livery two decades ago.

Inbound Stanga 7021 at the junction of routes 5, 14, and 19. As
shown in the background the paved private right-of-way on the
outer portion of these routes is shaded by strings of the Italian capital's age-old trees.

The portals of a long underpass between the Federiga and Talenti stops
in Florence.

The Florence tramway traverses a charming park close to the city center after crossing the
Arno River on the Ponte delle Cascine, a combination tram and pedestrian bridge.

(Continued on page 17)
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Most of the tramway is located on center-of-the-road reservation. An AnsaldoBreda Sirio car approaches the Talenti station.

The commercial center of Florence is very congested. For a brief
moment two trams occupy most of the street space and no automobile traffic is in sight. The location is just beyond the line’s AllimaniStazione terminal, adjacent to the railroad station.

The railroad terminal in Florence is called Firenze SMN. The SMN
stands for Santa Maria Novella, which is the name of this 13th century basilica situated on the square of the same name.

The territory traversed at the end of Florence's first light rail line is
not very built up, and empty fields surround the tracks in places. An
inbound car is shown approaching the Resistenza station. This busy
stop serves a popular residential and commercial development,
whose edge is just a block away from the photographer.

Two views of the outer terminal of Florence's light rail line. A large poster, aimed at a road parallel to the rightof-way, contains a photo and a map, indicating that the line is only the first of a future network.

(Continued next issue)
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Around New York’s Transit System
G Service Truncated for Sandy-Related Repairs
The latest episode of MTA’s “Fix and Fortify” postHurricane Sandy repair work required a five-week, 24/7
shutdown of the Crosstown Line between Court Square
and Nassau Avenue. The Greenpoint Tubes will undergo much-needed replacement and upgrading of communications, lighting, and ventilation systems damaged
or destroyed when three million gallons of seawater
flooded it during the storm.
R-179 Delivery Delayed
Bombardier, manufacturer of the R-179 model subway
cars, reported that the delivery of these cars will be delayed 6-11 months from their initial January, 2017 delivery completion date due to cracks in the walls and undercarriages of the prototype car bodies. The 300 R179 cars were ordered to enable the retirement of the
1964-5-vintage R-32 and 1969-70-vintage R-42 models
currently plying C and J/Z.
NYC Transit Museum Excursion Train
The NYC Transit Museum operated its annual excursion train to Rockaway Beach on Sunday August 3,
2014. However, instead of the usual 1930s-vintage R-1
to R-9 equipment that has always been utilized by the
Museum for this annual sojourn, a totally different set of
equipment was operated. This was the first Transit Museum excursion train for any of the cars in this eight-car
set:
● A pair of slant R-40s, 4280-1 (a Raymond Loewydesigned car end that was short-lived — it was aesthetically unique and quite streamlined for the 19678 era they arrived on the scene at NYC Transit, but
required two sets of modifications to render them

safe for persons passing from one car to another;
for example, there were originally no handrails on
the sloped nose)
● A pair of 1969-70-vintage R-42s, 4572-3 (these cars
were used as the lead pair during the filming of the
famous movie, "The French Connection," featuring
a wild car chase of this train by a frantic NYC police
detective)
● A pair of 1966-7-vintage R-38s, 4028-9
● The true surprise and treat for all railfans, a 1949vintage R-11 class subway car, 8013, intended to
usher in a new generation of subway cars initially
for use on the Second Avenue Subway (the line is
still being built nearly 66 years later, the first segment opening sometime after 2018, nearly 70 years
after these cars were supposed to run on it); and
● A 1954-5-vintage R-16 class subway car, 6387, restored to its original as-delivered dark green paint.
The R-16 was in the lead from the Transit Museum
to the Rockaways with the "slant 40s" on the Manhattan end.
Upon arrival at Rockaway Park-B. 116th Street, the
train set made three round-trips to Rockaway Boulevard
before laying up for the train crew’s rest period at B.
116th Street before departing back to Concourse Yard in
the Bronx. As an added treat, the crew was kind enough
to treat railfan photographers to an unexpected bonus
by splitting the R-11 and R-16 away from the rest of the
train to offer unobstructed views and photos of the R-11,
which had been buried in the consist. Everyone was
able to get good ¾-angle views and shots of the R-16,
R-11, R-38s, and R-40s.

R-16 6387 leads the museum train at B. 90th Street.
Ron Yee photograph

R-38s 4029-8 at Rockaway Park-B. 116th Street.
Ron Yee photograph

(Continued on page 6)

18

The
Bulletin

ERA BULLETIN - OCTOBER, 2014

Electric Railroaders’ Association, Incorporated
Vol. 57, No. 10
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.
ERA’s
website
is
www.erausa.org.
Editorial Staff:
Editor-in-Chief:
Bernard Linder
Tri-State News and
Commuter Rail Editor:
Ronald Yee
North American and World
News Editor:
Alexander Ivanoff
Contributing Editor:
Jeffrey Erlitz
Production Manager:
David Ross

©2014
Electric
Railroaders’
Association,
Incorporated

In This Issue:
Toward
Underground
(and
Underwater)
Rolling Stock
(Continued)
...Page 2

October, 2014

THROUGH SERVICE FROM CONEY ISLAND TO THE
BRONX BEGAN 60 YEARS AGO
On October 30, 1954, IND D trains provided through service from Coney Island to the
Bronx for the first time. To operate this
through service, the track layout at Ditmas
Avenue was rearranged. After 10 PM October 29, 1954, Culver trains from Coney Island terminated at Ditmas Avenue and buses
provided service to the 13th Avenue and Fort
Hamilton Parkway stations. Buses continued
running until Culver service to Ditmas Avenue was resumed early in the morning on
November 1, 1954. After the track work was
completed several hours behind schedule,
the first northbound D arrived at Ditmas Avenue at noon October 30. It was followed by
the last Culver train about a minute later. The
last southbound Culver train, which departed
from Ditmas Avenue at 11:45 AM, was followed by two light Culver trains and the first
D at 11:57 AM.
The following schedule was in effect before
the tracks were rearranged at Ditmas Avenue: Culver subway trains operated via Nassau Street at all hours. Non-rush hour locals
were routed via tunnel and Nassau Street
from Chambers Street to Coney Island.
Weekday rush hour trains operated between
Kings Highway and Chambers Street via
bridge and Nassau Loop, 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 on the express track
between Kings Highway and Ninth Avenue in
the direction of light traffic. Three-car C-type
weekday rush hour shuttles provided service
on an 8– and 10-minute headway between
Kings Highway and Coney Island.

Effective November 1, 1954, Culver trains
terminated at Ditmas Avenue. From 6 AM to
8 PM, trains operated via Nassau Street to
Chambers Street in non-rush hours and via
Nassau Loop in rush hours. Locals were
turned at 36th Street at other times, including
weekends. Rush hour trains operated over
the same route as previously, but service
was reduced from an 8– to a 12-minute
headway. Rush hour Kings Highway to Coney Island shuttles were discontinued. The
track layout at Ditmas Avenue made it difficult to add or cut cars there. After the AM
rush, all 6-car trains from Manhattan terminated at Ninth Avenue and were replaced by
3-car trains operating to Ditmas Avenue. The
reverse procedure took place before the
evening rush.
Effective October 30, 1954, D trains provided service between the Concourse and Coney Island at all times. Alternate weekday
rush hour trains were turned at Church Avenue.
Service was extended and rerouted several
times after trains started operating on
Gravesend (McDonald) Avenue more than a
century ago.
June 19, 1875: Steam locomotive-hauled
trains whose running time was 15 minutes
started running from Gravesend Neck Road
and Gravesend (McDonald) Avenue to Ninth
Avenue (Prospect Park West) between 19th
and 20th Streets
June 27, 1875: Extended to Coney Island
June 7, 1890: Rerouted to Union Depot
(now the site of Jackie Gleason Bus Depot),
36th Street and Fifth Avenue
(Continued on page 4)
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TOWARD UNDERGROUND (AND UNDERWATER) ROLLING
STOCK: THE ALL-STEEL REVOLUTION
by George Chiasson
(Continued from September, 2014 issue)
vated Railroad of Chicago provided the first practical
rapid transit application of electric propulsion in 1895,
with the last steam-operated trains on that city’s entire
“L” system being supplanted in 1898. The Brooklyn Elevated Railroad then began the concurrent transformation of its existing system of lines, plus its expansion
via former excursion railroads, which was completed in
1906. Meanwhile, the senior Manhattan Railway Company shrewdly waited to benefit from experience elsewhere and finally undertook its own electrification between 1901 and 1903, well after construction of the first
subway had started. In its final incarnation, the concept
of electric traction made the mode of rapid transit feasible in both Boston (1901) and Philadelphia (1907),
where it was previously restrained, either by statute or a
lack of investment owing to the detrimental necessity of
using steam power for propulsion.
When charged with marshaling the (still) largely conceptual endeavor of Penn Station into a viable, operating reality in 1902, the Terminal’s “Board of Engineers,”
which actually ascended to the level of a separate, voting “board” under PRR corporate governance by 1905,
was guided by the renowned expertise of George
Gibbs, who was regarded as one of the few individuals
qualified to see through the maelstrom of ongoing technological developments and cull those which would provide optimum results for the railroad. In turn, Gibbs up
to that time had only the handful of U.S. rapid transit
utilizations to peruse for potential suitability, along with
(to that point) the first, sole application of electric traction to the field of Class I railroading, that of the Baltimore & Ohio’s Howard Street Tunnel. There an overhead third rail system had been initiated in 1895 to improve the operation of trains through a two-mile underground passage connecting its Camden and Mt. Royal
stations. By 1905, construction of the New York Terminal and its associated tunnels had already advanced to
the point where a further, prolonged period of technological development was virtually out of the question, so
it should be no surprise that Gibbs (and by extension
the Pennsylvania) embraced much the same regime of
electrification solutions as were already in existence
elsewhere. Being reactive to the advancing state of
construction at Penn Station was what basically drove
the earliest round of electrifications for the Long Island
Rail Road in 1905 and 1906, while by 1903 the other
two railroads already operating into New York were
forced into a similar position, having to implement some

FROM DUBIOUS TO UBIQUITOUS, PART
FOUR: JUICE JACK PROTOTYPES, THE GARDEN CITY CATENARY TEST OF 1908, AND THE
PENNSYLVANIA’S DD-1 LOCOMOTIVE
Between October and December of 1908, five miles of
the former (and largely idle) main line of the Central
Railroad of Long Island were acceded to an engineering
group consisting of staff and outside consultants under
the employ of the Pennsylvania Railroad, to establish
and operate a virtual and experimental railroad. This
represented the “end of the beginning,” so to speak, in
PRR’s operational planning ahead of the long-awaited
opening of its New York Terminal, an event of such supreme importance in the annals of both the company
and national railway system that it engendered a level
of technological innovation unto itself. Through the
years surrounding the construction of Penn Station, the
Pennsylvania maintained a corporate eye ahead by observing outside advancements in the field of electric
traction. It also undertook the development of prototype
passenger cars and locomotives, as well as the means
to operate and maintain them, that the nascent New
York terminal would require. As incidental fortune dictated, the railroad was able to expedite and judiciously
finance this important background work by engaging in
the urgent, external needs of two outside parties
(specifically the Interborough Rapid Transit Company
and the Long Island Rail Road) that provided an excellent framework for attaining the necessary experience
from which it also would ultimately benefit.
As has been widely recognized over time, the field of
electric traction evolved radically through the latter decades of the 19th century, prompted by several noted industrial pioneers. Of this group, perhaps the most recognizable inventors remain American Thomas Edison
and German Ernst Werner von Siemens, but neither
was directly involved with its ultimate manifestations in
the United States. Rather, it was U.S. Navy Ensign
Frank J. Sprague, a young protégé of Edison, who implemented the first successful mass transit electrification on the system of surface cars in Richmond, Virginia
beginning in 1887, where it was employed to completely
replace horse power (quite literally) in 1888. Identical or
similar applications (though not strictly subscribing to
Sprague’s) then rapidly followed across the North American street railway empire in the next several years, and
the technology of traction developed at an astounding
pace, soon to be applied in an ever more expansive
means. As cited above the Metropolitan West Side Ele-

(Continued on page 3)
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was collectively numbered 3400-34, including the original prototype, and bore almost a complete resemblance
to the 6000 itself. They were placed in regular service
that December and while otherwise reliable, the unfortunate, fatal derailment of a train near Botanical Garden
station in February, 1907 did force a major truck modification to a “2-D-2” arrangement in the immediate aftermath, which included relocation of its current collectors
to the extreme ends of the vehicle at the “pony” trucks.
Another dozen such units (3235-46) arrived in 1908-9
under the classification “T-3,” at which time the older
ones became 3200-34. All were basically the same except for ever-increasing tractive force, though they became more universally-known as “S” motors following
even more expansion of the fleet that started in 1913 for
the new Grand Central Terminal. The very last of these
pioneering units was not retired from revenue service
until 1981.
Meanwhile, the New Haven was in also in the position
of having to similarly comply with the looming directive
at Grand Central and undertook its own study of how
best to do so. In this instance both General Electric and
Westinghouse were courted as potential suppliers by
participating in a thorough assessment of how this
might be accomplished given the capabilities of each
company, but for separate reasons (legal liabilities and
later system-wide application) it was quickly granted
that the New Haven itself would employ its electrification through a system of overhead distribution, more
akin to its collection of trolley networks than the more
“conventional” use of third rail, as well as conform to the
latter system as component to its passage along the
New York Central between Woodlawn and Grand Central. Westinghouse was selected as prime contractor for
the New Haven’s electrification by the middle of 1905
and that company quickly set to work developing a suitable prototype locomotive for this specific purpose, given a long field of previous experimentation that dated
back to the mid-1890s and was crowned by the development of its own “engine #9” in 1904. This was a single-phase unit that was powered by 6,600 volts of alternating current, collected through pantographs from an
overhead catenary system. In addition, Westinghouse
was ready to deploy a 41-mile a.c. catenary electrification on the Indianapolis & Cincinnati interurban, technology which it was hoped could be magnified for use on
the New Haven’s chaotic 25-mile stretch between
Woodlawn and Stamford.
In a manner similar to the emergence of “T” motor
6000 described above, Westinghouse coalesced with
the Baldwin Locomotive Works to produce the “01” on
behalf of the New Haven. This was a “box cabin on
wheels” self-contained prototype that was 37½ feet long
and mounted on a pair of stubby, motorized trucks with
four 62-inch driving wheels each (thus in “B+B” wheel
arrangement). The four traction motors were affixed to

(Continued from page 2)

form of electrification to comply with the statutory prohibition of steam-operated railways into Manhattan.
First to transform idea into a preliminary reality (and it
should come as no surprise), was the New York Central, which was up against a firm requisite that its operations be electrified within five years of passage of the
legislation noted above. A variety of authorities in the
electrical and engineering fields (William Wilgus, Frank
Sprague, Bion J. Arnold, and George Gibbs, among
others) were consulted and/or contracted to collectively
advance the infant technology then available to develop
a new generation of electric motive power, this knowhow having solely been applied prior to that time on the
Baltimore & Ohio within the Howard Street Tunnel.
From those early and quite general guidelines, a prototype “T” motor emerged in October, 1904 mainly due to
the efforts of General Electric’s Asa Batchelder. It was
constructed by the American Locomotive Company in
upstate Schenectady, where the Sprague and General
Electric (joint) works were also located, and they logically were granted the task of supplying its mechanical
and electrical equipment. Perhaps best described as a
“steel pod on wheels,” the lone, all-steel unit (originally
numbered 6000) measured 39 feet long overall, with a
roomy, rectangular crew cab of 18 feet 4 inches in
length, centered between end compartments containing
the electrical and heating apparatus which were 10 feet
4 inches apiece. One 550-hp GE 84 motor was gearlessly connected to each of the four axles of its eight
44-inch driving wheels for a total rating of 2,200 hp, all
contained within the single, oversized power truck upon
which the unit rested. 660 volts of direct current (d.c.)
were collected for propulsion from underrunning third
rail via contact shoes hung on the sides of the main
truck frame, supplemented by small pantographs on the
top side of each end of the body, which were used to
navigate overhead third rail at intricate interlocking
points. The main driving wheels were in turn stabilized
against excessive lateral oscillation at speed (maximum
of 60 mph) by single-axle, unpowered “guiding trucks”
at either end to create a “1-D-1” configuration, both of
which were protected by steel pilots attached to the car
body ends above. For a thorough analysis of its capabilities, the 6000 was exhaustively tested on a specially
electrified track that adjoined the New York Central
main line near Schenectady until April of 1906, by which
time its operational parameters had been reliably established and the construction of new facilities advanced
enough to support its transfer to New York for a whole
new round of evaluations. Its proven specification engendered a production order for 34 additional such units
classed T-2 and T-2a, also built by Alco and equipped
by General Electric, which arrived in 1906. The series

(Continued on page 6)
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Through Service from Coney Island to the Bronx
Began 60 Years Ago
(Continued from page 1)

Culver Depot, Coney Island, 1899.
Bernard Linder collection

Culver Terminal, Coney Island, about 1908.
Bernard Linder collection

Culver Terminal, Coney Island, about 1910.
Bernard Linder collection

Culver Terminal, Coney Island, 1913.
Bernard Linder collection

Culver Terminal, Coney Island, 1913.
Bernard Linder collection

Culver Terminal, Coney Island, October 13, 1915.
Bernard Linder collection

(Continued on page 5)
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65th Street station, Fifth Avenue “L,” looking south.
Bernard Linder collection

Looking south toward 65th Street station, Fifth Avenue “L.”
Bernard Linder collection

38th Street and Third Avenue, Fifth Avenue “L,” looking west.
Bernard Linder collection

15th Street station, Fifth Avenue “L.”.
Bernard Linder collection

Structure over Flatbush Avenue between Fulton Street and Fifth
Avenue.
Bernard Linder collection

Flatbush Avenue and Fulton Street, 1927.
Bernard Linder collection

(Continued on page 6)
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May 10, 1919: Elevated service was extended to Avenue X
May 1, 1920: Elevated service was extended to Coney
Island-Stillwell Avenue
May 30, 1931: Nassau Street Loop was opened and
subway trains started operating to Coney Island in nonrush hours and Kings Highway in rush hours. Curtailed
elevated service operated from Sands Street to Ninth
Avenue in non-rush hours and Coney Island in rush
hours
Service on the original structure between Ninth Avenue and Ditmas Avenue was discontinued on May 11,
1975, 85 years after trains started running there on the
surface.

Through Service from Coney Island to the Bronx
Began 60 Years Ago
(Continued from page 5)

August 5, 1895: Operated through service to Manhattan via the Fifth Avenue “L”
July 10, 1899: Electric trains equipped with shoes and
trolley poles started operating from Park Row to Coney
Island
March 16, 1919: Trains started operating to Kings
Highway on the new elevated structure. Gravesend Avenue trolley cars provided service under the elevated
structure from Cortelyou Road to Coney Island

ated a “1-B+B-1” wheel arrangement, which was applied to the next order for just six (6) EP-1s, numbered
036-041 (delivered in 1908), along with other minor
body and technical changes. As there was not enough
space within the original frames as cast, the guiding
axles were not applied to the original 35 EP-1s, some of
which lasted in operation as late as 1947.
In 1905, as the Westinghouse Electric Company was
in the latter stages of designing the EP-1 locomotive for
the New York, New Haven & Hartford, it was also drawn
into providing equipment for two pilot locomotives of a
similar nature for the Pennsylvania Railroad, but because there were no proven traction alternatives then
available, the “Pennsy,” while otherwise neutral on the
subject, was leaning heavily toward the use of a 650volt direct current (“d.c.”) system in its New York Terminal. As a result its prototypes would be configured for
the use of third rail, but be otherwise virtually identical to
those of the New Haven in form and substance. So
emerged PRR prototype “AA-1” units 10001 in November, 1905 and 10002 in September, 1906, with stubby
steel bodies built to Baldwin Locomotive’s specifications
at the Juniata Shops near Altoona. Similar to the EP-1,
both prototypes had two large four-wheeled driving
trucks for motive needs in so-called “B-B” arrangement,
but used articulated frames and smaller 52-inch drivers
powered with 350-hp motors and control supplied by
Westinghouse. The four traction motors on 10001 were
“nose” fastened to the truck frames with their energy
being transferred to the axles through gearing; those on
the 10002 were of the gearless, spring-based “quill” variety as on the EP-1, with one motor attached directly to
each axle for four in all.
(Continued next issue)

Toward Underground (and Underwater) Rolling
Stock
(Continued from page 5)

the four axles by a gearless, spring-supported “quill”
system which allowed the armature to function freely in
spite of the inevitable undulations in trackage that were
experienced during operation at speed. Providing a total
of 1,420 horsepower, the Westinghouse 130 motors
were collectively designed to deliver a top speed of 80
mph or more as the unit received 11,000 volts of singlephase alternating current (which was the maximum
such capability then available) through roof-mounted
pantographs. This electrical energy was then in turn
stepped down to 650 volts through an onboard transformer and used to power the motors, which were also
capable of operating at a similar or greater level of efficiency when they received 660 volts directly from the
New York Central’s d.c. third rail through conductive
shoes mounted on the two truck frames (there were
also miniature d.c. pantographs on top for switch navigation near Grand Central). After a period of testing during which final specifications were developed, 34 more
similar units were ordered from the same tandem supplier (Baldwin the bodies, Westinghouse the equipment)
and “EP-1’s” 01-035 were on hand when electric service
commenced in July, 1907. There were a number of
technological difficulties with the series that reflected
the concept’s ongoing evolution as experienced in real
time, with the most pronounced modification being the
addition of a single guiding axle at each end in an effort
to combat the original units’ propensity to
“hunt” (oscillate) excessively at higher speeds. This cre-

CORRECTION
Member Nick DiBari informs us that we omitted the RJ
in our summary of the November 27, 1967 Jamaica
rush hour service, which was published in the September, 2014 Bulletin.
After checking our records and the November, 1967

Bulletin, we found that RJ trains operated in both
directions between 95th Street and Jamaica during the
AM rush and from Eastern Parkway to 95th Street and
back to Jamaica during the PM rush.
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Commuter and Transit Notes

No. 311
by Ronald Yee and Alexander Ivanoff

METROPOLITAN TRANSPORTATION AUTHORITY
Grand Central Terminal could see a major improvement to pedestrian access on its west side. S.L. Green,
a real estate developer, is proposing to build a 65-story
office tower on the city block bounded by Madison and
Vanderbilt Avenues and E. 42nd and 43rd Streets. In return for city approval to build this tower, up to $220 million in Improvements to the Grand Central complex
have been proposed, including the removal of a wall
and creation of a new wider mezzanine that would facilitate the flow of people utilizing the Grand Central-Times
Square Shuttle and speed their flow toward and up
staircases to street-level glass-enclosed atriums directly
across from Grand Central Terminal. As a means to
guarantee the construction of these transit improvements, the development permit agreement would stipulate the opening of the transit improvements before a
single tenant can move into the new office tower. (New
York Daily News, September 8)
MTA LONG ISLAND RAIL ROAD
95% of the membership of LIRR’s 5,400 unionized
employees ratified the contract that the union leadership
had agreed upon with the Metropolitan Transportation
Authority on July 17, 2014, heading off a strike that had
been threatened for July 19. The ratified tentative
agreement is now set for MTA Board approval at its
September meeting. The agreement provides a 17%
wage increase over a 6.5-year period while employees
would, for the first time ever, contribute 2% of their base
40-hour salary toward their health care package and
new employees would contribute toward their pensions
for 15 years as opposed to 10 years for current employees. While the wage increases would be retroactive to
the 2010 effective date of this new contract, the
healthcare co-pays would only take effect this year and
not be made retroactive. (Chiefleader.com, August 25)
A 1914-vintage LIRR MP-54 baggage combine coach
located at the intersection of Routes 347 and 112 in the
town of Port Jefferson Station has apparently been
guaranteed future public access once a project to modernize the intersection is completed in 2015. Used as a
meeting hall for the North Brookhaven Chamber of
Commerce as well as housing its tourism information
center, there had been great deal of concern regarding
the future of the vintage railroad car, which the chamber
had acquired in 1977. In the months since May, 2013,
when the modernization project started, the lack of a
curb cut (driveway) on the edge of one of the approaches to the rebuilt intersection could have denied motor
vehicle access to the railcar’s location on a cul-de-sac
road leading to it. Editor’s Note by Ron Yee: This car will
apparently have a better fate than the MP-54 coach that re-

sided in the Long Island Expressway eastbound rest area near
Exit 53 for decades before succumbing to a modernization
project
around
10
years
ago.
(northshoreoflongisland.com, August 26)
MTA METRO-NORTH RAILROAD
Connecticut Governor Dannel Malloy and Connecticut
Senator Richard Blumenthal have called into question
the justification of a fare increase on the New Haven
Line in 2015. Connecticut’s current agreement with
MNR assigns the New Haven Line 40% of the total cost
of operating the entire railroad, which also operates the
Hudson and Harlem Lines in New York State. Of that
40% share, 65% of it is shouldered by Connecticut.
Concurrently, Metro-North’s parent agency, the Metropolitan Transportation Authority (MTA), has notified
Connecticut to expect to fund a large one-time spike in
expenses in 2015 as it is anticipated that MNR’s unionized employees will be awarded a contract similar to
that won by the unions at the Long Island Rail Road.
Connecticut would also have to fund its portion of various capital expenses from FRA-mandated safety initiatives. Connecticut had budgeted $71 million to fund the
MNR New Haven Line, but it now appears the 2015
funding requirements will be driven up another $57 million to cover the labor contract, and funding requirements for 2016 and beyond would be higher than the
$71 million currently being paid. There are limited options: a larger increase in fares; an increase in the state
subsidy; a blend of both; or, the worst case scenario,
service reductions to make up for the shortfall in funding. The battle has just begun. (The Courant, August
24)
As of September 1, all 380 M-8 EMU cars arranged as
powered married pairs have been delivered to MetroNorth. Of these cars, 364 have been accepted for passenger service (as of August 1) with 12 still in acceptance testing status as of September 1. This leaves
only the 25 single-unit, non-powered M-8 carbody style
coaches which are expected to be delivered by November from the Kawasaki plant in Lincoln, Nebraska.
These single cars will be placed between M-8 pairs to
form 5-, 7-, 8-, or 11-car consists to more closely match
expected maximum ridership volumes on select equipment cycles. Not included in these figures are the three
M-8 EMU cars that were ordered from Kawasaki to replace the three M-8 cars that were written off in the May
17, 2013 wreck near Fairfield (MTA MNR website, August 25; Westchester Journal News, September 1)
The replacement of an entire signal hut at CP229 on
Metro-North’s New Haven Line has been achieved in
just four months instead of the expected 18 months. A
(Continued on page 8)
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replace all of the rail system’s single-level cars with multi-level cars. It would enable NJT to reduce its overall
passenger fleet from 1,124 cars to 1,050 cars by the
year 2020 while simultaneously increasing available
seating by 6%. Not only would all of NJT’s remaining
single-level push-pull coaches (classes Comet III, IV,
and V) be replaced but all of its Arrow III class EMUs
would be replaced with EMUs of a multi-level design.
No word on the engineering issues involved in producing such a self-propelled electric railcar, weight issues
being the primary concern. In addition, Dennis J. Martin
was appointed General Manager of Bus Operations and
Neil S. Yellin became NJT’s First Deputy Executive Director. Yellin was the former Vice President and Chief
Safety Officer at the Long Island Rail Road. (Editor’s
Note by Ron Yee: There would also be significant underfloor
and overhead space and engineering issues for all of the support equipment associated with EMUs. As for the fate of the
relatively new Comet IV and especially Comet V series single
-level coaches, it could be surmised that many of these surplus cars could be sold to other existing or planned commuter
rail operations across the nation.) (Asbury Park Press,
September 12; NJ.com, September 10)
The August 19 derailment of an NJT train on the
Montclair-Boonton Line near the Walnut Street station
has been attributed to faulty concrete ties. An ALP-45DP dual power locomotive was in the lead at the time of
the derailment. 1,110 concrete ties were replaced in the
area of the derailment, which spanned a half-mile of
curved track. The two-track line was single-tracked
through the area as repairs were expedited. Work was
completed September 2, well ahead of the projected
September 8 date. During the interim, eight trains were
cancelled, Trains #208, 212, 209, and 211 in the morning peak and Trains #50, 262, 267, and 275 in the evening peak. (Montclair Times, August 21; Star Ledger,
August 31)
PORT AUTHORITY TRANS-HUDSON RAILROAD
The new World Trade Center transportation hub will
offer free, unlimited Wi-Fi service to the public at the
PATH station as well as the retail areas of the complex.
Over 200,000 people per day are expected to pass
through the hub when it opens in 2015. (New York Daily
News, August 12)
The PATH system has been cited for costing nearly
three times as much to operate as the New York City
subways. Port Authority of New York & New Jersey
(PANYNJ) officials cited increased regulatory requirements stemming from being required to adhere to Federal Railroad Administration (FRA) procedures such as
brake testing at each terminal as well as far more intensive periodic inspection processes, etc. The PATH system was created by an agreement between the Governors of New York and New Jersey to rescue the financially strapped Hudson & Manhattan Railroad and enable a total modernization of the system in the mid-
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fire on May 10 had virtually destroyed the original signal
hut, which controlled all switching movements as well
as the home signals at CP229. Since May 10, MNR has
stationed a signal maintainer at the site of a temporary
signal hut that had limited capabilities but nonetheless,
ensured that there was some degree of routing flexibility
through the area should the need arise. With the loss of
a fully functional CP229, there had been an almost
nine-mile stretch of track that had limited options if there
was a need to reroute trains from one track to another.
(lohud.com, September 12)
The lift bridge over the Harlem River carrying MetroNorth Railroad trains will be undergoing a six-monthlong process of lift cable replacement. Upon completion, they will raise the center span even higher than it
currently rises, allowing taller ships to pass below. (NY
1 News, September 13)
As part of another pilot program to improve accessibility for customers carrying bicycles aboard its trains,
Metro-North is installing a pair of bicycle racks in the
walls of the handicapped-accessible sections of 50 additional M-8 New Haven Line cars. Railroad policy still
prohibits bicycles from peak period trains arriving or
departing Grand Central Terminal between 6 AM and 10
AM and from 4 PM to 8 PM due to capacity constraints,
and priority for the space would still be given to riders
with wheelchairs and baby strollers. While the cars in
this pilot program are expected to be outfitted with the
bike racks by November, no timetable has been mentioned as to when all M-8s would be so equipped if the
pilot program is a success. (Stamford Advocate, September 15)
NJ TRANSIT
NJ Transit updated its rolling stock status on July 18.
Only five of its 524 single level cars, one of 26 ALP-45DPs, and four of 65 ALP-46s remain out of service from
Superstorm Sandy damage. All 429 multi-level coaches
are available for service and a contract has been
awarded to Bombardier to modify the eight ACES multilevels (7229-36) operated in Atlantic City service to
match the rest of the multi-level fleet. 160 cars of the
original 230 Arrow III EMU fleet remain in service, 70
cars having been set aside in favor of the higher capacity multilevel push-pull coaches. (Randy Glucksman,
August 10)
NJ Transit appointed Robert M. Lavell to the position
of Vice President and General Manager of Rail Operations on September 10, 2014. He had been the acting
VP and GM of Rail Operations since March. He had
served as NJT’s Deputy General Manager of Equipment
for six years prior to this year and had a 30-year career
at Amtrak, holding a variety of positions, including Regional Vice President of Equipment Maintenance. One
of the first actions he took was to announce plans to

(Continued on page 9)
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ovation of the interior will have to wait for another grant
to become funded as phase two of the overhaul.
(Orlando Sentinel, August 22)
As part of a cooperative effort between Amtrak, the
New York State Department of Transportation, and the
National Park Service’s Trails and Rails program,
Amtrak’s sole remaining full dome car, 10031 (Ocean
View), was to make its return to the Trains #68 and 69,
the Adirondack, for the Fall foliage season from September 25 to November 4, 2014. Due to vertical clearance restrictions in the Penn Station complex in New
York City, this car will only operate between Albany and
Montreal. It is scheduled to operate northbound on Train
#69 on Monday, Thursday, and Saturday and southbound on Train #68 Tuesday, Friday, and Sunday. It
does not operate on Wednesday. (Amtrak, September
11)
An earlier statement by Amtrak President Joe Boardman has been confirmed by Chief of Northeast Corridor
Planning and Performance Drew Galloway that each of
the Hudson River Tunnels connecting Penn Station with
New Jersey will have to be closed for at least one year
to enable them to be fully rebuilt and repaired after October, 2012 flood damage from Superstorm Sandy. The
timetable for such a rebuild has been placed at less
than 20 years away, making the construction of the
Gateway Project Tunnels far more urgent than previously thought. A detailed engineering assessment is currently underway, with the report due later in 2014. Current operations dictate that only one tube at a time can
be closed for maintenance on weekends, reducing train
capacity from 24 trains per hour to a mere 6. Imposing
such restrictions on weekday train traffic would be an
impossibility for Amtrak’s Northeast Corridor operations,
never mind NJ Transit, which is a mere tenant on
Amtrak-owned and -controlled rails. (Editor’s Note by Ron
Yee: Should such a scenario unfold, where one of the tunnels
must be closed long-term for safety reasons, one could see the
return of a massive ferryboat operation crossing the Hudson
River from places such as Hoboken, to where most NJ Transit
trains would likely be diverted.) (Morristown Daily Record, September 3)
MUSEUMS
On Sunday October 12, 2014, the Shore Line Trolley
Museum will be commemorating the 110th anniversary
of IRT and the 50th anniversary of the final run of the LoVs back in 1964 on a fantrip sponsored by the Electric
Railroader’s Association. Lo-V 5466 has been restored
to its appearance in the late 1930s. The car will be operated for the public to ride at 11 AM, 1 PM, and 3 PM
with photo run-bys scheduled in-between. Refer to:
www.shorelinetrolley.org (Shore Line Trolley Museum,
September 9)
MISCELLANEOUS
Carstens Publications closed down all operations Friday, August 22 after 50 years of publishing leading hob-

(Continued from page 8)

1960s. It was to be heavily subsidized by the tolls collected by the Port Authority’s four bridges and two tunnels. Fast forward to 2014: the entire rail car fleet has
been replaced with PA-5 class equipment that will accommodate a communication-based train control system that is planned as well as massive repairs and upgrades of both river tunnels following the damage
wreaked by Superstorm Sandy in October, 2012. There
is much controversy swirling around the fact that much
of the bridge and tunnel toll revenues as well as airport
facility charges at the airports controlled by PANYNJ
have been siphoned off to non-transportation projects,
such as financing the rebuilding of the World Trade
Center complex. There have been suggestions to
merge the PATH system into a much larger operation
such as New Jersey Transit, but it has been noted that
such a move would have little effect on the operating
inefficiencies that burden PATH. (businessweek.com,
August 22)
AMTRAK
The cities of Indianapolis, Rensselaer, Lafayette, West
Lafayette, Tippecanoe County, and Beech Grove have
come to an agreement with the Indiana State Department of Transportation to extend funding of the Hoosier
State for an additional four months through January 31,
2015. Negotiations are continuing with Corridor Capital
LLC to take over the operation of the service at the end
of this period. (Al Holtz, August 20)
The Montana cities of Sidney, Glendive, Miles City,
Billings, Livingston, Bozeman, Butte, and Missoula now
have connecting bus service on Jefferson Lines with
Amtrak’s Empire Builder at the classic Great Northern
Railway depot at Williston, North Dakota. (Al Holtz, August 21)
Massachusetts Governor Deval Patrick announced an
agreement whereby the state will purchase a 49-mile
rail line between Springfield and East Northfield that
would permit the Vermonter to return to its original routing, avoiding a 25-minute detour via Palmer, Massachusetts that has been in effect since the late 1980s. This
line, popularly referred to as the Knowledge Corridor,
has been undergoing a rebuilding financed by $115 million in FRA and state funds, with the line returning to
passenger service as early as the end of 2014 and all
work on the line being completed in 2016. (Al Holtz, August 22)
The Spanish mission-style depot first opened January
11, 1927 near downtown Orlando, Florida currently servicing Amtrak trains and SunRail commuter trains immediately adjacent to it, will receive a $2.1 million
facelift. Outside surfaces will be restored and painted,
leaks fixed, air-conditioning systems overhauled, and
accessibility for the physically challenged improved.
Work was expected to commence in September. A ren-

(Continued on page 10)
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by magazines, including Railfan and Railroad. On August 29, White River Productions announced that it had
acquired Railfan and Railroad Magazine as well as Railway Model Craftsman. The new owners have promised that current subscriptions will be fully honored. For
information, contact the company at ads@railfan.com or
(800) 282-3291. (Railfan.com, August 22; White River
Productions, August 29)
Railcar manufacturer Kinkisharyo International, a U.S.
subsidiary of Kinki Sharyo Company, based in Osaka,
Japan, is moving its corporate headquarters from Massachusetts to El Segundo, California. This company is
the builder of the new light rail cars for Los Angeles
Metro. Two options were exercised recently for an additional 97 cars intended for the Crenshaw/LAX line and
also to replace the oldest LRVs in Metro’s fleet currently
serving the Blue Line to Long Beach. Kinkisharyo has
supplied the largest number of low-floor light rail vehicles to North American operators. One of the goals of
this move to California is to build a plant to manufacture
the carbody shells in the U.S.A., rather than import
them from Japan and simply assemble the cars for clients in plants located in the same state or locale. (Los
Angeles Daily Breeze, September 5)
OTHER TRANSIT SYSTEMS
PHILADELPHIA, PENNSYLVANIA
SEPTA has extended its pilot program of 24-hour
weekend subway and elevated train service to November 2. The original pilot program, which began on June
15, was slated to end on Labor Day, September 1, but
was extended to be able to evaluate the ridership volumes and fare revenues that would be generated by
students and workers returning to their normal patterns
of work activities in the Fall season. SEPTA will weigh
the revenue stream versus the costs of keeping the system open overnight on weekends before it determines if
the program could be made permanent. (Progressive
Railroading, August 15)
PATCO is performing final acceptance testing of the
initial eight-car trainset of cars rebuilt by Alstom
Transport, Incorporated. 120 cars are scheduled for the
$194 million rebuilding program. The first trainset had
been expected to be in passenger service by February,
2014, but the program has encountered several technical issues. Once these cars pass their 500-mile test
with no defects, the cars will finally be accepted for revenue service and the rest of the cars can be placed into
the rebuilding program. Six more cars are almost completed at the Alstom plant in Hornell, New York with another 26 cars already on site for rebuilding. Once rebuilt, the highly-sought-after railfan seat across from the
Train Operator will become a memory. Full-width operating cabs will be the standard for the rebuilt fleet, resulting in a reduction of seating from 160 to 152 in each
10

pair of cars. Other upgrades slated for this car fleet are
new flooring (non-skid) and seating (bucket seats replacing the bench seats), new lighting and heating, ventilation, and air conditioning systems, the ability to accommodate communication-based train control signaling systems, new thicker windows, and state-of-the-art
passenger and route information systems. (Al Holtz,
September 8)
VIRGINIA
Seeking to maintain recent momentum to add light rail
transit, the Chesapeake City Council on August 19 voted to officially ask Hampton Roads Transit, operator of
The Tide LRT, to help Chesapeake locate adequate
funding for a $1.8 million study of the proposal. Chesapeake's City Council adopted a resolution endorsing
LRT in Chesapeake as early as 1996, and four years
later, unlike neighboring Virginia Beach in 1999, voters
approved a referendum favoring the concept. As with
many rail projects, concerns over local cost shares
stalled further progress until last June, when the City
Council indicated a willingness to advance a study, as
well as begin applying for federal and Virginia state
funding assistance.
Chesapeake reportedly already has applied for part of
$24 million in state transportation planning money that
will become available in 2021 under the Regional Surface Transportation Program. Neighbors Virginia Beach
and Norfolk are using funds from the program for other
proposed LRT extensions.
Virginia Beach seeks to extend The Tide from its current eastern terminus at the Newton Road station to its
Town Center, though access to the city's beachfront has
been shelved for the present. Norfolk, with backing from
the U.S. Navy, seeks to add LRT access to Naval Station Norfolk, extending The Tide from its current western
terminus at the Fort Norfolk Medical Center station.
Hampton Roads Transit and the city of Norfolk officially marked the opening of the 7.4 mile The Tide LRT,
costing $318 million, on August 18, 2011, with revenue
service commencing three days later. Rail transportation has seen a renaissance in Virginia, with Amtrak
extending Northeast Regional service to the state and
the return of intercity rail to Norfolk along with light rail,
successes with Virginia Railway Express (VRE), and,
just recently, with the opening of the Silver Line, which
will extend to Dulles Airport by 2018. (Railway Age, August 20)
NORTH CAROLINA
Light rail transit plans got the backing of officials in
Durham and Orange Counties on August 13, setting the
stage for a concerted effort to secure federal funding for
a regional LRT system covering the central core of the
Tar Heel State's famed Research Triangle (officially the
Raleigh-Durham-Chapel Hill Combined Statistical Area).
Still missing from the equation so far, however, is a
third county, Wake, which includes the state capital, Ra(Continued on page 11)
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leigh; it has yet to commit to growing LRT.
Durham and Orange Counties have approved
measures to bolster chances of state funding support
for LRT linking Durham and Chapel Hill; the plan has
express public support from elected officials and state
Department of Transportation division engineers.
Durham and Orange Counties already collect a halfcent sales tax intended to provide local funds for the
project.
But a funding cap enacted by state legislators means
only $135 million in state assistance can be directed
toward the rail plans during the next 10 years, short of
the $455 million in state matching funds anticipated as
necessary to advance the $1.8 billion project.
Last February the Federal Transit Administration approved conceptual planning of an LRT starter line, initially linking East Durham and the University of North
Carolina-Chapel Hill. Numerous others colleges and
universities located in the Triangle — a secondary
source of the region's nomenclature — would be eventually linked by LRT as a rail system grew to cover more
of the area. (Railway Age, August 14)
ATLANTA, GEORGIA
Atlanta Streetcar’s four Siemens S-70 class light rail
vehicles have begun the process of street testing in
preparation for the inauguration of service in late 2014.
The 2.7-mile line is virtually complete and has 12 stations. The street testing is expected to last 60-90 days
before service commences. For more details on this
new line, go to http://streetcar.atlantaga.gov/. (Atlanta
Streetcar website, August 14)
FLORIDA
Member Dennis Zaccardi provided some news about
the Pinellas Suncoast Transit Authority’s ballot measure, Greenlight Pinellas, which includes a light rail component. Going into November, public opinion on the
measure is split, but accusations of a 300% tax increase have been beyond unfounded. Charlie Crist, the
moderate Republican-turned-Democrat (who supported
high speed rail as a Republican) has endorsed the
measure. (Saint Petersblog, September 15; Tampa Bay
Times PolitiFact, March 20)
All Aboard Florida, the high-speed passenger rail service linking Miami, West Palm Beach, and Orlando being developed in conjunction with Florida East Coast
Industries, has selected Siemens as the manufacturer
for its train sets. Each of the five consists ordered will
have an EPA Tier IV-compliant diesel electric locomotive at each end with four passenger coaches and operate at up to 125 mph. The coaches will feature the latest
passenger amenities such as Wi-Fi, ergonomic seating,
and accommodations for bicycles and baby strollers.
The coaches will be designed exclusively for high-level
11

platforms to facilitate passenger access and be fully
compliant with Americans with Disabilities Act requirements. The five initial sets will cover the service between Miami and West Palm Beach and it is expected
that another five sets will be ordered to cover the West
Palm Beach-to-Orlando segment. The trainsets will be
designed to accommodate an expansion to seven
coaches when ridership warrants and funding becomes
available. The Siemens plant in Sacramento will perform all manufacturing functions and most components
will be made in the U.S.A. (Associated Press, September 11)
CHICAGO, ILLINOIS
The Chicago Transit Authority is spending $33 million
to modernize three Blue Line stations at Western, California, and Damen. To expedite the work, California is
closed 24/7 in both directions for 42 days from September 4 to October 15 and Damen will be closed 24/7 from
October 20 to December 21. In addition to the vitally
needed structural repairs, new signage and lighting as
well as expanded fare control areas and new bicycle
racks will bring the stations up to 21st Century standards
while restoring some of the historic late 1800s-vintage
features. (Al Holtz, August 13)
The Chicago Transit Authority awarded a $40.3 million
contract to rehabilitate the elevated structure and tracks
between the Merchandise Mart and Armitage stations
on the Brown (Ravenswood) and Purple (Evanston Express) Lines. The work is expected to commence in the
Spring of 2015 and be completed by year’s end, eliminating two-thirds of the slow orders that have plagued
the Brown Line. (Chicago Tribune, August 14)
The Chicago Transit Authority (CTA) will spend another $92 million for a total of over $166 million to rehabilitate all 257,1992-3-vintage 3200-series cars. Component replacements include propulsion and power systems, wheels and trucks, doors and door motors, installation of LED interior lighting, HVAC upgrades, and LED
destination signs similar to the new 5000-series cars.
The work will be performed in-house by CTA personnel.
(Al Holtz, September 11)
Officials from the Chicago Department of Transportation, Amtrak, and Metra have been working on a master
plan to improve Union Station from a passenger flow
and facilities standpoint. Platforms would be improved
by reconfiguring unused platforms and tracks to create
new platforms that are wider than those in current use.
Lighting, leaky roofs, and canopies would be replaced
while the iconic and historic Great Hall would remain
untouched. These improvements are sorely needed to
accommodate anticipated ridership growth for Amtrak,
especially for downstate services and trains to the
Rockford-Quad Cities area and from the development
of high-speed rail linking Chicago with points north and
east. Metra’s BNSF corridor, operating out of the south
(Continued on page 12)

NEW YORK
BULLETIN
OCTOBER,
ERADIVISION
BULLETIN
- OCTOBER,
2014 2000
Commuter and Transit Notes
(Continued from page 11)

concourse, is the busiest of its 11 lines. (Chicago Tribune, September 10)
MINNEAPOLIS-ST. PAUL, MINNESOTA
The new Green Line LRT has made news in recent
weeks on various fronts, some good, some bad. Opponents continue to snipe at the proposed Southwest Corridor Light Rail Project, sought by the Metropolitan
Council as the third LRT line to serve Minneapolis/St.
Paul and surrounding municipalities, despite the fact the
route has received approval from many of the communities it would serve, including an approval that made the
news during the ERA Annual Convention in Minneapolis.
Some residents along the route continue to protest the
risk of hazardous material shipments and potential accidents from freight trains sharing the right-of-way of the
current proposed route. The proximity of LRT and
freight rail activity prompted some residents to urge the
Federal Transit Administration to withhold federal funding pending additional study.
Recently Minneapolis and the Metropolitan Council
jointly announced a "tentative agreement" to proceed
with the planned development of the line, linking downtown Minneapolis and Eden Prairie. The two parties had
sparred for months over the project's right-of-way options, generated in part by proposals for LRT to share
the right-of-way with existing freight rail operations,
which Minneapolis opposed and still expresses unhappiness over despite the pact.
The 15.8-mile Southwest LRT Project, also called the
Green Line Extension, will extend the Green Line
(Central Corridor LRT which opened June 14, linking St.
Paul, the state capital, with downtown Minneapolis)
from downtown through growing southwestern suburban municipalities.
Glencoe (Minnesota)-based short line Twin Cities &
Western Railroad operates trains over part of the rightof-way that Metro Transit would use. Minneapolis has
insisted that control of the right-of-way be held by a
public entity, though it appears reluctant to be such an
entity itself.
Though the line would serve four other cities in addition to Minneapolis, each of which had various problems or concerns, Minneapolis, the state's largest, has
been most difficult to mollify.
Hennepin County voted on the project on August 19
and gave its approval; the Minneapolis City Council followed; and the Federal Transit Administration gave a
thumbs-up to an extension of the Blue Line. The extension, also known as the Bottineau Transitway, would run
north from Target Field in Minneapolis, stretching 13
miles to Brooklyn Park. The extension is estimated to
cost $1 billion to construct and would open for revenue
service in 2021.
12

During the ERA Annual Convention, the Green Line
suffered its first fatality when 42-year-old attorney Shana Buchanan was struck about 10:15 AM Sunday near
the Westgate station, near the border between Minneapolis and St. Paul. Originally it was speculated that it
was a suicide, as Buchanan had been suffering from
depression and was taking a medical leave, but updates on the story have indicated that it might have
been a case of distracted attention. (Railway Age, August 15 and August 25; MinnPost, August 20 and August 29; Star Tribune, September 2)

John Pappas photograph.

The Green Line has been hampered by delays stemming from traffic signals in the city of St. Paul, leading to
increasing frustration on the part of its riders, who experience around 15 minutes of delay per trip. The 11-mile
trip currently takes almost one hour. The traffic signal
prioritization system has not been effective in expediting
rail traffic. While it is similar to the system in place for
Phoenix, Arizona’s light rail system, St. Paul has been
reluctant to allow it to significantly impact the flow of
vehicular traffic, stemming from political fears of upsetting automobile drivers for special treatment of the light
rail line. As a result, the delays have created a 55% ontime performance, causing many users to miss their bus
connections. While ridership averages almost 31,000
passengers per weekday, running about 12% above
projected ridership levels for 2015, these delays have
generated criticism of the light rail system and could
hinder future ridership growth. (Star Tribune, August 20)
OKLAHOMA CITY, OKLAHOMA
Oklahoma City is preparing to solicit bids from streetcar manufacturers for its proposed $130 million initial
streetcar line. The City Council there voted on August
26 to begin the bidding process to obtain five dualpower streetcars, although the initial section will use
overhead catenary.
Last September the city approved the streetcar plan
as part of its larger MAPS 3 development project. Estimates call for the line to begin revenue service in 2017.
(Continued on page 13)
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Local media report the Request for Proposals (RFP)
allows manufacturers room to vary vehicle length, but
imposes height requirements to address low bridge
clearances along the proposed route.
City engineers expect up to 10 different streetcar manufacturers to reply to the request. (Railway Age, August
27)
HOUSTON, TEXAS
Metropolitan Transit Authority of Harris County
(Houston's METRO) has filed a motion with the Surface
Transportation Board to formally acquire nearly 58 miles
of right-of-way from Union Pacific Railroad .
A Surface Transportation Board docket published on
August 14 notes that METRO is making the move "to
acquire from Union Pacific Railroad Company (UP) the
right to restore rail service over a rail-banked right-ofway between milepost 3.48 near Bellaire Junction in
Houston to milepost 61.2 near Eagle Lake, a distance
of 57.72 miles, in Harris, Fort Bend, Austin, Wharton,
and Colorado Counties, Tex."
A METRO spokesperson on August 15 told Railway
Age that “ METRO is not buying this property. This
is related to a sale to Fort Bend County of all rights in
the corridor from the county line with Fort Bend out to
Eagle Lake."
METRO, based in Houston, currently operates light
rail transit and bus services primarily within Harris
County, but has been exploring regional passenger rail
("commuter") options for the past few years.
UP received permission to abandon the line in 2000
but later worked out an agreement with METRO to rail
bank the segment for future use. The deal was expected to be wrapped up by the end of August. (Railway
Age, August 15)
DALLAS, TEXAS
Dallas Area Rapid Transit (DART) commenced service
on its Orange Line, linking the Dallas-Ft. Worth Airport
with downtown Dallas on Monday, August 18 on a new
five-mile line linking Terminal A and the Belt Line station.
(Metro, August 19)
CALIFORNIA
Think that passenger rail in the United States is on the
decline? Caltrain will purchase 16 surplus railcars from
Metrolink to extend trainset lengths and provide more
capacity for standing-room only peak-hour trains.
The Bombardier bi-level railcars will be purchased
from Southern California Regional Rail Authority, which
operates the Metrolink service. While these cars are
similar to the Bombardier vehicles Caltrain uses, Metrolink's fleet has been largely retired, replaced by new
equipment from Hyundai-Rotem, in part due to the 2008
Chatsworth accident, which has left a black mark on the
Bombardier fleet. Caltrain said it could take up to one
year to rehabilitate the cars and place them into service.
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The total cost of purchasing and renovating the equipment is $15 million. Caltrain said the majority of this
funding will be covered by a farebox revenue bond; Caltrain will cover the remaining funds by reinvesting surplus farebox revenue into the railcar purchase.
The additional cars are intended to provide short-term
capacity relief on peak-hour trains, which, as a result of
the ridership increase, frequently experience standingroom-only conditions. “Customers are sometimes required to stand for lengthy periods during longer trips,”
Caltrain noted. On the other hand, standing-room only
is common on many commuter rail systems, including
Metro-North.
Caltrain’s newer Bombardier equipment and gallery
trains are currently configured with five cars, which include two bike cars. Trains can carry between 550 and
650 seated passengers. The former Metrolink equipment will be used to expand a number of peak-hour
trains to six cars. As in many of these instances, Caltrain did make note that some platforms might need to
be extended. While Caltrain has been seeing huge ridership increases, Metrolink has been experiencing
slight declines in ridership over the last few years (see
below). Furthermore, statistics also point towards a ceiling for Metrolink ridership due to demographics and
geography. (Railway Age, September 5; Los Angeles
Times via Al Holtz )
LOS ANGELES, CALIFORNIA
Metrolink ridership continues to fall since its peak in
2008 due to the ravages of the worst recession to hit
southern California since World War II. Unemployment
in the region ranges between 8 and 13%. An influx of
residential properties appearing in the formerly allbusiness downtown districts of Los Angeles also contributed to a change in travel patterns, with many workers living and working in downtown and not needing a
commuter rail system to feed the central business district. With Los Angeles not having a core downtown as
most large U.S. cities have, and instead having several
scattered business districts not conducive to the travel
patterns best served by commuter rail, the ridership
base has deteriorated over the past few years as many
other former riders, dissatisfied with poor timekeeping
of the trains, have opted to return to commuting by car,
albeit with the latest generation of ultra-fuel efficient
vehicles such as Toyota Priuses. Faced with passenger
revenue fall-offs that will likely be addressed by service
reductions, fare increases, or both, Metrolink now has a
choice to make, both of which could exacerbate the loss
of ridership systemwide. (Metro, September 10)
SEATTLE, WASHINGTON
Following San Francisco’s lead, King County Metro,
serving the Seattle metropolitan area, will be the second city transit agency to offer a subsidized fare of
$1.50 for between 45,000 and 100,000 low-income riders. Metro has stated that it will cost $7-9 million in re(Continued on page 14)
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duced fare revenues and administrative expenses. Eligibility for the special ORCA fare cards, providing the
$1.50 rides that will only be valid on buses, will be limited to those persons whose income is less than 200%
above the federal poverty level, which is currently
$23,340 for individuals or $47,770 for a family of four.
The reduced fare ORCA card is designed to provide
affordable transit for those in need, a vital public service
that could attract one million more rides on the system,
which was expected to lose ridership with the 25-cent
fare increase due to take effect in 2015. In the past 10
years, the system has reduced its tax subsidies from 80
percent to 71 percent. This fare program will ultimately
reduce farebox revenues for the King Metro, which is
concurrently seeking approval for an increase in the
local sales tax and automobile registration fee to avert
service reductions on the bus system. (Seattle Times,
August 14)
TORONTO, ONTARIO, CANADA
The Toronto Transit Commission (TTC) has finally
jumped onto the bandwagon of transit agencies designating their rapid transit lines by color, letter, or, in
TTC’s case, numbers. Effective immediately, the YongeUniversity-Spadina Line is #1; the Bloor-Danforth Line
is #2; the Scarborough RT is designated as #3, and the
Sheppard Line will be referred to as #4. (Toronto Transit
Commission, August 16)
It has been reported that the fare for the new UnionPearson Express linking Toronto’s Pearson Airport with
Union Station in downtown Toronto could range as high
as $20-30, a sharp contrast to the current $3 base fare
via subway line #2 of the Toronto Transit Commission
(TTC) to its Kipling terminal and utilizing the connecting
TTC bus to the airport. While the new airport express,
utilizing 18 Diesel Multiple Unit trains (DMUs) built by
Nippon-Sharyo, will provide travel times of as little as 25
minutes, far less than half the time required by TTC
subway and bus, the news of a much higher-thanexpected fare is generating controversy. The line is
scheduled to open in time for the Pan Am and Parapan
Am games in the summer of 2015. (Editor’s Note by Ron
Yee: The TTC vs. Pearson Airport Express option would
roughly parallel the option presented to Londoners, who have
a choice of 2 Heathrow Express or Limited Express services
versus the London Transport Piccadilly Line linking downtown London with the airport, except that TTC charges a flat
fare of just $3 ( less if on multi-ride ticketing options) while
LT’s Piccadilly Line charges a fare based on distance traveled and is much higher than its base fare.) (Toronto Star,
August 22)
The DMUs, which can be configured in trainsets of
two or three vehicles accommodating 120 or 180 seated passengers, are EPA Tier 4 compliant and can be
converted to EMUs once GO Transit goes forth with its
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electrification plans, even more crucial with talks of
high-speed rail coming to Ontario. Trip distance is 23.5
km (14.5 miles). There are two intermediate stops, at
the Bloor-Dundas and Weston GO Transit regional/
commuter rail stations. (Railway Age, August 15)
TTC’s new Bombardier Flexity class Light Rail vehicles made their debut on August 31 on Route 510/
Spadina. A press photo shows car 4403 breaking the
inaugural banner at the Spadina station. A proof of payment fare system is now in effect on the line to take advantage of the four doors on each side of the 30-meterlong low-floor cars. All 204 cars are expected to be delivered by 2019, totally replacing the venerable CLRV
and ALRV fleet dating back to the 1980s. (Editor’s Note
by Ron Yee: It has been widely circulated that the ALRVs will
be the first to be retired, despite being younger than the
CLRVs, which began replacing the classic PCC fleet in
1979.) (Toronto Sun, August 31)

John Pappas photograph.

WATERLOO, ONTARIO, CANADA
Ontario's Region of Waterloo has launched a new
website designed to keep residents and other interested
parties updated on ION light rail transit construction, set
to become intensive as 2015 begins.
Region of Waterloo officials noted on August 15 that
ION construction initially will proceed in at least 12 locations, including five along the ION-adapted Bus Rapid
Transit route serving Cambridge, Ontario, and seven
along the ION light rail transit (LRT) route linking Waterloo and Kitchener. An overview of initial 2014 ION construction also was provided. The website will continually
be updated to announce changes and plans as they
evolve.
Groundbreaking was set to occur on August 21. The
$1.7 billion (CAD$1.9 billion) design, build, operate, and
maintenance (DBOM) plan was awarded last March to
the GrandLinq consortium. Ion will employ Bombardier
Flexity Freedom light rail vehicles.
ION staff will meet with residents, business owners,
(Continued on page 15)
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and community groups in the months ahead to reinforce
the information flow, including updates on road restrictions and/or road closures. Officials also plan to
issue written notices to every resident and business
owner within 100 meters of ION construction before
work begins.
The GrandLinq consortium also is training supervisors
to establish neighborhood contacts to expedite construction and address potential problems involving traffic and other disruptions involving access to residences
or businesses. (Railway Age, August 18)
MEXICO
Construction has begun on the first phase of the third
light metro line in Mexico's second-largest city, Guadalajara. The initial section of Line 3 will link Periférico
Zapopan in the northwest of the city with Federalisimo
on Line 1.
The total length of all three phases will be 21.5 km
(13.4 miles) and the line will have 18 stations. The second phase will include a 5.5-km (3.4-mile) tunnel with
five underground stations, including an interchange with
the east-west Line 2 at Plaza Universidad. The final
section will extend the line on an elevated alignment
into the southeastern suburbs to terminate at Central
Camionera in Tlaquepaque.
When all three phases are completed, Line 3 is expected to carry around 233,000 passengers per day
with a journey time of 33 minutes between the two terminals.
Service will be operated by a fleet of 16 two-car trains,
each accommodating up to 500 passengers.
(International Railway Journal, August 28)
LONDON, ENGLAND
London Underground (LU) has launched a bidding
process for trains for the Northern and Jubilee Lines to
enable more frequent service to be operated on each
line following resignalling and to provide additional
trains for an extension of the Northern Line.
LU requires five 108-meter (354-foot)-long six-car
trains for the Northern Line with an option for up to 45
additional trains, plus an option for up to 18 126-meter
(413-foot)-long seven-car trains for the Jubilee Line. LU
is considering whether to cascade trains between the
two lines, which may require the incorporation of redundant Jubilee Line trailer cars into the new trains.
The tender includes an option for a through gangway
between cars within each train. The trains must be designed for a life of 40 years, and meet high levels of
reliability and performance from entry into service.
The contract will have a minimum value of £40 million
(USD$66 million) and could reach £470 million
(USD$775 million) if all options are exercised. The contact will run for four years and six months.
LU announced on August 21 that it had selected Fer15

rovial Agroman Laing O'Rourke for a £500m contract to
design and construct the extension to the Northern Line
from Kennington via Nine Elms to Battersea. The award
of the contract is conditional on funding and approval of
the project by a public inquiry that is expected shortly.
The total cost of the project is around £1 billion
(USD$1.65 billion) and it will be financed by contributions from the developer of the old Battersea Power
Station site and through a new enterprise zone. The
extension is expected to kick-start regeneration of the
Nine Elms area. It is hoped to start construction of the
extension in Spring next year and complete the project
in 2020. (International Railway Journal, August 22)
MARSEILLE REGION, FRANCE
Could free light rail come to Ithaca, Elmira, or even
Binghamton? One could wish, but for a town east of
Marseille, France, that dream is now a reality. Aubagne,
a town of 46,000 inhabitants, inaugurated its first light
rail line on September 1.
Like the town's bus network, no fares are charged for
travel on the tram line, making it the first free-to-use
light rail system in France and one of the first in Europe.
The 2.7-km (1.68-mile) line has seven stations and
links the main line station in Aubagne with Charrel. Construction began in early 2013 and the project had a
budget of €166 million (USD$214 million) including rolling stock.
Service operates at 10-minute headways using a fleet
of 10 Citadis Compact low-floor LRVs. The 22-meterlong three-section vehicles accommodate up to 125
passengers.
The Urban Community of Pays d'Aubagne et de
l'Etoile decided in April that it would not proceed with construction of the second or third phase of the network,
although the community's president, Sylvia Barthélémy,
announced at the opening ceremony that the municipal
government will study the reopening of the (14-km) Valdonne railway north of Aubagne as a light rail line.
The proposed line would serve an area with a population of 60,000, linking Aubagne with Roquevaire, Auriol,
La Destrouse, and La Bouilladisse. At present there are
around 18,000 car journeys a day on the road between
Aubagne and La Bouilladisse, and 110,000 vehicles per
day use the motorway linking the area with Marseille.
(International Railway Journal, August 22)
RUSSIA
Talgo has delivered a variable-gauge set of 20 coaches for Russian Railways (RZD) to Berlin in readiness for
testing on the German network.
RZD has ordered seven Talgo sets. Three of these
trains will be equipped with variable-gauge 1,435-mm
and 1,520-mm-gauge wheelsets for use on services
from Russia to Europe, while the remaining four trains
will be fitted with fixed 1,520-mm-gauge wheelsets. The
variable-gauge trains will be introduced on overnight
services between Moscow and Berlin next year.
(Continued on page 19)
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tilation fans, etc.) necessitated by flood damage from
Superstorm Sandy. As part of the Metropolitan Transportation Authority’s “Fix and Fortify” campaign to make
the subway system more resistant to flooding, or, if one
does occur, minimize its impacts and allow quick restoration of service, NYC Transit is undertaking a huge
effort to repair all of the damage wreaked by that epic
storm with its record-breaking storm surge. The Greenpoint and Montague Street Tunnels were the worst affected by the flooding. One feature the closure of this
tunnel created was the creation of a free MetroCard
“walking transfer” between the Broadway station on G
and the Lorimer Street station on JM. There is a
grassroots effort being made by local politicians and
community groups to try to make this transfer a permanent feature in the NYC subway fare structure. Citing a
potential impact of $700,000 to $1.1 million in lost fare
revenue, MTA is not amenable to this concept as it
could be precedent-setting for the system and require
expensive changes to the fare card system as well as
further reduce fare revenue. Editor’s Note by Ron Yee: In
the coming months and years, a few other river crossing tunnels may be closed down in a similar manner to facilitate
total overhauls.
Montague Street Tunnel Reopens—Weeks Early
The Montague Street Tunnel reopened on the evening of Sunday, September 14, restoring R train service
a month earlier than the planned 14-month period to
achieve a complete rebuilding of its infrastructure. The
$250 million rebuilding project involved the replacement
of 11,000 feet of track (rail and roadbed), 30,000 feet of
terra-cotta duct banks in the benchwalls of the tunnels,
75,000 feet of power cables, and 200,000 feet of communication cable (all of which are of a type that is resistant to damage from seawater immersion), as well as
beefing up vital infrastructure such moving a signal
room at Whitehall Street to a higher level and making
relay and breaker rooms more resistant to future water
intrusion and flooding with additions such as submarinequality watertight doors and higher capacity pumps to
remove water from the tunnel if it ever floods again.
The first revenue trains through were as follows (times
as per schedule):
First northbound N (September 14): left DeKalb Avenue at 10:51½ PM; arrived at Whitehall Street at
10:58½ PM
First southbound N (September 14): left Whitehall
Street at 11:23 PM; arrived at DeKalb Avenue at 11:30
PM
First northbound R (September 15): left DeKalb Avenue at 5:45 AM; arrived at Whitehall Street at 5:52 AM
First southbound R (September 15): left Whitehall
Street at 6:06 AM; arrived at DeKalb Avenue at 6:13 AM
16

“Vontz” Wrong With This Picture?
New York City subway riders and employees now
have to face another type of risk when on the trains –
bedbugs. Since August 3, at least five trainsets have
been removed from service and fumigated for the pesky
and hard to remove/kill insects, which have been documented as biting at least one subway crewmember. So
far, bedbugs have been reported on N, Q, and 6.
Subway officials, while reacting immediately to reports
of any bedbug sightings and aggressively responding to
eradicate them, are saying that with a daily ridership of
around 5.5 million, the number of trains affected is actually quite small. Editor’s Note by Ron Yee: There could soon
be an explosion of bedbug reports if they are anything like the
colonies of roaches on buses and trains that flood out of their
summertime hiding spots once the heaters are fully turned on
in colder weather.
Object Detection System Being Tested
The Metropolitan Transportation Authority is testing a
new high-tech system designed to detect objects such
as people who have fallen into the track area. The test
is being conducted at an undisclosed station to prevent
pranksters from interfering with the testing. Combining
laser detectors, thermal imagers, and smart video, the
system is designed to detect “intrusions” on the track
areas and activate flashing light signals located in the
tunnel 300 feet upstream of the station. This system
does not trigger an automatic stoppage of train movements but alerts Train Operators to slow their trains prior to reaching the station and be on the lookout for an
obstruction, potentially saving many lives.
Staten Island Railway Real Time Data
MTA SubwayTimeTM App, which started in December,
2012, displays the real-time data for subway routes 16 and the 42nd Street Shuttle. Real-time data for Staten
Island Railway’s Great Kills, Eltingville, Annadale, and
Huguenot stations was included recently and is shown
on the stations’ countdown clocks. This system tracks
Staten Island Railway trains through the signal system
and compares their locations with the train schedule.
Then the system calculates the arrival times in accordance with the schedule and train location.
Staten Island Railway, which transports 24,600 passengers on an average weekday, is a 14-mile, 22station line. It was operated as a subsidiary of the Baltimore & Ohio Railroad for 72 years and was taken over
by MTA in 1972. The railway operates 64 R-44 passenger cars modified to Federal Railroad Administration
standards. The railway also has a full roster of locomotives, hoppers, flatcars, and crew cars.
Staten Island Railway Security Cameras
Crime statistics indicate the new security cameras
installed at stations as well as an increase in police patrols system-wide when the local high schools release
their students have resulted in a dramatic reduction in
(Continued on page 19)
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from September, 2014 issue)
I arrived in Pisa at 15:45 and was immediately thrust past churches and other old buildings, with our guide’s
among a host of tourists. From looking at a city map narrative emphasizing the beautiful scenery and views
posted in the station’s forecourt I concluded I could walk of the Mediterranean from way up high. The weather
to the leaning tower in a reasonable amount of time. was mostly cloudy, and fortunately not too warm, but
Wrong!, and especially noticeable after I took a few bad Clare still found the walk a little formidable and did not
turns on what had turned into a very warm sunny after- make it all the way up to the peak, where a park with a
noon. I finally arrived at the UNESCO World Heritage cactus garden is located (charging admission, of
site at about 16:30 and was immediately impressed. course). Nevertheless, she enjoyed the exercise. The
Despite the throngs of visitors it was easy to get rela- tour members gradually spun off to visit shops, cafes,
tively unobstructed photos of the lovely buildings that and restrooms, but we all returned to the coach in time
for its scheduled departure.
dominate the square.
Back on the Corniche, we continued along the Cote
By the time I completed my exploration I was rather
tired, and did not want to repeat my walk. There was a d’Azur to our final destination, the city of Nice, with
nearby bus stop but no ticket machine. I took my chanc- views of Cap Ferrat, Villefranche, and Cap d’Antibes
es and rode back to the station (a little over 5 minutes from the mountains above. Nice sports a light rail line,
—unlike me, the driver knew the way) and I was able to opened in 2007, that includes a section of battery propelled wireless operation. I had
catch the 17:45 train (a push-pull
covered the line extensively in
local bound for Rome) for the 152009, and so did not feel it necesminute ride back to Livorno. A
sary to do any further photography
Route 1 bus at 18:03 got me to the
at this time. Two more lines are in
square at 18:08, in time for the
the works. After the coach was
18:21 pier shuttle. It was a full bus,
parked, we stayed with the group,
and the starter indicated it was the
and walked into the Old Town,
last bus of the day. I was back on
crossing the streetcar tracks en
the Eurodam at 18:30, with deparroute. We spent the lunch hour at a
ture set for 20:00. A fine day.
wine cellar, where cheese and the
The only shore excursion in which
local vintage were tasted, while an
Clare and I participated together
interesting talk on the subject was
was on Sunday, April 21. We
given. A little later we were given
docked at Monte Carlo in the Prinsome free time and walked through
cipality of Monaco on time at 8:00
a flower market along the promeand boarded the motor coach for
nade next to the beach and sea,
the “Taste of the Riviera” excursion
and consumed snacks from varishortly after. The bus had only a
ous vendors. The area was busy,
couple of empty seats and soon we
as a bicycle race had just ended,
were traversing through some exand lots of traffic barricades were
cellent mountain scenery on the
being removed.
way to the village of Eze. Much of
Our return trip was along the highthe guide’s narrative was devoted
way that runs at the foot of the
to the royal family of Monaco, Prinmountains, with glimpses of the
cess Grace, and the government’s
relationship to France. Of course The city of Pisa looked a bit worn for wear. About sea on the right and occasional
halfway on my journey to the tower I came
views of the electrified SNCF
the risks of driving unsafely were
across the attractive 11th Century San Paolo
mentioned as we scaled the steep, All’Orto church, situated along a walking street. tracks on our left. We arrived back
at about 16:00, a good two hours
narrow, and sharply curved road.
As we arrived in Eze we saw many vendors busily before the ship’s departure, and a few minutes before a
setting up goods for sale to tourists. The village is short, heavy shower. It was a nice way to spend the
perched atop a steep craggy hill that is not open to reg- day, but hardly spectacular.
(Continued on page 18)
ular automobile traffic. It dates from medieval times and
our group walked along narrow cobblestone streets,
17
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In the following four photos, the angles create a perspective that may make the other buildings look taller than the
Leaning Tower. They are slightly shorter.

(Continued from page 17)

This imposing
structure, the
Cathedral
(Duomo), lies to
the left of the
bell tower.

The classic view of the Leaning
Tower. Construction of the 183foot high bell tower in the Cathedral Square (Piazza del Duomo)
was started in the 12th Century
and completed in the 14th .

The Baptistery is very impressive. It and the Cathedral are about 4
feet shorter than the bell tower.

A view of the Mediterranean from the village of Eze. Note the cruise
ship anchored in the background. We would return to Monte Carlo
on the road in the left foreground.

Crowds of people approach
the walled area through this
entryway.

The colorful cactus garden atop the village of Eze on the French
Riviera.

(Continued on page 19)
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Another view of densely populated Monte Carlo and its port, from
our cruise boat. This and the previous photo were taken just after a
short, violent shower.

Monte Carlo, the capital of the Principality of Monaco, is in the
background of this view of one of the Eurodam’s swimming
pools.
(Continued next issue)

Around New York’s Transit System
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The 1520-mm-gauge sets had been due to enter service in October between Moscow and Kiev, but due to
political tensions between Russia and Ukraine, the
plans have been cancelled.
RZD announced earlier this year these trains will instead replace Siemens Sapsan high-speed trains on
the Moscow – Nizhny Novgorod route from 2015. The
first of the 1520mm-gauge trains was delivered direct to
Russia earlier this year and is now undergoing trials.
(International Railway Journal, August 22)
DUBAI
With testing now well underway, Dubai Road and
Transport Authority (RTA) has announced that Dubai's
inaugural light rail line, the Al Sufouh Tramway, will
open to passengers on November 11.
The 10.6-km first phase of the line from Dubai Marina
to the depot near the Dubai Police Academy will have
17 stations and is expected to transport around 27,000
passengers per day in the first year of operation. This is
expected to increase to 66,000 per day when the 4-km
second phase of the project opens in 2020.
The line is the first in the world to be entirely electrified

Around New York’s Transit System
(Continued from page 16)

reported crimes on the line. Police statistics are showing
a greater than 50% reduction in crime in the six years
since 2008. However, many riders continue to blame the

19

using Alstom's APS ground-level power supply system.
(Editor's Note by Sasha Ivanoff: Member Jack May mentioned APS technology at his January presentation, and most
systems have a hybrid APS and overhead catenary setup, not
dedicated APS.) Alstom is also supplying 11 44-meterlong LRVs for the first phase of the project, with a further 14 vehicles set to be delivered for the second
phase.
Sheikh Mohammed bin Rashid Al Maktoum, ruler of
Dubai, attended the latest round of trial operations in
mid-August, riding on a vehicle during a line test and
touring the depot. (International Railway Journal, August 21)
CHINA
Construction is expected to begin in October on a
339-km direct line linking Chongqing with Changsha,
the capital of China's Hunan province, after China's
Ministry of Environmental Protection approved plans for
the Yuan 37.6 billion ($USD 6.1 billion) project.
The line will be designed for 200 km/hour (125 mph)
operation and will be used by freight trains as well as
passenger services.
The project is due to be completed in 2020, reducing
the journey time between the two cities to around four
hours. (International Railway Journal, August 27)
fare-free policy south of the Clifton station as being one
of the primary reasons why the risk of crime is still perceived by many riders as uncomfortably high in the areas surrounding many stations, especially after dark.—
SILive.com, August 27
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Around New York’s Transit System
The Voices Behind Transit Announcements
Several people make the announcements on New
York’s subway system. Charlie Pellett, a veteran news
anchor, a reporter for Bloomberg Radio, and an avid
subway rider, makes some of the announcements on
the R-142 through R-188 cars and safety announcements in stations. Bernie Wagenblast, a transportation
consultant, records his announcements from the desk of
his New Jersey office. His voice can be heard informing
passengers of train arrivals on routes 1-6.
Subway Globes
Transportation expert and historian Hank Raudenbush wrote the following:
“All of us antiquarians remember a different set of
globes on the same lampposts:
“IRT entrances had a round blue globe; BMT entrances had an old-fashioned lantern with 8 panels alternating green and white with the white ones lettered ‘BMT;’
and IND entrances had cubical globes with all corners
beveled, one white and one green.
“There were very few entrances to H&M that were not
also subway entrances. Does anybody remember if
they had a style? Additional details and corrections are
welcome.”
NYC Transit’s Use of Welded Rail
Welded rail has been installed on almost half of the
660 miles of track in the NYC subway system in an effort that started in 1979 and is credited with reducing
the number of broken rail incidents by two-thirds. However, the labor-intensive work, requiring sometimes significant service disruptions, has a long way to go before
the entire system is upgraded with 390-foot lengths of
welded rail. The location of the F train derailment of
May 2, 2014 in Queens was a section of track slated for
welded rail, but thus far it is unclear if the jointed rail
was the cause of the incident.

Fourth R-142/R-188 Conversion Set in Service on 7
R-188 7902 was observed operating with upgraded
R-142A car 7250 (north motor) on August 20, marking
the fourth set of R-142A conversions in service on 7.
A Train Operates in Wrong Direction
A Train Operator and Conductor were removed from
line service and placed on desk administrative duty
pending investigation into a potentially catastrophic
case of a wrong-way A train. Apparently, the Operator
of an A train that was ordered to turn at Canal Street
and proceed northward (due to serious service disruptions ahead on the tracks to Brooklyn on August 11)
ended up proceeding north on the southbound express
track, almost all the way to W. 4th Street, before the Operator saw the headlights of an oncoming southbound
train and brought the train to a stop. The entire time, the
wayward train had only been moving at around 10 mph
and most of the route was on straight track or gentle
curves that did not result in potentially serious blindcurves. Editor’s Note by Ron Yee: The investigation will likely include why the Train Operator, who is supposed to be
qualified on the physical characteristics of the line, misinterpreted the instructions from the Control Center, went north on
the wrong track, failed to hear warning calls on the radio,
and failed to notice that there was a lack of regularly spaced
wayside colored light signals (standard “automatic signals”
as opposed to home signals found at or near switching locations) as the train proceeded north.
G Service Through Greenpoint Tunnel Restored
G train service between Court Square in Queens and
Nassau Avenue in Brooklyn was restored on Tuesday,
September 2 after a five-week shutdown that started on
July 26 to facilitate the reconstruction and component
replacement (track, signal, emergency pumps and ven(Continued on page 16)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED SEPTEMBER 28, 2014
LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

304 R-46

10 R-32, 304 R-46, 8 R-68A

L

160 R-143, 32 R-160A

152 R-143, 16 R-160A

B

48 R-68, 152 R-68A

48 R-68, 136 R-68A

M

184 R-160A

160 R-160A

C

144 R-32

136 R-32

N

240 R-160B

220 R-160B

D

240 R-68

224 R-68

Q

20 R-160A, 210 R-160B 20 R-160A, 200 R-160B

E

240 R-160A, 20 R-160B

240 R-160A, 20 R-160B

R

232 R-46

232 R-46

G

52 R-68

48 R-68

S (Franklin
Avenue)

4 R-68

4 R-68

S (Rockaway)

12 R-46

12 R-46

J/Z

8 R-32, 40 R-42, 112 R-160A 8 R-32, 32 R-42, 112 R-160A
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INCONSISTENT BROOKLYN TRANSFER PRIVILEGES
In the 1930s, about 80 years ago, the base
fare on Brooklyn’s surface lines was only a
nickel, but most passengers paid an additional two cents or a nickel when transferring
between trolley cars or buses. They also paid
an additional nickel on several trolley lines
with two-fare zones.
The map and guide to the BMT Surface
Division describes the bus routes and explains the transfer privileges. Because there
is no date on this map, we studied the information on the guide and we were able to determine the approximate date. BMT started
operating six bus lines on August 10, 1931
and was operating full service by November
1, 1931. On February 20, 1933, buses replaced trolley cars on the Norton’s Point
shuttles, but the map shows a trolley line.
Therefore, we concluded that the map was
issued between 1931 and 1933.
Many passengers have often wondered
why the Brooklyn surface transfer privileges
were so inconsistent. Oddly enough, one line
allowed passengers to transfer to nearly every intersecting line while another, parallel, line
had hardly any transfer privileges. In this article, we will explain why these inconsistencies
evolved.
Shortly after World War I began in 1914,
inflation made it difficult for BRT to make
ends meet. But Mayor Hylan, a foe of the
“traction interests,” and the Board of Estimate
refused to allow the company to increase the
fare. Meanwhile, BRT’s financial condition
grew steadily worse. When it was unable to
pay the October 1, 1919 quarterly rental to
the Brooklyn City bondholders, a judge ruled
that Brooklyn City, which was still solvent,
would have to be separated from BRT. On
October 1, 1919, BCRR became a separate
1

entity, and transfer privileges were curtailed
on October 16, 1919. More than 30,000 passengers paid two fares because transfers
between the “L” and BCRR trolley cars were
discontinued. The only transfer points that
were retained were 86th Street-Fourth Avenue, Sands Street, and Marcy Avenue. On
the same date, most transfers, 150 points
among BCRR lines and 450 points between
BCRR and BRT lines, were discontinued. But
several other transfer points were retained
because of franchise or other legal obligations. Two fares were charged on several
BCRR lines, and transfers between most
BRT lines cost two cents. Free transfers between all intersecting lines were still issued at
several locations.
Feeder tickets, which were valid on all intersecting former BCRR and BRT lines, were
issued on all cars operating in Downtown
Brooklyn, the Williamsburg Bridge Plaza area, and the Greenpoint area. Another feeder
ticket was issued to a passenger handing in
a feeder ticket. Continuing trip tickets, issued
on cars operating in the opposite direction in
the above areas, entitled passengers to the
same privileges as a cash fare.
Following are the lines operated by Brooklyn City: Avenue C, Bergen Beach Shuttle,
Bushwick Avenue, Calvary Cemetery, Court
Street, Crosstown, Cypress Hills, Flatbush
Avenue,
Flushing
Avenue,
FlushingRidgewood, Fulton Street, Gates-Prospect
Park, Graham Avenue, Grand Street, Greene
and Gates Avenue, Greenpoint, Hamilton
Avenue, Lorimer Street, Meeker Avenue,
Myrtle Avenue, Nostrand Avenue, Nostrand
Avenue Shuttle, Nostrand-Prospect Park,
Putnam Avenue, Richmond Hill, Sixteenth
(Continued on page 4)
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TOWARD UNDERGROUND (AND UNDERWATER) ROLLING
STOCK: THE ALL-STEEL REVOLUTION
by George Chiasson
(Continued from October, 2014 issue)
Westinghouse Electric. It was, in fact, actually owned
(and “contributed”) by that company specifically for
these tests. Through that time the overhead system of
a.c. power distribution was proving itself superior to d.c.
third rail for main line operations and of better potential
in the long run (this comparison being played against a
constantly raging d.c. vs. a.c. debate among the Pennsylvania’s predisposed engineering staff). Most unlike
its companions though, 10003 was a single-ended unit
possessing a 4-4-0 wheel arrangement (that is, 4 pilot
wheels, 4 driving wheels, and no trailing wheels without
a tender) with a frame similar to an “American” type
steam locomotive, and one motor connected to each of
the two powered axles, which turned its 72-inch diameter drivers. This was based on an important design
modification that was at that time being incorporated
into both the New York Central’s “T” motors and the
New Haven’s EP-1s: the expanded use of single or double guiding axles to stabilize the inherent oscillation of
main “B” or “C” type trucks at speed.
When completed in April, 1907 10003 was static tested at the Westinghouse Electric plant near Pittsburgh,
then progressed to making short runs around the company’s grounds in a controlled operational environment
by July 12. To evaluate the differences in lateral stress
that were experienced by this newer unit in comparison
to the two earlier designs, particularly on a long, slight
curve, the Pennsylvania then set up a test track of seven miles length near Franklinville, New Jersey on its
West Jersey & Seashore affiliate (an electrified route
from Camden to Millville). Between November 12 and
December 11, 1907 all three prototype PRR locomotives plus an imported New Haven EP-1 (028) were so
examined, with 10003 toting a flat car that held an inverter and step-up transformer that changed the 650
volts d.c. it collected from the third rail to the 11,000
volts of a.c. needed for proper functionality, which was
then wired into its otherwise idle pantographs. During
the tests, all four electric locomotives were checked
against a pair of steam engines provided by the Pennsylvania for comparison—a 4-4-0 “American” and a 4-42 “Atlantic.” Aside from evaluating and understanding
the causes and effects of the earlier lateral stress phenomenon, the proscribed testing process eventually
enabled prototype 10003 to reach a speed of 80 mph
on its scripted run of November 16. Under such tremendous speed very little of the shuddering, side-to-side
movement that had been felt on the two earlier units
was exhibited, which thus reduced its stress on the mo-

As subscribed under its original operating plan of
April, 1902, the Pennsylvania only planned to run electric-powered trains from Bergen Hill, immediately on the
“Jersey” side of Manhattan, through two stiff tunnel
grades (1.93% each) to and from Sunnyside Yard immediately on the Queens side, and the desired maximum speed was 45 mph under a load of 500 tons. But
by the time both AA-1s had arrived on PRR property,
the scope of PRR’s terminal electrification was being
coincidentally expanded under a revised operating plan
that was adopted by the aging Cassatt in May of 1905.
The addition and removal of electric motive power on
the New Jersey side of the Hudson was to be relocated
from the tight confines of Bergen Hill to the more spacious and accommodating “Manhattan Transfer” (as this
nondescript location was unofficially coined in 1906), a
more or less arbitrary point in the “Meadows” where the
entirely new line to the New York Terminal diverged
from the former United New Jersey Railroad & Canal
Company right-of-way into Jersey City (née Exchange
Place). This instantly added 4.2 more miles to the electrified zone, and as well increased the projected duties
of the proposed electric motive power fleet, as it would
now have to be switched on and off all trains at the merger point, as opposed to just pulling whole consists,
including their idle steam power, through the terminal
under Manhattan as was existing practice in B&O’s tunnel. For this reason among others, a higher speed was
sought from the developing electric locomotive’s specifications, but when the two prototypes were pushed beyond their original limit during initial tests on the 4-track
portion of LIRR’s long, straight, and electrified Atlantic
Division main line, they displayed excessive lateral
force that in turn caused damage to both motor driving
systems.
As the Pennsylvania’s engineering staff continued to
scrutinize ongoing industry advances during the time
that the New Haven’s early electrification was being
developed (it ultimately commenced on July 24, 1907
between Woodlawn Junction and New Rochelle), the
engineering partnership of Westinghouse, with PRR
help, began to explore possible remedies to the apparent deficiencies in the two d.c. prototypes’ design in
terms of speed and power. Thus was drawn up a third,
entirely different trial locomotive, which the Pennsylvania classed as a lone “Odd D” unit and dubbed “10003.”
This newer prototype was designed for use under New
Haven-style a.c. catenary, built by Baldwin at its plant
near Philadelphia and (similar to 10001 and 10002)
equipped with two 375-hp motors and control from

(Continued on page 3)
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tem (specifics unknown); and the seventh was a 1,200foot stretch of overhead hung from small “gantry” style
side supports. The eighth section was the most pronounced of all, consisting of a 1,000-foot simulated
“tunnel” built from wooden baffles that were deliberately
confined to mimic the anticipated conditions in the
Pennsylvania’s underriver tubes. The specifics and nature of the ninth and tenth sections have been lost with
time, but in general a one-way trip would encounter catenary hung from various types of steel brackets including “strut & span,” single- and double-section, and single- and double-hung trolley wire, using several different
sorts of hanging devices.
By the end of September, 1908, PRR 10001 (now affixed with a special transformer car to provide a.c. power from the d.c. third rail as that unit was by then reconfigured for overhead power), 10002, and 10003 were on
hand (the latter without its d.c. conversion unit), then
being utilized to haul strings of standard wooden coaches that belonged to both railroads under various load
circumstances. They were run both singly and in multiple, with several pantograph-equipped express motors
(identified as “work cars”) employed for current collection exercises that altogether saw as many as seven
pantographs raised for one move. There was also an
open-vestibule, pantograph-topped elevated railway
motor car sometimes used at one end of the test train,
along with a steam locomotive coupled to a nonpowered utility car that was used for maintenance purposes and enabled motion to continue if problems with
the electrified facilities developed, or they were otherwise unavailable. In 2014 the origin of said “elevated
railway motor” remains enshrouded in mystery, but it
was evidently employed by Westinghouse. As exhibited
in a photo, its body design reflects influence from the
Manhattan Railway or possibly that of Chicago’s Metropolitan West Side, but the surviving disposition records
of both companies offer no clues.
In any case, the virtual railroad certainly served its
intended purpose, as the Pennsylvania was able to garner sufficient data to develop specifications for yet another and even more advanced electric locomotive that
would actually be used to power its trains through the
New York Terminal district, as per its formal decision to
employ a 650-volt direct current system of electrification
in the Pennsylvania Tunnel & Terminal project on December 2, 1908. And while the body of non-revenue test
experience that it was able to gather about the characteristics of a.c. catenary was of no immediate use in the
opening of Penn Station, it would later prove to be valuable when the Pennsylvania undertook the subsequent
a.c. electrification of its suburban operations near Philadelphia starting in 1915. This ultimately led to the complete electrification of its Northeast Corridor during the
early 1930s, after such technologies had evolved to
workable “main line” standards. As for the test units,

Toward Underground (and Underwater) Rolling
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tors and opened the door to yet another level of improvement. In the end, the Franklinville tests proved to
be too inconclusive to make a final, binding corporate
judgment and thus acquire production units for the New
York Terminal, so on May 8, 1908 George Gibbs reported back to PRR President McCrea that under comparative circumstances, at that time, he still tended to favor
the application of direct current over alternating current
given the New Haven’s unrelenting difficulties in fully
developing its pioneer a.c. system.
The internal wrangling thus continued, but while the
Pennsylvania was still not officially committed to either
type of electrification for its part of the Penn Station project, it would have been hard to justify the added expense (and complication) of an a.c. installation given
that LIRR’s operations were already using the d.c. system of third rail power. On May 21 the company then
authorized a new series of comparative a.c. vs. d.c.
tests under a budget of $50,000, and an appropriate
location sought where both systems could be installed
concurrently. In the middle of 1908, the inadvertent serenity of the former Central Railroad of Long Island
main line (certainly unbeknownst but “between wars,”
so to speak) was determined to be a perfect setting for
this venture. By this time the importance of such an undertaking was exaggerated all the more, as the Pennsylvania was facing self-inflicted pressure from its progress on the construction aspects of Penn Station, as
all six tunnels and the station were swiftly nearing completion. With the site finally identified, a “test railroad”
layout was hastily designed for the designated segment
of the Central and in late September a “Wire Train,”
composed of mixed equipment owned by the Long Island and Pennsylvania Railroads, as well as Westinghouse Electric Company, set up approximately 13,000
feet of sectionalized test track. The area that it encompassed began immediately east of the Hempstead
Crossing (about MP 19) and went straight east to a
point near the grade crossing at New Bridge Road
(about MP 24).
Included along the entire distance were eleven distinct
sections of single-phase, 11,000-volt, 15Hz a.c. catenary (a frequency more common in foreign applications),
along with overlapping portions of 650-volt d.c. third rail.
The first and eleventh sections were oriented to acceleration and braking and had simple catenary hung on
steel bracket arms, in turn mounted on vertical wooden
poles; the second consisted of four 300-foot spans
hung on double-width steel lattice supports; and the
third had guy-wired supports with one or two vertical
struts stretched widely enough to simulate a four-track
right- of-way. Section Five included a secondary contact
wire; the sixth section had a compound catenary sys-
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Kings Highway B-5 and B-7 buses could transfer to
southbound Flatbush Avenue cars for a short ride to
Avenue U, but could not transfer to northbound cars for
a long ride to Downtown Brooklyn.
During the next five decades, transfer privileges were
revised several times until Brooklyn finally received a
simplified universal transfer system on September 12,
1982.
At the present time, the universal transfer system is
apparently still in effect. Because a list of transfer points
has not been published, riders swiping their MetroCards
at intersections hope that the computer will record a
transfer.

Inconsistent Brooklyn Transfer Privileges

(Continued from page 5)

Avenue, Third Avenue, Tompkins Avenue, Union Avenue, 65th Street, Bay Ridge Avenue, and 65th Street-Fort
Hamilton. The transfer privileges and restrictions that
went into effect on October 16, 1919 were changed only
slightly until BMT (BRT and BCRR’s successor) started
operating buses in 1931. At that time, it added 282
transfer privileges between trolley and bus at 52 points
specified in the franchise. There was a two-cent charge
for these transfers, which were not issued between all
intersecting trolley and bus lines. At many intersections,
passengers were allowed to transfer only in the direction allowing a shorter ride. For instance, passengers on

Road’s four-track Atlantic Division between Woodhaven
Junction and “CN” Tower at Chestnut Street in Brooklyn,
where they exhibited exceptional speeds of up to 85
mph. The order with Westinghouse for 24 locomotives
(including the 1909 prototypes), was finalized on December 19, 1909 for delivery by July 1, but many parties
to the effort already knew this was going to be a challenge to meet, at best. By early 1910 the two DD-odd
units were also showing some signs of instability at high
speeds, so more substantial counterweights were added to the huge driving wheels of the most current production DD-1 units at Altoona, the first of which
(numbered 3978) was received on April 2. The process
of analysis for all three was moved over to Sunnyside
Yard by the summer and, eventually, included the
Meadows Division in New Jersey and Pennsylvania
Station itself as its opening neared.
As for the old Central Railroad of Long Island main
line, after PRR and Westinghouse engineers had completed their testing in early December of 1908, all equipment was quickly returned to its respective owners.
10001 (as 3950) and 10002 (as 3951) were then used
for a while as New York Terminal switchers after Penn
Station was opened (that is, between “Manhattan Transfer” and Sunnyside Yard), but not assigned to regular
road duty. PRR AA-1 3950 was renumbered “New York
Terminal” 8 in 1911 then eventually leased to LIRR in
May of 1916 and became its unit 323, better known
around the property as “Phoebe.” Complete with its flat
bed companion, which was used to haul an air compressor instead of a transformer and testing devices,
“Phoebe” then performed shunting around the Long Island’s “Terminal Zone” (that is, Penn Station and Flatbush Avenue to Jamaica, plus Holban Yard and assigned freight haulage) until August, 1937, when it was
retired. 10002 also stayed in the terminal area, but
worked on the “Pennsy” side for a similar length of time
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AA-1 prototypes 10001 and 10002 continued to be unstable at higher speeds during the Garden City tests.
Their short wheel base and concentrated axle weight
resulted in severe lateral motion on the lightweight 70pound rail, with the ensuing torque as they shuddered
to a speed of 70 mph again damaging the rigidlymounted motors. By comparison, “Odd D” unit 10003
was quite firm at the 85 mph speed it was able to attain
on the long, straight, and level Central main line, which
easily met the Pennsylvania’s criteria for anticipated
operations associated with the New York terminal.
When George Gibbs’ engineering group submitted its
final recommendation as based on both the Franklinville
and Garden City tests to the PRR Board on March 13,
1909, its basic elements incorporated the knowledge
gleaned from 10003 and adopted the unit’s features as
a starting point for an entirely new design.
The end result of all this testing was the Pennsylvania
Railroad’s acquisition of what became the “DD-1” class
d.c. electric locomotive, which consisted of two 4-4-0
electric units paired back to back as an articulated, double-ended “behemoth” of 64’11” in length, 9’1” in width,
and 14’8” in height that had a composite 4-4-0+0-4-4
wheel arrangement. In a similar manner to the AA-1s of
1905-6, two complete “DD-odd” prototypes (four units
total, two each numbered 3998 and 3999) were fabricated at Juniata Shops immediately after Gibbs’ report was
submitted to the Pennsylvania’s Board in March, with an
overall order for 24 units being approved shortly afterward as a joint venture with Westinghouse Electric, subject to future price negotiation. 3999 was delivered to
the railroad at Long Island City for 15,000 hours of road
and dynamometer testing on August 20, its first selfpowered operation taking place on the Long Island Rail

(Continued on page 7)
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NEW YORK CITY SUBWAY CAR UPDATE
Subdivision “A” News
From late June to mid-September, 2014, these 30 R142As were transferred to KRC-Yonkers for CBTC/R188 compatibility conversion: 7286-7300 in July; 730115 in August, and 7316-20 through September 19. Cars
7321-5 were observed in 6 service over the weekend
of September 6-7. Four additional sets of “converted” R142As were also returned from Kawasaki, joined by
their respective, single-unit “C” cars: 7251-60 with 7903
in July; 7261-80 with 7904 and 7905 in August; and
7281-90 with 7906 by September 19. There now remain
310 more “converted” R-142As to come, along with 31
single “C” car companions. The eighth and final train of
“new” R-188’s (7877-87) was placed in 7 service on
July 10, followed by the next CBTC-compatible R-142A
train (7241-50) plus C-car 7902 on July 22. 7251-60
with 7903 had followed suit as of August 25, while
7261-70 plus 7904 were introduced on or about September 5 to raise the total quantity of accepted cars to
154, or 14 11-car trains. However, this total includes the
pilot set of converted cars (7211-20 plus 7899), which
remains out of service at Corona for CBTC circuit design and testing. To date it is observed that the R-188s
all solidly remain in the sequence in which they were
accepted; no intermixtures of the two types or day-today, non-consecutive train sets are in evidence, though
two have been out-of-sequence since their acceptance
and remain as such: 7855-9 with 7871-6 and 7860-5
with 7866-70. It is also noted that while MTA’s prominent United States “flag” decals have been applied to
the new R-188s, they are omitted from the new C-cars,
while the former R-142As are retaining their original
(2000-2-era) body décor.
As of September 19, 2014 there are 165 R-62As station on 6, creating sixteen (16) 10-car trainsets, still

largely in support of the 330 R-142As that remain there.
While nominal weekday service can now produce a nice
balance of both types and are indiscriminate in operation (that is, divided between “Parkchester Locals” and
“Pelham Expresses”), there were certain summertime
weekends when the presence of R-62As was tentative if
not outright disallowed. This practice should fade in time
as the remaining quantity of available R-142As continues to shrink. The newest additions to Pelham’s growing army of SMEEs included 1816-20 and 1781-5,
which were delivered from 7 on July 8, followed by
1706-10 on July 16. 1-assigned unit 2326-30 then migrated to 6 on July 19. Two more trains of R-62As
were moved to 6 in correspondence with the acceptance of new “conversion” trains on 7 in August:
1711-5 (heretofore half of the “Seinfeld” ad-wrapped
train) and 1806-10 on August 8, then 1726-30 and
1736-40 on August 27. Finally, after the 7261-70 plus
7904 set was placed in service, R-62As 1751-60 were
transferred to 6 on September 9. As such, on September 19 there remained just 35 of the former group of
185 previously-unitized ex-6 R-62As, ranging from
1651 to 1840, that have been running on 7 since they
replaced the Redbirds in 2001-3. Meanwhile, the same
train of R-62s that has been farmed out to 1 continued
to be present as of September 19, consisting of 1351-5
joined to 1456-60.
From late June through early mid-September, 2014,
full-width cabs were installed on Corona R-62As 1976;
2001, 2005 (together); 2026, 2030 (together); 2036,
2040 (together); 2061, 2065 (together); 2070; 2085 (as
part of the “Seinfeld” train); 2111; 2126, 2130 (together);
2131; 2136; and 2141. In the 1961-2155 group overall,
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(if they could be located beneath the overgrowth). As it
was fed from a portable substation that had been installed at Hempstead Crossing for the original electrification of May, 1908, the third rail that was installed from
Hempstead Crossing toward New Bridge Road for the
Garden City tests was also retained and as of 1911 was
still active; even being expanded for freight movements
as what had been the 1908 testing zone was transformed into a heavily industrialized area. A short time
after that it became even more useful to support a new
service to the nearby Meadowbrook Golf Club which
evolved into the well-remembered “Mitchel Field Shuttle” after World War I.

(Continued on page 8)
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and was renumbered “New York Terminal” 9 in 1911.
Nicknamed “The Covered Wagon” by PRR switching
crews, it could be found cruising around Penn Station
and Sunnyside Yard until the conversion to overhead
a.c. was completed in 1935. After that it was rarely
used, being officially decommissioned in June, 1937
and then ultimately reunited with its sister prototype just
in time to be scrapped that fall. The fate of “Odd D” unit
10003 remains unknown, but it may have been delegated to Westinghouse at its base in East Pittsburgh,
Pennsylvania for further experimentation before ultimate
disposition. As for the Central itself, all of the test catenary structures were gradually removed, though as late
as 2001 a handful of concrete bases were still in place

Among the many resources used in the compilation of From Dubious to
Ubiquitous, Part Four: Juice Jack Prototypes, the Garden City Catenary
Test of 1908, and the Pennsylvania’s DD-1 Locomotive, the author gives
particular credit to When The Steam Railroads Electrified by William D.
Middleton (Kalmbach Publishing, 1974).
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Starting on June 9, one set of R-68s or R-68As and
another 10-car train of Phase I R-32s have been used
on A in the afternoon rush hours. In the first instance,
the R-68/68A from B begins its final northbound trip as
the 8:23 AM out of Brighton Beach, discharges at 145th
Street upper, and is laid up at 207th Street Yard for the
midday period, then becomes the very last PM put-in. In
the other, an 8-car train of Phase Is is laid up from
morning C service after discharging at 168th StreetWashington Heights and proceeding to 207th Street
Yard, where a fifth pair of R-32s is added. Both of these
train sets then make a single round-trip to Lefferts
Boulevard and back during the late PM peak and are
returned to 207th for next day’s use. At the other extreme, the year’s “Summer Swap” was still in effect as
of September 19, with the Phase I R-32s still running on
JZ, and R-160As on C. It was unknown as yet if one
train of R-32s will be left behind as it had been through
the 2013-4 Winter season. Regular service was also
restored in the Montague Street Tunnel overnight on
September 14-15, ending “North” and “South” R shuttles after 13 months. In R’s first days there was mostly
Jamaica-assigned R-46 equipment observed as previous to the closure, helped by a handful of R-160s.
There were also just a few R-46s remaining on F during the first week as it slowly reverted to the primary use
of R-160s. Curiously, one train of R-160s (9183-92) was
shipped from Coney Island (NQ) back to Jamaica
(EF, sometimes R), from whence it originated in
June, 2011.
G service was provided almost entirely by R-68s once
again this summer, with R-68As reduced to supplementary appearances and kept mainly on B. At least one R68A set did make it onto D August 10 (a Sunday) composed of cars 5012/11/09/5010-5004/3/1/2. On N during this interval, older trains were observed as follows
(listed by cab cars only): R-68s 2828/2830-2858/2856
and R-68As 5196/5194-5198/5200 on August 6; R-68As
5012/5010-5004/5002 on August 7; R-68As 5200/51985194/5196 on August 8 and 9; R-68As 5166/51685024/5022 on August 12; R-68As 5040/50385082/5084, 5150/5152-5014/5016, and 5074/50765096/5094 on August 18; R-68As 5020/5018-5138/5140
on August 22; R-68s 2862/2860-2886/2884 along with
2788/2790-2912/2914 on August 28; R-68s 2910/29082816/2818 on September 15; and, finally, one train of R68s on September 17: 2828/2830-2868/2870. There
were also similar appearances on Q, in part due to
swaps instigated when the presence of bedbugs was
briefly detected on some of the R-160 equipment based
at Coney Island, particularly after it passed through the
NYCT terminal at Astoria. In this case R-68As
5016/5014-5062/5064 and 5008/5006-5198/5200 were
found on August 11, with the latter running through the
next day as well. On August 20 R-68As 5064/5062-
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there were 6 unitized sets that remained with no fullwidth cabs at either end (end cars shown): 1986-90,
2006-10, 2071-5, 2091-5, 2106-10, and 2121-5; 15 unitized sets that had a full-width cab at one end (cars ending in 0 and 5): 1996-2000, 2011-5, 2016-20, 2021-5,
2031-5, 2041-5, 2046-50, 2076-80, 2081-5, 2086-90,
2051-5, 2066-70, 2096-2100, 2101-5, and 2116-20; and
18 unitized sets that had full-width cabs at both ends:
1961-5 (note: this set is NOT linked), 1966-70, 1971-5,
1976-80, 1981-5, 1991-5, 2001-5, 2026-30, 2036-40,
2056-60, 2061-5, 2111-5, 2126-30, 2131-5, 2136-40,
2141-5, 2146-50, and 2151-5.
On Sunday, June 8 a 9-car SMEE train operated on
7 between Times Square and Mets-Willets Point to
assist in commemoration of New York’s two World’s
Fairs, which were held 50 and 75 years ago respectively. Making several trips between 10 AM and 5 PM were:
N-9306 (single R-33); 9017-6 (red R-33); 9207-6 and
9011-0 (silver and blue R-33); and 9586-7 (Redbird R36)-S. This was the debut event for the latter, which are
now the lone, functioning survivors of their class.
Subdivision “B” News
Over here we begin with a series of special moves: on
Saturday, June 7 NYC Transit highlighted its extension
of weekend M shuttle service to Manhattan by offering
a 5-car shuttle on the new route between Essex Street
and Metropolitan Avenue using the following consist: S1802 (R-9); 1000 (R-6-3); 381 (R-1); 401 (R-4); and
1300 (R-6-1)-N. A week later three of the Transit Museum’s longest-tenured residents (modified R-7A 1575,
modified R-4 484, and original R-1 100, in that order)
were activated to provide a shuttle service on the south
track between its Court Street exhibit area and HoytSchermerhorn (where one could then board an almostequally “venerable” R-32 if so desired to complement
any time travel). Finally, on its third and final “Museum
Excursion” of the Summer on August 3, the Transit Museum employed a Subdivision “B” “Train of Many Metals” for the first time, which was composed of a mixed
bag of SMEE equipment that was replaced by its more
recent acquisitions. That very atypical 8-car consist: S6387 (R-16); 8013 (R-11/R-34); 4028-9 (R-38); R-42
4572-3 (Morrison-Knudsen-overhauled R-42); and
4280-1 (slant R-40) drew raves from within and without
and performed with very little trouble (the only two blemishes of note being body lights cut out on the R-11 owing to a roof leak and the motors cut out on R-38 4029),
given its eclectic composition and their inherent periods
of retirement. By all measure it can be concluded that
MTA New York City Transit’s world-famous fleet of historic, operational equipment now encompasses two full
generations across six decades, from the Lo-Vs of 1922
through the R-42s of 1970.

(Continued on page 20)
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Commuter and Transit Notes

No. 312
by Ronald Yee and Alexander Ivanoff

ment in the tunnels including 6.1 miles of upgraded tunnel lighting, ventilation, fan plant systems, and water
removing pumps; $823 million for line structures, under
which four elevated lines would be rehabilitated and
13.9 miles of elevated structure repainted; $357 million
for new shops and yards; and $3.179 billion to upgrade
signal and control systems, including the installation of
Communication-Based Train Control (CBTC) on the
Queens Boulevard and Sixth Avenue lines. The capital
plan would also fund new commuter railcars and buses
as well as infrastructure maintenance and improvements to keep the entire system in a state of good repair; $5.5 billion to complete phase one of the Second
Avenue Subway and the Long Island Rail Road’s East
Side Access project featuring a new station deep under
Grand Central Terminal; $4.3 billion toward instituting
new, more advanced technology information systems
such as countdown clocks as well as a new fare collection system, replacing MetroCard and the current paper
tickets and passes on the commuter rail lines, as well
as continued funding for the construction of the new
Tappan Zee Bridge currently underway. However, MTA
has only identified firm sources for $16.9 billion, just a
little more than half of this amount. Once again, innovative ideas to fill in the funding gap, including tolling the
East River bridges and congestion pricing for driving a
motor vehicle south of 60th Street, are being discussed,
as well as the more traditional methodology of increased borrowing, higher taxes, and or/fares, scalebacks of this ambitious plan, or some combination of all
of the above. On October 2, the plan was rejected by
the state Capital Program Review Board without prejudice; while no reason was given, it is assumed that the
high cost is a major factor. (The New York Times, September 25; gothamist.com, September 24; New York
Post, October 3)
A blue ribbon panel of rail experts appointed by MTA
Chairman Tom Prendergast has found that Metro-North
Railroad and the Long Island Rail Road both need to
create a more effective system of recording, analyzing,
and sharing track maintenance protocol. In light of the
fatal wrecks and derailments that had plagued MetroNorth in 2013, the railroad will purchase an autonomous
track geometry inspection system to be mounted on
four rail cars: an M-7, an M-8, a Bombardier coach, and
a diesel locomotive. Metro-North will also purchase a
high-tech track geometry car to perform detailed inspections of all of its tracks on a regular basis. New York City
Transit was cited as having a relatively mature safety
program with a good track record of accomplishments.
(New York Daily News, August 27)

METROPOLITAN TRANSPORTATION AUTHORITY
William Ronan, the first head of MTA from its founding
in 1966 as the Metropolitan Commuter Transportation
Authority, passed away on October 16, reported the
obituary section of the New York Times on October 18.
Although Dr. Ronan, who was a professor at NYU and a
powerful figure (before starting what would become the
MTA in 1966, he served as Governor Nelson Rockefeller's aide and advisor) he never held elected office. Dr.
Ronan could be considered the “redheaded stepchild”
and successor of Robert Moses' empire. A protégé of
the MTA founder was Richard Ravitch, who presided
over MTA's first capital program in the early 1980s. Dr.
Ronan was quoted in the New York Times in 2007 when
the Second Avenue Subway started construction again
as saying, “There used to be a saying in New York, ‘I
should live so long,’ Well I sure hope they’ll do it this
time because time is moving on,” Unfortunately, he will
be unable to see the line open in 2016, but a nice tribute could be in the form of a naming the concourse for
the East Side Access project after him or even a stop on
the Second Avenue Subway. (New York Times, October
18, 2014 and April 9, 2007; MTA press release, October
18, 2014)
A $2.4 million, 2,400-square-foot “pocket” park was
opened by the Metropolitan Transportation Authority at
48 E. 50th Street in Manhattan on September 16, 2014.
Called “50th Street Commons”, it features granite flooring, tables, seats, and benches surrounded by an illuminated glass waterfall and a garden with trees and vines
on a trellis. It is located where a ventilation plant will
provide air-conditioning and ventilation for the Long Island Rail Road (LIRR) concourse in Grand Central Terminal. This plant will also provide emergency ventilation
for the complex and train tunnels if it were ever needed.
The park is adjacent to a loading dock for trucks delivering goods and supplies to the shops and eateries in the
new eight-track, four-platform LIRR complex at Grand
Central Terminal. The waterfall will mask the noise levels emanating from the ventilation shaft. (New York
Newsday, September 17)
The MTA Board approved its next five-year capital
plan totaling $32 billion on September 24, 2014. Included in this program for the subway system are: $2.775
billion for 940, 60-foot-long R-211 subway cars to replace the mid-to-late-1970s-vintage R-46 class); $2.898
billion for stations, including $448 million for renewing
20 stations, $561 million for new elevators for accessibility, $436 million for the replacement of 46 elevators
and 35 escalators, $890 million for station repairs already identified as urgent; $1.962 billion for track replacement and upgrades; $723 million for line equip-
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MTA LONG ISLAND RAIL ROAD
As work finishes on the rebuilding of the Massapequa
train station, under which the station structure, platform,
canopy, signage, waiting rooms and escalators were
repaired or replaced, the next station slated for rebuilding, Wantagh, is expected to begin in September, 2015
at the cost of $20.7 million. Expected to take around
two years, this station is the last station on the Babylon
Branch to be rehabilitated in Nassau County. (LI Herald,
September 11)
At its September meeting, the MTA Board approved
the contract that had been ratified by LIRR unions
which had narrowly averted a mid-July, 2014 strike.
(New York Newsday, September 25)
LIRR carried 7.6 million riders in June, the most since
October, 2008, which was just as the deep recession
was hitting the New York area. The second year of
through service out of Penn Station on the all-reserved
“Cannonball” was a resounding success as well, the
Friday-only runs being sold out. LIRR carries the highest ridership of any North American commuter railroad.
(Long Island Newsday, September 24)
MTA METRO-NORTH RAILROAD
The last sections of original New Haven Railroad catenary on the New Haven Line will be replaced with the
constant tension catenary system that has already been
installed over the rest of the system. The replacement
of the catenary in the sections between East Norwalk
and Greens Farms and Bridgeport and Milford, and
within the railroad’s East Bridgeport Yard, is expected to
be completed by Spring, 2017. (Norwalk Daily Voice,
September 5)
As part of its share of MTA’s $32 billion five-year capital plan spanning the period 2015-9, Metro-North Railroad is seeking $532 million to acquire a fleet of M-9
class electric multiple unit (EMU) railcars to replace the
current fleet of 140 early-mid-1980s-vintage M-3a
EMUs by the end of 2019. Another $743 million would
be earmarked for an expansion of service to Penn Station with four stations (Co-op City, Parkchester/Van
Nest, Morris Park, and Hunts Point) along the existing
Amtrak Northeast Corridor tracks between New Rochelle and the Hell Gate Bridge while $465 million
would fund a new shop at Croton-Harmon Yard. The
balance of Metro-North’s $2.6 billion share of MTA’s
capital plan would be applied toward improving safety
and keeping the railroad’s infrastructure in a state of
good repair. (The Journal News, September 24, 2014;
dnainfo.com, September 25)
August, 2014 brought Metro-North Railroad’s highest
on-time performance levels of the year at 95.6%.
(Journal News, September 20)
The November 9, 2014 schedule change will add
10

more trains to the outer end of the New Haven Line,
bringing 30-minute headways to the section between
Stamford and New Haven. On weekdays, three new
trains will depart New Haven at 11:25 AM, 12:25 PM,
and 1:25 PM while four new trains will depart Grand
Central Terminal at 9:34 AM, 10:34 AM, 11:34 AM, and
12:34 PM. On Saturdays, there will be new departures
from New Haven at 2:25 PM, 3:25 PM, and 6:25 PM
and from Grand Central Terminal at 10:34 AM, 11:34
AM, 12:34 PM, 1:34 PM, 2:34 PM, and 10:34 PM. On
Sundays, there will be new departures from New Haven
at 2:25 PM, 3:25 PM, and 7:25 PM and from Grand
Central Terminal at 11:34 AM, 12:34PM, 1:34 PM, 2:34
PM, and 10:34 PM. Metro-North will also increase services on the Waterbury Branch, responding to customer
complaints of infrequent service on the line.
(darientimes.com, September 24)
The State of Connecticut will provide the final $188
million toward the $465 million project to replace the
Norwalk River bridge serving Metro-North and Amtrak
trains. Expected to take six years to design and build,
the replacement of this bridge has become an urgent
matter as it has become a source of frequent delays to
rail service stemming from failures in its swing mechanism to properly close it after it is opened for marine
traffic. (Hartford Courant, October 2)
As of October 7, 2014, 380 M-8s have been delivered
to Metro-North. 374 M-8s have been conditionally accepted while six M-8s (including two of the 25 single
non-powered cars) are undergoing inspection and testing by Kawasaki Rail Car, Incorporated. (MTA MetroNorth website, October 8)
Connecticut Department of Transportation
Shore Line East set a new ridership record in July,
2014, carrying 63,959 passengers during that month.
Special services implemented for July’s Sail Fest contributed to the increase in ridership, but service improvements such as increased weekday and weekend/
holiday services have contributed to steady ridership
increases over the past years. (Progressive Railroading, September 9)
Port Authority Trans-Hudson Corporation
October 1 brought a fare increase to the PATH system, the base fare going from $2.50 to $2.75 with some
discounting available to those using SmartLink cards for
10, 20, or 40 trips, which would reduce each ride to
$2.10, a 7-day unlimited pass for $29, or a 30-day unlimited SmartLink for $89. In 2011, PATH announced
three annual fare increases of 25 cents each to help
fund a ten-year capital plan that includes a $1.5 billion
line extension from Newark Penn Station to Newark
Liberty Airport, replacing the Harrison station, and renovating the Grove Street station. Many PATH riders and
toll payers of Port Authority bridges and tunnels are
questioning the value of the Newark Airport extension
with its hefty price tag. The PATH system recovers only
(Continued on page 11)
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around 25% of its operating expenses through the farebox. For the first time since 1961, the PATH fare is higher than the New York City subways. Charts listing PATH
and NYCT fares from October 27, 1904 through October 1, 2014 were made by member Randy Glucksman
and are shown below. (NBC News 4 New York and The
Star Ledger, October 1)

NJ TRANSIT
Randy Glucksman reports that NJT’s website states
that, as of September 12, 2014, all 429 multi-level
coaches, including the eight former ACES coaches, are
in service. Just one ALP-45DP (possibly unit 4519), four
ALP-46s, and two single-level coaches are still undergoing repairs from Hurricane Sandy flood damage two
years ago. (NJ Transit, September 12)
On the topic of Hurricane Sandy damage, four of the
six underwater tunnels (two of four across the East River and both tubes under the Hudson River) carrying
Amtrak, NJ Transit, and LIRR trains to and from New
York’s Penn Station will need to be closed for upwards
of a year each to perform $689 million in repairs to
floodwater damage. It is expected that the insurance
policy Amtrak has for these tunnels should cover the
costs. The seawater had completely flooded the lowest
point of both Hudson River tunnels and flooded two of
the East River tunnels almost halfway up to the roof at
11

its lowest point. The benchwalls along the edges as well
as all power, signal, and lighting systems will need to be
replaced. Current plans call for the repair of the first of
two east river tunnels to begin in late 2015 with work on
both tunnels completed sometime in 2018. The loss of
one of four tunnels would translate into somewhat less
than a 25% reduction in capacity under the East River.
LIRR as well as NJ Transit plan to adjust their scheduled train movements through these tunnels to accommodate this project next year. However, similar work
needed for the two Hudson River Tunnels will require
year-long shutdowns that would result in a 75% reduction in capacity as the Northeast Corridor would be reduced to a single-track river crossing, permitting just 6
trains per hour instead of the current maximum of 24.
The only relief would come from the construction of the
Gateway Tunnels just south of the current tunnels to
take over the train traffic while the older tunnels are
closed for repairs. Funding of these tunnels has yet to
be determined and a sense of urgency is now taking
form as there is a possibility that repairs to the flooddamaged tunnels may not be able to wait for ten or
more years. (The New York Times, October 2)
A report issued by NJ Transit provides additional details on the agency’s fleet change strategy. It focuses on
increasing the capacity of trains while reducing the
overall fleet size by replacing all of its single-level railcars. Comet II, Comet IV, and Comet V coaches would
be replaced with multilevel coaches and as a first for
North America, NJ Transit would seek to acquire multilevel electric multiple unit (EMU) cars to replace its Arrow III class EMUs. The railroad would shrink its passenger car fleet by 7% from 1,124 cars to 1,050 while
increasing seating capacity by 6%. This would also
bring the average age of the railcar fleet, which would
be topping an average of 20 years by 2019, back down
to 15 years when the fleet upgrades are complete in
2020. Similar efforts are being planned for the bus operations at NJT with an emphasis on longer, highercapacity buses. (NJ Transit, September 20)
In the agenda for the October 8 Board meeting, it appears that NJT intends to acquire multilevel “power
cars” configured as passenger-carrying coaches designed to propel trains made up of the standard multilevel coaches currently in use. It may be similar in concept to the 4-car multilevel train sets in use on commuter trains in Amsterdam since the late 1990s where the
set is propelled by power coaches bracketing two nonpowered coaches. Engineering consultant LTK Engineering Services (LTK), already under contract from
2005-10 to investigate single-level EMU trains to replace the aging Arrow III EMU fleet, was instructed to
suspend its studies in 2010 in response to the cancellation of the Access to the Region’s Core (ARC) tunnel
project by New Jersey Governor Christie. LTK will now
be re-directed to explore the technical and engineering
(Continued on page 12)
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issues associated with designing multilevel power cars,
such cars increasing the carrying capacity of each train
over tracks with limited capacity. Amending the contract
with LTK for an additional $1.6 million retains an organization already familiar with NJT and prevents the timewasting need to bring a new consultant up to speed.
Among the other topics covered at this Board meeting
are the conceptual design of a bridge to replace the 103
-year-old “HX” drawbridge over the Hackensack River at
milepost 5.48 on the Bergen County Line and $13.3
million to replace 163 wood catenary poles on the Gladstone Branch with steel poles mounted on concrete
foundations. The poles are now over 30 years old and
had been installed during the re-electrification of the
entire Morris and Essex Lines and many had been damaged during Hurricane Sandy. (New Jersey Transit, October 3)
Bombardier Transportation has been awarded a $296
million contract renewal to operate and maintain the
RiverLine diesel light rail service for 15 years beginning
March 1, 2015 with an option for an additional five
years. It has been the operator for NJT since the line
opened in March, 2004. (Railway Gazette, October 2)
The last two coaches of a train from Waldwick derailed
as the train entered Hoboken Terminal at 8:43 PM on
Monday, October 6, 2014. No injuries were reported
among the 16 passengers and crew of three and the
coaches were quickly re-railed. (Star Ledger, October 8)
AMTRAK
The State of Michigan has expressed interest in purchasing the two trainsets of Talgo equipment that were
originally built for rail service in Wisconsin but rejected
by that state’s Governor as being an “unwarranted” expense on its taxpayers. The Talgo sets would replace
two trainsets of conventional equipment currently in use
on the Amtrak’s Wolverine services connecting Chicago,
Illinois with Pontiac, Michigan. The Talgo option is currently being evaluated and would only be expected as
interim equipment until the bi-level equipment being
built by Nippon-Sharyo as part of a multi-state purchase. The $58 million for the Talgo train sets will come
from $200 million in federal funds for Amtrak improvements for Midwest corridor service improvements. (The
Detroit News, September 15)
Amtrak’s Northeast Corridor was suspended for
around 12 hours on Tuesday, September 16 when a
northbound 71-car Norfolk Southern freight train carrying two wide-carload transformers struck and felled a
catenary pole, which pulled down most of the catenary
wires near Aberdeen, Maryland (north of Baltimore)
around 2 AM. The downed wires also suspended MARC
commuter service at the Perryville and Aberdeen stations, with customers advised to board their trains at the
Edgewood and Martins Airport stations, south of the
12

incident scene. A single track was returned to service
for Amtrak trains just under 12 hours later, but MARC
service was not restored until later. (dcist, September
16)
The two-track, 104-year-old Portal Bridge, spanning
the Hackensack River just south of the Frank Lautenberg Station in Secaucus, New Jersey has been named
the “Achilles Heel” of Amtrak’s Northeast Corridor, over
which around 450 Amtrak and NJ Transit trains operate.
A replacement (possibly consisting of two replacement
spans carrying four tracks at a higher elevation over the
river), has a $900 million price tag, for which funding
source(s) have yet to be identified. This ancient bridge
is the source of around 250 delays to NJ Transit trains.
In addition to a geriatric mechanical swing system that
operators hold their breaths over with each opening and
closing, it is partially made of wood and is vulnerable to
fire as well. (The New York Times, September 26)
While continuing to operate the Hoosier State under
contract extension valid to January 31, 2014, Amtrak
added some amenities for its riders. Complimentary 4G
technology Wi-Fi as well as light food and beverage
services and available business class seating. The improvements are seen as a means by Amtrak to convince Indiana to award it the contract to continue operating the Hoosier State. Indiana had originally awarded
the operation of the train to Corridor Capital LLC for
$2.8 million but that has encountered delays with regulatory hurdles. In the original plan, Amtrak would have
continued to provide crews to operate the train, but
Capital Corridor would provide its own refurbished passenger coaches, which would be maintained and serviced by a subcontractor. (Indianapolis Business Journal, October 1; Metro Magazine, October 2)
A new station was officially opened in Hermann, Missouri on September 12. Replacing a Plexiglas shelter,
the new station building, first approved for construction
in 2006, will serve four daily Missouri River Runner
Amtrak trains linking St. Louis and Kansas City on a
283-mile run formerly known as the Ann Rutledge and
St Louis/Kansas City Mules. (midmissouri.com, September 12)
Siemens has begun its 15-year contract with Amtrak
under which it will provide the technical and engineering
support as well as spare parts supplier for the 70 ACS64, 125 mph a.c. traction electric locomotives, the first
of which went into passenger service in February, 2014.
Siemens technicians will be stationed at four locations
on the Northeast Corridor (NEC) at Washington, D.C.;
Wilmington, Delaware; New York City; and Boston,
Massachusetts. The ACS-64 locomotives will be
equipped with automated data transmittal, enabling
technicians to analyze each unit’s performance and perform proactive maintenance based on the data received. (Railway Age, September 29)
Amtrak’s proposed “Gateway Tunnels,” providing new
(Continued on page 13)
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links for the Northeast Corridor (NEC) between New
Jersey and New York Penn Station, would likely involve
the purchase of a $400 million hotel that is among 35
properties along W. 30th and 31st Streets between 7th
and 8th Avenues that will need to be torn down to accommodate the construction of its planned annex to
Penn Station to take fully take advantage of what the
pair of Gateway Tunnels would offer. A much less costly
alternative would be not to build the annex and construct just one of the Gateway Tunnels to allow the existing Hudson River Tunnels to be taken out of service
one at a time for a year-long repair as well as to improve the operation and train traffic flows of NJ Transit,
which have significantly longer dwell times at Penn Station than LIRR trains. (nj.com, October 7)
OTHER TRANSIT SYSTEMS
BOSTON, MASSACHUSETTS
The 4.3-mile, six-station extension of MBTA’s Green line
northward through Somerville has encountered unexpected delays from multiple design modifications that
have ballooned the cost of the extension from $1.3 billion to $1.6 billion with whispers of a top end price of
potentially around $1.9 million, although officials have
been quick to deny that. Opening day of this extension
has been postponed one year from late 2016 to December, 2017 at the earliest. (masslive news, October 6)
PHILADELPHIA, PENNSYLVANIA
Effective with the September 1, 2014 schedule
change, all SEPTA services departing 69th Street have
changed to a “Pay As You Enter” system to reduce enroute dwell times for outbound trips. This includes
Route 101/Media and Route 102/Sharon Hill as well as
the Norristown High Speed Line. (SEPTA, September 1)
The weekend “Owl” services on Friday and Saturday
overnights have proven so popular that SEPTA has decided to extend the program indefinitely. The MarketFrankford Line has been carrying an average of 10,000
riders each weekend and the Broad Street Line 5,000
riders. On holiday weekends, ridership has swelled to
24,430 riders for the Independence Day weekend and
17,192 passengers over the Labor Day weekend. While
more costly to provide than the “Owl’ bus services, ridership is much higher with train service and justifies its
continuation. (Progressive Railroading, October 9)
WASHINGTON, D.C. AREA
Washington Metro’s General Manager, Richard
Sarles, announced his retirement after a four-year tenure, during which he was responsible for turning around
a troubled agency reeling from the fatal collision at Fort
Totten where a train under automatic control rammed
the rear of a standing train. (Only now are the fully updated automatic train operation systems slowly being
phased back into operation). Safety practices were re13

vised and improved, new 7000-class cars ordered to
replace the original 1000-class cars deemed as structurally inferior based on today’s safety standards as well
as provide for service expansions and consist lengthening; the Silver Line was expanded; the bus fleet was
updated; a rededication to customer service was made
and a working relationship with WMATA’s labor unions
was restored. (Metro, September 25)
D.C. Streetcar commenced pre-revenue operations on
September 29, 2014, operating streetcars on its intended service headways, without passengers, to finalize
and validate all schedules and operating practices and
certify the operation as safe for passengers. While no
opening date has been announced, November has
been hinted as a possible start date. (Washington Post,
September 26)
DETROIT, MICHIGAN
Welded rail is scheduled to begin appearing on Detroit's Woodward Avenue as rail infrastructure begins
appearing for the city's M1 (or M-1) streetcar project.
An outdoor assembly site in the city's midtown was
producing and storing the rail during the month of September, in preparation for placement, according to local
media.
Installation will begin on the right-of-way between
Campus Martius and Grand Circus Park.
In September, M1 received a $12.2 million grant from
the federal Transportation Investment Generating Economic Recovery (TIGER) program, administered by
FTA.
Momentum was added to the project on September
15 when Ford Motor Company and DTE Energy joined
other Detroit-area companies and non-profit entities
committing funding and other support. Ford and DTE
each announced $3 million in funding for the $140 million project. Meanwhile, the M1 group has selected Ostrava, Czech-Republic-based Inekon Trams, a.s. for
streetcar vehicles. The purchase comes as construction
of the M1 project continues.
The contract, pegged at roughly $650 million, includes
delivery of "three sets of trams" by the end of 2016's
third quarter, presumably equaling six individual cars
per previous needs specified by the partnership. However, the contract was under negotiation as of October
10.
Inekon Trams is part of Inekon Group, the latter no
stranger to the growing U.S. streetcar market. Seattle
and Tacoma, Washington, Portland, Oregon, and Washington, D.C. have purchased from the Czech-based
manufacturer, though the latter two have opted for other
manufacturers in subsequent streetcar purchases.
However, the selection of Inekon is not without controversy, as the company has been late in delivering Seattle's batch of streetcars. Passenger service on the $134
million project has been delayed until “as early as the
(Continued on page 14)
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first quarter of 2015,” said a memorandum to the Seattle City Council. Inekon underestimated how long it
would take to design and build the seven trains, said
Ethan Melone, streetcar program manager for the Seattle Department of Transportation.
The Capitol Hill community may have to wait nearly a
year and a half beyond the city’s original goal of late
2013, which was pushed to early 2014 by the time construction began there two years ago. The delays on
Inekon's part stem for various reasons, including component shortages and design test failures. Americanmade streetcars are available from Siemens in Sacramento, but Inekon won the Seattle bid competition,
Melone said. He also said the most common Siemens
trains are a foot wider than the 8-foot-wide Inekon
trains, a disadvantage on tight Seattle streets. (Railway
Age, September 29 and October 10; Seattle Times,
September 23 via Jack May)
KENOSHA, WISCONSIN
In a 10-to-5 vote, the Kenosha City Council approved
an expansion of the city's streetcar operations, in essence adding a north-south line layered over its existing
east-west route.
The split vote, taken September 22, reflected ongoing
tensions over streetcars in the city, and followed a twohour public hearing where supporters and opponents
traded observations on the project's value, including its
potential for economic development. But Council approval appeared likely, with the result therefore being
unsurprising.
The new route would establish "a north-south loop"
bounded by 48th Street, Sixth Avenue, 61st Street, and
Eighth Avenue, according to local media.
Expected to cost $10.3 million to implement, the city
expects to cover 80% of the costs through federal funding, possibly from the Federal Transit Administration's
Small Starts program.
Kenosha's existing 1.7-mile east-west route, patrolled
by PCC streetcars, links the city's Metra passenger station with the city marina and two parks along Lake
Michigan.
Many U.S. streetcar supporters consider Kenosha a
model for adaptive reuse of heritage streetcar equipment, as well as an outlier pro-rail city in Wisconsin, a
state recently hostile to urban and intercity rail transit.
Supporters point to nearby Milwaukee, and its decadeslong effort to establish a streetcar despite opposition
from county and state leaders, as a contrasting example. (Railway Age, September 24)
CHICAGO, ILLINOIS
Metra reopened the western ends of both the inbound
and outbound platforms at Downers Grove on the
BNSF Railway commuter line to Aurora. The project had
been expected to completely replace the crumbing con14

crete of both platforms, but drainage issues uncovered
early on in the project slowed the progress of the job. To
attempt completing the eastern portions of the platforms
would have entailed the risk of pouring and curing concrete in sub-freezing temperatures typical of the fall
season in the Chicago area. Instead, work will be suspended until Spring, 2015. (Chicago Tribune, October
2)
Metra acquired three former GO Transit F-59-PH locomotives from Rail World Locomotive Leasing. They are
the former units 526, 530, and 532, retired by GO
Transit in 2009. They were rebuilt and briefly leased to
the Montreal commuter transit agency before being sold
to Metra. They will be moved to Altoona, Pennsylvania
for mechanical work and painting before being delivered
to Metra. However, these three units will not be cab signal-equipped, limiting their use to lines without cab signals. (Editor’s Note by Ron Yee: With the coming of federally
mandated Positive Train Control (PTC), one can wonder just
how long Metra expects to utilize these three locomotives.)
(Al Holtz, September 30)
Metra’s 2015 budget includes a 10.8% fare increase
to cover modernization of the system as well as debt
service requirements and increased operating costs
due to labor and employee benefits, fuel, and electricity;
an aging fleet of locomotives, coaches, and electric
multiple unit cars; a reduced state subsidy from Illinois;
and $275 million to install and implement positive train
control. More alarming is the prospect of fares increasing by 68% over the next ten years to finance a $2.4
billion effort to modernize Metra. (Chicago Sun-Times,
October 8)
HOUSTON, TEXAS
The Houston Metro has confirmed that it will be forced
to postpone the opening of two light rail lines it had
promised to open by the end of 2014, pushing the
opening date back to April 4, 2015. The $1.3 billion Purple and Green lines had originally been scheduled to
open in 2012, but construction delays since the project
began have pushed the opening day back several
times. One major factor in the delays in construction is
the accidental severing of a chilled water line under the
tracks that supports the air-conditioning at Minute Maid
Park. The repair of that line required the entire track bed
and rails meant to serve both the Purple and Green
lines to be ripped up for access. There are also issues
with a car counting system that enables the dispatching
system to keep track of the trains. The delay will give
CAF-USA some additional time to complete its 39-car
order, the last car now expected to be delivered in January, 2015. The first CAF-USA car, 301, passed its
4,000 mile defect-free burn-in acceptance testing, paving the way for the delivery of the rest of the fleet. On
the bright side, the severe car shortage Metro had been
bracing for with the 2014 opening dates will no longer
be an issue as all cars are expected by the time the
(Continued on page 15)

ERA BULLETIN - NOVEMBER, 2014
Commuter and Transit Notes
(Continued from page 14)

lines actually do open. (Houston Chronicle, September
17 and October 8; Railway Track & Structures, October
2)
Dallas-Fort Worth, Texas
The Fort Worth Transportation Authority (The T)'s TEX
Rail project has received a Record of Decision (ROD)
from both the Federal Transit Administration (FTA) and
ironically, the Federal Aviation Administration, The T
announced on September 29. Construction could begin
in 2016, with service beginning in 2018, The T said.
Initial TEX Rail service would link downtown Fort
Worth with Dallas/Fort Worth International Airport's Terminal B, running 27 miles across northeast Tarrant
County and Grapevine and into DFW Airport at Terminal
B. The line would launch with eight stations, with hopes
of serving 10,000 riders at first, growing to 15,500 riders
by 2035.
Further assistance came from the North Central Texas
Council of Governments, Tarrant County, the City of
Fort Worth, the City of Grapevine, and DFW Airport.
TEX Rail's inclusion in the President's 2015 Budget for
New Starts funding was a key component in the project.
(Railway Age, September 29)
TUCSON, ARIZONA
Ridership on the Tucson Streetcar is now averaging
5,000 riders per day, far exceeding the 3,600 per day
initially forecasted. It had been 3,600 during the first two
months of operation in the summer months until the
University of Arizona began its Fall semester. Local
businesses have noted a rise in customer volume as
well as increased pedestrian activity on the streets
along the route. However, there have been a high number of customer complaints regarding the fare collection
system where, while the base fare is $1.50, only $4 day
passes are sold at kiosks at each station. SunGO Card,
a reloadable farecard, is only available online and at the
Ronstadt Transit Center downtown and is not as convenient to acquire. The operator is now exploring options of acquiring ticket vending machines (TVMs) that
will sell all types of farecards. However, the TVMs are
quite expensive. (Arizona Public Media, September 24)
SEATTLE, WASHINGTON
Seattle’s second streetcar line, the 2.5-mile, $132 million First Hill Streetcar, has now postponed the commencement of service until early 2015. The manufacturer of the six cars, a partnership of Prague-based Inekon
Group a.s. and Seattle-based Pacifica, has experienced
production delays with these cars, which were to have
been delivered in June, 2014. The consortium is also
building one additional car, which will be assigned to the
existing South Lake Union Streetcar. A new alignment
on First Avenue that was approved by the Seattle City
Council will allow the linking of both streetcar lines.
(Railway Age, September 18; Mass Transit Maga15

zine, September 24)
Sound Transit’s light rail line, running from the
Westlake station to Seattle Tacoma International Airport
since 2009, is halfway through with construction of a
1.6-mile extension of the line from Sea-Tac to the new
station at Angle Lake scheduled to open in September,
2016. Other extensions toward an eventual 50-mile system include Westlake to Capitol Hill and University of
Washington (UW) (early 2016), UW to Northgate
(September, 2021), and a 2023 target date for
Northgate to Lynwood, International District Chinatown
to Bellevue and Overlake and Angle Lake to S. 240th
Street. (Sound Transit Link Progress Report, September 24)
PORTLAND, OREGON
Portland’s Tri-Met began a one-year countdown to its
planned opening on September 15, 2015 of its 7.3 mile,
ten-station Orange Line. The line will originate at Union
Station and run south, extending onto new trackage
south of Portland State University, extending 7.3 miles
southward to South Waterfront and southeast Portland
and onward to Milwaukie in northern Clackamas County. The ten-station line will utilize the 1,700-foot-long
Tilikum Crossing, the first car-free transit bridge carrying
only light rail, buses, streetcars, bicyclists and pedestrians across the Willamette River. (trimet.org, September
15)
SAN FRANCISCO, CALIFORNIA
Aggressive plans for San Francisco's Transbay Transit
Center, which include accommodations for improved
Caltrain service and a terminus for California highspeed rail, are in jeopardy as developers and city officials have reached an impasse.
The new center, dubbed by some as the Grand Central Terminal of the West Coast and itself not in immediate harm's way, was to be the focal point of a $2.6 billion Caltrain extension for San Francisco, to serve a
host of new skyscrapers and other development. But
local media report developers are balking at the original
agreement, and may sue the city, even as the city
Board of Supervisors affirmed original terms of the tax
district, and after all parties had agreed to a rough outline of the deal including some modifications over payment schedules.
The San Francisco Municipal Transportation Agency
(SFMTA) awarded a $648 million contract to Siemens to
build 175 light rail cars for MUNI to entirely replace the
current fleet of cars built by Breda; the contract includes
an option for 85 more cars. This is Siemens’ largest
light rail car order ever in the United States. The cars
will be built at the Siemens plant in Sacramento, California with the first cars anticipated by the end of 2016.
(Heraldonline.com, September 19)
Brookville Equipment Corp. said on September 24
that it and the San Francisco Municipal Transportation
Agency (SFMTA) have agreed to terms "for the rebuild
(Continued on page 16)
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of 16 Presidents' Conference Committee (PCC) streetcars, adding a minimum of 20 years of service life to the
historic vehicles in a contract valued at nearly $34.5
million."
San Francisco currently has the largest and most active fleet of rebuilt PCCs in regular service, which routinely intermix with other, newer Muni light rail vehicles.
Brookville, Pennsylvania-based Brookville Equipment
said the "end of life rebuild order includes 13 single-end
PCC streetcars originally manufactured in 1947 and
initially restored in 1993 after being purchased by SFMTA from the Southeastern Pennsylvania Transportation
Authority (SEPTA) in 1992. Additionally, the order includes rebuilds for three SFMTA-original double-ender
streetcars manufactured in 1948 and restored in 1995."
The company was one of several LRT and streetcar
builders exhibiting at the American Public Transporation
Association's (APTA) Expo 2014, scheduled for October
13-15 in Houston. (Railway Age, September 24)
The Transbay Joint Powers Authority had planned to
use economic development as a lever to issue up to
$1.4 billion in bonds. About $200 million in funding is on
hand to complete the Transbay Transit Center itself,
slated to open in late 2017. But improved rail access
could be thwarted if local matching funds aren't in place
to tap about $1.5 billion in federal and state contributions. (Railway Age, September 24)
The Sonoma-Marin Area Rail Transit Authority
(SMART) did not receive a $20 million federal grant
matching local funding from the Metropolitan Transportation Commission, meant to extend the commuter line
to Larkspur. As a result, construction of the $660 million
line could face significant delays. Five previous applications for TIGER grants have been unsuccessful. Alternative funding sources for the $20 million are now being
explored to provide the $40 million needed to extend
the line 2.2 miles south from downtown San Rafael to
the Larkspur Ferry Terminal. Train service is expected
to commence in 2016 on phase one, running 43 miles
between downtown San Rafael and Airport Boulevard,
just north of Santa Rosa. Seven two-car Diesel Multiple
Unit (DMU) trains have been ordered from Sumitomo
Corporation of America/Nippon-Sharyo, based in Rochelle, Illinois, at $6.67 million per train set. The propulsion and auxiliary systems of these DMUs will be capable of handling the addition of a third non-powered car
inserted mid-consist if ridership demand warrant it in the
future. A poll conducted among potential riders indicates
a high interest in using the rail line, which would connect to ferry services to San Francisco. Two-thirds of
Sonoma and Marin County residents would consider
riding the SMART train. Origin-destination patterns became quickly apparent from the survey results, with
20% starting their commute from Railroad Square in
16

Santa Rosa and 17% from downtown San Rafael. Surprisingly, the most common origin-destination pair would
be Santa Rosa-San Rafael. The potential riders are
very price-sensitive, with 45% considering the train if
priced at $5 per trip but dropping off to 8% if the fare
were $12. Not factored in in this survey is the potential
ridership from tourists. (Editor’s Note by Ron Yee: Santa
Rosa is the home of the museum honoring the works of
Charles Schulz, the creator of Charlie Brown cartoons and
comics, and I can vouch for the horrific hours-long traffic
jams on Route 101 in that area headed for San Francisco.)
(Santa Rosa Press Democrat, September 16 and
October 2)
CalTrain is purchasing 16 surplus bi-level push-pull
coaches from Metrolink for $15 million. The cars, built
by Bombardier and now rendered surplus by the new
coaches built by Rotem, will be renovated to meet CalTrain standards, enabling the operator to add capacity
to peak period trains. The CalTrain Board has also started reaching out for public comments regarding the design of the future fleet of electric multiple unit cars that
will be expected to provide 75% of the service on the
line once it is electrified. (Progressive Railroading, September 8)
The Santa Clara Valley Transportation Authority (VTA),
operator of the San Jose Light Rail system, received $8
million in federal funding from the Metropolitan Transportation Commission for a $63 million project to add a
second track between the Mountain View and Whisman
stations on the Green Line, eliminating a major bottleneck in the system. Adjacent Caltrain tracks will have to
be realigned and the VTA Evelyn station closed and
eliminated before the work to double-track the light rail
line can commence. Phase One will add 1,400 feet of
new track west of State Route 85 and a new track for
the storage of trains and be completed by July, 2015;
Phase Two to complete the double-tracking is expected
to be finished by November, 2015. This will enable VTA
to better accommodate heavy ridership generated by
events at Levi Stadium. (Progressive Railroading, September 26)
LOS ANGELES, CALIFORNIA
Ground was broken on October 1, 2014 in the Little
Tokyo district in Downtown Los Angeles for the construction of the $1.42 billion, 1.9-mile Regional Connector project that will link the Blue and Expo Lines with the
Gold Line in 2020. The connector line will have three
stations: First Street and Central Avenue, Second Street
and Broadway, and Second Place and Hope Street. The
line will enable a one seat ride from Long Beach-Azusa
and Santa Monica-East Los Angeles. (LAcurbed.com,
October 1)
Metrolink changed schedules on October 6, 2014. The
91 Line from Los Angeles Union Station (LAUS) to Riverside (which is named for the State Highway 91 reconstruction project) had weekend service enhancements
(Continued on page 19)
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
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(Continued from October, 2014 issue)
The Eurodam’s next port of call was Barcelona, with a
scheduled arrival of noon on Monday, April 22. We
would be spending a day and half anchored in the harbor of this Catalonian city, and consequentially our ship
would be more like a full-service hotel than a comfortable conveyance. Clare and I had been to Barcelona five
times before, and we hadn’t yet tired of it. For Clare,
there would be a large number of museums along with
the opportunity to again view the architecture of Antoni
Gaudi. While I had ridden almost all of the electric rail
lines, heavy and light, urban and suburban, I knew
there were always more photographs to take. And since
I planned to meet Phil Stevenson here as part of his
first visit to Spain, there was lots to share. In addition,
only a few months earlier the new tramway in Zaragoza
had been completed, so a visit to that city was on the
agenda for the following day.
Because of mutual preferences and time constraints,
streetcars would be the main attraction of our first day
in Spain. We had decided to meet at 13:30 outside the
Glories Metro stop, one of the transfer points to the
Trambesos streetcar system. The Eurodam was scheduled to dock at 12 noon, so we would have time to ride
and photograph only one of the two tramway networks
in Barcelona.
When the decision was made to return streetcars to
Barcelona, the city fathers broke the system into two
non-connecting parts and outsourced operations to the
private sector. Lines T1, T2, and T3, called the Trambaix, run along 10 miles of line in the western portion of
the city, while lines T4, T5, and T6, the Trambesos,
comprise a 9-mile operation through the northeastern
section. Both are now operated by an undertaking simply called ‘Tram.’ (See http://www.urbanrail.net/eu/es/
bcn/bcn-tram.htm and http://www.urbanrail.net/eu/es/
bcn/barcelona.htm.)
The infrastructure and rolling stock of the two systems
are identical, with the two networks operating 19 and 18
Alstom 100-percent low-floor Citadis 302 cars--in the
exact same color scheme and markings, and with identical number series!!!! The Trambaix roster consists for
cars 01-19 while the Trambesos cars are numbered 0118. The two systems are not connected, but plans are
afoot to bring them together through the very congested
downtown portion of the city. Thus a great deal of planning and engineering is taking place. (Dublin has a similar problem, but work is now underway to connect the
Red and Green lines through the heart of the Irish city’s
business district.)
I should mention that our first visit to Barcelona was in

1968, when the legacy system was being wound down
(it closed in 1971), but was still operating ex-DC Transit
PCC cars, both prewar air-electrics and postwar allelectrics. Apparently two have been saved and at least
one is being restored. It would be nice if an American
PCC eventually operates on the new 750-volt DC tramway network.
There is another tramway in Barcelona, a legacy operation now reduced to running mainly a service for tourists. The Blue Tram is under a mile long and runs daily
only during the tourist season. Also important is the
standard-gauge portion of the suburban rail network,
which evolved from an independent streetcar and subway network, and has restored two Brill-built interurbanlike cars. They operate on special occasions (and charters).
And finally there is a very large subway system, now
with 11 lines covering 75 miles. The metro dates from
the1920s, although most lines were built over the last
half century. Very little of it is outdoors, just a station or
two on two of the earliest routes. While I’ve covered all
of these operations on my previous visits, on this occasion I would only get to the Trambesos.
I should point out that Barcelona is part of Catalonia,
now an autonomous province of Spain. It has its own
language, Catalan, which can be quite different from
Spanish. I was not aware of that on my first visit to Barcelona, as the language and culture of the area had
been very effectively suppressed by Generalissimo
Francisco Franco, the former despotic ruler of Spain.
But now the pendulum has swung to the point that Catalan extremists, in a way functionally similar to many of
the Quebecois, have even painted out Spanish on bilingual signs. I took 7 years of Spanish in junior high
school, high school, and college, but it’s pretty much
useless in Barcelona, as I cannot understand much
Catalan.
The Eurodam docked late, at 12:30 (12:00), a pattern
that would later continue. I got off at 12:32 and made
my way quickly to the port shuttle bus, which left at
12:52 for the 5-minute run to the foot of the Ramblas
and the Drassanes station of the metro. I bought a day
pass from a vending machine at 13:02 and my train on
line L3 left at 13:09. After two stops I transferred at Pl.
Catalunya to line L1 and arrived at Glories at 13:29, a
minute before our scheduled meeting time. Both Metro
trains were relatively new, with air-conditioning and
open gangways from end to end. Phil got there a few
minutes later and we spent the afternoon riding and
(Continued on page 18)
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The terminal of the port bus is at the impressive Drassanes circle (Placa del Portal de la Pau), which hosts a statue of Christopher Columbus
in its center and marks the beginning of the Ramblas, Barcelona’s most important strolling boulevard. Two impressive buildings at the entrance to the port display the Classical and Neo-Classical architectural styles of old Barcelona: the Customs building (left) (Aduana Maritima)
and the old Army Headquarters (right).

On the other hand, here is one of
Barcelona’s new buildings, the Torre Agbar, just a block or two away
from the Glories station of the T4,
which is also the terminal of the T5
and T6. Like it or not, this office
tower built in 2005 is now the symbol of Barcelona to many of its
inhabitants. It is very similar to
“The Gherkin,” a building designed
by Norman Foster and constructed
a year or two earlier in London. The
Torre Agbar has other names,
which I will not repeat here.

Barcelona’s LRVs do not look this old-fashioned.

An Alstom Citadis car on the T4 route turns into the Glories tram
station. T5 and T6 cars use a crossover beyond the station to turn
back.

Rambla de la Mina, the only street traversed by the T6 that is
not shared by either the T3 or T4 lines, was built new as a
palm tree-lined boulevard with a wide walkway in the center
reservation between the pair of roadways and trackways. This
view was taken about halfway along the Rambla, near the La
Mina station.

(Continued on page 19)
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photographing the T4, T5, and T6. The T6 had not been
operating on my previous trip, so we made sure to cover the track that had been added for its debut, which is

The Trambesos has a trolley subway with three stations under
the Grand Via de les Cortes Catalanes, This is the eastern portal
of the T5 and T6, where the width of the arterial boulevard forces single-track operation behind the photographer.

only a couple of long blocks long, connecting the T4
and T5 lines with but one station. We were able to ride
the entire Trambesos network in the next 4 hours. My
return to the Eurodam was just the reverse of my going
trip.

Carrer Torrassa on the T5, has an impressive bridge over the Besos River (Riu Besos). An inbound car is shown starting its traverse of the structure.

(Continued next issue)

Around New York’s Transit System
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expected in December, 2014.
Staten Island Railway Capital Program
$372 million of the proposed $32 billion MTA five-year

capital plan is allocated toward the Staten Island Railway for upgrading of track, power, stations, and communications on the line and includes $221.4 million to replace the 1970s-vintage fleet of 64 cars. No timetable or
car specification details were given with this plan. (The
New York Times, September 25, 2014)
will depart LAUS five minutes later, at 8:55 AM, arriving
at Bob Hope Airport at 9:20 AM and Antelope Valley
Line Train #207 will depart LAUS 20 minutes later at
9:40 AM and arrive at Via Princessa at 10:50 AM. There
are no changes on the Riverside Line. Note that this line
is not the 91 line, which serves downtown Riverside.
(metrolinktrains.com, October 6)
TORONTO, ONTARIO, CANADA
Metrolinx has purchased the 33-mile GeorgetownKitchener section of the Canadian National Railway’s
(CNR) Guelph subdivision for C$76 million. While CNR
will retain the right to continue operating freight trains
over the line, the purchase will enable GO Transit to
vastly improve its commuter train service. All-day bidirectional service is planned for the Kitchener Line,
including weekends, starting in 2016. Metrolinx has also
purchased a parcel of land in Kitchener that will house a
future layover and storage yard for trains. With this purchase, Metrolinx now owns 80% of the tracks over
which its trains operate. (Progressive Railroading, September 25)

Commuter and Transit Notes
(Continued from page 16)

between downtown Riverside and LAUS introduced in
the July 5, 2014 timetable change. The October 6 timetables changed for five 91 line trains: #703, 704, 705,
707, and 708 during the morning and afternoon peak
periods are affected while two midday trains, the 12:40
PM out of LAUS and the 2:30 PM out of Riverside, were
eliminated. Train #703 departs Downtown Riverside at
5:56 AM, arriving at LAUS at 7:32 AM and Train #704
departs LAUS at 3:40 PM, arriving at Downtown Riverside at 5:15 PM. Trains #707 and #708 will arrive at
their destination five minutes later. Orange County Line
Train #607 departs Oceanside five minutes earlier at
6:39 AM, arriving at LAUS at 8:45 AM, Train #644 departs Fullerton ten minutes later at 10:10 PM and arrives at Oceanside at 11:37 PM to minimize conflicts
with trains from other lines, and San Bernardino trains
#310, 327, 338, and 339 were eliminated to reduce expenses for the 2014-5 fiscal year budget. On the Ventura County/Burbank-Bob Hope Airport Line, Train #907
19
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Around New York’s Transit System
Limited Service Disruptions in Cranberry Street
Tunnel?
As part of MTA’s Fix and Fortify program intended to
improve the ability of the subway system to endure future storms of the magnitude of Hurricane Sandy in
2012, NYC Transit is leaning toward limiting service
suspensions in the Cranberry Street Tunnel carrying A
C trains to weekends only. High ridership levels on
these two routes and the lack of viable alternative routings for these riders to reach the large number of employers in lower Manhattan are the driving forces behind
the preference to limit the work to weekends only. The
project is expected to begin during the first three
months of 2015 and the duration has yet to be determined. During the planned weekend closures, AC
trains will operate over F between Jay Street/
MetroTech in Brooklyn and W. 4th Street in Manhattan.
Of the nine under-river tunnels that were flooded by
Hurricane Sandy, two have undergone a total rebuilding
that involved long-term outages over the past year, the
Montague Street Tunnel carrying R and the Greenpoint
Tunnel carrying G. Looking ahead, the 53rd Street Tunnel carrying EM trains will require similar weekendsonly work, expected to take place in the second half of
2015. The repair and rebuilding process for the Steinway Tunnel serving 7 trains has been has been an ongoing process conducted during service outages between Times Square and Queensboro Plaza during select weekends over the past two years. This repair work
is being conducted concurrently with the installation of
communications based train control (CBTC) on the
Flushing Line.
Flushing Line Extension Update
Opening day for the Flushing Line extension to the
34th Street-Hudson Yards station at 11th Avenue adjacent to the Javits Center has been scheduled for February 24, 2015. A financial incentive of up to $4.75 million
has been agreed upon between MTA and the general
contractor for the project to insure that the project is
completed on or before that date. Originally slated to

open in late 2013, technical issues primarily with the
two specially built “Inclinators” (an inclined elevator) that
would whisk passengers in glass enclosed compartments along a 170-foot route inclined at an angle of 27
degrees linking street level with the mezzanine as well
as issues concerning the ventilation systems have
pushed the opening date over 15 months behind the
original schedule. The station will have an air-cooling
system designed to keep the station 10oF below street
level temperatures. The entire project still appears to be
$16 million under its budget.
Station Rebuilding Progress Report
The southbound platforms of the 88th Street and 104th
Street stations on A, closed since Spring, 2014 for a
total rebuilding, re-opened at the end of September,
2014. The work included replacement or repair of the
lighting, mezzanine to platform stairs and railings, and
exterior and interior walls, and artwork added to the
windscreen walls. Three other stations on A are slated
for total rebuilding: 80th Street-Hudson Street, Rockaway Boulevard, and 111th Street-Greenwood Avenue.
Station Condition Survey
A report issued by the New York State Comptroller’s
Office based on a 2012 NYC Transit survey of its stations reveals that 90% have structural defects ranging
from peeling paint and tiles falling off to severe corrosion of structural members and platform edgings falling
off. In its defense, NYCT pointed to its ongoing program
of aggressively addressing the most serious of the defects it already has categorized. The 2015-9 MTA Capital Program is expected to address many of the stations
issues in the Comptroller’s report.
New Subway Cars to Have Security Cameras
MTA announced that the 904 R-211 class subway
cars it expects to order in the 2015-9 capital plan will be
equipped with on-board surveillance cameras in an effort to deter crimes such as sexual harassment, robbery, and assaults, as well as improve security. MTA is
also seeking to have the cameras installed on the 300
R-179 class cars already on order with the first cars

New York City Subway Car Update

Work Cars and Miscellaneous
The first ex-R-110A Pump Train based around cars
8002/3/4, while still not fully in use, made its presence
known on the system this Summer. It was seen circling
the shop complex at 207th Street on August 1 while performing curvature tests, followed by a similar undertaking at 239th Street Yard in the Bronx on August 6 and 7.
Meanwhile, progress continued on the conversion of
former R-110As 8007/8/9 inside 207th Street to another
pump train through the month of August.

(Continued from page 8)

5164/5162 were also present on Q, running to Astoria
during the AM rush before being laid up. Last but not
least, a mixed train of Jamaica-assigned R-160As and
R-160Bs (9758/9762-9817/9813) was running around
E and F during August, adorned with full-body ad
wrap trumpeting Puma athletic wear.
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FIVE QUEENS TROLLEY LINES QUIT 75 YEARS AGO
The last trolley line serving Long Island City
and Astoria, the Steinway Street Line,
ceased operating on November 1, 1939. The
remaining lines, Broadway, 31st Street,
Vernon Boulevard, and Northern Boulevard,
quit on September 29, 1939. But the 1.64mile Queensboro Bridge trolley, operating on
a private right-of-way from E. 59th Street and
Second Avenue, Manhattan to Queens Plaza, was retained. Cars stopping at Roosevelt
Island (formerly Welfare Island) were the only
transit line serving the island.
In 1896, the Steinway Railway was merged
with the New York & Queens County Railway
Company, which became a subsidiary of the
Interborough Rapid Transit Company (IRT).
The new company prospered until the Long
Island Rail Road reached Penn Station in
1910 and IRT was extended to Corona and
Astoria in 1917. Oddly enough, IRT’s trains
competed with their own subsidiary. During
the post-World War I inflation, most transit
lines operated at a loss, but they were forced
to retain the five-cent fare.
When the company defaulted on the bonds’
interest payable January 1, 1922, Third Avenue’s President, S.W. Huff, and an insurance
broker, R.C. Lee, were appointed receivers of
Steinway Lines, which was separated from
NY&Q. The receivers started operating the
original Steinway lines on May 10, 1922,
charging a separate fare without transfer
privileges to NY&Q lines. Steinway’s fleet of
old cars, which were transferred to NY&Q,
were replaced by second-hand cars and
Third Avenue’s oldest cars.
During the intervening years, cars were
transferred frequently between Steinway
lines and Third Avenue lines on a track located just east of E. 59th Street and Second Av1

enue. This track with no overhead trolley and
no underground conduit connected the eastbound Queensboro Bridge track with the
westbound 59th Street track.
In the late 1930s, we observed the following assignment:
CARS ASSIGNED
LINE
Steinway Street

CAR NUMBERS
1-10, 12
529-544

31st Street

701, 702, 704,
708-712, 719,
724, 725, 733,
743, 759

Broadway, North- 1651-4
ern Boulevard,
Vernon Boule1657-81
vard

TYPE
Third Avenue
convertibles
Ex-Manhattan
Bridge
Third Avenue box
cars (A)

Third Avenue
Birneys
Second-hand
Birneys

(A) In the Spring of 1937, Yonkers 700s replaced
second-hand BMT 1682-8, which were scrapped.
All the cars listed above were not transferred
immediately. Apparently, the cars ran until they
were worn out. Instead of repairing them, the cars
were taken out of service and replaced by other
Yonkers 700s.

New cars finally appeared on Steinway
Street during the last two days of trolley operation. Six-month-old Third Avenue cars 651655 were transferred from the Bronx and
placed in service on the bridge while the best
six ex-Manhattan Brige cars were rehabilitated and renumbered to 531-536.
After abandonment, Third Avenue’s cars
were returned to the Bronx.
(Continued on page 20)
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STOCK: THE ALL-STEEL REVOLUTION
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STATUS OF NORTH AMERICAN TRANSIT PROJECT OPENINGS
SCHEDULED FOR 2014
by Randy Glucksman
The following projects that were listed in the January,
2014 Bulletin have been, or are scheduled to be
completed this year as of November 26. There is an old
saying, “the best laid plans of mice and men often go
DATE

AGENCY

awry,” and the transportation field is no exception. Additional changes will be reported in the January, 2015
Bulletin.

CITY

TYPE

March 31

NJ Transit

Hackensack, New Jersey

April 7

New Mexico Rail Runner Express

May 1

CR

LINE

DETAILS

Pascack Valley

Anderson Street station reopens

Albuquerque, New Mexico CR

Rail Runner

Montano station opens

Florida DOT (SunRail)

Orlando, Florida

CR

Phase I

DeBary to Sand Lake Road
29.5 miles, 12 stations

June 14

Metro Transit

Minneapolis/St. Paul,
Minnesota

LR

Green

Downtown to Downtown
10.8 miles, 18 stations

July 25

Sun Link

Tucson, Arizona

SC

Sun Link

Congress Street/ Granada Avenue
to Warren Street/Helen Street
3.9 miles, 17 stations

July 26

Washington Metropolitan Area
Transit Authority

Washington, D.C.

HR

Silver Phase I

East Falls Church to Wiehle-Reston
East
11.6 miles, 5 stations

August 18

Dallas Area Regional Transit

Dallas, Texas

LR

Orange

Extension from Beltline to DFW Airport
4.7 miles, 1 station

August 25

Calgary Transit

Calgary, Alberta

LR

Northwest

Crowfoot to Tuscany/Rocky Ridge
1.5 miles, 1 station

September
2

Massachusetts Bay Transporta- Somerville, Massachution Authority
setts

HR

Orange

Assembly Square (fill-in station)
opens

November
10

MTA NYC Transit

New York, New York

HR

2345ACJ
RZ

Fulton Center opens

November
22

Bay Area Rapid Transit

San Francisco, California

AGT

Oakland Airport
Connector

Coliseum to Oakland International
Airport
3.2 miles

November

District DOT

Washington, D.C.

SC

H Street/Benning
Road

2.4 miles, 8 stations

December 1

Agence metropolitaine de
Transport

Montreal, Quebec

CR

Train de L’Est

Central Station to Mascouche
32 miles, 10 stations

December 6

City of Atlanta/Atlanta Downtown Improvement Project/
MARTA

Atlanta, Georgia

SC

Atlanta Streetcar
Project Phase I

2.7 mile loop, 12 stations

End

Chicago Transit Authority

Chicago, Illinois

HR

Green

Cermak-McCormick station opens

MOVED TO 2015
Early

Edmonton Transit

Edmonton, Alberta

LR

North

Churchill to Nait
2 miles, 3 stations

February 24

MTA NY City Transit

New York,

HR

7 Extension

Times Square to Hudson Yards
1.4 miles, 1 station

SC

First Hill Streetcar

Occidental/South Jackson to Broadway/East Denny Way
2.5 miles, 10 stations
(Continued on page 20)

First Quarter Sound Transit

New York

Seattle, Washington
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No. 313
by Ronald Yee and Alexander Ivanoff

METROPOLITAN TRANSPORTATION AUTHORITY
MTA released the results of its customer satisfaction
surveys for 2014. NYC Subway improved its score to a
74% satisfaction rating. NYC Bus scored 70%. Long
Island Rail Road received the highest score, at 84%, of
all of the MTA agencies, and Bridges & Tunnels scored
83%, both remaining relatively unchanged from last
year. Metro-North Railroad slipped 20 points down to
73%, something that was not unexpected by management given the unfortunate string of events that have
occurred on the railroad. Three bright spots for MetroNorth were an 87% customer satisfaction rating of its
quiet car program, an improving trend for restroom
cleanliness with more M-8s coming on line on the New
Haven Line, and a 96% rating of Grand Central Terminal. (MTA press release, November 14)
MTA has hired David Mayer as its Chief Safety Officer.
He will start on December 1, 2014, reporting directly to
MTA Chairman Tom Prendergast. Mr. Mayer was the
Managing Director at the National Transportation Safety
Board prior to joining MTA in a position created in the
wake of a series of serious and fatal accidents at MetroNorth Railroad. (New York Daily News, October 27)
MTA will begin discussions regarding the extent and
means by which transit fares and bridge and tunnel tolls
will be raised in March, 2015. Expected to be around
4%, it would generate almost $290 million per year. Two
proposals are on the table; one would increase the base
fare to $2.75 while the bonus amount when putting
more than $5.50 on a pay-per-ride MetroCard would
increase from 5% to 11%. The second would maintain
the base fare at $2.50 while the bonus for putting $5 or
more on a MetroCard would be eliminated. In both scenarios, the 30-day unlimited MetroCard would increase
by $4.50 and the 7-day unlimited MetroCard would increase by $1. The fare hikes for the LIRR and MetroNorth commuter trains would average less than 4.25%
for weekly and monthly tickets; weekend “city tickets”
would rise by 25 cents while single ride tickets to and
from Manhattan on Metro-North and Zone 1 on LIRR
would increase between 2.2% and 6.1%, the wide ranges caused by the fact that fares must increase in 25cent increments. Bridge and tunnel tolls would increase
by around 21 cents for E-ZPass users with automobiles,
a roughly 4% increase. In a macabre sense of relief,
transit advocates are pleased that the fare hikes are not
going to be 7.5% as had been the original target in
MTA’s four-year financial plan due to budget discipline,
cost-cutting, and ridership increases. (MTA press release, November 17)
The MTA Board has approved a $34.6 million contract
to install inward- and outward-facing cameras in the

operating cabs of the rail fleets of the Long Island Rail
Road and Metro-North Railroad. This contract will also
begin the installation of cameras to monitor the passenger areas of the rail cars to enhance security and discourage crime. The in-cab cameras were prompted by a
recommendation from the National Transportation Safety Board in February, 2014 after a series of accidents on
Metro-North in 2013. (MTA press release, November
17)
MTA LONG ISLAND RAIL ROAD
The Long Island Rail Road issued new timetables dated November 17, 2014 which will remain in effect
through December 14, 2014. This timetable change restores weekend and holiday train service to the West
Hempstead Branch offering two-hour headways. The
3:13 AM train from Long Beach was moved to 3:59 AM
to provide the ability for those customers needing to
reach Manhattan in the 5-5:30 AM time frame and provide for an arrival into Atlantic Terminal at 4:49 AM. It
also has some timing changes to accommodate track
work on the Port Washington, Port Jefferson, and West
Hempstead Branches. Additional weekend service for
the holiday season started on November 29 as well as
added service for the Thanksgiving holiday period starting November 26, 2014. (MTA Long Island Rail Road
website, November 17)
MTA METRO-NORTH RAILROAD
Metro-North Railroad issued new timetables on Sunday, November 9, 2014. The most significant service
improvements are the expansion of half-hourly train service on the outer portion of the New Haven Line between Stamford and New Haven during the off-peak
and weekend periods as published in the November,
2014 Bulletin. (Ron Yee, November 9)
Member Randy Glucksman reports from the November 17 Metro-North Committee meeting book that there
are now 374 M-8s listed as active in the fleet, for an
increase of 6 cars, while the M-2/M-4/M-6 fleet stands
at 94, an increase of 12 over the October, 2014 report.
(Editor’s Note by Ron Yee: this is an interesting statistic, given that only 6 more EMU cars and 25 single-unit nonpowered M-8-style cars remain to be placed into service for a
total of 31 additional cars. Accounting for the fact that an M8 has fewer seats than an M-2, the 31 new cars would replace
around 25 of the older cars, seating-wise. The older EMU
cars also have a mean distance between failures less than
half that of the M-8s, so the shop margin would have to be
higher for that class. There remain on the roster 94 cars still
listed as active, including 41-year-old M-2 car 8522, seen
and photographed at 125th Street on November 8 by this Editor. Perhaps the degree of service enhancements on the New
(Continued on page 10)
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Haven Line combined with all the increased weekday offpeak and weekend services and minor teething issues with the
M-8s, requiring more of them to be in the shop than expected,
have thus far precluded the full retirement of the older car
fleet.)
Both Randy Glucksman and member Bill Zucker have
been dutifully recording M-8 car numbers during their
travels on Metro-North and report that cars 9100-9307,
9310-37, 9340-91, 9394-9413, 9416-21, 9500-9, 95145, 9518-9, 9530-9631, 9534-9635, 9542-9643, 9600-05,
and 9610-1 have been seen on Metro-North. (Bill Zucker and Randy Glucksman, October 24 and November
17)
NJ TRANSIT
The new station at Princeton opened Monday, November 17, 2014 after a one-week suspension of rail services on the line to facilitate final work required to open
the station and platform track for service. Riders praised
the new station, which is bright and airy in design with a
ceiling shaped like an inverted wedge and Nakajima
wood benches inside a waiting room capable of accommodating 167 people. All-weather seating is also built
into the exterior of the building. However, as it is not
restroom equipped, patrons will have to use the toilets
at the adjacent Wawa convenience store. The new
high-level platform features a full-length canopy to shelter patrons from inclement weather. It is being touted as
Princeton’s multi-modal transportation facility covering
pedestrian, bicyclist and vehicular drop-off and pickup
needs. However, this rail line was cut back by 460 feet
to make way for development backed by Princeton University and real estate interests who are redeveloping
the area into a $330 million gateway into town featuring
an arts and transit center as its centerpiece. The old
station building is be converted into a restaurant and
café. As a result, the new station may be perceived by
patrons as being less convenient and discourage ridership. Making matters worse, the pedestrian connection to the new station involves navigating a convoluted
pathway that winds around and through a construction
area and will remain that way until the gateway redevelopment project is completed in 2017. Since the cutback
of the “Dinky” route, NJT’s 2014 third quarter ridership
report shows that total ridership numbers for the combined “Dinky” and free Princeton University bus shuttle
services have decreased by 8.1%. As there has been a
system-wide ridership increase of 1.5% on NJT rail, the
actual potential ridership loss is 9.6%.
AMTRAK
Amtrak honored one of its former Presidents, David
Gunn, by placing his name on ACS-64 electric locomotive 600. He was recognized for his role in keeping the
railroad out of bankruptcy during an administration that
was outwardly hostile to Amtrak’s needs. Years of de10

ferred maintenance had taken its toll on Amtrak’s rolling
stock, locomotives, and the track and structures of the
Northeast Corridor. (Al Holtz, November 12)
Amtrak’s plans to replace the 104-year-old “Portal”
swing bridge over the Hackensack River in New Jersey
can be completed in four years. If $940 million can be
found to fund the project, a new span can be built to
replace what has been referred to as the Achilles heel
of the Northeast Corridor. The new bridge would be built
50 feet above the water, high enough to no longer require it to be a movable span and permit 90 mph operations. There are arguments as to whether such funding,
if found at all in the new political climate post-2014 midterm elections, would be better spent on the Gateway
project to build two new tunnels to allow the existing
Hudson River tunnels to Penn Station to be shut down
for one year each for repairs from Hurricane Sandy
damage. (Editor’s Note by Ron Yee: BOTH projects are critical. What good would come from building two brand new
tunnels to Penn Station if a two-track bridge which is its sole
access link to points south of New York City fails from old
age?) (ABC News, November 15)
Member Jon Graham reports that YouTube has a visualization of all Amtrak train movements over its national
network over a time span of one week using General
Transit Feed Specification data. It can be viewed at:
https://www.youtube.com/watch?v=g0JU-xU7Hm8.
Amtrak was forced to suspend all operations for two
days between Albany-Rensselaer and Buffalo, Niagara
Falls, Toronto, and Chicago by a historic “lake effect”
snowstorm that slammed a five-mile-wide swath in the
area just south of Buffalo, New York with around 70
inches of snow, causing a state of emergency to be declared in several hard-hit towns and Erie County issuing
a travel ban, closing down all forms of land transportation (including 132 miles of the New York State Thruway
on which over 100 vehicles were stranded). Cancellation of all Empire Corridor and Toronto trains began November 18. Trains #48 and #49, the Lake Shore Limited, scheduled to pass through the area on November
18 apparently made it through, albeit with heavy delays,
reportedly sitting in Buffalo for over five hours. Subsequent runs of that train were canceled. No alternative
transportation services were offered to stranded passengers. Service restoration began on Thursday, November 20 with the resumption of Maple Leaf Trains
#63 and #64 between New York City and Toronto via
Albany-Rensselaer, Rochester, Buffalo, and Niagara
Falls. At the time this was written, no date has been set
for the resumption of the Lake Shore Limited, with service between Chicago and Cleveland covered by the
Capitol Limited. (Editor’s Note by Ron Yee: A train set and
crew for the Maple Leaf was probably laying over (stranded)
at Toronto and was available for the quick resumption of service of Train #64. If a train set was not already laying over at
Sunnyside Yard in New York City, it would be relatively easy
(Continued on page 11)
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to deadhead one down from Albany-Rensselaer to serve as
the resumed northbound Train #63. As more equipment is
repositioned to Niagara Falls, New York and New York City,
the remaining Empire Corridor services should be restored.)
(Amtrak website, November 18 and 19)
OTHER TRANSIT SYSTEMS
UNITED STATES, NATIONWIDE
On November 4, numerous municipalities approved
ballot measures aimed to improve public transportation.
According to the Center for Transportation Excellence,
71% of proposals passed, including a few notable ones:
● Seattle, Washington adopted a sales tax and automobile property tax increase to fund transit exclusively, after a transit proposal failed earlier in the
year
● Three California counties passed sales tax or bond
measures to fund transit, and two transit-friendly
charter amendments were adopted while a transitunfriendly amendment was defeated
● Clayton County, Georgia overwhelmingly voted to
adopt a one-cent sales tax to join the regional transit system, MARTA
● Rossford, Ohio voters rejected a move to opt the
city out of the Toledo area regional transit system
● Hamilton County, Ohio (including Cincinnati) voters
approved a very small sales tax hike to provide
$170 million to restore Cincinnati’s Union Terminal,
used by Amtrak trains three days a week. The Art
Deco terminal has been in a state of disrepair for
several years now
According to the website, the majority of proposals
passed were in the State of Michigan, which sent Republican Rick Snyder back to the Governor's office.
Notable losses happened in Sunbelt states, including
one in Austin, Texas (which would have built a light rail
system in the Texas capital) and Greenlight Pinellas in
Tampa, Florida, a project which ERA member Dennis
Zaccardi has been following closely in recent months.
Overall, transit propositions do well at the polls, since in
the last three years over two-thirds of them passed and
despite their hefty price tag earned support from voters.
BOSTON, MASSACHUSETTS
The Massachusetts Bay Transportation Authority
(MBTA) is recommending that Changchun, a Chinese
railcar builder, be the leading candidate to construct the
next generation of subway cars for the Orange and Red
Lines for $556 million. MBTA intends to order 152 cars
for the Orange Line and 144 cars for the Red Line with
an option for an additional 50 cars, with deliveries slated
to start in 2018 and continue into 2021. Changchun has
stated that it intends to build its factory on the grounds
of a former Westinghouse plant in Springfield, Massachusetts to construct the railcars. The Alliance for American Manufacturers, a national labor group, has criti11

cized Massachusetts Governor Deval Patrick for considering Changchun, claiming that this will place American
companies across the nation at a disadvantage. (Metro,
October 22)
Governor Patrick dedicated Boston’s South Station as
the “Governor Michael S. Dukakis South Station Transportation Center” in honor of his support and advocacy
for mass transit in Massachusetts. It was through his
tireless efforts that South Station underwent a total rebuilding in the 1980s while Dukakis was the Governor.
He also played a critical role in promoting and expanding Boston’s commuter rail network, having the foresight
to realize its potential as an economic engine that would
drive the region’s economy. He was also heavily involved with the Coalition of Northeast Governors, pushing for improvements toward higher speed rail services
on the Northeast Corridor. (Editor’s Note by Ron Yee: In
terms of being included in the world’s high speed rail services, Amtrak’s Acela barely has a toe-hold in this elite club,
topping out at “only” 150 mph only for a few short stretches
in Rhode Island and Massachusetts.) At age 81, Mr. Dukakis is still active in promoting rail mass transit, continuing to advocate the construction of a rail link between
Boston’s South Station and North Station, citing that as
a more workable long-term solution than the current
plans to simply expand South Station. (Boston Globe,
November 10)
Member Todd Glickman provided an update on
MBTA’s HSP-46 locomotive order. Assigned to the north
side are 2001, 2002, 2004, 2005, 2006, 2010, and
2012; and assigned to the south side are 2007, 2008,
and 2013. HSP-46s in Worcester (P&W) for setup and
as yet not delivered: 2009, 2011, 2014, 2015, 2016,
2017, 2020, 2021, and 2027 as of September, 2014.
Units at Altoona for warranty work are: 2018, 2019,
2022, 2026, 2028, and 2031. Units are still enroute. All
other locomotives of this order are either enroute or still
at Boise, Idaho. (Todd Glickman, November 1)
After a two-year-long period of rebuilding, Alstom’s
Hornell, New York plant has released car 3614, the first
of 86 Type 7 LRVs covered by a $104 million contract
with MBTA for total refurbishment. All 86 of the cars
originally built by Kinkisharyo in 1986-7 are expected to
be totally rebuilt by October, 2016. (Hornell Evening
Tribune, November 18)
PHILADELPHIA, PENNSYLVANIA
SEPTA has made permanent its overnight “Owl” train
services on the Broad Street and Market-Frankford
Lines. Costing an additional $34,000 each weekend
(Friday and Saturday overnight periods), the 20-minute
headway overnight service is viewed as a means to
make the City of Philadelphia more attractive to the millennial generation, who are much more transit oriented
than previous generations. Ridership has been steady
at 15,000 each weekend without any increase in crime.
Owl buses replacing trains continue to operate on the
(Continued on page 12)
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overnight periods late Sunday through Thursdays. Now
that the weekend Owl train service is a permanent feature for the subway and elevated lines, SEPTA is looking at cost-reduction measures such as rearranging
crew schedules to build this service into the regular job
shifts. The concept of bringing aboard private sponsorships of this service is also being actively discussed
with several interested parties. (Philadelphia Daily
News, November 13)
SEPTA and TWU Local 234 came to an agreement,
avoiding a potential strike. However, the two-year contract, which provides a 5% wage increase, simply postpones decisions regarding pension and health care contribution issues that will arise once again at the conclusion of this contract. (Philadelphia Inquirer, November
2)
WASHINGTON, D.C. AREA
Arlington County on November 18 pulled the plug on
the Columbia Pike and Crystal City streetcar projects
because of vocal opposition from county residents, a
surprise decision that upended years of transit-focused
planning and sparked sharp criticism from officials in
neighboring Fairfax County.
The $333 million Columbia Pike streetcar and an adjoining $217 million Crystal City line had been hailed by
advocates as the linchpin of redevelopment efforts
along the congested pike and in Bailey’s Crossroads in
Fairfax County.
Northern Virginia officials secured state funding to
cover as much as half the cost, and both Arlington and
Fairfax spent years planning ways to attract housing,
retail, and businesses along the areas that would be
served. The project was approved multiple times by
both the Arlington Board and the Fairfax County Board
of Supervisors.
But the proposals stirred up a political firestorm in Arlington among residents who were increasingly skeptical of county spending on what they viewed as over- the
-top municipal projects. In the end, county officials said,
discord over the proposed streetcars became an obstacle to getting anything else done. The extent of the discontent was such that one Republican-turnedindependent, defeated a Democrat in what is a liberal
part of Virginia.
On November 17, citing the election results and continued opposition to the streetcar projects, Arlington
County Board Chairman Jay Fisette announced at a
press conference that the streetcar project was being
scrapped. Several elected officials in the area issued
statements of dismay with the decision. Among the project's supporters was Virginia's Governor, Terry
McAuliffe (D).
The area is home to the 26-story Skyline Tower Apartments complex, which was approved during the early

1970s in connection with plans to bring in a Metro stop.
Opposition from Arlington County caused the Metro stop
not to be built.
It was only September when the Arlington Board
awarded a $26 million preliminary engineering contract
for the streetcar project. With cities like Cincinnati and
Washington, D.C. struggling with their streetcar systems, the fallback from the Arlington project could have
a domino effect, although news from Atlanta is encouraging. (Washington Post via Al Holtz, November 18)
ATLANTA, GEORGIA
The 2.7-mile, 12-stop Atlanta Streetcar line is in the
street testing phase of its cars. Opening day was originally scheduled for August, 2014 but as of November 20
has slipped back to December 6, 2014. The testing and
certification period was expected to last 60-90 days before passenger service can start. The line is a loop with
a car fleet of four Siemens S-70-class light rail vehicles.
(Atlanta Streetcar website, November 10, 2014; Atlanta
Journal-Constitution, November 20)
On the heels of a ballot win resulting in Clayton County joining the MARTA system, the Federal Transit Administration (FTA) has approved plans by MARTA for
preliminary planning of a "Clifton Corridor" light rail
transit line, which would be Atlanta's first LRT line.
The proposed line would link MARTA's Avondale station with Emory University and the Centers for Disease
Control and Prevention (CDC), a distance of roughly 3.5
miles. Emory University has been a strong supporter of
the concept, continuing to advocate for the line even
after Atlanta voters defeated a proposed regional transportation tax last November, which included the Clinton
Corridor. The necessity of such a project comes as the
CDC plans to add up to 1,500 employees in the next
decade, adding strain to local roads in that area.
FTA's go-ahead allows MARTA to launch a three-year
environmental assessment. Cost estimates range from
$750 million to $1.2 billion, depending in part on whether LRT is placed at grade or on elevated structures.
MARTA will seek federal funding to cover half the capital
cost. (Railway Age, October 30)
ORLANDO, FLORIDA
SunRail expects to begin construction of the 17.2mile, $174.3 million Phase 2 South, which will extend its
operations to Poinciana in Osceola County. Florida DOT
reported that 14 parcels of land along the right-of-way
have been purchased with design of future stations and
facilities to be completed in early 2015. Construction
contracts are expected to be awarded in the Spring of
2015 with actual construction starting by late Summer,
2015. (Florida News 13, November 14)
SunRail’s Ambassadors (platform attendants) returned
to all 12 stations during the peak periods and at its four
busiest stations all day with exception of the first and
last trains. In addition to assisting customers with information and assistance with using the ticket vending ma-
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chines, they will also serve to insure all customers have
valid tickets. (Editor’s Note by Ron Yee: Hopefully, they do
not become “Jobsworths” poised to make railfan photography difficult much like they do at the AirTrain facilities of
Newark and JFK Airports in the New York City area and at
some railway stations in the United Kingdom.) (Al Holtz,
November 6)
DAYTON, OHIO
Two demonstrator trolley coaches produced by Vossloh Kiepe, which provided the propulsion equipment for
bodies manufactured by Gillig, have arrived in Dayton,
Ohio. The first vehicle arrived September 29 and the
second arrived on November 5, 2014. They are dieselelectric dual-modes able to operate off the wire where
the diesel generator provides the electrical power to the
traction motors in a manner similar to a hybrid bus. Two
additional demonstrator dual-mode trolley coaches are
due in December but are equipped with batteries for offwire operations. Both types will be evaluated by Dayton’s RTA during a year-long trial period and the winning
design will replace the current fleet of 57 Electric Transit
Incorporated (ETI) vehicles built by Skoda during 19959. (Daytontrolleys.net, November 10)
CHICAGO, ILLINOIS
With 550 of the contracted 714 cars of the 5000-series
rapid transit cars now in service on the Chicago Transit
Authority’s subway and elevated system, the last of its
1976-vintage 2400-series subway/elevated cars were
retired from passenger service on Friday evening, October 31, 2014. They had run out their last miles on the
Orange Line to Midway Airport. Around 24 of these cars
will soldier on in work train service. (CBS Chicago, November 3)
CTA has released two videos showing the Train Operator’s views of the tracks and right-of-way ahead for a
northbound as well as southbound run over its Red Line
between the Howard and 95th Street-Dan Ryan stations.
The videos are posted at https://www.youtube.com/
watch?v=NPeco8tW7Tc&feature=youtu.be for the northbound run and https://www.youtube.com/watch?
v=M5ZYZrrj2IA&feature=youtu.be for the southbound
run. (CTA Connections, November 11)
Metra has spent the past few months bolstering its
winter preparedness in light of its woes from this past
winter. For the long term, there is a $2.4 billion plan to
acquire 52 new locomotives and 367 new coaches and
renovate 85 locomotives and 455 coaches. In the interim, three F-59-PH locomotives have been purchased
from GO Transit and are due to arrive in early 2015 with
four used coaches expected to be in service by December. Seven additional used coaches should be running
by the end of the winter. Metra has retrofit 50 of 200
older gallery coaches whose doors have proven prone
13

to ice jams, delaying service during the snow season.
Additional switch heaters were added to the Western
Avenue Coach Yard to insure more reliable access to
and from the yard for equipment that needs servicing.
Three new cold air blowers were added to Metra’s snow
fighting abilities to literally blow away built up snow and
ice with 525 mph blasts of cold air that will not heat and
melt it so it ends up re-forming as even more packed
ice. Improved communications via internet media such
as its Rail-time Tracker as well as improved customer
communications at all train stations and terminals
should go a long way toward keeping Metra’s customers up-to-date on the status of the trains they intend to
ride. (Chicago Tribune, November 13)
The Board of Directors at Metra approved an acrossthe-board fare increase averaging 10.8% to take effect
in 2015. While Metra has worked to control costs, implementing various measures to control and reduce
costs such as a renegotiated agreement with the South
Shore Line in Indiana, reductions in employee health
care costs, maintenance and security costs, the $27.3
million from this fare increase will go toward filling a
funding gap caused by rising employee wage and operating costs as well as to modernize its car fleet.
(Chicago Tribune, November 14)
MINNEAPOLIS-ST. PAUL, MINNESOTA
Ridership has dipped on the five-year-old Northstar
commuter rail line linking Target Field downtown with
the Twin Cities’ northern suburbs as its reliability has
fallen with on-time performances falling from a high of
97% in 2012 to 66% in 2014. Despite a $1 fare reduction and a coupon campaign offering free rides, average
weekday ridership has fallen around 8%, from 2,783
riders in 2012 to the current 2,550. Metro Transit, which
operates the Northstar commuter train service as well
as the two light rail lines, cited increased freight train
traffic on the BNSF rails the trains operate on as the
primary reason for the increase in delays to Northstar
trains. BNSF has worked with Metro Transit to take
measures that will reduce the amount and severity of
the delays, including switch covers to reduce service
disruptions stemming from ice and snow buildups, replacing 60,000 ties and 13 miles of rail and adding
“rapid response” mechanical and maintenance staff to
more quickly resolve issues on the line. In the long
term, double-tracking of key sections of the line should
facilitate Northstar train movements. Proving the point
that rail transit lines are a proven magnet for development, the communities along the line have continued to
experience a real estate boom centered on several
transit-oriented developments, despite this temporary
setback with the service . (Star Tribune, November 15)
DENVER, COLORADO
The first four EMU cars for FasTracks, Denver’s future
commuter rail service, were shipped out of the Rotem
(Continued on page 14)
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plant in Philadelphia and were due to arrive in the Mile
High City by November 17, 2014. The car shells were
manufactured at Hyundai Rotem’s plant in South Korea
and shipped to the Rotem plant in Philadelphia for final
assembly and fittings. These EMU cars are very similar
to SEPTA’s Silverliner Vs, except that they are designed
for high-level platform operations and will operate at a
maximum of 79 mph. Service on the first of four
Fastracks lines linking Denver International Airport with
downtown Denver is slated to begin in 2016. (CBS Denver, November 13)
DALLAS, TEXAS
A private company’s plans to connect Dallas and Houston with a 90-minute high-speed train ride is prompting
Dallas Area Rapid Transit to fast-track plans for increased transit options downtown.
The region’s largest transit agency is working on a
three-pronged approach to increase rail lines, streetcar
routes, and downtown train capacity by 2021, when
Texas Central Railway’s trains could arrive in Dallas.
And DART now has something that has long eluded it
in dramatically expanding downtown service: a rough
financing plan that officials believe could turn the $983.4
million in projects into reality. But a key component currently missing is Texas Central Railway’s decision on
the location of its Dallas station. Project leaders state
that planning cannot begin on the DART end without it.
The Dallas City Council’s Transportation Committee
gave DART the green light to pursue an ambitious expansion of downtown transit to make way for highspeed rail. DART aims to complete the project by 2021,
the year that Texas Central Railway hopes to have 90minute high-speed passenger rail service up and running between Dallas and Houston.
Officials and residents who attended a meeting about
the high-speed rail project last month unanimously favored a downtown terminus. However, the downtown
terminus could prove tricky if Texas Central chooses an
I-45 routing, which would make transit connections almost impossible.
Texas Central is expected to pick an end point by the
end of the year, although delays are expected. Even if it
is delayed, DART is moving forward with the first part of
three-phased approach downtown.
The first plan is a $184.4 million project that would
lengthen 28 stations so DART can add a third car to
trains. Currently all Red and Blue trains are currently
limited to two cars because stations outside of downtown cannot handle longer trains.
The next two additions to expanded downtown service
include installation of the first phase of a second light
rail track and expansion of the city’s streetcar line, expansions that have been requested for a while now. The
first phase would connect Victory Station to Union Sta14

tion with an underground line. It would cost about
$706.8 million.
The city next year plans to open a streetcar line from
Union Station to Oak Cliff. DART’s downtown expansion
plans call for extending that line through downtown and
connecting it with the M Line trolley that serves Uptown.
That would cost about $92.2 million.
The key to getting those two pieces in place is securing a $400 million federal grant. Agency officials say it is
hard to predict the likelihood of getting the grant and
pinpoint how much they could garner because federal
officials are still developing guidelines. DART has been
described as a “guinea pig” for the grant program. The
goal is to keep the momentum up so all the pieces are
in place if high-speed trains arrive as hoped. Clearly
Dallas and the Texas Central Railway have a firm clue
on what intermodal transportation is. (Dallas Morning
News via Al Holtz, November 10 and NARP Headline
News, November 14)
SAN FRANCISCO, CALIFORNIA
Caltrain marked the tenth anniversary of its Baby Bullet commuter train service. It reduced travel times between San Jose to San Francisco from 90 minutes to
less than 60 minutes, the service attracting an increasing number of riders. A victim of its own success, daily
weekday ridership has gone from 24,000 to over
61,000, prompting Caltrain to purchase additional Bombardier-built coaches second-hand from Metrolink Los
Angeles to supplement its fleet. With ridership expected
to exceed 70,000 daily weekday riders, electrification of
the line is being seen as the only viable long-term solution through the Caltrain modernization program. (Bay
Meadows-San Mateo, October 27)
BART opened its Oakland Airport connector service
on November 22, 2014, just in time for the Thanksgiving
holiday travel period. The 3.2-mile driverless rail system
will have four three-car trains pulled by cables, making
the trip between the Coliseum BART station and Oakland International Airport in less than 9 minutes. Headways will be five minutes 8 AM-8 PM, ten minutes 6 AM8 AM and 8 PM to 10 PM, and 20 minutes during early
morning and late evening hours. Fares will be $6 in addition to the usual BART fare to the Coliseum station,
with sample fares ranging from $10.05 from downtown
San Francisco to $7.85 from downtown Oakland. (San
Francisco Chronicle, November 7, 2014)
BART’s planned six-mile extension of its Fremont Line
to San Jose may lose two stations and a maintenance
yard and facility in an effort to reduce the cost of the line
by $1.3 billion. The two stations were to be located adjacent to Santa Clara University and at 28th Street near
Highway 101 and the planned Newhall maintenance
facility would become a minor yard just to turn trains
around. (Inside Bay Area News, November 3)
16 of San Francisco’s Municipal Transportation Agency’s (SFMTA-MUNI) PCCs, which have served on the F
(Continued on page 15)
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beyond the completion dates of the actual lines. Internal
memoranda have indicated that LA Metro was investigating the acquisition of 30-year-old light rail cars from
St. Louis that are currently surplus. (San Gabriel Valley
Tribune, November 3)
Los Angeles Metro broke ground for a nearly nine-mile
extension of the Purple (rapid transit subway) Line to
West Los Angeles that will be accomplished in three
stages. Phase one will extend the line 3.9 miles from
the Wilshire and Western terminus into Beverly Hills
with three stations at Wilshire/La Brea, Wilshire/Fairfax,
and Wilshire/La Cienega with a completion date of
2023. Phase two will extend the line two more stations
to the Wilshire/Rodeo and Century City stations by
2026 and phase three will extend the line to two more
stations at Westwood/UCLA and Westwood/VA Hospital
in 2035. (Metro, November 7)
HAWAII
Maui’s Sugar Cane Train, a popular tourist attraction
formerly operated by the Lahaina Kaanapali and Pacific
Railroad, may return to passenger service with funding
provided by a consortium of community leaders and
Craig Hill, a West Maui businessman who bought the
line just days before the tracks were to be removed.
Efforts to restore the equipment and tracks are underway and it is hoped that service can be restored in a
few months. (Lahaina News, November 6)
MONTREAL, QUEBEC, CANADA
AMT, the operator of Montreal’s commuter rail services, expects to commence service on its Mascouche
Line on Monday, December 1, 2014. This is a new 32mile line on CN trackage with services originating at
Central Station and proceeding from downtown through
the Mont Royal tunnel. The new line splits away from
the electrified Deux Montagnes Line at the Ahuntsic
station and heads east and northeastward toward to
Repentigny, then enters newly constructed track along
Quebec Autoroute 640 to Terrabonne before linking up
with existing CP trackage to Mascouche. This is one of
two lines that the dual powered ALP-45-DP dualpowered locomotives were purchased for. The mode
change will be performed at Ahuntsic. 11 of the 13 stations on the line are expected to open in December,
with the last two stations, Sauve and Pointe-auxTrembles, opening in May, 2015. (AMT Website, November 5)
TORONTO, ONTARIO, CANADA
The $2.2 billion, six-station extension of the Spadina
(subway) Line from the current terminus at Downsview
Airport to the new one at Vaughn Transportation Center
will not open as scheduled in Fall, 2016, a date already
reflective of construction delays. Issues including a
worker fatality have bogged down the primary contractor’s and numerous sub-contractors’ pace of construction. Many questions have been raised by politicians as
well as transit experts regarding the practice of award-

(Continued from page 14)

Line for around 20 years, will be rebuilt for $34.5 million
by Pennsylvania’s Brookville Equipment, adding another 20 years to their lifespans. 13 of them are 1947vintage single-ended cars that had been acquired from
SEPTA and rebuilt by Morrison-Knudsen in 1993, The
balance of the order will rebuild three of the 1948 double-ended cars originally owned by MUNI. The first car
to be sent will be car 1056 in Kansas City colors as it
has been out of service since 2011 with a cracked bolster. All cars will receive new propulsion systems and
rebuilt trucks, traction motors, and foot pedal assemblies, as well as an upgrade to a Brookville-designed
disc braking system. Car bodies, seats, flooring, and
stanchions will be restored and the interior and exterior
surfaces will be refinished. All work is expected to be
completed by 2020 and comply with the Buy America
Act. This marks the second time MUNI has contracted
with Brookville to rebuild portions of its PCC fleet. That
contract had restored 12 single-ended PCCs and four
double-ended PCCs during the period 2004-12. Added
to that 16-car order was a 17th car, MUNI streetcar 1,
originally manufactured in 1912. (Brookville Equipment;
Railway Age, September 24; and Al Holtz, November
10)
MUNI also returned cable car 1 to service, following a
full rebuilding and restoration effort that lasted two
years. The car has been restored as closely as possible
to its original 1888 appearance, retaining its maroon
with sky blue and white trim exterior livery and the
marking the return of classic touches such as roof destination signs at each end of the car and conical caps on
the roof, which once served as vents for the kerosene
lamps lighting the interior of the car. (Al Holtz, November 17)
LOS ANGELES, CALIFORNIA
The Expo Line and Gold Line extensions may be
physically complete by Summer, 2015 and September,
2015 respectively, but there is a good possibility that
both lines may not be able to open for service due to a
shortage of cars caused by delays in their delivery on
account of a dispute with the original car builder, Ansaldo-Breda, which had a tentative contract to build the
new cars that was never executed by the Los Angeles
Metro Board. Kinkisharyo was hired as a replacement
supplier for railcars. Alternatives range from postponing
the opening dates until a sufficient number of cars are
available to cover the services or operating trains on
those lines on less than 10 minute headways, with a
possibility of headways as long as 30 minutes, an unworkable alternative that would drive away ridership
form the overall system. Kinkisharyo delivered a test car
to Metro on October 17 for testing with several more
cars to come. However, it is expected that all 78 cars
would not be delivered until January, 2017, 16 months

(Continued on page 16)
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ing contracts primarily based on cost on a lowest bid
basis and not considering their track record or experience level on previous projects. Contracts do not have
incentive clauses to reward timeliness. TTC is now exploring measures to mitigate the delays by possibly
opening up portions of the line that are ready as scheduled while the portions farther north are postponed. On
another front, TTC received new light rail car 4404 in
November following delays stemming from both a labor
strike at the Bombardier plant in Thunder Bay, Ontario
and quality control and performance issues that have
arisen with the two cars already in service on the 510/
Spadina Line, 4400 and 4403. A total of 204 “Flexity
Outlook” cars have been ordered. (Toronto Star, November 5)
MEXICO
Bids for Mexico's first high-speed rail project have
been reissued following the November 6 cancellation of
a 50.8 billion pesos (US$3.7 billion) contract to a consortium including China Railway Construction Corporation and CSR to construct a 210-kilometer (130-mile)
high-speed line between Mexico City and Querétaro.
SCT said that the decision to hold a new competition
would enable tendering to be undertaken over a longer
timescale, possibly encouraging a larger number of rolling stock manufacturers to participate. A fresh competiAround New York’s Transit System
(Continued from page 20)

65,000 square feet of space to house a multitude of
retail establishments. However, during the first week of
operations, one of the ten escalators and two of the 15
elevators failed with repair crews unable to quickly rectify the problems. NYCT is responsible for the maintenance of three of the ten escalators and seven of the 15
elevators. It is not clear which ones are the ones that
have failed.
Night Subway Map Reissued
MTA-New York City Transit re-issued its night subway
map October 6, 2014, printing 100,000 copies for distribution at stations all around the system. The most notable change is the restoration of overnight N service via
the Montague Tunnel which had been closed 13 months
for repairs to flooding damages wreaked by Hurricane
Sandy.
Drill Bit Punctures Tunnel
A ten-inch-wide drill bit being used to expand a well
associated with the LIRR East Side Access project instead punctured the tunnel roof of the 63rd Street Tunnel
and clipped, then skittered along the side of, a passing
F train made up of R-160 equipment on Thursday, October 30, 2014. Very fortunately, the drill bit did not
16

tion would “strengthen the absolute clarity, legitimacy
and transparency” of the process.
Secretary of Communications and Transport Gerardo
Ruiz Esparza reiterated that the now-canceled competition had met all legal requirements. However, President
Enrique Peña Nieto was anxious that there should be
“not the least doubt” over a project of such importance
and promising so many benefits for Mexico. (Railway
Gazette, November 7)
UNITED KINGDOM
Passenger operations began on the 14.5-kilometer
extension of Manchester's Metrolink light rail extension
from St. Werburgh's Road to Wythenshawe and Manchester Airport on November 3, more than a year ahead
of schedule.
Services operate at 12-minute intervals between the
airport and currently terminate at Cornbrook, where
passengers can change onto services into the city center. However services from the airport will be extended
into the center of Manchester when the Second City
Crossing is completed in 2017.
The airport line has 15 stations, including a 300-space
park-and-ride facility at Sale Water Park, which is located near the M60 highway.
The opening of the line was marked with a visit from
the British Chancellor of the Exchequer George Osborne, who announced that central government powers
for transport investment will be devolved to the city of
(Continued on page 19)

puncture any of the cars it struck or made contact with,
but it forced an evacuation of passengers to the nearby
21st Street station.
Settlement in Case of People Trapped Aboard Train
Want to earn $250 an hour? Get marooned aboard a
NYCT subway train trapped in a blizzard. That is how
much 38 of approximately 500 riders who filed a lawsuit
after they were stranded aboard an unheated, powerless train for ten hours in December, 2010 without food
or water who filed a lawsuit for the mishandling of their
situation will receive. After haggling with MTA over a
monetary amount, the figure of $2,500 was paid to each
of the 38 plaintiffs.
Winter Preparedness Plans Activated
NYCT and Staten Island Railway have activated their
updated winter preparedness plans for the upcoming
winter season. At NYCT, there are eight new R-156 locomotives and 79 revenue trains equipped with special
“scraper” third rail shoes to reduce icing on the third
rails as well as ten snow throwers, eight de-icers, four
jet-blowers, 61 locomotives, and 22 rider cars, which
are insulated, heated work crew cars equipped with
scraper third rail shoes. Signal equipment on almost
220 miles of outdoor track has been winterized, especially on the Rockaway, Sea Beach, Brighton, and Dyre
Avenue Lines.
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from November, 2014 issue)
On Tuesday, April 23, Clare would continue her exploration of Barcelona while I would travel with Phil Stevenson to visit the brand new light rail system in Zaragoza. In order to accomplish this efficiently we had to
ride a 7:05 high-speed AVE train from the Sants station.
I had inquired about whether there were any restrictions
on entry and egress for passengers on the Eurodam
and was told there would be no problem, but I took no
chances and so awoke at 5:15 and left the boat at 5:45
(without breakfast). Unlike the previous day there were
no taxis waiting at the gangway, but I found one at 5:52,
and it took me to Drassanes, where I rode on one of the
first L3 Metro trains of the morning for the five-stop ride
to the Sants station (6:00-6:10). Thus I had plenty of
time to grab a breakfast snack, having arrived almost
an hour before our train’s departure at 7:05.
I had not wanted to buy the tickets from Rail Europe,
as it never quotes the lowest promotional fares and
adds too many extra charges to the fare, but in using
the RENFE (Spanish National Railway Network) website I found I could not get past entering my credit card
number. I eventually got e-tickets from a company
called Petrabax in Woodland Hills, California, which
specializes in tourism to Spain, at a rate close to what
was quoted on the RENFE site. There are three levels
of service on most RENFE High-Speed rail trains, Turista, Turista Plus, and Preferente. Turista is equivalent
to Coach (Acela Business), with 2-and-2 seating, while
Preferente is like First Class, with 2-and-1 seating and
includes free meals and wine, with a cost of about 30
percent more. Turista Plus has Preferente seating, but
with no free meals or wine, and is only a few Euros
more than Turista. I was able to buy Turista Plus tickets
for our outward journey, but had to settle for Turista on
our return.
The run from Barcelona Sants to Zaragoza Delicias
was swift and comfortable, and we arrived on time at
8:28. We did the approximately 200 miles in 83 minutes,
for an average speed of 144 mph, which included stops
at two way stations. The annunciator in our coach indicated that at times we were traveling at a speed of 320
kph (200 mph). It was a smooth and comfortable trip.
The number of passengers aboard our train, however,
was remarkably few, even though one would think that
this run would give businesspeople a full day in Zaragoza, or in its eventual destination, Madrid. I had not realized Spain’s economy was that bad.
Zaragoza’s new tramway does not operate near the
AVE station, which is on the outskirts of the city. As a
result we would have to transfer to a regional train for

the five-minute run to the Goya station, which is adjacent to the light rail tracks. That did not go as planned,
as we ended up boarding a train going in the opposite
direction. With the regional service being relatively infrequent, we were quite lucky, as when we got off at the
next station, Utebo, there was a return train only about
15 minutes later. Thus instead of arriving at 8:53, we
reached the center of Zaragoza at 9:31. We easily
found the tracks running along the Paseo Gran Via,
downtown Zaragoza’s main street. But we now had another disappointment, as the platform annunciator did
not show the next tram coming for another 12 minutes.
How could service be so bad on a weekday? As it
turned out, Tuesday, April 23 was a holiday, Aragon
Day. Now we understood the lack of patronage aboard
our AVE.
Service would be running on a Sunday schedule of
only every 15 minutes. But because of events downtown, specifically involving the promotion of reading and
the sale of books, which is a tradition for this holiday, at
about 11:00, headways would be cut to every 10
minutes for the next three hours. This would be a great
improvement on this beautiful Kodachrome day. We
also discovered there were no day tickets, and we
would have to buy single, smart card-type tickets from
vending machines. Fortunately they were cheap and
valid for one hour. Because of the need to be absolutely
sure I would be able to make the sailing time of the Eurodam at 18:00, we would be returning on the 14:32
AVE, so we only had about 4 hours to do our work.
Zaragoza has a population just short of 700,000 and
its new tramway consists of a single, 8-mile-long line
with 25 stops. It opened in pieces from April 19, 2011 to
March 26, 2013, less than a month before our visit.
Rolling stock consists of 25 CAF Urbos 3 LRVs, which
would be our first opportunity to sample these cars, as
they have been ordered for Houston, Cincinnati, and
Kansas City. The entire line is separated from motor
traffic, mostly on central reservation, although the
southern end has operation through a long loop via
one-way streets. I found that one of the most interesting
aspects of the line is the naming of stations on its
southern end. The last three carry the titles of MGM
musicals: Cantado Bajo La Lluvia, Un Americano en
Paris, and Mago de Oz. (I suspect you can do the translation.)
We first rode northward through deserted streets to
the outer end of the line at Avenida de la Academia, in
an area surrounded by new apartment buildings, and
(Continued on page 18)
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Now, with the cars running more frequently, we were
able to get a great many photos on this cloudless, blue
sky day. We then worked our way to the southern end
of the line, stopping off at the carhouse, where we were
able to shoot over a fence into the storage yard.
We got back to the underground Goya station, which,
by the way, was built as part of the light rail project, a
little before the departure of the 14:11 train, which got
us to Declicias at 14:16, in plenty of time to catch our
14:32 AVE back to Barcelona. Arrival at Sants was on
time at 16:06 and I headed back to the Eurodam, where
Clare was waiting in our stateroom. It was an excellent
day.

(Continued from page 17)

then worked our way back, stopping for a few photos in
barren, dune-like areas, which no doubt will eventually
be developed. By the time we reached downtown again,
the main street was teeming with people, as the celebration of Aragon Day was at full strength. Corresponding with the feast of St. George, the patron saint of the
province, the festival featured a book fair with vendors
selling new and used publications, along with readings
by authors and street performers entertaining the
crowds.

Two views of the AVE in Zaragoza’s Delicias station, where there was sufficient
light to photograph with ASA 100 Fujichrome. RENFE’s high-speed trains
certainly have a modernistic look.

Paseo Gran Via, Zaragoza’s principal street, is a busy pedestrian
Rambla through the city center with tram tracks on either side and
occasional statuary.

The sign at the entrance of the company’s offices and
carhouse. Tranvia is Spanish for streetcar or tram.
(Continued on page 19)
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A view of LRVs laid up for the holiday at the carhouse from the
tramway’s right-of-way.

Two cars pass each other at the Argualas station, near the
carhouse.

Views at the northern end of Zaragoza’s attractive downtown area. There is no overhead wire in the “old city” and therefore the
pantographs of the LRVs have been lowered. The cars operate over about 1¼ miles of unwired track between La Chimenea and Gran Via
using electricity stored in their supercapacitors. This is the proprietary “Rapid Change Accumulator” system developed by CAF and joins two
other Alstom-developed systems in commercial use. A strip embedded between the rails of each track at the 4 intermediate stops is electrified only when a car is resting above it. The LRVs capacitor is then charged sufficiently to permit the vehicle to proceed to the next
stop. Thus the propulsion source is carried on the cars, much like the system in Nice, where batteries drive the trams where the tracks are
free of catenary. But in another manner the concept shares technology with the APS system on several tramways in France, where the
power source feeding the vehicles is only active when it is entirely covered by the cars, thereby preventing what could be fatal electric
shocks to pedestrians.
(Continued next issue)
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Manchester. Under the plans Metrolink will come under
the powers of the city's elected Mayor, supporting the
rollout of contactless smartcard ticketing system.
Transport for Greater Manchester (TfGM) says the
move will also enable it to implement the £350 million,
5.5-kilometer Metrolink extension to Trafford Park "as a
priority."
Eurostar announced on November 13 at the unveiling
of the first of 10 nearly 200-mph e320 high-speed trains
on order from Siemens that it plans to purchase an additional seven trains — the two parties are now negoti19

ating terms for a contract.
The livery and the interior of the new trains have been
designed by Pininfarina, Italy. Eurostar says that despite having 900 seats, a 20% increase from the current
rolling stock, passengers will have more room. All passengers will have access to free Wi-Fi and power sockets.
The first of the trainsets are undergoing tests and will
start to enter service between London, Paris and Brussels at the end of 2015. They are part of £700 million
investment program that includes the refurbishment of
the existing fleet. (International Railway Journal, November 13)
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Around New York’s Transit System
Wi-Fi Installed in More Subway Stations
MTA announced that wireless service will be installed
in several Manhattan and Queens subway stations. The
29 Queens stations and 11 Manhattan stations include
Jackson Heights/Roosevelt Avenue, Jamaica Center,
Court Square, Bryant Park/42nd Street, Herald
Square/34th Street, Grand Central, and Flushing/Main
Street. This is the second expansion of a $300 million
project. Wi-fi should be installed soon in Bronx stations
and should include all 279 underground stations by
2017.
R-6 Car Is for Sale
The owner of an R-6 car, who is listed on eBay, would
like to sell this car for $24,000, but he has not received
any offers.
When this car was out of service, the owner’s relative
bought this car and attempted to install it in his kosher
deli in New Springville, Staten Island. Because it was
too large, one end and the underbody equipment and

trucks were removed. The interior is still in good condition with the seats, ceiling fans, and hand straps still in
place.
Diners must have enjoyed eating in an old subway
car. After 30 years, Golden’s Deli closed and the car
was transported to a lot in Bushwick, Brooklyn. At the
present time the car is stored on a lot near the owner’s
repair shop in Canarsie, Brooklyn. He hopes that he will
find a buyer soon.
Fulton Transportation Center Opens
The long-awaited Fulton Transportation Center
opened to the public at 5 AM on Monday, November 10,
2014. An official opening ceremony was held the previous day. Connecting 2345ACJRZ, this center,
known as Grand Central South, is expected to serve up
to 300,000 customers per weekday. The $1.4 billion,
three-level center is equipped with around 50 display
screens to carry advertising campaigns as well as have

Five Queens Trolley Lines Quit 75 Years Ago

Queensboro Bridge Railway was separated from Third
Avenue Railway in 1941 and its cars were repaired in a
small shop located just east of Second Avenue on the
south side of the tunnel near the portal. In 1949, cars
531-536 were replaced by twenty-year-old cars from the
New Bedford, Massachusetts Union Railway. Several
years later, a bridge was built connecting the island with
Long Island City and buses started serving the island.
The Queensboro Bridge trolley, the last trolley in New
York City, ceased operating in 1957. At the present
time, F trains provide frequent service to Roosevelt
Island.

(Continued from page 1)
APPROXIMATE
DATE

CAR NUMBERS

LINE

January, 1940

1, 3, 4, 7, 12

138th Street Crosstown
Harlem Shuttle
Morris Avenue
St. Anns Avenue

March, 1940

2, 5, 6, 8, 9, 10

Bronx and Van Cortlandt Park
180th Street Crosstown

Spring, 1940

651-655

Southern Boulevard
Tremont Avenue

(Continued on page 16)

Status of North American Transit Project Openings
Scheduled for 2014
(Continued from page 8)
DATE

AGENCY

CITY

TYPE

LINE

DETAILS

March

Dallas Area Regional Transit

Dallas, Texas

SC

Oak Cliff Streetcar

Dallas Union Station to Oak Cliff
1.6 miles, 4 stations

April 4

MTA Houston

Houston, Texas

LR

East End (Green)
Phase I

Theater District to Altic/Howard
Hughes
3.3 miles, 3 stations

April 4

MTA Houston

Houston, Texas

LR

Southeast (Purple)

Convention District to Palm Center
6.6 miles, 11 stations

July

VRE

Spotsylvania, Virginia

CR

Fredericksburg

Spotsylvania station opens

Key:
AGT—Automated Guideway Transit
CR—Commuter Rail

HR—Heavy Rail
LR— Light Rail
SC — Street Car

Not previously listed were the Green Line CermakMcCormack station (closed September 9, 1977 and

demolished the following year), and the Fulton Street
Transit Center, now just Fulton Center (June 24).
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THIRD AVENUE BUILT ITS LAST TROLLEY CAR
75 YEARS AGO
After the company was reorganized on Jan- placed in service on the long, straight Webuary 1, 1912, it always had difficulty making a ster and White Plains Avenue Line, with only
profit. In the early 1930s, the company was two right-angle turns. It derailed frequently on
operating a fleet of slow, obsolete wooden the curves and was soon taken out of sertwo-motor cars and 100 newer single-truck vice.
cars. But the company could not afford new
In 1930, the company bought the first tenequipment because the city insisted on main- year-old car, 1702, a high-speed interurban
taining the five-cent fare with universal trans- with blue plush seats. Because the car had
fer
privileges.
narrow
front
Therefore
the
and rear doors,
company decidit was a slow
ed to modernize
loader and was
its fleet by buynot suitable for
ing ten-year-old
heavy city sersecond-hand
vice. From July,
cars, rebuilding
1933 to August,
its single-truck
1934, we obcars, and buildserved the car
ing new cars. A
in service on
few years later,
the
Webster
most of the
and
White
modern
cars
Plains Avenue
were in service.
Line. The car
But New York
was returned to
City’s
Mayor
the shop, where
LaGuardia, who
the
platforms
th
Car 1201 on Melrose Avenue at E. 149 Street, February 23, 1942.
favored buses,
Bernard Linder collection were rebuilt with
refused to rewider doors and
new the franchise unless Third Avenue the plush seats were replaced with rattan
agreed to convert to buses. The company seats. The car was rebuilt with equipment
complied and stopped building new cars. On similar to the equipment in all the company’s
February 11, 1940, we observed the last new cars. In 1934, it was renumbered to 1250.
car, 685, in service. On November 9, 1940,
From 1933 to 1935, Third Avenue was busy
the company was forced to accept a fran- buying modern second-hand cars that were
chise that required it to substitute buses for in good condition. A January 15, 1934 newsstreetcars on one-fifth of the lines in each paper photo shows a Richmond Railways
four-year period.
Staten Island car being loaded on a BaltiThe ten-year modernization program began more & Ohio Railroad barge at Proctor and
with the purchase of 1701, a single-truck Gamble’s Port Ivory Dock. The car was unconvertible built by Brill in 1929. It was
(Continued on page 4)
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TOWARD UNDERGROUND (AND UNDERWATER) ROLLING
STOCK: THE ALL-STEEL REVOLUTION
by George Chiasson
(Continued from December, 2014 issue)

(Continued on page 3)
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(Continued from page 1)

Car 1215 at E. 243rd Street and White Plains Road, September
15, 1946. Note the rebuilt front end .
Bernard Linder collection

Car 1216 at Burnside and University Avenues.
Bernard Linder collection

Car 1228 on University Avenue, 1936.
Bernard Linder collection

Car 1229 at E. 161st Street and Park Avenue, 1942.
Bernard Linder collection

Car 1230 on Bailey Avenue enroute to Fordham Road and
Webster Avenue, 1943.
Bernard Linder collection

Car 1234 on University Avenue Line, July 21, 1934.
Bernard Linder collection
(Continued on page 5)
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Car 1253 at E. 242nd Street and White Plains Road.
Bernard Linder collection

Car 1256 at Fordham Road and Third Avenue.
Bernard Linder collection

Experimental car 1701.
Bernard Linder collection

Another view of car 1701.
Bernard Linder collection

Car 1702 at E. 243rd Street and White Plains Road, April 3, 1934.
Bernard Linder collection

Car 1702 at Tremont and Webster Avenues, Winter 1934-5.
Bernard Linder collection

(Continued on page 6)
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safety car controller handle, cars were equipped with a
self-lapping brake valve housed in a spring-loaded pedestal-operated mechanism. Brakes were released by
depressing the foot pedal, which served as a “dead
man” control and also closed the entrance door. Also
installed were rear exit door treadles, which were interlocked with the brakes.
The rebuilt cars were placed in service in 1934, 1935,
and 1936. Roster is as follows:

(Continued from page 1)

loaded at E. 125th Street and the East River and was
transferred to the 65th Street Shops for rebuilding. We
do not know how cars were transported from distant
cities.
The rebuilt cars were equipped with full safety car
straight air brake equipment. Instead of the standard
CAR NUMBERS

BUILDER

YEAR BUILT

PREVIOUS OWNER

1201-25

Osgood Bradley

1924

Richmond Railways, Staten Island, New York

1226-7

Osgood Bradley

N/A

Northern States Power Company, Eau Claire, Wisconsin

1228-9

Wason

1922

Androscoggin & Kennebec Railway, Lewiston, Maine

1230-9 (A)

American Car Company

N/A

San Antonio Public Service, San Antonio, Texas

1240-9 (A)

St. Louis Car Company

1925

San Antonio Public Service, San Antonio, Texas

1250 (ex-1702) (B)

St. Louis Car Company

1924

Kankakee & Urbana Traction Company, Kankakee, Illinois

1251-6

American Car Company

1923-5

1257-8 (C)

Wason

1925

Interstate Street Railway, Attleboro, Massachusetts

1260-2

Brill

1926

Sunbury & Selingrove Railway, Sunbury, Pennsylvania

Lake Superior District Power Company, Ironwood, Michigan

(A) San Antonio’s 3 foot 6 inch narrow-gauge trucks replaced by Third Avenue standard-gauge trucks
(B) This 13-window car was the same length as all the other 12-window cars
(C) These 11-window cars were the same length as all the other 12-window cars. Cars 1201-58 were placed in service gradually in 1934. We
observed the first car on March 2 and the last car on December 1. Cars 1260-2 appeared in April, 1936

FROM MY VANTAGE POINT:
ROCKAWAY PARKWAY INTERLOCKING
by Michael Ditkoff
Vantage Point: a position or place that allows one a wide or
favorable overall view of a scene or situation
I participated in the ERA August 2, 2014 Catskills trip
that included the Trolley Museum of New York. A very
interesting artifact on display was the interlocking tower
control board that controls the switches and signals at
New York City’s Rockaway Parkway subway station in
Canarsie.
There are two main tracks, P1 (southbound into the
station) and P2 (northbound to Manhattan) at the top of
the board. Both tracks are signaled in both directions
between the E. 105th Street and Rockaway Parkway
stations to facilitate train movements. The first row of
controls is odd numbered toggle levers, which are used
for the switches. There are two positions. N (normal) is
for straight through movements. R (reverse) is for cross
over movements. A train to Manhattan leaving on P1 will
cross over to P2 at the 51 switch. The 51 switch lever
will be set in the R position. (The route is always set
first.) The 51 switch lever will be set in the N position for
trains leaving on P2 because the train is already on the
Manhattan bound track. Trains on P1 can also use the 3
switch to cross to P2 when the 3 switch is in the R position.
A train leaving E. 105th Street to Canarsie on P1 will

go straight into Rockaway Parkway if the track is open.
If not, the train will cross over to P2 at the 5 switch (set
in the R position). (The 51 switch isn’t available. The 51
switch can only be used for trains crossing from P1 to
P2 leaving the station.)
The bottom row levers are even numbered and control
the home and distant signals connected to the switches.
A home signal is the signal right before the switch. The
distant signal is the signal before the home signal. All
other signals are automatics and will display a signal
based on traffic conditions. L indicates that the lever can
only be moved to the left for trains entering the station.
R indicates that the lever can only be moved to the
right for trains leaving the station. For a train on P1, after the 51 switch is set in the R position, the levers for
signals 8 and 50 will be thrown to the right and the Train
Operator will get the lineup and signal to leave the station. (The signals and the switch are now interlocked.)
However, the signal indication is not permission to
leave. Below the “THROW SWITCH AT EACH INTERVAL” sign, there are controls for “starting” and “next
train” lights on each track. “Next train” lights notify passengers of the next departing train. (It can be difficult to
know the next departing train if the doors on both tracks
(Continued on page 15)
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No. 314
by Ronald Yee and Alexander Ivanoff

Metropolitan Transportation Authority
The MTA Reinvention Commission issued a report
November 25, 2014 urging an aggressive expansion of
the transit system, including the option of light rail,
which can operate over existing but unused rights-ofway. Seen as a means to relieve overcrowding on the
existing subway system and address population growth,
one example would be the former Long Island Rail
Road Rockaway Beach line that could connect Rego
Park, Queens to the Rockaways. (New York Daily
News, November 26, 2014)
Public attendance and participation at the MTA’s public hearings regarding the upcoming fare increase slated
for March, 2015 has been comparatively light. The modest 4% hike, the first in two years, has drawn few complaints, being more in line with the pace of inflation. This
was in sharp contrast to past fare hikes of 10% in 2009
and 17% in 2010, which generated large public outcries.
(New York Daily News, December 7, 2014)
MTA Long Island Rail Road
Beginning with the weekend of December 6-7, 2014,
the Long Island Rail Road (LIRR) has closed two of its
four tunnels under the East River to Penn Station in order to begin installing the new signal systems that will
be required for the East Side Access project linking
LIRR with Grand Central Terminal. Passengers were
advised to expect some delays in service due to congestion in and out of Penn Station. The first stage of this
signal project involves Harold Interlocking. (Progressive
Railroading, December 4, 2014)
Adding to the signal work delays mentioned above, a
detailed engineering study of the two East River tunnels
damaged by Hurricane Sandy will likely require a yearlong period of preparatory work requiring intermittent
closures leading to a continuous closure of each tunnel
lasting for one year. Fortunately, the hurricane did not
impact the other two tunnels under the East River.
(Editor’s Note by Ron Yee: The full-time closure of each of
the two tunnels, one at a time, will have some impacts on
LIRR services but also affect Amtrak and New Jersey Transit
equipment moves to and from the Sunnyside Yards.) (NBC
News, October 2, 2014)
MTA Metro-North Railroad
A 1% fare increase is set to go into effect on the Connecticut portion of the New Haven Line on January 1,
2015. It is the fourth of seven fare increases requested
by the Connecticut Department of Transportation to help
pay for the purchase of 405 new M-8 EMU commuter
railcars. (MTA.info, December 10, 2014)
Connecticut Department of Transportation
CDOT’s Shoreline East (SLE) commuter rail service,
linking New Haven with Old Saybrook and New London,
reported that ridership levels will meet and probably
exceed 2013 levels. In the first nine months of 2014,
499,249 passengers rode SLE. Ridership numbers re-

ceived a bump up from the ridership almost doubling to
and from New London during the winter and early
spring as well as an extension of weekend services to
that easternmost terminal starting in June, 2013. New
London now accounts for 20-25% of the overall weekend SLE ridership. (Al Holtz, November 19, 2014)
NJ Transit
NJ Transit approved $1.89 million for the purchase of
ten buses to transport commuters to ferryboats operated by New York Waterway. It also approved funding for
power connections for the ferry dock so that it would no
longer use generators for power. Citing overcrowding on
the NJ Transit trains and buses crossing the Hudson
River in tunnels out of Penn Station and the Port Authority Bus Terminal, especially in the evening peak period, this option would allow people who rode one of
three bus routes from New Jersey to Manhattan to be
able to ride a ferry back to Weehawken. Currently, the
ferries are less than half full and are seen as an underutilized asset in the New York City area commuter
scene. It is seen as a win-win for the commuters as well
as for NJ Transit, which would continue to be allowed to
report ferry ridership as part of its overall ridership numbers to the Federal Transit Administration which utilizes
such figures when allocating federal funding of transit
agencies nationwide. (Editor’s Note by Ron Yee: Perhaps
this could be construed as the first step in creating alternative
trans-Hudson transport plans, should one or both of the Hudson River rail tunnels have to be closed continuously to repair flood damage from Hurricane Sandy in October, 2012
before the proposed Gateway Tunnels can be completed.)
(nj.com, December 10, 2014)
Hoboken’s planning board approved proposed development plans that could cover over the New Jersey
Transit rail yards in the future. The board approved a
revised version of the plan, which would limit the height
of any building in the development to 22 stories (24 if
the buildings are granted LEED Certification for environmental and energy efficiency) for office towers and 13
stories for residential buildings. The original plans, dating back to 2008, included a 70-story office tower, resulting in an outcry from Hoboken residents who feared
it would destroy the ambiance of the city known for low
rise buildings in the historic area downtown. There remain voices of opposition in the city to the 22-story office buildings, citing that they would still be totally out of
step with the downtown area. (Editor’s Note by Ron Yee: A
review of the development plan map appears to include the
trainshed at Hoboken Terminal which means that it, too,
could be covered over. Some provision for adequate ventilation must be provided for the entire trainshed and yard complex as many of the trains at Hoboken are powered by relatively new PL-42-AC diesel locomotives serving nonelectrified lines. A covered trainshed and yard area could
(Continued on page 8)

7

NEW YORK
BULLETIN OCTOBER,
2000
ERADIVISION
BULLETIN—JANUARY,
2015
Commuter and Transit Notes

sets.
CHSRA is advancing a 700-mile intrastate HSR network beginning in the Central Valley, with projected top
speeds of 220 mph, while Amtrak is at work on the
"New Jersey Raceway" portion of its Northeast Corridor
to increase top speeds to 160 mph.
FRA was to accept public comment on the matter
through December 17.
The waivers apply only to the final assembly of up to
two prototype HSR train sets each for Amtrak and California. However, the rolling stock and components need
to be built in the United States. Numerous global suppliers, including but not limited to the likes of Bombardier
(which announced in early December that it would not
go after the train sets), CAF, Kawasaki, Siemens, and
Sumitomo, have established and/or recently expanded
their U.S. manufacturing presence to comply with the
requirement and due to major contracts with commuter
agencies and "FRA believes a waiver is appropriate ...
because domestically-produced HSR trainsets meeting
the specific technical, design, and schedule needs of
Amtrak and the Authority are not currently available in
the United States," FRA said in a notice. "There is no
assembly or testing facility for HSR trainsets operating
at speeds greater than 160 mph in the United States.
Moreover, FRA estimates that it could take HSR trainset
manufacturers a minimum of one-and-a-half to two
years to establish the required facilities to support a
domestic HSR trainset assembly capability."
Since March, 2014, FRA has received 13 online comments and one mailed response. None of the commenters identified a domestic source for HSR train sets, FRA
said.
Of the 14 comments, 10 opposed granting any waiver,
while four favored such a move. Six of those opposed
asserted that Amtrak and California could simply wait
for domestic assembly to be available. Rail advocates
argue such an argument is tantamount to an outright
attempt to thwart HSR development in the U.S.
(Railway Age, December 4, 2014)
Other Transit Systems
Boston, Massachusetts
The above-ground sections of the Green Line were
added to the train tracking system that is already in
place on the Red, Orange, and Blue rapid transit lines,
providing users with a smart-phone “app” to know how
many stops away the next train or trolley is located. It
was expected that by the end of December, 2014, the
train tracking system would also provide a reliable estimated time of arrival of the next trolley. Phase II, expected to be complete in 2015, will expand this capability to the underground portions of the Green Line and
enable the system to reliably estimate of the arrival time
of the next trolley at any of the 66 stations on the B, C,
D, and E routes. This work is already underway.
(Boston Magazine, October 23, 2014)
Keolis Commuter Services, the contract operator for
Boston’s commuter rail service, was fined a total of
$804,000 for poor performance issues, including a sub-

(Continued from page 7)

require all NJ Transit trains serving Hoboken to be electrically powered, creating an enormous expenses for the rail operator, which would have to purchase more dual-mode locomotives similar to the ALP-45-DP.) (Nj.com, December 2,
2014)
Port Authority Trans-Hudson Railroad
After almost one year of weekend closures to facilitate
repairs of damage wreaked by Hurricane Sandy, the
tunnel serving the Newark-World Trade Center Line reopened on the weekend of December 20, 2014. However, during the first six months of 2015, riders can expect
some additional scattered weekend closures of this tunnel as well as the one serving the Journal Square-33rd
Street Line, which had a signal cable fire earlier this
year and requires additional repair work. (Wall Street
Journal, December 9, 2014)
The Port Authority of New York & New Jersey awarded a three year, $6 million contract to study a proposed
$1.5 billion extension of PATH beyond Newark to Newark Liberty International Airport. Depending on the findings of this study, construction of this line could commence as early as 2018 and provide a direct one-seat
link from the World Trade Center to the airport. (Editor’s
Note by Ron Yee: The $1.5 billion would probably be better
used on helping to fund a now desperately needed pair of
tunnels to supplement and possibly replace the existing tunnels linking Penn Station with New Jersey, currently the only
means by which NJ Transit commuter trains and Amtrak
Northeast Corridor services can access New York City.)
(Progressive Railroading, December 12, 2014)
Amtrak
A total of 30 comments representing community concerns were received after a public hearing was held on
the plans to address the 140-year-old Baltimore and
Potomac tunnels winding under the city of Baltimore,
which have proven to be a chokepoint for the 85
Amtrak, 57 MARC, and two freight trains that pass
through it almost every day. Two options call for a new
tunnel to be constructed beginning at a rail yard just
west of the existing Baltimore Penn Station and stretching for between 1.8 miles and 2 miles before rejoining
the Northeast Corridor south of the city. The other two
options are to rehabilitate the existing tunnel or to do
nothing. Concerns over the new tunnel options are vibration and its effects on over 100-year-old homes
above it, stemming from the tunnel’s construction as
well as from the trains that would be traveling though it
when it opens. The fate of the old tunnel, should it be
abandoned, was also discussed in the comments, one
stating that there is a colony of bats living in it that consume mosquitoes in the neighborhood. (Baltimore Sun,
December 9, 2014)
The Federal Railroad Administration said on December 3, 2014 it intends to grant both Amtrak and the California High-Speed Rail Authority waivers from its "Buy
America" requirement for the non-domestic final assembly of up to four prototype Tier III high-speed rail train

(Continued on page 9)
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erate along the Providence & Worcester Railroad between Worcester, Massachusetts and Providence,
Rhode Island, offering a 70-75 minute travel time for the
45-mile run, competitive with current commuting times
by automobile along the congested roads. Equipment
for this service would be acquired from a large pool of
available commuter equipment that can be refurbished
and powered by leased F-40 locomotives. (Editor’s Note
by Ron Yee: The word “first” was highlighted because the
Florida East Coast Railway high speed rail line’s phase one
between Miami and West Palm Beach is already under construction and can be classified as a commuter rail line paralleling the existing TriRail commuter line until Phase Two
extends it to Orlando, which will then officially define it as an
intercity rail line.) (Railway Gazette International, December 3, 2014)
Philadelphia, Pennsylvania
In response to continued delays in the $194 million
rebuilding of the 120-car PATCO Lindenwold Line car
fleet, a number of PATCO officials visited the Alstom
plant in New York where the cars are being rebuilt. Thus
far, the eight pilot cars have been failing their acceptance test on the line. The acceptance test only requires the cars to operate for 500 miles without failure.
Issues involve the software controlling automatic train
control, braking and propulsion, and communications.
(Philadelphia Inquirer, November 18, 2014)
Member Bob Wright reports that for quite possibly the
first time in SEPTA regional rail history, a special train
schedule has been issued to accommodate ridership
needs for the Christmas Eve “early getaway” rush from
downtown. One PM Peak train during the 4:50 PM to
6:03 PM period on the Trenton, Warminister, Norristown, Thorndale, Newark, West Trenton, Elwyn,
Doylestown, and Malvern Lines will not operate, replaced by a new train operating during the 11:57 AM to
12:35 PM period out of 30th Street Station. In addition to
providing much-needed relief for the holiday getaway,
this schedule can be used in case of a severe storm or
other event that would be expected to cause people to
leave downtown earlier than usual. (SEPTA.org Mileposts, December, 2014 edition)
Washington, D.C. area
The Washington Metro (WMATA) is seeking a ten percent increase in subsidies from the eight counties and
cities in its service area to make up a financial shortfall,
or it expects to be forced to reduce service to reduce
costs. Increasing fare revenue is not an option this year
as WMATA adheres to a policy of never increasing fares
in consecutive years, the most recent fare increase occurred in 2014. (The Washington Post, November 30,
2014)
An agreement was hammered out between Washington Metro and an independent safety overseer to pave
the way for the first eight of the 7000-series cars to go
into service in early 2015, possibly as early as January.
A dispute between WMATA and the Tri-State Oversight
Committee threatened to delay the debut of these cars.
It is hoped that the entire fleet of 748 cars will be in ser-

(Continued from page 8)

par 85% on-time performance as well as substandard
cleanliness of its railcars and stations and inadequate
fare collection rates. Just four months into its eight-year,
$2.68 billion contract with MBTA, Keolis is striving to
make improvements while fighting an uphill battle
against aging railcars and locomotives coupled with delays in the testing and acceptance of new locomotives
and coaches. As of mid-November, 2014, 50 of 75 new
coaches but only eight of the 40 new locomotives on
order from MotivePower, Incorporated have been
placed in service. The remaining 25 coaches are undergoing acceptance testing as are 11 locomotives with 21
more locomotives still to be delivered. Many of the current locomotives date back to the 1970s and are increasingly unreliable. Keolis also cited vacancies in key
management positions as well as issues with line employees resistant to change from the previous contractor, MBCR, for the poorer-than-expected performance.
(Boston Globe, November 19, 2014)
MBTA reported that its systemwide ridership exceeded
37 million in October, 2014, despite a fare increase of
5% just three months earlier. Ridership on the commuter rail grew by 1.6%, heavy rail by 5.6%, and ferry services by 8%. The only dim spot was bus ridership,
which slipped by almost 9%. (Associated Press, November 28, 2014)
MBTA is planning to start a commuter rail service to
Foxborough, the location of Gillette Stadium, home of
the National Football League’s New England Patriots by
purchasing the Framingham Secondary, a freight line
currently owned by CSX Transportation for around $23
million. Proposed services would consist of five weekday trips, with two in the AM peak and two in the PM
peak periods. Service would originate at South Station
and run along the Fairmont Line, then to Readville on
the Franklin Line, and then run non-stop between Walpole and Foxborough. The Framingham Secondary
would physically link the Worcester, Framingham, and
Providence commuter lines, providing a valuable resource in flexibility and redundancy should one of the
lines become blocked. While some of the local politicians expressed their displeasure with MBTA making
such plans and announcing it publically only now, all
seemed on-board with the idea of running a commuter
rail service to Boston out of their home town. (Boston
Globe, November 20, 2014)
The federal government has formally pledged $1 billion toward financing 43% of the six-station, 4.7 mile
extension of the Green Line light rail transit line from a
relocated Lechmere station into Somerville and Medford. The line is scheduled to open on June 29, 2021.
(Editor’s Note by Ron Yee: With MBTA announcing such a
specific date, it will be interesting to see where the project is
6½ years from now.) (Boston Globe, December 2, 2014)
Plans for the “first” privately funded commuter rail service in the U.S.A. were announced by the Boston Surface Commuter Railroad Company. The line would op-

(Continued on page 10)
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vice by 2018, replacing the original 1976-vintage 1000series cars and providing for service expansion on the
Silver Line as well as an increase in train lengths to
eight cars on most lines. (The Washington Post, December 8, 2014)
Atlanta, Georgia
Atlanta Streetcar did not open to riders on the city's
latest targeted launch date of December 6, 2014. The
date was selected after the downtown streetcar project
missed other targeted start dates.
Mostly recently, the city missed a planned midNovember, 2014 launch due to safety concerns by
the Federal Transit Administration. In early November,
the Federal Transit Administration flagged "outstanding
safety and hazard mitigation issues," WABE reported.
FTA has not yet signed off on passenger service,
which meant Atlanta Streetcar would not, as city officials
had hoped, be available to visitors to Atlanta during
the SEC Football Championship Game on December 6,
WSB-TV reported. City officials were still hopeful the
streetcar will open by the end of the year, the station
said.
The project, which is about $6 million over budget,
was originally expected to be completed in the summer
of 2013. City officials previously attributed delays to issues related to moving utility lines and bad weather,
WABE recently reported.
Atlanta Streetcar was involved in a crash with a car on
November 23, 2014, marking the second accident for
the system during its testing phase. A car tried to pass
the streetcar during a test run near Centennial Olympic
Park. A week earlier a car hit the streetcar on Ellis
Street.
The Atlanta Streetcar will operate on a 2.7-mile loop
with 12 stops. The route stretches from Centennial
Olympic Park to the Martin Luther King Jr. Historical
Site. The east-west route represents Phase One for the
Atlanta Streetcar project. Additional routes and phases
are in design and planning stages, according to the Atlanta Streetcar website. (AtlantaBizJournals.com, December 4, 2014)
Oklahoma City, Oklahoma
Four companies are vying for a contract with Oklahoma City to advance the city's MAPS 3 streetcar proposal by supplying five streetcars for the initial 4.6-mile,
22-station project. The companies include Brookville
Equipment Corporation, CAF U.S.A., Inekon Group a.s.,
and China's XEMC.
The contract could include an option for eight additional streetcars.
Last September the City Council approved advancing
the $130 million plan as part of the city's MAPS 3 project addressing numerous transport issues. City engineers last August expected up to 10 bids for the project.
The lower number of bids, though certainly adequate
competition, may reflect the city's desire to secure dualmode streetcars, or Onboard Energy Storage Systems

(OESS), a still largely untested technology within the
U.S., though in use elsewhere, but in growing demand
as U.S. municipalities evaluate the rail mode.
The City Council may select a finalist as early as the
end of next month, and the Council could choose a supplier by the end of January. Once streetcar route designs are finalized, in about a year, the city would issue
authorization for the manufacturer to begin building the
streetcars. (Railway Age, December 5, 2014)
Houston, Texas
An updated report from the Houston Metro confirmed
April 4, 2015 as the opening date of the Green line running east along Harrisburg and the Purple Line running
southeast from downtown. The four-month delay will
provide the time needed to get a sufficient number of
the new light rail cars into service and eliminate the
need to reassign some of the existing Red Line cars to
provide service on the new lines. As of November 21,
2014, it was expected that 14 of the 39 cars ordered
from CAF will be ready by April 1, 2015, which will be
sufficient for Metro to operate two-car trains on the Red
line and operate single cars on the Green and Purple
lines. (Houston Chronicle, November 21, 2014)
Denver, Colorado
The first four of 66 electric multiple unit (EMU) commuter rail cars for Denver’s FasTracks were officially
introduced to the city on December 2, 2014 at Union
Station and were available for four days for the public to
walk through between December 3 and 6. Road testing
of the cars is expected to commence in May, 2015.
Costing $300 million, the fleet of EMU cars will commence operations on three of the four planned commuter rail lines in 2016, the East Rail line to Denver International Airport, Gold Line to Arvada/Wheat Ridge, and
Northwest Rail to Westminster. A fourth line, the North
Metro Rail line, is scheduled to open in 2018. The cars
are similar to Philadelphia’s SEPTA Silverliner Vs, with
some differences. Top speed for FasTracks cars will be
79 mph and the cars will not have low-level platform
capability. (The Denver Post, December 3, 2014)
California Department of Transportation
Caltrans allocated one of the final portions of money
funded by Proposition 1B, a transportation bond act approved by California voters in 2006. Among the biggest
beneficiaries of this disbursement are $106 million for
Phase II of the Los Angeles Exposition light rail line, $81
million to San Francisco’s MUNI to complete the Central
Subway project from Market Street to Chinatown, $58
million for the Los Angeles Metro for the regional connector light rail subway that will link the Gold, Blue, and
Expo lines, $36 million to San Diego for light rail vehicles, and $43 million to Orange County for a grade separation project at Raymond Avenue on a rail line used
by Metrolink and BNSF trains. (StreetsBlog SF, December 5, 2014)
San Francisco, California
CalTrain released an environmental impact report regarding its planned electrification project for the commuter corridor between San Francisco and San Jose.
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One of the issues addressed is the impact of erecting
catenary and its support structures on the trees surrounding the current right-of-way and the aesthetic impact of the support structures on the visual environment
as well as the location of traction power support structures and facilities along the line. One of the mitigating
measures to reduce the impact of the poles would be to
place them between the tracks instead of alongside,
requiring fewer trees to be removed. The cost of the
electrification project has increased from $1.22 billion to
around $1.5 billion and it is projected to be completed
by the Spring of 2021. (Al Holtz, December 6, 2014)
Los Angeles, California
Los Angeles County reached an agreement with Kinkisharyo International, LLC, resolving an impasse involving the International Brotherhood of Electrical Workers
(IBEW) that threatened to move a manufacturing plant
that was to manufacture 175 light rail cars for the upcoming Crenshaw, Exposition, and (extensions to the)
Gold Lines out of the county. As a result of the agreement, the Palmdale, California plant will be expanded
from simply assembly and testing to the manufacturing
of light rail cars. (The Source, Los Angeles County Metropolitan Transportation Authority, November 25, 2014)
Pasadena, California
Initial train testing was conducted on the 11.5-mile
Foothill Gold Line between Pasadena and Azusa during
December 8 thru December 19, 2014. Testing will include verifying train clearances, wheel/rail interface, rail
switches and catenary systems. Trains were initially
pulled along the line before being allowed to operate
under their own power from the catenary. (LAMTA Public Affairs, December 8, 2014)
San Diego, California
San Diego Metropolitan Transit System (MTS) set a
new ridership record in October, 2014, recording over
nine million trips on its trolley and bus services, an increase of three percent over the same four-month period when compared with last year. (Progressive Railroading, December 1, 2014)
Honolulu, Hawaii
Track construction has started on the $5.16 billion
HART (Honolulu Authority for Rapid Transportation) 20mile, 21-station Honolulu Rail Transit rapid transit system on the island of Oahu, with initial work focusing on
the area around the Hoopili station in Ewa. HART’s initial operating segment from East Kapolei to Aloha Stadium is expected to open in 2017, with the remainder of
the line to Ala Moana Center scheduled for commissioning in 2019. Services will operate between 4 AM and 12
AM seven days a week, with trains running at fiveminute intervals during the peak and every 11 minutes
at other times. AnsaldoBreda has begun production of
rolling stock for the line at its Pistoia plant in Italy, with
deliveries scheduled to start in mid-2016. Each trainset
will accommodate up to 800 passengers. (Railway Age,
December 9, 2014)
11

VIA Rail Canada
VIA announced its third quarter, 2014 results documenting ridership increases of 1.8% on the MontrealToronto corridor and 6.2% on the cross-country Canadian. Operating losses were reduced by 12.1%, amounting to $9.1 million. Other noteworthy highlights include
placing the first Prestige Park Observation-Dome car
into service on the Canadian, two additional train sets
allocated to the Quebec City-Windsor corridor
(providing over 5,000 seats daily and permitting one
more round trip on the Ottawa-Toronto corridor), the
overhaul of 26 business class and renovation of 22
economy class LRC (Light, Rapid, Comfortable) cars
expected to be completed by the end of 2014, and the
introduction of a GPS-based train tracking system that
will provide automated notification of locomotive Engineers to speed restrictions or changes, changes in applicable, rules and upcoming visual landmarks enroute.
(VIA Rail Canada, November 28, 2014)
Montreal, Quebec, Canada
Montreal commuter rail operator Agence Métropolitaine de Transport (AMT) finally began revenue service
on its 52-kilometer Train de l’Est route from Montréal
Central to Mascouche on December 1, 2014, around
three years later than previously anticipated. Serving a
region with around 700,000 inhabitants, the route had
been expected to open during 2012. The C$435 million
project ended up costing over C$200 million more.
The route incorporates 9 kilometers of AMT’s existing
25,000-volt 60-Hz electrified Deux-Montagnes line from
Montreal Central through the Mount Royal Tunnel, before diverging to the east. The trains then follow an existing Canadian National freight line across the north of
Montreal Island, paralleling the Riviere des Prairies
through Anjou to Point-aux-Trembles. After crossing the
river to Repentigny, the commuter trains use
11.6 kilometers of new railway built along the median
strip of Quebec Route 640, before joining Genesee &
Wyoming’s Quebec-Gatineau Railway on the approach
to Mascouche.
The line currently serves 11 stations, plus three existing stops on the Deux-Montagnes route. Feeder bus
services connect with the trains at several stations,
while the new stop at Ahuntsic adjoins the Chabanel
station on AMT’s St-Jerome commuter route. Two more
stations are expected to open in the spring of 2015, at
Pointe-aux-Trembles and at Sauve, which will provide
interchange to the Orange Line of the city’s metro network.
The line is operated using five ALP-45 electro-diesel
locomotives and 30 double-deck coaches drawn from a
larger fleet supplied by Bombardier in 2010-1. AMT is
initially providing eight trains each way per day, mainly
at peak times. Offering an end-to-end journey time of
65 minutes, the service is expected to attract around
11,000 passengers per day. (Railway Gazette, December 1, 2014)
Toronto, Ontario, Canada
Alstom was awarded a $250+ million contract to re(Continued on page 12)
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place the 80-year-old signal system in the Toronto Union Station corridor between Strachan Avenue to the
west and the Don River to the east. 25 miles of track,
228 signals, and 221 switching points will be modernized with an advanced wayside signal system capable
of handling a major increase in train traffic that will be
required to handle passenger volumes greater than today’s 250,000 GO Transit and VIA Rail Canada daily
riders in and out of Union Station. (Al Holtz, December
1, 2014)
The Toronto Transit Commission (TTC) closed the
Dufferin station on the Bloor-Danforth (#2) Line during
the weekend of November 22-23, 2014 as the final
stage of the rebuilding of that station facility to bring it
up to 21st century standards of full accessibility with
three elevators and put the finishing touches on the station. It was reopened at 6 AM on Monday, November
24. During that weekend TTC trains skipped that station
and shuttle buses provided substitute service between
the Lansdowne and Ossington stations. (CBC News,
November 21, 2014)
Chile
President Michelle Bachelet has announced plans for
U.S. $4.2 billion in public transport investment, including
a new metro line in Santiago.
The government has requested a feasibility study from
Metro de Santiago for metro Line 7, with a view to construction starting by 2019. Intended to relieve the eastwest Line 1, which currently carries 43% of all metro
passengers, Line 7 would be built under a PPP concession.
Bachelet has also outlined plans to extend the northsouth Line 2 by 5 kilometers, and the 22-kilometer Line
3 currently under construction by 3.8 kilometers, with a
combined investment of U.S. $1.2 billion. A further U.S.
$317 million is to go towards procurement of new trainsets to increase capacity. (Railway Gazette, December
2, 2014)
Germany
Deutsche Bahn announced a €28 billion five-year
spending plan for 2015-9 on December 8, 2014. It aims
to be the biggest modernization of the German network
in history.
The announcement follows federal government approval of the LuFV II agreement, which sets out state
and DB funding for the network over the next five years.
Under LuFV II the government has allocated an average of more than €3.3 billion annually, and all state dividends from DB’s infrastructure activities are to be reinvested in the network.
The five-year program includes €12 billion for renewing 17,000 km of track, and €3 billion for the renewal of
875 bridges. Around €4 billion is allocated for signalling
and control systems and €1 billion for tunnel modernization.
Spending in 2015 is put at €5.3 billion, including the
renewal of 3,800 kilometers of track, 2,000 turnouts, 2.5
12

million sleepers, 4 million tons of ballast, and 125 bridges. In an effort to minimize closures, the works will be
grouped into 500 projects undertaken on 80 specific
corridors.
Key renewal projects in 2015 will focus on the northsouth S-Bahn tunnel in Berlin, sections of the Hannover
-Göttingen, Köln-Aachen (22 kilometers), Köln-Siegen
(35 kilometers), and Nürnberg-Ansbach (10 kilometers )
routes and the Mannheim-Stuttgart and Köln-Frankfurt
(44 kilometers) high-speed lines, and upgrading the
München-Ingolstadt route for 200 kilometers per hour
operation. (Railway Gazette, December 9, 2014)
China/Spain
The first direct rail freight service to operate between
China and Spain arrived at ADIF’s Madrid Abroñigal
intermodal terminal on December 9, 2014, welcomed by
Spanish Development Minister Ana Pastor. Carrying a
total of 30 containers, the train had left Yiwu in China on
November 18, covering 13,000 kilometers in 21 days.
The route via Kazakhstan, Russia, Belarus, Poland,
Germany, and France involved a change of gauge at
three border crossings, as well as locomotive changes
approximately every 800 kilometers. The service was
operated by InterRail Services and DB Schenker Rail,
with DB’s Spanish subsidiary Transfesa providing traction on the final leg to Madrid.
The through service is the result of initiatives agreed
to by the governments of China and Spain in September, 2014 to develop closer trading relations. The Spanish Ministry of Development points out that the trial has
demonstrated the “reliable, versatile, and competitive”
nature of rail freight, the overland journey having saved
over 10 days of transit time compared to sea freight.
(Railway Age, December 9, 2014)
Belarus
A passenger service between the Minsk Pasažyrski
station and Minsk National Airport was launched by Belarus Railways on November 7, 2014. The trains call at
Smaliavičy to provide interchange opportunities for passengers from regional destinations. The service is operated using Pesa DP-3 three-car diesel multiple-units,
which offer a capacity of 143 passengers, low-floor entrances and modern amenities, including wheelchair
access.
The service has started with just five daily trains with a
total journey time of around 70 minutes, including
55 minutes on the train and a 5-minute bus transfer to
the airport terminal. Train crew will alert airport staff to
the number of passengers on a particular service, to
enable the appropriate number of buses to be provided.
The fare is 25,000 rubles, (U.S. $2.30) including the bus
transfer, with tickets sold at the airport and on the trains
as well as at railway ticket offices.
The airport rail link makes use of existing infrastructure, which has been modernized at cost of 105 billion
rubles (U.S. $9.6 million), funded by Belarus Railways
with an 11 billion ruble (U.S. $1.01 million) contribution
from the Ministry of Transport. These works included
resignaling, construction of a platform on a freight line
(Continued on page 13)
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NORTH AMERICAN TRANSIT PROJECT OPENINGS SCHEDULED
FOR 2015
by Randy Glucksman
As you can see in the table below, three projects, the
Atlanta and D.C. Streetcars, and the Chicago Transit
Authority’s Cermak-McCormick station, all scheduled to
be completed in 2014, were not. They have been added
DATE
Holdover from
2014

AGENCY

CITY

to the already-planned 2015 projects list. Even without
those aforementioned projects, 2015 will be a busy
year. The information is accurate as of mid-December,
2014.
TYPE

LINE

DETAILS

District DOT

Washington, D.C.

SC

H Street/Benning Road

2.4 miles, 8 stations

Holdover from
2014

City of Atlanta/
Atlanta Downtown
Improvement Project/MARTA

Atlanta, Georgia

SC

Atlanta Streetcar Project
Phase I

2.7 mile loop, 12 stations

Early

Edmonton Transit

Edmonton, Alberta

LR

North

Churchill to Nait
2 miles, 3 stations

1st Quarter

Sound Transit

Seattle, Washington

SC

First Hill Streetcar

March

Charlotte Area
Transit System

Charlotte, North
Carolina

LR

Gold Phase I

March

Dallas Area Regional
Transit

Dallas, Texas

SC

Oak Cliff Streetcar

Occidental/South Jackson to
Broadway/East Denny Way
2.5 miles, 10 stations
Charlotte TC to Hawthorne
Lane & 5th Street
1.5 miles, 6 stations
Dallas Union Station to Oak
Cliff
1.6 miles, 4 stations
(Continued on page 14)

Commuter and Transit Notes

ownership but pre-MTA days, including the unification of
not only the subway, but the creation of MaBSTOA and
the consolidation of some private bus operators into the
New York City Transit Authority. Sparberg closes the
book by making the case that the biggest change post1940 on the subways was the introduction of air conditioning on subway cars delivered after 1968 (Editor's
Note by Sasha Ivanoff: the last ten R38s and last 200 R40s
were factory equipped with air conditioning).
Sasha gives the book high praise, noting its readability (it is a book that both diehard railfans and even just
casual transit enthusiasts will like), its depth of content
(the book could be considered a broad microhistory),
and even its broadness of content (bus fans will also
enjoy the book). However, what interested him the most
was the political side of transit: the relations TWU head
Mike Quill had with several New York politicians, contrasting his dealings with both mayors Wagner and
“Linsley” Lindsay. However, his only main complaint
about the book was how the MTA formation was summarized and in not enough detail. Famed New York
governor Nelson Rockefeller and even the famed Robert Moses received barely more than passing mentions.
There is a consensus among ERA's top brass that a
second book covering the evolution of MTA (a sort of
“From a Token to a MetroCard” overview) should be a
future project. By the time this review hits the Bulletin
the Christmas season will be through, but I would still
highly recommend it as a gift.

(Continued from page 12)

serving the airport, and the provision of a bus turning
circle. (Railway Gazette, November 10, 2014)
Turkey
Prime Minister Ahmet Davutoğlu attended the opening
of the Istanbul Metro’s latest extension on November 9,
2014.
The southeastern extension of light metro line M1
from Aksaray to Yenikapı is not even a half mile. Interchange is provided at Yenikapı with metro line M2 and
Marmaray suburban services.
Services from Yenikapı designated M1A run to Atatürk
Airport with a journey time of 36 minutes, whereas M1B
services diverge at Otogar to serve the other western
branch, which terminates at Kirazlı. (Railway Gazette,
November 10, 2014)
Special Section
Sasha Ivanoff attended Andrew Sparberg's presentation on his new book “From a Nickel to a Token.” Sparberg's book is a broad microhistory of the changes of
New York City transportation during from 1940 to 1968.
Sasha learned a few interesting tidbits that he
(surprisingly) did not know before: Mayor LaGuardia's
disgust of streetcars and his what might be considered
ignorant views on public transportation and even a fact
lost on many diehard transit enthusiasts: buses that
could be converted into ambulances. The book is divided into twenty significant moments in the post-private
13
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North American Transit Project Openings Scheduled
for 2015
(Continued from page 13)

DATE

AGENCY

CITY

TYPE

LINE

DETAILS

2nd Quarter?

MTA New York City
Transit

New York, New York

HR

7 Extension

Times Square to Hudson
Yards
1.4 miles, 1 station

April 4

MTA Houston

Houston, Texas

LR

East End (Green)
Phase I

Theater District to Altic/Howard
Hughes
3.3 miles, 3 stations

April 4

MTA Houston

Houston, Texas

LR

Southeast (Purple)

Convention District to Palm
Center
6.6 miles, 11 stations

Spring

Metrolinx

Toronto, Canada

DMU

Union Pearson Express

Union Station to Pearson Airport, 1.86 miles, 1 station

Holdover from
2014
Late Spring

Chicago Transit
Authority

Chicago, Illinois

HR

Green

Cermak-McCormick station
opens

Mid-year

Kansas City Streetcar Authority

Kansas City, Missouri

SC

KC Downtown Streetcar
Project

Union Station to River Market

July

VRE

Spotsylvania, Virginia

CR

Fredericksburg

Spotsylvania station opens

September 15

TriMet

Portland, Oregon

LR

Portland-Milwaukie

PSU South/SW 5th & Jackson
St. to SE Park Avenue
7.3 miles, 10 stations

September

Sacramento RTD

Sacramento, California

LR

Blue Phase II

Extension from Meadowview
Road to Cosumnes River College
4.3 miles, 4 stations

Fall

NJ Transit

Wood-Ridge, New
Jersey

CR

Bergen County

Avalon-Westmont Station
opens

Fall

Bay Area Rapid
Transit

San Francisco, California

HR

Warm Springs Extension

Warm Springs to Warm
Springs South Fremont
5.4 miles, 1 station

Late Fall

NY City Transit

Staten Island, New
York

HR

Arthur Kill Station

Replaces Nassau and Atlantic
stations

Late

Metrorail

Los Angeles, California

CR

91

Extension from Riverside to
Perris
24 miles, 4 stations

Late

Valley Metro Rail

Phoenix, Arizona

LR

Central Mesa

Sycamore Road to Mesa Drive
3.1 miles, 4 stations

Late 2015 to
early 2016

Valley Metro Rail

Phoenix, Arizona

LR

Northwest Extension
Phase 1

Montebello Ave. to Dunlap
Avenue
3.2 miles, 3 stations

CR

LEGEND
Commuter Rail

DMU

Diesel Multiple Unit

HR

Heavy Rail

LR

Light Rail

SC

Streetcar
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are open.) The “starting lights” are positioned on the
platform adjacent to the Conductor’s position. When the
starting lights toggle switch is thrown “on the advertised,” green lights illuminate and a gong rings notifying
the Conductor to “close and go.”
As part of the interlocking safety mechanism, signal
52 cannot be thrown for a train to enter the station on
P1 if switch 51 is in the reverse position. This would
cause a derailment. There are similar safety interlocks
to prevent collisions, e.g. having eastbound and westbound signals being displayed on the same track.
Yard tracks A2 through A9 and 1 to 12 are under the
control of the Yardmaster. Unfortunately, the yard is positioned so that trains cannot go directly into the station.
Trains on yard tracks 1 to 12 connect to Track Y1 and
cross to P2 at the 7 switch and then reverse direction

15

into the station. Trains on Tracks A2 through A9 connect
with Track Y1 beyond the 7 switch and reverse into the
station using the 59 switch. Trains from any yard track
can go into the pocket track adjacent to the E. 105 th
Street station and wait for an opportunity to enter the
Rockaway Parkway station.
A review of the subway schedule at http://
web.mta.info/nyct/service/pdf/tlcur.pdf shows some AM
rush hour trains from the yard go directly into service at
E. 105 Street without reversing into Rockaway Parkway.
All southbound trains terminate at Rockaway Parkway
and then have to pull out and then reverse into the yard.
Michael Ditkoff (trip@nyrre.org) writes the Vantage Point
column in the New York Railroad Enthusiasts’ Bulletin newsletter. NYRRE’s website is www.nyrre.org. The Enthusiasts’
new photo gallery can be found at www.nyrre.org/Gallery.
This article originally appeared in the December, 2014
NYRRE Bulletin.
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from December, 2014 issue)
As the Eurodam was transporting Clare and me from
Barcelona to the island of Mallorca, Phil Stevenson was
taking the overnight ferry to Palma. He would also
spend the following night there, so with a very early
morning arrival, he planned to check in at the Hotel Terminus, just opposite the Soller railway station and the
new intermodal transit facility. We decided to meet at
9:00, as the cruise was scheduled to arrive at 8:00 and
we wanted to ride part of the metro before the 10:10
departure of the electric train to Soller.
But the best laid plans . . . the Eurodam did not dock
until 9 AM. When I finally reached the hotel by taxi,
around 9:35, the desk clerk told me that Phil had “just
left.” I looked around the area to no avail and then figured I would meet him aboard the Soller train. Since I
am saving the history of the railways on Mallorca until
the end of this installment’s narrative, I will just say that
the F. C. de Soller, with its tramway from Soller to Porto
de Soller, is a gem of a line and remains privately operated, while all other rail transportation on the island has
now been concentrated in the hands of the government.
That includes the regional railway to Inca (which was
operating DMUs the last time I was in Palma) and the
brand new 2-line metro. In fact the Inca line is now electrified, has been extended, and runs through the metro
tunnel to the Estacio Intermodal at Placa d’Espanya,
opposite the hotel. See http://www.urbanrail.net/eu/es/
palma/palma.htm,
http://www.tib.org/portal/web/ctm/
tren, and http://www.tib.org/portal/web/ctm/metro. I will
describe the metro and railways further after my narrative of the day’s activities.
I knew the 10:10 Soller train’s first stop would be Son
Sardina at 10:20, so I decided to ride metro line M1 to
that point. That station is the only above-ground facility
on that line, and so I took a few photos in this relatively
undeveloped area before exiting through the turnstiles
and walking to the nearby station of the single-track
Soller railway. The train arrived promptly at 10:20 and I
boarded, but could not find Phil. There were several
empty coaches marked “reservado” and all the other
passengers were concentrated in two cars, or so I
thought. At Bunyola, another way station on the line, a
large number of tourists alit from buses and boarded.
Virtually every seat was now taken.
After exiting a long tunnel under the Sierra de Alfabia,
we stopped at Mirador de Pujol, so passengers could
get a view of Soller from a platform high above the
town, and to allow an inbound train to pass on the second track. As I set myself up in front of our electric motor to photograph the other train (the daisy pickers
[tourists] were taking pictures of the scenery), I was accosted by this woman who told me to be careful, as I

was walking on the right-of-way. Of course it was Clare
who gave me this admonition. She had boarded with
the other cruise passengers at Bunyola, as the train ride
was part of their tour of the island.
Upon detraining in Soller at 11:15 (11:10) I saw Phil
get out of the locomotive. Apparently there are passenger seats in the train’s motor car, and Phil had chosen
to ride where he could absorb all the great traction
sounds. So now we were reunited and could cover the
streetcar line to the port together, which is exactly what
we did. I will describe that further on.
The 3-foot gauge Soller railway was built in 1912 and
electrified at 1200v d.c. in 1929 (see http://
www.trendesoller.com/en/cms.php/the_company/
History). Five round trips are operated on the 17-milelong line year-round, with a few more added in the tourist season. The original electric equipment still runs.
The railway has some outstanding scenery after first
traveling in the center of Carrer Eusebi Estada in Palma
and then running cross-country on a straightaway up to
the looming Sierra de Alfabia. After some steep grades
and sharp curves, it enters a 1.75-mile-long tunnel. On
the other side of the mountain, the line twists and turns,
traversing many bridges and short tunnels, providing
some great views. Although it is only a one-hour ride, I
believe it is one of the most scenic adhesion train rides
in the world.
On a previous trip, Clare and I rented a car to tour the
entire island, which included traveling on the road that
parallels the line, crossing the mountain without a tunnel. It was a little harrowing, with steep grades and
sharp curves on very narrow pavement. A tunnel for
motor traffic was finally constructed and the road improved at the end of the 20th century.
For me to get back by rail to the Eurodam on time for
its 18:00 departure, it was imperative that I ride the
14:10 train, which meant I couldn’t miss the 13:50
streetcar. (My backup was one of several buses through
the mountain, but obviously I prefer rail.) Thus I ended
up spending about 3 hours on the tramway, which was
quite adequate, and even had a little time for a bite to
eat. Phil decided to continue his exploration of the
streetcar line when I headed back to Palma.
Having returned to the Palma terminal at 15:05
(15:10) I still had plenty of time to get to the ship. Thus I
first photographed the motor car running around the
train and a few minutes later, its 15:15 return to Soller.
Then I spent the next hour riding and photographing
line M2 of the metro and the regional trains that share
its tracks.
The metro was inaugurated in 2007 along with the
(Continued on page 17)
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opening of the intermodal station at Pl. d'Espanya. Line
M1 is about 5 miles long and has a total of 9 stations on
its route to UIB, the Universitat de les Illes Balears. In
March of 2013 line M2 was introduced to provide local
service along the inner 5 miles of track of the regional
service to Manacor and Sa Pobla. Running as far as
Marratxí, it also has 9 stops. All metro stations have
high-level platforms with the terminal and the first two
stops serving both lines in a 4-track tunnel, after which
the joint regional railway and the M2 line emerge from
underground. The intermodal terminal is huge, with 10
tracks ending at bumper blocks. It also contains a ticket
office and a large number of ticket vending machines. A
bus terminal and car park are above the tracks and their
lengthy platforms. One could say it is overbuilt.
CAF has supplied the rolling stock used on both metro
lines, as well as the eMUs used on the regional service.
Service on Line M1 is provided every 15 minutes in
rush hours, and every 30 minutes during the off-peak
and on Saturdays. There are no trains on Sundays. M2
metro trains run every 20 minutes on weekdays, but
with regional express trains interspersed between them,
there are 6 trains an hour in both directions along the

The entrance to Palma’s Intermodal Station on Pl. Espanya.

inner section of the line. On weekends all M2 service is
supplied by regional trains on a half-hour headway
making all stops. Also, three “super expresses” run in
morning rush hours with new low-floor LRVs purchased
from Vossloh for future extensions. The last one arrives
at 9:15, so I did not get to see or photograph the new
equipment.
A few final notes about the regional rail line. A large
network of 3-foot gauge steam railway lines were privately built in Mallorca starting in 1875, reaching as far
as Arta, some 60 miles from Palma. After World War II
the system was taken over by the government and
dieselized, with DMUs acquired to provide most of the
service. But vast declines in patronage, high maintenance costs, and neglect resulted in the abandonment
of most of the branches and the eventual cutback of
service to Inca (18 miles).
A change of public policy resulted in a decision to revitalize the operation. Since 1983 the line has been converted to meter gauge, electrified at 1,500 volts d.c.,
and re-extended to Manacor and Sa Pobla. The former
yards and terminal were converted to a park and the
Intermodal Center was built underneath.
By the way, the island of Mallorca has a population of
about 850,000, while Palma, its capital, has just over
400,000 residents.

A two-car train of CAF eMUs operating along the M2 line pauses
at the Pont d’Inca station.
(Continued on page 18)

THE VANISHING DAYLIGHT, NOW GONE
by Randy Glucksman
Since the opening of Secaucus Junction in December ,2003, I have been commuting into New York City
via NJ Transit. Eastbound, after the train has cleared
what are called the North River Tunnels, there was a
large open area known as “A” Interlocking (Dyer Avenue
to Tenth Avenue) where before entering Penn Station, in
the daytime, there was light. Well, that began to change
and very quickly starting in September, 2014 with reduced amounts of daylight as construction of the Man17

hattan West project proceeded.
During the past year, this area has had dozens of concrete columns of various sizes and shapes inserted into
the ground, while above, additional concrete slabs have
virtually eliminated the natural light that was part of this
area since New York Penn Station opened in 1910.
Over the years the streets overlooking this site have
provided a great vantage point for photographers to
(Continued on page 20)
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A train of CAF-built metro cars approaches the Son Sardina station
of the M1 line. The Sierra de Alfabia looms in the distance. Note
the graffiti on the rear car.

The unstaffed Son Sardina station of the Soller railway.

Electric motor 1 on an inbound run will pass its opposite number at
the Mirador de Pujol, where outbound trains stop to provide their
passengers with a panoramic view of Soller.

The 15:15 Palma-Soller train pulls out of the Placa d’Espanya terminal onto the center reservation of Carrer Eusebi Estada.

Now for the tramway between Soller and Port de Soller: Upon our arrival in Soller, Phil and I photographed
some switching operations and then rode in an open
trailer behind original motor 1 to Port de Soller. Halfhour headways are scheduled in the tourist season (as
opposed to hourly), and some of the scheduled trips
seemed to be running in two sections to meet the demand arising from the influx of cruise boat passengers.
Of course trailer operation is also necessary to handle
the crowds, with some consists having the trailers sandwiched between motor cars at either end, while single
motors on other trips have to run around the trailers at
terminals. After operating on the streets of Soller, which
includes trackage through the town’s main square, the
single track cuts through the countryside to the Port,
and then circumscribes a large portion of the beach
along a palm-lined pedestrian street. There are three
passing sidings along the route, but it seems that the
only one used is about halfway along the line.
18

We walked and photographed an ample number of
trips from one end of the beach to the other. There were
two obstacles to our photography, the sun darting behind clouds at inopportune moments, and what appeared to be an important bicycle race, with twowheeled machines darting in front of our cameras when
least desired. But all in all, we did fine. At about a quarter to two I said goodbye to Phil, wished him a good trip
back to the U.S., and boarded the 13:50 tram back to
Soller. The connecting train to Palma was crowded with
tourists, and I got one of the last seats.
The 3-mile long, 3-foot gauge, 600-volt d.c. tramway
was built by the railway company in 1913. For the first
40 years It operated with 3 single-truck motors and 2
trailers, but in 1954 four more trailers were acquired
from the Palma tramway (which was converted to buses in 1958). As tourist traffic grew, five additional motors
were acquired from Lisbon and were regauged from
(Continued on page 19)
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After a brief sojourn on the metro and regional railway,
I was able to get back to the Eurodam by riding the #1
bus from the intermodal terminal to the end of the line,
followed by a 10-minute walk. I boarded well before the
18:00 departure. It was a good day.

(Continued from page 18)

900 mm to 914 (3 feet). On this visit I saw 11 of the 14car fleet in service.

Original motor car 1 pulls two trailers through Soller’s town square
on an outbound run to the Port.

Two trailers are sandwiched between ex-Lisbon car 20 and a
matching motor. The “train” has just left the terminal at Port de
Soller for the run back to the town and its railroad station.

Another view of one of the three 1911-built motors pulling two
trailers along the palm-lined beachfront. The Port is becoming
quite a resort area.

Ex-Lisbon motor car 24 with two trailers and another motor on the
final leg of the run to the Port de Soller terminal. Note the bicyclists
racing to get between the train and the front of my camera.

A view of Holland America’s Eurodam
docked at Palma, taken in the late
afternoon from the access road at the
end of bus route #1.
(Continued next issue)
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Around New York’s Transit System
Mail ‘n Ride Snafu
Mail ‘n Ride subscribers of monthly commutation
passes on the Long Island Rail Road and Metro-North
Railroad who have a built-in 30-day MetroCard added to
their passes received a rude awakening on December
1, 2014. Due to a technical issue, the MetroCard portion
of the railroad passes was not properly programmed for
the 30 days of unlimited subway and city bus rides. As a
result, passes were honored free of charge system-wide
on New York City Transit on December 1 and all pass
holders were directed to purchase a 30-day MetroCard
separately. The $119 fee for the 30-day MetroCard feature would be credited back to their monthly commutation accounts as well as any MetroCard they may have
purchased for December 1. As reported on the television news, the honoring of the December commutation
passes by station agents and bus drivers was spotty at
best.
Cranberry Street Tunnel to be Closed for SandyRelated Repairs
The Cranberry Street Tunnel, carrying AC under the
East River, will be the next tunnel to be closed for Hurricane Sandy-related repairs. As there are no viable alternative routes for passengers using these two lines to
travel between Lower Manhattan and Brooklyn, the tunnel closures will not be continuous and will be limited to
40 weekend periods in 2015. NYCT engineers have
determined that the flood damage in this tunnel as well
as the Rutgers Street Tunnel carrying F under the East
River was not as extensive as was the case for the recently reopened Montague Street Tunnel, which had
required a continuous closure for 13 months. Most of
the work will involve the replacement of electrical, signal, communication and antenna cables and not structural work.
South Ferry Station Rebuilding Contract Awarded
MTA awarded a $194 million contract to Judlau Contracting, Incorporated to rebuild the “new” South Ferry
station, which was rendered unusable following its total
inundation by 80 feet and 15 million gallons of sea water during Hurricane Sandy. Following that flood, the old
South Ferry station was reactivated. But, as was the
case prior to its retirement from passenger service in
2009, it is not wheelchair-accessible and can only accommodate the first five cars of 1 trains stopping there
on a sharp curve, requiring mechanically driven “gap
fillers” to enable passengers to reach the platform. The

rehabilitation of the “new” station will include built-in
flood protection measures such as retractable flood
doors at all station entrances as well as flood resistance
measures at all other potential water entry points to the
tunnel and station such as manholes, vents, hatches,
conduits, and ducts. The work is expected to be complete in 2017.
Federal Funding Sought for Canarsie Line Projects
MTA is seeking $300 million in federal funding for projects designed to lead to an increase in capacity on the
Canarsie Line, which has seen a 98% increase in ridership since 1998. Three additional power substations
would permit the operation of two more trains per hour.
The 10% increase in service would provide the ability to
accommodate 2,200 more riders per hour. The remainder of the money would be used to improve access to
the Bedford Avenue station with two new seven-footwide stairways from street level to the mezzanine as
well as two seven-foot-wide stairways leading to the
platform. New elevators would bring the station into
compliance with Americans with Disabilities Act (ADA)
requirements. Ridership at Bedford Avenue has increased 250% since 1998 and the neighborhood surrounding the station has been rezoned to allow the construction of 10,000 additional residential units. Most of
the new residents of the area are “millennials,” an upand-coming generation of young professionals who are
more likely to utilize public transit for all of their
transport needs than any generation preceding them.
The First Avenue station on this line would receive a
new street and fare control access point at Avenue A,
eliminating the current 500-foot walk from First Avenue.
Manhole Fire Disrupts Service
A fire in a manhole south of the W. 4th Street station
on Thursday evening, December 11, 2014, damaged
signal power cables, crippling much of the subway services over the former IND lines. Press reports regarding
the affected lines were scattered and confusing but it
appears that trains on ABCDEFM were significantly delayed with some trains stuck between stations
for extended periods as they awaited signal clearance
or permission from the Rail Control Center or local signal personnel responding to the scene to proceed. Service was restored by 6:50 PM but with major delays and
reroutes for the duration of the evening. Normal service
was restored for the Friday morning rush hour.

The Vanishing Daylight, Now Gone

www.manhattanwestnyc.com/, there will be “200,000
square feet of retail featuring a mix of hip, NY-authentic
fashion, cafés and restaurants.” There is also to be a
mixed-use component with two large office towers and
a pair of smaller residential towers. A 1.5-acre public
park will also be built.

(Continued from page 17)

capture the ever-changing railroad scene. A ceremony
to mark the installation of the final (concrete) platform
took place on November 18, 2014.
According to the Brookfield Properties website, http://
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THIRD AVENUE BUILT ITS LAST TROLLEY CAR
75 YEARS AGO
In the previous issue, we explained how
Third Avenue Railway started to modernize
its fleet in 1930. In this issue, we will list the
changes in assignments that took place
when the rebuilt 1200s were placed in service on the following lines:
LINE

FIRST 1200s

ALL 1200s

curve.
As soon as the 1200s were placed in service, the following cars were transferred or
taken out of service and scrapped:
CAR HOUSE
DATE

CAR
NUMBERS

FROM

TO

Webster and White
Plains Avenue

January 6,
1934

March 7, 1934

May 5-17, 1934

234-241

Kingsbridge West
Farms

University Avenue

June 17, 1934

August 13,
1934

May 9, 1934

West
Farms

163rd Street Crosstown

September 8,
1934

October 22,
1934

188, 192196, 198,
199 (A)

N/A

December 20,
1934

JuneSeptember,
1934

451-475

Ogden Avenue

Kingsbridge West
Farms

1629-41,
1650

West
Farms

out of service

August, 1934

235-246

West
Farms

Kingsbridge

In 1935, we observed the following assign- July, 1934
ment:
LINE

CARS

out of service

Webster and White Plains
Avenue

1201-27

About August,
1934

1-15

Kingsbridge Steinway

163rd Street Crosstown

1228-49
1228-62

176-187,
189, 190,
200 (A)

Steinway

University Avenue

About August,
1934

Ogden Avenue

1250-8; convertibles
returned February, 1936

August, 1934

71-75

Kingsbridge Harlem

September,
1934

1601-5

Harlem

out of service

November,
1934

277-300

West
Farms

Garden
Avenue

November,
1934

768-780,
839-850

Garden
Avenue

out of service

February, 1935

681-690

Kingsbridge Harlem

The 1200s were usually operated on lines
listed above, but were occasionally operated
on the other three lines. A few convertibles
were operated in the rush hours. Because
1201-27 did not have tapered ends, they
were usually operated on the long, straight
Webster and White Plains Avenue Line with
only two right-angle turns. An old-timer informed us that there was no clearance for
cars operating in the opposite direction on
the Gun Hill Road and Webster Avenue

About February, 1606-27
1935

Harlem

out of service

out of service

(A) Semi-convertibles

1 TOUR, SUNDAY, MARCH 15
NEXT TRIP: NEW HAVEN SHOP

(Continued on page 4)
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THE GENESIS OF “DASHING DAN,” PART THREE —
Penn Station Opens and a Suburban Colossus Emerges
by George Chiasson
lenges to existing capacity constraints, if not in terms of
ridership then certainly in terms of operational integrity.
As previously mentioned, third rail was finally added to
the middle track of the Far Rockaway Branch in
Queens, years after its 1904 triple-tracking, in an effort
to create a better operational fit with the Ocean Electric.
As part of overall electrification of the LIRR Main Line,
the fourth track provided for in the 1909 “Maple Grove
Relocation” (and now extended to “AC” Tower) was also
finally laid between Metropolitan Avenue and a point
just shy of Van Wyck, which in turn obviated the presence of the “Brighton Junction” lead to the Atlantic Division and direct access to Brooklyn. This process also
foreshadowed a third reconfiguration of LIRR through
Jamaica, for which the first related street work commenced on the northerly perimeter July 26 to form a
new alignment for Archer Avenue (previously short, narrow Archer Street) and provide a temporary right-of-way
through the future work zone, while construction was
also begun to reposition Beaver Street on the southerly
side. Both tasks were intended to allow a massive elevation of the right-of-way through the site of the new
station, whose large building foundation lines were first
surveyed the following day across what was then Carlton Street, a side road that was later to become Sutphin
Boulevard. A newer and enlarged elevation then took
shape through the area of the new Jamaica Station over
the following couple of years, built from sandy spoils
garnered at another of LIRR’s track relocation projects
in distant Cold Spring Harbor on the branch to Wading
River. To provide additional capacity for the projected
needs of forthcoming “Rockaway Loop” and Long
Beach MU service to Pennsylvania Station, a “fourth”
electrified track was also added on the “Old Southern”
alignment through Springfield Junction, from “SM” Cabin just east of the Laurelton station as far as “VN” Cabin
just west of Valley Stream. Included was a second high
platform at the Rosedale station for eastbound trains,
located on the south side of the new track, which made
the older (1906) installation in the middle a dedicated
westbound stop. An entirely new gantry-style “SP” Tower was also built across all four tracks, replacing both
the original wooden version from 1880 and the interim
“cabins” created during the 1906 electrification, which
were abolished soon after its completion.
Though still relatively new to its role as a suburban
branch (as opposed to the original purpose of being a
seaside excursion railroad) the former New York & Long
Beach was also remade into a recognizable form of the
Long Island Rail Road’s “Long Beach Branch” ahead of
its start of service from Pennsylvania Station. Past “VN”
Cabin at Valley Stream, where the branch to Far Rockaway diverged, two additional electrified main tracks

AN END TO THE BEGINNING: THE LONG ISLAND RAIL ROAD MAKES READY FOR THE
OPENING OF PENNSYLVANIA STATION

Even as the officialdom from both railroads was playing up the start of operations into Pennsylvania Station
during the spring of 1910, related construction and other
improvements were continuing to engulf the Long Island
Rail Road. Some were projects directly related to the
New York Terminal that were delayed in completion;
some were late-stage add-ons and just getting started;
and others were natural upgrades that had no relation
to the project at all. Whatever the case, each of these
elements would eventually combine to create the classic suburban rapid transit railroad which came to personify LIRR, and still does a century later. Starting on
June 16, 1910 electric trains from the Rockaway Beach
Division began following the “Glendale cut-off” (that is,
from both Rockaway Park and Far Rockaway to Long
Island City, but excluding the “Loop” route through Valley Stream and Hammels) as an alternative to the Atlantic Division. These used newly-installed third rail past
Woodhaven Junction and on the Main Line, including
the newer trackage from Glendale to White Pot Junction, and from White Pot Interlocking at Remsen Lane to
the area of Sunnyside Yard, as far as the Hunters Point
Avenue overpass. Until being rerouted to Penn Station
when it opened three months hence, they were stopped
before entering the large mass of grade-level switch
work that preceded the Long Island City terminal near
Borden Avenue, all associated with Tower “A” Interlocking, which was then so complicated as to defy any attempt at third rail installation. Electrification of the terminal and its special work was omitted as a result, lest its
use result in uninterrupted “gapping” and hazardous
arcing that could confound operations and damage
equipment. This situation was very much like that at
Penn Station’s Tower “A” that led to the Pennsy’s use of
overhead third rail at the west end of the terminal in
Manhattan, but in this more traditional setting there was
no such option so LIRR simply curtailed electric train
operation short of the interlocking and conveyed the
otherwise self-propelled coaches into its terminal with
steam switchers. At Glendale Junction itself, an interesting new station called “Matawok” (for the nearby Matawok Land Company) was built between Trotting
Course Lane and Myrtle Avenue on the grounds of the
Weike Ribbon Factory. Informal use appears to have
begun just after the nearby station at “Brooklyn Hills”
was shut in May, with a more formal and very slim
schedule of trains stopping there when service to Penn
Station was started on the Rockaway Beach Division.
As spring progressed into the summer of 1910 and the
Penn Station opening pulled ever closer into view, other
measures were being taken to meet its expected chal-

(Continued on page 3)
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tery 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. This couplet provided all
Bushwick Branch service until it was discontinued on
May 13, 1924.

(Continued from page 2)

were laid starting that spring along the southerly edge of
the original South Side survey as far as the Lynbrook
station. “PT” Tower, which had overseen divergence of
the branch to Long Beach since its beginning, was
closed and removed, with the junction from then on being remotely controlled from “VA” Tower at Valley
Stream. The existing Lynbrook station layout with separate platforms for main line and branch to Long Beach
remained, but from there a new track was added to the
original New York & Long Beach right-of-way, which
combined with the original single iron to create an electrified 2-track branch through South Lynbrook as far as
Ocean Avenue. There the line reverted to a modified
(and now electrified) version of its original single-track
state, crossed the Mill River and continued into East
Rockaway, proceeding from there to Long Beach as
previous. Like Penn Station itself, each of these new
tracks and their associated electrical facilities were (in
general) completed as of August 27, 1910 and all was in
apparent readiness for the service extension to Manhattan. LIRR employee familiarization “drills” on each of the
electrified lines that were to receive trains from Penn
Station began by the middle of that month, simulating
most facets of the new operation. Personnel acclimation
on non-electrified routes was deferred to a later date
when the rolling stock for their inclusion at the new terminal became available.
With the addition of two new local stations between
Penny Bridge and Bushwick Junction, lower profile
changes were also accomplished in September, 1910
on the existing Montauk Division (former Southern)
main line that were not directly related to the opening of
Penn Station but rather a response to its own ongoing
operations. One was Habermans, located at Berlin
(50th) Street off Laurel Hill Boulevard (56th Road) and
carried the name of a historic tin mill on the banks of
Newtown Creek. The original company, later succeeded
by Continental Can, produced cups, plates, and cutlery,
among many items, for over a century and a half, its
latter-day plant on 55th Avenue being served by LIRR
local freight trains into the early 1980s. The other was
the third LIRR station to be called “Maspeth,” this time
located near the Grand Avenue underpass (which survives in 2014, albeit rebuilt) at approximately Hebbard
Avenue (58th Drive). It was also at about this time that
the second track was removed from the branch to Bushwick Terminal, while yet another attempt was made to
institute a station stop in the industrial area that had
consumed the Bushwick Branch, this time somewhat
more successfully on the south side of the grade crossing at “Metropolitan Avenue.” A pilot “battery car” was
placed on a year-round 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 Bat-

A NEW ERA BEGINS-NUMBER 1: ELECTRIC
COMMUTER TRAINS FROM PENN STATION

Starting on August 30, 1910 two daily inspection trains
were officially sponsored by the Long Island Rail Road
for each of the next four days. Guests were boarded by
special invitation at the “commuter” side of Penn Station
(Tracks 14-21), though each day a complementary PRR
Special was separately dispatched from Philadelphia to
accommodate that company’s participating officers. The
well-polished LIRR charters (consisting of brand new
MP-54 MUs) proceeded out of Penn Station via the asyet-idle but complete Tower “A” Interlocking and through
the North River Tubes to the westerly portals beneath
Bergen Hill. From there they reversed course through
Penn Station and traveled all the way to Valley Stream
on the new, fully-electrified route via the Beaver Street
station in Jamaica, then returned to Manhattan via Far
Rockaway, the Glendale cut-off, White Pot Junction,
and Sunnyside. Dry runs on both sides of Pennsylvania
Station were going all-out by September 3, for not only
were fully-crewed Long Island Rail Road trains meandering to and fro, but the Pennsylvania Railroad was by
then making deadhead trips with regular consists from
New Jersey to Sunnyside and back, including carefullysupervised and hand-timed changes of motive power at
Manhattan Transfer. So were such skills collectively
honed across the Labor Day Weekend that year, and
after a final round of executive meetings, reflections,
evaluations and minute adjustments, all that a full decade of enterprise had accomplished was, at long last,
deemed ready for conveyance to (some of) the riding
public.
Almost as soon as public notice of Pennsylvania Station’s “Grand” opening hit the New York newspapers on
Sunday, September 4, groups of people began to assemble on the sidewalks outside its locked doors. The
property even then was still in its last throes of construction and secured by officers of both the Pennsylvania
Railroad and City of New York, who made occasional
rounds and tried valiantly to keep order among the
growing legions whose curiosity could hardly be contained through so many years of anticipation. As those
with true insight were aware, the terminal’s first duties
would be centered on its Long Island Rail Road component and therefore lack the totality of function that was
expected to overwhelm the site when its true owners
finally began to use it, as well as continue to conceal
the magnificence held within. This is not to imply that
LIRR would simply supply passenger service out of
(Continued on page 6)
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Third Avenue Built Its Last Trolley Car 75 Years Ago
(Continued from page 1)

Car 104 at W. 242nd Street and Broadway, June 21, 1952.
Bernard Linder photograph

Car 125 on Bailey Avenue, December 27, 1947.
Bernard Linder collection

Car 137 in original paint scheme.
Bernard Linder collection

Car 180.
Bernard Linder collection

Car 1259 at E. 161st Street and Park Avenue, May, 1942.
Bernard Linder collection

Car 111 on Nepperhan Avenue in Yonkers.
Bernard Linder collection

(Continued on page 5)
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Car 101 at Columbus Circle in 1938 with original paint scheme.
Bernard Linder collection

Car 102 at Kingsbridge Car House.
Bernard Linder collection

Car 126 at Harlem Car House, Third Avenue north of E. 129th Street.
Bernard Linder collection

Car 162 on Broadway at W. 46th Street, 1937.
Bernard Linder collection

Car 198 at W. 42nd Street Ferry, 1936.
Bernard Linder collection

Car 111 at New Haven Station, W. 1st Street, Mount Vernon, May 4,
1952.
Bernard Linder collection

(Continued on page 6)
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Each car was cut in half, a center section was added,
and new platforms were built at each end. Car 1605
was the prototype. After checking the car’s performance, the company decided to rebuilt the remaining
single-truck convertibles.
Maximum traction single-motor trucks removed from
scrapped cars or bought second-hand were rebuilt to
two-motor trucks. Each car was equipped with four second-hand 35 HP, 600-volt d.c. reconditioned motors,
providing higher acceleration and maximum speed than
the older two-motor cars. Cost was reduced by salvaging trolley poles and bases, seats, air compressors, line
switches, door engines, and brake cylinders.
Cars 101 and 156 were new cars. Rebuilt cars 102150 were single-truck 100-series cars and rebuilt cars
151-155 and 157-200 were rebuilt single-truck 1600series cars.
Cars operated in Manhattan until buses replaced them
in 1946 and 1947. Several cars were sold to Lima, Peru, Vienna, Austria, and Bombay, India, while most of
the remaining cars were equipped with trolley poles and
were transferred to the Bronx until buses replaced them
in 1948. A few cars spent their last days in Yonkers and
Mount Vernon.

(Continued from page 1)

In the early 1940s, the following large letters and
small route names were printed on the dash of the cars
listed below. The cars were usually operated on the
lines painted on the dash. If they ran on another line, a
large metal sign with the correct designation was hung
on the dash where it covered the painted line.
CAR NUMBERS

LARGE LETTER

LINE

1201-30

W

WEBSTER & WHITE
PLAINS AVE

1231-47

X

163RD ST. CROSSTOWN

1248-62

U

UNIVERSITY AVE

The company spent $200,000 purchasing and reconditioning the 1200s, which furnished comfortable, fast,
and reliable service until buses replaced them in 1947
and 1948.
The company rebuilt its single-truck, 20-year-old 100s
and 10-year-old 1600s, and was able to turn out fairly
modern double-truck cars at a cost of $6,000 a car.
The Genesis of “Dashing Dan”

of New York “bulldog edition” newspapers would be forwarded, cars and all, to Port Washington by steam engine. The first outbound passenger train of still-new MP54 MUs (schedule number 1702) was loaded after the
manned control gates in the lower concourse were
opened at 3:30, then departed from the oversized platform at Track 19 with the first passengers amid news
photographers and a celebratory fever at 3:41 AM. It
followed the newspaper train to Woodside, where those
bound for either Port Washington or Whitestone Landing were discharged onto the cramped low platform (a
stubborn reminder of how archaic some aspects of
LIRR remained) and retrieved by a steam-powered consist that was sent from Long Island City to follow the
MUs. The electric train then continued on to (old) Jamaica, where separate connections were made available for other outward points whose steam-powered
trains also originated at Long Island City and followed
either the Main Line or Montauk Division across
Queens. After Penn Station’s first inbound set of MP54s arrived (also from Jamaica) at 4:34 AM, its second
outbound train was the following MU interval to Jamaica
seven minutes later, at 4:41 AM, and so was set in motion a momentum of operation that has continued for
more than a century. At the more conventional hour of
9:32 AM another official train of MP-54s left Penn Station for Jamaica carrying railroad, city and suburban
officials, who then hustled about Queens and Nassau
Counties attending a variety of bunting-festooned
“Tunnel Day” public celebrations. One of the most famous of these was held in Lynbrook to commemorate
ascension of the humble New York & Long Beach to
suburban rapid transit status; another late in the day at
Garden City included an extended banquet in honor of

(Continued from page 3)

Penn Station; as time went on there would be baggage,
express, and even mail to outward points, but for the
interim, and certainly from the Pennsylvania Railroad,
connecting passengers would remain captive to the
Hudson River ferries and vagaries of Manhattan’s local
transportation network to even reach either Penn Station or LIRR at Long Island City. This body represented
a healthy percentage of the new terminal’s future potential ridership, which for the time being was denied its
immediate benefit.
Setting a trend for what could be eternity, the first of
the terminal’s doors were opened to the public at 3:01
AM, in the pre-dawn hours of Thursday, September 8,
and throngs of relieved Americans poured in after growing crowds had been milling about on Eighth Avenue
and W. 33rd Street for almost two full days. As intimated
above, the entire gathering was shepherded through the
Eighth Avenue end and “minor” entries on W. 31st and
W. 33rd Streets into the lower “Exit” Concourse, glimpsing but being diverted away from the more grandiose
Main Concourse, Main Waiting Room, and Arcade portions, which would not be available until the Pennsylvania Railroad’s operations were begun. The terminal’s
very first revenue move took place even as the bodybunched excitement above was still novel: schedules
were distributed; questions answered (or not); and in
some cases tickets to ride the new trains sold through
the cramped, subterranean LIRR Ticket Office for true
purpose or as a lark to the holder. At 3:36 one of LIRR’s
motor-baggage combinations (the actual unit lost in
time, but an MP-54 coupled to one of the new MPB54s) escaped for the Woodside station, where its cargo

(Continued on page 17)
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NYC SUBWAY CAR UPDATE
Subdivision “A” News
To start 2015, we are in receipt of a more official designation for the three types of New Technology equipment being delivered, or in many cases re-delivered, for
service on 7. Henceforth, they shall be appointed as
follows: 1) The former “CBTC R-142A” group (cars
7211-7590, from 6) will be known as “R-188 (C)” for
“Conversion” upon their return from Kawasaki Rail Car
in Yonkers; 2) the newly-built R-188 “C-cars” (78997936), those built for insertion in trains of R-188 (C)s to
create CBTC-capable 11-car trains, will be known as
“R-188 (C-1)”; and 3) the newly-built R-188 cars already
delivered and in 7 service (7811-98) will be known as
“R-188 (N)” for “New.” Existing rosters should also be
modified to reflect this change.
From mid-September to late December, 2014, these
50 R-142As were transferred from 6 to Kawasaki Rail
Car-Yonkers for CBTC/R-188 compatibility conversion:
7321-5 in September, 7326-45 in October, 7346-60 in
November, and 7361-70 through January 1. Cars 73715 were observed in 6 service as recently as December
19. 4½ more trains of R-188 (C) cars (“converted” R142As) were also returned from Kawasaki, joined by
their respective R-188 (C1)s (single-unit “C” cars):
7291-5 in September; 7296-7300 with 7907 and 730110 with 7908 in October; 7311-20 with 7909 and 7321-5
in November; and 7326-30 with 7910 and 7331-5 by
January 1. There now remain 25½ more 10-car sets of
R-188 (C)s to come, along with 26 single R-188 (C1)
companions. Entering 7 service in this interim were R188 (C)s 7271-80 with R-188 (C1) 7905 on October 13;
7281-90 with 7906 on October 23; 7291-7300 with 7907
on November 13; and 7301-10 with 7908 on December
8. (At the last minute prior to deadline, R-188 (C) train
7311-7320, along with R-188 (C1) 7909 were observed
in 7 service on January 2, 2015.)
The pilot set of R-188 (C)s, 7211-20 plus 7899, was
restored to revenue service on 7 in mid-November,
2014, with 7221-30 plus 7900 and 7231-40 plus 7901
being temporarily removed for CBTC wiring by the end
of December. All R-188s remained in their original sequence through late December, 2014, including the two
trains that were “mismated” upon acceptance: 7855-9
with 7871-6 and 7860-5 with 7866-70. Since our last
Update in the November, 2014 issue, United States
“flag” decals have also been applied to R-188 (C1)s
7899-7908 after they entered service. Finally, by the last
weekend in September (27-28), 2014, R-188s of all
types have been running at all hours on 7, including
weekends and midnights.
By comparison, the appearance of R-62As on weekend 6 trains continued to be a halting affair through
much of the autumn of 2014, but like on 7 this all ended rather abruptly the weekend prior to Thanksgiving,
with both equipment types (R-62As and R-142As) sharing roughly equal prominence thereafter. As for the R-

62As moving to 6, 1806-10 were discovered back on
7 in late September, 2014 after spending only a month
on the Pelham Local. Whereas each 10-car train of R62As is transferred to 6 as newer cars join 7 to replace them, they have yet to be “matched” for a retransfer and as of January 1, 2015 remain the last 5-car
set in the once-steadfast 1651-1840 group (less 182630) to still roam the Flushing Line. Other moves from 7
to 6 through the fall included cars 1771-80 on October
1; 1786-90 and 1796-1800 on October 23; 1801-5 and
1811-5 on November 13; and finally 1821-5 with 196670 on December 10. Of the 234 R-62As remaining on
7, these 53 were known to be equipped with full-width
cabs as of January 1: linked sets 1806-10, 1971-5,
1976-80, 1981-5, 2001-5, 2026-30, 2036-40, 2056-60,
2061-5, 2126-30, 2136-40, 2146-50, and 2151-5;
“single-end” units 1990, 1995, 2000, 2010, 2015, 2020,
2025, 2035, 2045, 2050, 2055, 2070, 2075, 2080, 2085,
2090, 2095, 2100, 2105, 2110, 2115, 2120, 2125, 2131
and 2145; and “single-unit” cars 1961 and 1965, which
remain coupled together with 1962, 1963, and 1964 in
numerical order (though they were briefly split asunder
during October and November). That same train of R62s that has been farmed out to 1, consisting of 13515 joined to 1456-60, was still there as of January 1,
2015, and there were no changes to distribution of the
R-142s and R-142As (other than those turned over to
Kawasaki Rail Car for CBTC conversion) since September, 2014.
Subdivision “B” News
Starting December 7, 2014, that R-68 or 68A train
from B that is used on A late in the PM rush from its
midday lay-up was rerouted from Lefferts Boulevard to
Far Rockaway. As for the Phase I R-32 train imported
from C, it remains a bit more flexible regarding its assigned interval, but continues to travel to Lefferts Boulevard in part because its Conductors must stand for the
entire trip (R-32 cabs as configured for Conductors do
not have seats). The annual “Summer Swap” of Phase I
R-32s and R-160As between C and J/Z was finally
discontinued for the season on September 28, 2014, at
which time that equipment was restored to its normal
assignment. True to form, 20 Phase I R-32s were left at
East New York for continued use on J/Z (3414-5,
3426-7, 3578-9, 3628/3669, 3660-1, 3698-9, 3714-5,
3770-1, 3778-9, and 3932-3).
R-46s 5634-7 were returned to service on F and R
as of October 23, 2014 after repairs following their involvement in the Queens Boulevard Line derailment of
May 2; mates 5742-5 were still having remedial body
work done at Coney Island Shops in December. A
breakdown combined with a switching mishap at Stillwell Avenue brought about the loss of 12 more R-46s
on October 27. Of the cars involved only 5666-9 were
put back in service by December 8, while the others
(Continued on page 17)
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Commuter and Transit Notes

No. 315
by Ronald Yee and Alexander Ivanoff

MTA Long Island Rail Road
In a change from past reporting practices, new LIRR
president Patrick Nowakowski ordered that the on-time
performance (OTP) of the railroad will be itemized by
line, rather than an overall number for the entire system.
The new reporting system took effect in January, 2015
and will be more reflective of the challenges or relative
ease of operations on each individual line. For example,
the Montauk and the Huntington Branches have significant challenges to their operations and record OTPs of
90.8 and 92.5 percent, while the Far Rockaway and
Hempstead Branches, both terminating at Brooklyn’s
Atlantic Terminal, have relatively few impediments to
achieving on-time performances exceeding 96%. The
other lines serve Penn Station where they must compete with Amtrak and NJ Transit train traffic through the
four East River tunnels. (Newsday, December 15, 2014)
Over 150 firefighters were needed to battle an early
morning fire on Tuesday, January 13, 2015 at a construction site at the west end of Penn Station where a
new exit is being built. The West End LIRR Concourse
was damaged in the blaze and water sat on the track
bed of Tracks 19, 20, and 21. Eighth Avenue Subway
service bypassed 34th Street-Penn Station for around
three hours while some LIRR trains were diverted to
terminals in Queens and Brooklyn or outright cancelled
during the morning rush hour. This fire was initially considered suspicious in nature by the Fire Marshalls but
later ruled accidental, caused by faulty temporary wiring
at the construction site. (New York Daily News, ABC
News, January 13, 2015)
MTA Metro-North Railroad
A switcher locomotive operating alone in the Grand
Central Terminal complex passed a red signal and collided with Metro-North Hudson Line Train #725, the
11:20 AM departure from Grand Central Terminal, on
Wednesday, December 17, 2014. It occurred at very low
speeds and the impact on the corner of the rear M-7 car
was relatively light. No injuries were reported among the
20 passengers who were aboard that car. With five major accidents during an 11-month span from May, 2013
to March, 2014, this collision is a setback to the effort of
the beleaguered railroad, which has been making tremendous efforts to win back the confidence of its customers. In its efforts to restore its reputation of being a
safe operation, Metro-North installed a new President,
made changes to its training and maintenance practices, adjusted its signal system to insure that speed restrictions at sharp curves and bridges are automatically
enforced by the cab signal and automatic speed control
system, and re-establishing the culture of safety that
had seemingly lapsed in recent years. (New York Daily
News, December 17, 2014)
Metro-North Railroad was levied with a $250,000 penalty by the U.S. Labor Department for violating the Fed-

eral Railway Safety Act when it retaliated against a
Coach Cleaner who had hurt his leg in November, 2011.
In an attempt to meet numerical safety goals, his supervisor, while driving him to the hospital, mentioned that
disciplinary charges would be filed against him if the
injury were reported. The railroad has since changed its
safety culture and implemented a confidential “close
call” reporting system where employees can raise safety issues without fear of retaliatory actions from management. (New York Daily News, December 16, 2014)
The addition of two new late-night trains on the Waterbury Branch (10:10 pm out of Waterbury and the 11:41
PM out of Bridgeport) on November 9, 2014 has attracted 160 more passengers on an average weekend, far
exceeding the ridership forecast of around 30.
(Stamford Advocate, January 6, 2015)
Member Randy Glucksman reported the latest status
of the M-8 railcars being delivered and placed into service on the New Haven Line. As of December 17, 2014,
391 of the 405 M-8 cars ordered have been delivered.
376 M-8 cars have been accepted for passenger service with 15 cars (including 11 single non-powered cars)
under inspection and acceptance testing by Kawasaki
Rail Car, Incorporated. 91 of the older M-2/M-4/M-6
class cars remain in service until the availability of M-8s
reaches full strength. (Editor’s Note by Ron Yee: The single
M-8s are non-powered cars identical to the powered pairs of
M-8s in appearance but with its pantograph only to power
the lighting, communications, and heating/ventilation/airconditioning systems. There are no jumper cables for it to
connect to at the “A” end of the M-8 married pairs as seen at
the ends of the Shoreliner Bombardier-built push-pull coaches. The couplers on both ends of the M-8 “singles” are automatic couplers that are seen at the “A” end of all M-8 powered pairs and provide pneumatic and mechanical connection
with the adjacent car with an electrical connection located
below it that transmits communications and door control signals. I have also heard from internal sources at Metro-North
that the acceptance testing of each of the non-powered M-8
single cars requires up to 8 M-8 powered cars to propel them
around during testing. As many as 16 M-8 powered cars may
be required to expedite the testing and acceptance process.
Hence, 91 of the older M-2/M-4/M-6 class cars remain in
service until the availability of M-8s reaches full strength.
One also needs to remember that 8 M-8 cars are still out of
service (three of the cars have apparently been written off and
three replacement cars ordered) from the May, 2013 derailment and wreck at east of Fairfield.) (MTA Metro-North
website, December 17, 2014)
NJ Transit
NJ Transit’s “Quiet Car” program was expanded to the
Atlantic City Line linking Philadelphia and Atlantic City to
cover the period between 6 AM and 8 PM on weekdays.
The passenger car closest to Philadelphia on trains in
(Continued on page 9)
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nine NJ Transit bus lines. (njtransit.com press release,
January 12, 2015)
Port Authority Trans-Hudson Corporation
Local politicians from Hoboken, Jersey City, Harrison,
and Newark formed a contingent of local leaders opposed to the proposal by the Port Authority of New York
& New Jersey to eliminate PATH service between 1 AM
and 5 AM, saving a potential $10 million per year vs. the
$7.8 billion budget of the Port Authority. New Jersey
Senator Bob Menendez and New Jersey Transportation
Commissioner Jamie Fox also spoke out against the
potential closure of the line during the overnight hours,
stating that this plan would literally prevent people from
getting to and from jobs that start or finish between 1
AM and 5 AM. Just a few days after the plan attracted
the wrath of local political leaders as well as PATH riders, John Degnan, Chairman of the Port Authority of
New York & New Jersey, made a press statement that
this proposal was no longer being considered. (nj.com,
January 6 and 14, 2015)
Other Transit Systems
Massachusetts
The Surface Transportation Board on Wednesday,
December 24, 2014 gave preliminary approval to the
Massachusetts
Department
of
Transportation
(MassDOT) to acquire "certain physical railroad assets"
from Canaan, Connecticut-based short line Housatonic
Railroad Company. Massachusetts seeks ownership of
Housatonic's current right-of-way between Sheffield,
Massachusetts, on the Massachusetts-Connecticut border, and Pittsfield, Massachusetts, the short line's northern terminus, where it interfaces with CSX. Freight operations would be maintained under the agreement.
"MassDOT states that the acquisition of the Railroad
Assets is intended to facilitate the Commonwealth's
long-term plans to restore regional passenger service
linking the New York City metropolitan area, and the
Northeast Corridor megalopolis generally, with the Berkshire region of western Massachusetts,” STB noted.
(Editor's Note by Sasha Ivanoff: The Grand Central to Pittsfield service under the New Haven and Penn Central was
very much treated like the services across state lines from
Grand Central to Chatham, New York service to some regard.
While the Pittsfield service declined under the New Haven
(from daily service via locomotive-hauled trains in the
1950s to weekday RDCs, which were eliminated in the mid1960s, only leaving Friday and weekend trains) and died a
quiet death the same week Amtrak started, the tracks stayed.
The ex-NYC service on the old Harlem held out until a court
order killed the service in March, 1972, with the tracks removed in the early 1980s. While service has been restored
north of Dover Plains to Wassaic, restoring service to Chatham, while not technically impossible, is in theory impossible
thanks to the NIMBY attitudes of Dutchess and Columbia
County residents and other factors. It awaits to be seen if all
the parties involved can make this happen and whether or not
restoring service to Pittsfield could also extend to commuter
service to New Milford, a community 14 miles north of Danbury, the major city on the Pittsfield-New York City route. The

(Continued from page 8)

both directions will be the Quiet Commute car (first car
on trains heading for Philadelphia and the last car of
trains coming from Philadelphia), with seating on a firstcome, first-served basis. Use of cellular phones as well
as sound from electronic games and media are prohibited as are loud conversations amongst passengers in
that car. (pressofAtlanticCity.com, January 7, 2015)
ALP-45DP dual-powered locomotives are enabling
four additional Raritan Line trains to offer a one-seat
ride from New York’s Penn Station between 9 PM and
midnight starting January 12, 2015. This follows the
pilot program initiated in March, 2014 when through
service on the Raritan Line began on select midday offpeak trains. NJ Transit budgetary constraints had forced
the postponement of through service until now. As of
press time, the trains offering through service have not
been specified. (The Star Ledger, December 18, 2014)
A bipartisan effort by New Jersey Senator Bob Menendez (Democrat) and Representative Rodney Frelinghuysen (Republican) is being brought to a Republicancontrolled Congress considered hostile to transit spending to project a united political front to garner support for
funding the Gateway Tunnel project. This project has
taken on a new sense of urgency after Amtrak engineering studies determined that the existing 104-yearold ex-Pennsylvania Railroad Hudson River Tunnels
have around 10 (at best, 20) more years of useful life in
them before they must be closed long-term for repair
from damages stemming from flooding by Hurricane
Sandy. Interestingly, aspiring Presidential hopeful New
Jersey Governor Chris Christie has also jumped onto
the bandwagon and endorsed the Gateway Tunnel Project. While NJ Transit commuter trains account for
around 75% of the current levels of train traffic through
the Hudson River Tunnels, the argument will be made
that the viability of the entire Northeast Corridor is at
stake should one or both tunnels fail before the proposed Gateway Tunnels are opened, cutting New York
City off from all points south, with tremendous financial
impacts on the economy of the nation. (northjersey.com/
news, January 4, 2015)
Transportation Commissioner and NJ Transit (NJT)
Board Chairman Jamie Fox and NJT Executive Director
Ronnie Hakim announced a $55 million project to upgrade and rehabilitate the Elizabeth train station on the
Northeast Corridor Line. The platforms will be rebuilt
and extended to 12 car lengths and will have covered,
climate-controlled waiting areas as well as new elevators and stairways to supplement the existing ones. A
new two-story station building will have a street-level
ticket office, waiting room, and vendor space. The City
of Elizabeth will work closely with NJ Transit in the design of the new station building as well as a new westbound plaza entrance to insure that it reflects the character of the historic downtown business district of Elizabeth. 113 daily trains serve an average of 7,526 passengers at this station, which offers connections with

(Continued on page 10)

9

NEW YORK
BULLETIN OCTOBER,
ERA DIVISION
BULLETIN—FEBRUARY,
2015 2000
Commuter and Transit Notes
(Continued from page 9)

Danbury Branch has seen several studies over the years.)
(Railway Age, December 24, 2014)
Boston, Massachusetts
A Massachusetts Bay Transportation Authority (MBTA)
commuter train carrying football fans to the New England Patriots playoff game was stopped by protestors
blocking the tracks as it made it a scheduled station
stop at Dedham. It was reported that the ten trespassers claimed to be highlighting police brutality issues stemming from the ongoing dispute between police forces and the African-American community. The
train was blocked for a symbolic four and one-half
minutes before they got off the tracks and the train proceeded onward to Gillette Stadium in Foxborough. No
arrests were made. (Providence Journal, January 10,
2015)
MBTA secured $996 million from the USDOT Federal
Transit Administration Capital Investment Grant Program to extend the Green Line light rail 4.7 miles from
its current terminus at Lechmere northward to Somerville and Medford. The $2.3 billion line extension will
have six new stations, a new light rail vehicle (LRV)
maintenance facility, and 24 new LRVs to serve it when
it opens in 2021. It is expected to attract 37,900 daily
trips in an area where up to 26% of the residents will
not have a personal automobile. (Metro, January 6,
2015)
MBTA began soliciting bids for 30 Diesel Multiple Unit
(DMU) rail cars for use on the Fairmont Line between
downtown Boston and Readville. There is hope that the
DMUs could be the centerpiece of a new rail line referred to as the “Indigo” Line between Boston and Allston. The estimated cost of the 30 DMUs would be
around $240 million and delivery would be expected in
2020-1. Bidders can submit proposals until April, 2015.
(The Boston Globe, January 11, 2015)
The Kraft Group and MBTA signed a memorandum of
agreement on Tuesday, January 6, 2015 for the construction of a full-time commuter rail station at Foxborough. It will officially be named “Foxborough – Patriot Place at Gillette Stadium.” Currently, MBTA only operates trains to that station for New England Patriots
football games and select special events. (Foxborough
Patch, January 9, 2015)
Member Todd Glickman reports that MBTA is looking
over a gamut of transit projects for the Boston area that
could be on the fast track for funding and completion,
should Boston be selected to host the 2024 Olympics.
Cost and future revenue stream are the primary factors
in determining which of the ambitious projects get approval to proceed. A $866 million expansion of South
Station would add five to seven new train platforms by
moving the U.S. Postal Service facility to Fort Point
Channel, freeing up the space this project would require. South Station is expected to be a mere tenminute walk to Olympic Stadium. Other projects include
a rebuilt and upgraded JFK/UMass station in Dorches10

ter that would be more pedestrian-friendly and serve a
nearby 16,000-resident Olympic Village and a new commuter station to be named West Station near the Allston
tollbooths of the Massachusetts Turnpike, whose roadway alignment would be straightened to make room for
the station. A 15,000-seat aquatics center would be located in Allston. The operation of new train service out
of Back Bay to the south parts of Boston is also among
the proposals to serve a removable 60,000-seat Olympic Stadium. (The Boston Globe, January 10, 2015)
Providence, Rhode Island
New City Council President Luis Aponte has stated
that he is in favor of a planned streetcar system that
would connect Lower South Providence with the East
Side. The new Mayor, Jorge Elorz, has said he wants to
learn more about the cost of the project, as the Mayor
made a pledge in regards to keeping tax rates steady.
The city has been approved for $13 million in federal
funding, but the total project is expected to cost $117
million. (WPRI-TV, January 7, 2015)
Philadelphia, Pennsylvania
The first eight railcars rebuilt by Alstom for PATCO
finally passed their 500-mile acceptance test and are
expected to hold down night and weekend runs beginning in February, 2015. After two months of successful
operations, they are expected to begin running during
the rush hours. This clears the way for six of the other
18 cars currently at Alstom for rebuilding to be returned
to PATCO. As cars are returned, PATCO will send an
equal number of cars to Alstom. With the rebuilding process now expected to be around four cars per month,
the rebuild of the entire fleet will take until 2017 to be
completed. The cars will have their original carbodies,
trucks, and traction motors refurbished while new seating, lighting, heating, ventilation, and air-conditioning
(HVAC) as well as control systems will be upgraded to
modern standards. Unfortunately, the upgrade will also
install full width operator’s cabs, eliminating the forward
facing railfan seat. (The Philadelphia Inquirer, January
6, 2015)
Baltimore, Maryland
Most MARC commuter trains will be subject to 10-15minute delays between January 16 and March 12, 2015
as Amtrak replaces an eight-mile section of the southbound track between Bowie and Odenton, Maryland on
the Penn Line, which operates over the tracks of the
Northeast Corridor (NEC). All Amtrak and MARC trains
will be forced to use the two remaining tracks, causing
congestion that will vary by time of day based upon
train traffic levels, e.g., the three earliest southbound
trains on the Penn Line will not experience delays as
there is very little opposing traffic. However, after 7 AM,
with a higher volume of northbound rail traffic, southward trains will be held at Odenton to allow Amtrak expresses to pass. In the evening, typical delays would
include the holding of Trains #426 and #642 at Bowie
State to permit Amtrak expresses to pass and operate
ahead of the commuter locals. (The Baltimore Sun, January 8, 2015)
(Continued on page 11)
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Washington, D.C.
As the New Year began, Washington, D.C. city officials announced that the oft-delayed H Street streetcar
line was expected to commence passenger service on
January 19.
The 2.4-mile line has received safety clearances from
the Federal Transit Administration, but must still be certified by the D.C. Fire Department as safe. As the year
waned, published reports of municipal squabbles over
safety issues cast a 2014 debut into even more doubt.
Running along its namesake street in the city's Northeast quadrant east from Union Station toward Benning
Road, the line was delayed repeatedly throughout 2014
by testing and by safety concerns, thwarting the ambitions of outgoing Mayor Vincent Gray, an ardent streetcar proponent, to inaugurate the service before stepping
down on New Year's Day.
Newly elected Mayor Muriel Bowser has been less
enthusiastic about the project, among other concerns,
beginning her term with an emphasis on statehood for
the District of Columbia. Bowser offered no comment on
the projected opening date for the streetcar. (Railway
Age, January 5)
Washington Metropolitan Area Transit Authority
(WMATA)’s Board of Directors appointed Jack Requa as
the Interim General Manager, replacing outgoing General Manager and Chief Executive Officer Richard
Sarles, who is retiring. Mr. Requa joined Metro in 1998
and is currently the GM for bus service. (The Washington Post, January 8, 2015)
A severe cold weather snap snarled WMATA’s Metrorail service on Thursday, January 8, 2015 with simultaneous broken rail incidents at Prince George’s Plaza
causing delays on the Green and Yellow Lines during
two hours of single-track operation over the remaining
track that was not affected and at East Falls Church,
where the much more severe rail break forced singletracking on the Orange and Silver lines until early afternoon. Passengers were left with long, cold waits for
trains to arrive with sufficient room aboard to be able to
board. Adding to the commuting woes on the Metro,
frequent mechanical issues with the aging 1976-vintage
1000-series cars have been the source of many delays
on the Red Line. That issue will not be resolved until
those cars are replaced by the 7000-series cars on order from Kawasaki. (The Washington Post, January 8,
2015)
Adding to the woes of WMATA Metrorail operations, a
six-car Yellow Line train that had just departed the L’Enfant Plaza station headed for Pentagon around 3:30 PM
on Monday January 12 stopped approximately 850 feet
into the tunnel due to arcing third rail feeder cables
around 1,100 feet ahead, generating a lot of smoke,
which filled the tunnel. Unsuccessful attempts were apparently made to back the train to L’Enfant or proceed
to Pentagon to evacuate the passengers. Passenger
reports allege that it took 40 minutes for fire and rescue
11

personnel to reach them in the stalled train while the
Fire Department stated it they responded to the L’Enfant station within the standard response time. The delay led to many of the trapped passengers panicking
and some self-evacuating into the tunnel, walking in the
smoke-filled darkness back to the L’Enfant station. The
rescuers had to wait until it was confirmed that the third
rail power in the tunnel was indeed off before they ventured in. Rumblings of trains operating on the lower level of the bi-level tunnel complex served only to confuse
the situation. Once rescuers arrived on the scene, persons in the most serious need of medical attention were
treated and evacuated, with the remainder of the passengers walked along the tunnel back to the L’Enfant
station. 83 passengers were taken to local hospitals;
one later died after being initially listed in critical condition due to complications from smoke inhalation issues.
The cause of the arcing short circuit and the nature of
the emergency responses are under investigation. Yellow Line service remained suspended between Pentagon City and Mt. Vernon Square, and Green Line service was suspended between Navy Yard and Mt.
Vernon Square through Wednesday. (The Washington
Post, January 12-13, 2015)
Charleston, South Carolina
In South Carolina's largest city, proposals for streetcars have been floated and died during the past decade, but a recent tour for transit activists, at a meeting
last September aboard the Lowcountry Loop Trolley
service utilizing rubber-tired tourist "trolleys," has revived the idea again. Two local groups plan to work to
persuade Charleston Area Regional Transportation Authority (CARTA), the regional public transit authority, to
consider the idea. Streetcar service has not been in
Charleston since the 1930s(WPRI-TV, January 7, 2015)
Atlanta, Georgia
Tram service in Atlanta started on December 30, 2014
following an opening ceremony for the Downtown Loop
circulator at 11 AM. Travel will be free for the first three
months of service.
The 2.7-mile standard gauge street running line with
12 stops links the Martin Luther King, Jr. National Historic Site with Centennial Olympic Park. Interchange is
provided with MARTA rail services at Peachtree Center.
The depot is on the eastern section of the route, under
the I-75/I-85 highway.
Service runs at 10-to-15-minute frequencies between
6 AM and 11 PM (and until 1 AM on weekends). Breeze
smartcard ticketing is available, in common with MARTA
bus and rail services, and children under 10 will be able
to ride for free. Ridership is forecast at 2,600 passengers/day.
Siemens has supplied four 70% low-floor cars from its
S-70 Avanto LRV family under a $17.2 million contract
awarded in 2011. These are powered from overhead
wires at 750 volts d.c.
Construction began in February, 2012. The project
was developed jointly by City of Atlanta, Atlanta Downtown Improvement District, and MARTA. (Railway Age,
(Continued on page 12)
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January 5, 2015)
New Orleans, Louisiana
Regional Transit Authority (RTA) officials say construction work will commence early in 2015 to extend streetcar service east from Canal Street through the famed
French Quarter to St. Claude Avenue.
The line will traverse North Rampart Street, linking the
city's Theatre District on Canal Street with Elysian
Fields Avenue. Earlier reconstruction of the Canal
Street line included placing a switch to allow eventual
service along North Rampart.
RTA notes the 1.6-mile segment will connect with the
venerable Canal Street Line and the Loyola Avenue
Line serving Union Passenger Terminal, the latter having opened in January, 2013.
Construction of the new line is slated for completion in
mid-2016, RTA says. (Railway Age, December 31)
Chicago, Illinois
Metra service was impacted by two separate incidents
triggered by the extreme cold temperatures that struck
the Chicago area during the first week of January. On
Tuesday, January 6 and Friday, January 9, two separate
sprinkler system pipes froze and burst, cascading water
from the ceilings and flooding the south concourse of
Union Station. BNSF, Heritage Corridor, and Southwest
services were affected as Tracks 6 and 8 were inaccessible. Pedestrian flow in Union Station was changed to
limit the number of exterior exit and entrance doors that
had allowed icy blasts of outside air to freeze up the
station’s water carrying pipes. (Chicago Tribune, January 9, 2015)
After closing on October 20, 2014 for a renovation
project, the Chicago Transit Authority (CTA) reopened
its station at Damen on the Blue Line to O’Hare Airport
on Monday, December 22, 2014, right on schedule. The
rehabilitated station features granite flooring and bike
racks in the station building along with its historic 1895vintage masonry walls and entrance canopy as well as
new lighting, benches, and lighting and canopy roofing
on the platforms. This and two other stations at California and Western O’Hare are the first three of 13 stations
slated for overhaul under Mayor Rahm Emanuel’s $492
million “Your New Blue” program, which is rebuilding the
Blue Line. (CBS Chicago, December 22, 2014)
Metra’s capital projects for 2015 will focus on improvements to its signal systems as well as station facilities.
That includes completing the planning and design work
for the new station at Auburn Park on the Rock Island
District and preliminary studies for two new stations,
one being a part of a proposed extension of the BNSF
line to Yorkville, 10 miles west of Aurora and the other
on the Union Pacific Line at the intersection of West
Peterson and North Ridge Avenues near a former Chicago & Northwestern station site in the neighborhood of
Edgewater. 29 other station and parking lot improvements are planned for this year, nine on Metra Electric,
six on the Rock Island, six on the Union Pacific, three

on the Milwaukee District, and one on the BNSF Line.
Signal improvements include design work on Tower A2
interlocking controlling the Milwaukee and UP Lines and
a new 16th Street Tower on the Rock Island district. Metra Electric (former Illinois Central electric lines) will have
bi-directional signaling installed from 11th to 67th Streets
and new signal bridges from 42nd to 67th Streets. The
Electric District will also see improvements to Kensington Tower, which controls the junction where the South
Shore Line from Indiana joins Metra Electric as well as
a new Van Buren Street Yard to store trains between
weekday rush hours, a new car washing facility at 18 th
Street Yard, and upgrades to the electric power distribution system to accommodate the power demands of the
newest gallery-style electric multiple unit (EMU) trains
now replacing the venerable 1970s St. Louis Car Company gallery EMUs. The Milwaukee District will receive
a new locomotive refueling system at the Western Avenue Coach Yard and a new crew facility at Fox Lake.
The Rock Island District will receive upgrades of its 47 th
Street Yard with a rehabilitation of the 51st Street Mechanical building, 49th Street Railcar rehabilitation facility, and 49th Street Transfer Table as well as track and
switch upgrades at 47th Street on the mainline where 2
serious wrecks had occurred in 2003 and 2009 when
two commuter trains derailed and wrecked on the 70
MPH mainline that contains some antiquated 10 MPH
crossovers. (Al Holtz, January 8, 2015)
Minneapolis-St. Paul, Minnesota
Minneapolis Metro Transit is offering its Northstar
commuter rail line customers fare refunds whenever
their train is late by 11 minutes or more at the Target
Field or Big Lake stations. Customers must sign up for
the Northstar Service Guarantee program to take advantage of this program, which was created in response
to the dismal on-time performance during the severe
winter weather in January, 2014, resulting in a significant loss in ridership down to just 2,500 riders per
weekday. (Metro Magazine, December 19, 2014)
Houston, Texas
Member John Pappas reported that the first six of 39
cars being built by CAF went into service on Wednesday, January 7, 2015. The planned opening of the
Green and Purple Lines in April is contingent on having
a sufficient number of cars available to cover the service. This car order was originally scheduled to have
been completed by December, 2014 but quality control
and other issues, such as the cars being overweight,
resulted in delays. When all 39 of the class H-3 cars are
delivered by CAF, Houston’s Metro fleet will grow to a
total of 76 cars, joining the existing fleet of 19 H-2 and
18 H-1-class cars. (Progressive Railroading, January 5,
2015)
California
The U.S. Surface Transportation Board ruled that the
lawsuits based upon issues surrounding state environmental laws that have challenged and delayed the construction of the California High Speed Rail project are
without legal merit, clearing the way for the line’s con-
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struction. (San Mateo Daily Journal, December 16,
2014)
Ground was broken in Fresno by California officials
headed by Governor Jerry Brown on Tuesday, January
6, 2015 for the first 29-mile section (Fresno to Madera)
of the projected $68 billion California High Speed Rail
Authority line which will connect Los Angeles and San
Francisco in less than three hours with 220 mph trains
when that portion of the line is completed in about 14
years. It is planned that this trunk line will serve as the
backbone of an 800-mile network that would eventually
be extended to Sacramento to the north and San Diego
to the south. (The Washington Post, January 6, 2015)
Los Angeles, California
Los Angeles Metropolitan Transportation Authority
(LAMTA) announced that Arthur Leahy, its chief executive since 2009, will step down from his post at the end
of his contract with the agency in April at the age of 65.
There had been rumors that the majority of Metro’s
Board of Directors were leaning toward not renewing
Leahy’s contract when it expired. He has presided over
a period when LAMTA embarked on a massive expansion of its system, funded by an estimated $35 billion
over a 30-year span coming from California Proposition
R, with five rail lines currently under construction for $8
billion. Under his tenure, LAMTA scrapped the honor
system for its subway system, installing turnstiles to
stem a flood of fare evasion and trying to turn around a
downward trend in its farebox recovery ratio, now at just
26%. Under his watch, the fares were raised twice, from
$1.25 to $1.75, an increase of 40%. While championing
the expansion of rail lines from Santa Monica to Azusa,
he had also been accused of favoring glitzy rail lines
over bus transit lines serving the poorer neighborhoods.
Leahy is a career transit professional in the Los Angeles
area, starting out as a bus driver for the Southern California Rapid Transit District in 1971. LAMTA is now in a
worldwide search for a successor who can continue the
efforts to encourage transit use and get people out of
their cars and make a successful political argument for
incasing taxes to improve transit travel times across the
region. (Los Angeles Times, January 6, 2015)
AMTRAK
Amtrak
announced a
new website,
http://
nec.amtrak.com/, that will highlight issues concerning
the Northeast Corridor and provide updated information
on infrastructure projects now under construction or are
in the planning stages. Projects it would report on include the replacement of the Baltimore & Potomac Tunnel in Maryland, the Portal Drawbridge in the New Jersey Meadowlands, and the construction of the Gateway
Tunnels, which would supplement the aging Hudson
River Tunnels to New York’s Penn Station. (Metro Magazine, January 7, 2015)
Amtrak took delivery of the first 18 baggage cars via a
special train that hauled them from the CAF plant in
Elmira, New York to the Amtrak shop at Hialeah, Flori13

da. The train departed Elmira on Wednesday, December 17 and arrived in Hialeah Friday, December 19,
2014. In 2010, Amtrak placed an order with CAF for 130
Viewliner II cars to replace the 1940s-1950s era heritage equipment. The order includes 70 baggage cars, 10
baggage-crew dormitory cars, 25 dining cars, and 25
sleeping cars. It should be noted that all cars will sport
the “Phase III” paint scheme that features three stripes
of equal width; red, white and blue. (Editor’s Note by Ron
Yee: Video of this Viewliner baggage car equipment move was
captured by several railfans who posted their videos on
YouTube. Two videos can be seen at https://
www.youtube.com/watch?v=TVCBoXqgH1M
passing
through Peekskill, New York and at https://www.youtube.com/
watch?v=QjccX9MEHo0 passing through Winter Park, Florida. It is interesting how the Phase II colors have been resurrected with an “Amtrak America” slogan similar to VIA Rail
Canada. Does this portend the return of the Phase III colors
to the entire Amtrak passenger car fleet?) (Amtrak, December 16, 2014)
The last of Amtrak’s 15 HHP-8 class electric locomotives, nicknamed “Hippos,” was retired from active passenger service on November 5, 2014 and all are now
stored in Wilmington as a reserve fleet. Throughout
their brief 14-year career with Amtrak, the 15 Alstombuilt units had been plagued with reliability and maintenance issues, breaking down an average of every 12.5
days in 2009 after almost ten years in service, making
the decision to retire them along with the 35+-year-old
AEM-7s a relatively easy choice. The 70-unit order of
ACS-64 locomotives currently being delivered provides
fleet standardization with its economies of scale.
(Amtrak, Wikipedia, January 4, 2015)
Member George Chiasson reports from a source within Amtrak, the status of Amtrak’s AEM-7, HHP-8, and
ACS-64 locomotive fleet as of December, 2014.
HHP-8 (15 units )
Withdrawal from service dates:
650: March, 11, 2014
651: November 5,, 2014
652: August 17, 2013
653: July 21, 2014
654: June 30, 2014
655: November 5, 2014 (this was the last unit operated)
656: March 9, 2014
657: June 13, 2014
658: January 21, 2014
659: April 13, 2014
660: August 21, 2014
661: September 3, 2014
662: August 25, 2012
663: September 9, 2013
664: June 19, 2014
AEM-7 (52 rostered units; 900 and 903 were lost at
Chase, Maryland 1987 )
9 units out of service: 901, 902, 908, 910, 912, 937,
950, 951, 953
ACS-64 (70 units ordered )
26 units in Service: 600-625
(Continued on page 14)
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2 units undergoing acceptance testing: 626, 627
2 units delivered from Siemens plant in Sacramento
California: 628, 629
Toronto, Ontario, Canada
Toronto Transit Commission (TTC) CLRV 4062, operating out of the Main Street station terminus of Route
506, and a TTC bus were involved in a collision at Main
Street and Danforth. Apparently, the bus driver was at
fault and it is expected that both vehicles will be repaired and returned to service. The ongoing delays in
the delivery of Flexity LRVs from Bombardier (see below) make the repair of this CLRV necessary. (The Toronto Sun, December 28, 2014)
The delivery of TTC’s 204-car order of Flexity light rail
vehicles (LRVs) is being seriously delayed by a multitude of factors. Since the first LRV was placed into service in September, 2014, only a total of three LRVs are
in passenger service. The original production schedule
had called for 43 of the low-floor cars to be plying the
streets of Toronto. In addition to a nine-week labor strike
at the Bombardier factory plant at Thunder Bay, Ontario
that stopped all production work, the TTC Flexity LRV
order is being managed and sourced in a far different
manner. Rather than manufacture most of the parts going into its product in-house as they have been for every prior car or equipment order (including the bilevel
commuter coaches and subway cars it produces for
Toronto and other cities), the LRVs are assembled from
parts produced by manufacturers around the world. The
carbodies are produced at Bombardier’s plant in Sahagun, Mexico while the European heritage of the Flexity
design was a major factor in the gearbox and traction
motors being manufactured in Germany and the brakes
in France and the U.S. Complicating the process is the
fact that the carbodies from the Mexico plant have
turned out to be defective or not built to the exacting
specifications. The international nature of the supply
chain for these LRVs is much like the world-wide supply
chain involved in producing the Boeing 787 Dreamliner
jet, which was also beset by production issues that delayed its debut by almost four years. With the ongoing
issues with timely and accurate production and delivery
of LRV parts, workers at the Thunder Bay plant are being temporarily furloughed as production grinds down to
a very slow pace or is even halted. At present, the production schedule calls for the last of the 204-car order
to be delivered by 2020, not 2018 as originally scheduled. (National Post, January 5, 2015)
There is an ongoing, politically driven debate in this
city regarding the future of the Scarborough RT Line,
which connects the suburban town of Scarborough with
the #2 Line (Bloor-Danforth) at its eastern terminus at
Kennedy. The line currently operates with cars similar to
the original cars still in operation at Vancouver’s
Skytrain. Studies of future alternatives for the line have
been conducted by Metrolinx, expert panels, and thinktank organizations. All three are in favor of a plan that
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would overhaul the line and equip it with modern light
rail cars for C$1.8 billion. However, politicians (having
made promises during the 2014 mayoral elections to
woo Scarborough voters), have been leaning in favor of
extending the #2 Line from Kennedy to Scarborough at
a cost of C$3.56 billion. This alternative has been met
with criticism as being a waste of money that could be
allocated elsewhere and literally being overkill. An extension of the heavy rail subway line would be capable
of 30,000 passengers per hour compared with ridership
forecasts of just 9,000 by the year 2031. The city had
just gone through a similar political battle over the subway vs. surface alternatives for the Eglinton Crosstown
light rail line where then-Mayor Ford had tried to force
the line to be built as an underground heavy rail subway
line instead of a surface light rail line. It has since been
resolved that the line will be built as originally planned,
a light rail line with only a brief portion being placed underground. Now, it appears that the Eglinton LRT Line
debate is about to have a second act by the current politicians in charge. (The Toronto Star, January 3, 2015)
Vancouver, British Columbia, Canada
The 150 employees who staff the Canada Line linking
downtown Vancouver with the airport almost unanimously voted to authorize a strike if the mediation over
an ongoing labor dispute does not resolve the issues.
As this line is operated and maintained under separate
contract with Protrans BC, the Expo and Millennium
LRT Lines of the Skytrain are not affected. (CBC News,
January 8, 2015)
Mexico
Mexico's Federal Secretariat of Communications and
Transport (SCT) confirmed on January 4, 2015 that it
would issue preliminary bidding documents on January
14 for a revised tender for the contract to build the 210kilometer Mexico City-Queretaro high-speed line. A parliamentary inquiry was launched in December to investigate the tendering and subsequent cancellation of the
initial contract, which was awarded to a consortium of
Chinese and Mexican companies.
According to SCT the project will be tendered as a turnkey contract with the winning bidder being responsible
for maintaining the line. Furthermore, an engineer is
being brought in to oversee the bidding. Prior to the
cancellation of the contract the government had intended to commission the line by 2018, but it is unclear how
the inquiry and retendering will affect timescales for
construction.
Nonetheless, SCT has confirmed that the government
intends to extend the line beyond Queretaro in the longer term to serve Bajío and Guadalajara. (International
Railway Journal, January 5, 2015)
Netherlands
Both Alstom and Bombardier have initiated legal proceedings against Netherlands Railways (NS) over the
direct award of an order for 60 Flirt EMUs to Stadler.
Despite running a public competitive tender for 118
Sprinter trains, which was won by CAF, NS announced
its intention in November to order an additional 60
(Continued on page 15)
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Sprinter EMUs without competitive tendering, stating
that urgent and unforeseen circumstances would allow
it to circumvent European Union legislation on competitive tendering for large equipment orders by public bodies, and enable it to negotiate a contract directly with
Stadler for the trains.
This is the second time in a rather short period that
NS has justified a major order without competitive tendering on the grounds of urgent and unforeseen circumstances. NS ordered class 186 Traxx locomotives directly from Bombardier — which are now being delivered — in the same way; however, there were no appeals from manufacturers or leasing companies that
time. (International Railway Journal, December 30,
2014)
Germany
German Rail's (DB) next-generation long-distance
train, the ICx, made its first appearance on the German
mainline network at the end of December, 2014, when
the first ICx set was hauled from Bombardier's Henningsdorf plant near Berlin to Siemens' Wildenrath test
centre in North Rhine, Westphalia.
DB signed a framework contract with Siemens in May,
2011 for up to 300 ICx trains, placing an initial firm order
for 130 sets, with an additional 90 trains planned and an
option for a further 80 trains, which can be exercised at
any time until 2030. In 2013 DB revised the specification for the fleet with an improved interior and increasing
the 10-car trains to 12 vehicles.
The first batch of 230 kilometer per hour trains comprises 85 12-car and 45 seven-car sets, which will replace locomotive-hauled trains. Limited trial operation
with passengers is expected to begin in mid-2016, with
full service introduction of the 12-car trains scheduled
for December, 2017. The seven-car trains are due to
enter service from 2020 onwards.
DB plans to order a 250 kilometer per hour variant,
which will replace the ICE 1 and ICE 2 fleets.
To aid production, Bombardier is producing body
shells and trailer bogies, and is also carrying out final
assembly of driving cars and two intermediate vehicles
for each set under a €336m contract awarded by Siemens in April, 2013. (International Railway Journal, January 8, 2015)
Istanbul, Turkey
Metropolitan Municipality has placed a Won 103.8 billion (U.S. $93.3 million) provisional order with Hyundai
Rotem for the supply of 17 four-car metro trains that will
boost capacity on Line M2 between Yenikapi and
Haciosman.
The new trains will complement the line's existing fleet
of 23 four-car Hyundai Rotem trains, which has experienced a spike in demand since the opening of the Marmaray tunnel for suburban services and the Line M1
interchange at Yenikapi. Demand is expected to continue to increase with the opening of Line M6 between
Levent and Hisarüstü later this year.
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Despite M2's signalling and existing rolling stock not
yet supporting driverless operation, Hyundai Rotem will
deliver vehicles suitable for conversion to UTO with a
view to a future upgrade of the line. The new trains are
due to be delivered in the second half of 2017.
Hyundai Rotem secured the order ahead of CNR
Changchun, which reportedly offered a price 12% below
Hyundai Rotem's bid. However, with the trains set to be
produced at Hyundai Rotem's Turkish factory in Adana,
it was able to overcome the cost difference to secure
the contract, although with the official announcement
yet to be made, CNR may seek an appeal against the
decision. (International Railway Journal, January 5)
Italy
The first of five ETR 452 Civity EMUs being supplied
by CAF for the Bari suburban network were on December 19, 2014. The first two trains are now being used on
services from Bari to Barletta and the Karol Wojtyla airport rail link, which opened in 2013.
The remaining three trains are due to be delivered to
Ferrotramviaria later this year.
The 160 kilometer per hour four-car ETR 452s accommodate up to 448 passengers, 243 of them seated, with
dedicated spaces for bicycles and wheelchairs.
The trains are currently only approved for operation on
the suburban lines north of Bari, but the fleet will also be
certified for operation on the national network in the
near future.
China
Beijing expanded its metro network to 527 kilometers
on December 28, 2014 with the launch of trial operation
on one new line and three extensions of existing lines.
The new 23.7-kilometer east-west Line 7 runs parallel
with the existing Line 1, linking Jiaohuachang in the district of Tongzhou with the Beijing West mainline station.
The line has 19 stations, including interchanges with six
other metro lines.
Line 6 has been extended 12 kilometers east from
Caofang to Lucheng, taking the total length of the eastwest line to 43 kilometers. In the east of the city the 14kilometer second phase of Line 14 from Jintailu to an
interchange with Line 6 at Shangezhuang has opened,
while in the north passenger services have commenced
on the 10-kilometer third phase of Line 15 from
Wangjing West to Qinghuadongluxikou.
With further new lines and extensions nearing completion the network is expected to reach 600 kilometers by
2016.
December 28 also brought major changes to the fares
structure and the first price increase in seven years.
The flat Yuan 2 (U.S. $0.32) fare for all journeys has
been replaced by a distance-based system with discounts for students and contactless smartcard users,
(International Railway Journal, December 29, 2014)
The fifth modern tram line in China opened on December 31, 2014 in Guangzhou. The 7.7-kilometer eastwest Haizhu Line with 11 stops is first phase of a
planned circular route in the Haizhu district.
The standard gauge line runs along the south bank of
(Continued on page 16)
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the Pearl River, connecting Canton Tower with Wanshengwei. Interchange is provided at Canton Tower with
metro Line 3 and the Zhujiang New Town Automated
People Mover, and with Lines 4 and 8 at Wanshengwei.
Service is operated by Guangzhou Metro Corporation
subsidiary Guangzhou Tram Company, Limited. During
the trial operation period, due to run until February, services run every 13 minutes between 9 AM and 5 PM.
Fares are set at 2 yuan.
CSR Zhuzhou has supplied seven 100% low-floor
trams. These were ordered in June, 2013 and arrived in
Guangzhou between September 28 and December 20.
The four-section trams are powered only by supercapacitors and include drive components supplied by Siemens under a technology licensing and co-operation

agreement.
Maximum
operational
speed
is
70 kilometers per hour (Railway Gazette, January 5,
2015)
Australia
The Western Australia Public Transport Authority
(PTA) has confirmed it would issue a call for Expressions of Interest (EOI) at the end of January or early
February for the contract to construct Perth's A$2.2 billion (U.S. $2 billion) Forrestfield-Airport Link. The 8.5kilometer line will extend the existing TransPerth Midland Line through an 8-kilometer twin-bore tunnel beneath the Swan River to reach Perth Airport. Geotechnical surveys for the tunnels were completed in December and construction is due to begin in mid-2016. The
project, which will be a design-build package, is scheduled to open in 2020. (International Railway Journal,
January 14, 2015)

From My Vantage Point: What Is Normal?
(Continued from page 20)

Normal position.

Reverse position.
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LIRR President Ralph Peters.
Despite extensive pre-opening preparations, the comparatively incomplete status of that initial multiple-unit
trip described above was symptomatic of things as they
would be in certain precincts for months and even years
to come. At the new terminal itself, even the completed
rail facilities were only partly activated, with all Long
Island Rail Road trains kept strictly between Tracks 1421 and only passing through Tubes A and B beneath
33rd Street (which were intended almost exclusively for
LIRR use from the outset). There was only a rushed,
temporary trackage rights agreement in force between
the two railroads on that day to permit the station to
open, but a finely-tuned and permanent accord was
signed into effect by the two presidents (Peters and
McCrea) on September 14. The Pennsylvania was willing only to staff Penn Station Towers “A” and “C” fulltime at this juncture along with “F” and “H” on the
Queens side, while those at “KN” and “JO” were held
back until such time as the company’s own trains started running (though they were being used on an instrucNew York City Subway Car Update
(Continued from page 7)

(5522-5 and 5698-5701) remained on the sidelines as
2014 ended—some with door frame and driver arm
damage. To compensate for their loss, the following 12
R-46s have been temporarily loaned to Jamaica (FR)
from Pitkin (A): 5994-7, 6094-7, and 6170-3.
At least one train of mixed Alstom- and Siemensequipped R-160s were observed on the Coney Islandbased N and Q this past fall. (Specifically seen by
member Bill Zucker were 9053-7 with 8738-42 on Q
September 28, 2014). It may have been an experiment,
or possibly indicative of spot R-160 shortages experienced in the wake of annual “Leaf Season,” which can
produce many a flat (noisy) wheel and send entire trainsets to the “cutting” machine again and again. The latter
was definitely in play when the use of several Jamaicabased R-160s was recorded on N and Q between midOctober and early December. At year-end there was
also news that Jamaica R-160s 9423-7, which had suffered adverse (electrical) effects from the floods of Superstorm Sandy in 2012 and were sidelined during
2014, had been restored to service on EF and sometimes R.
There were no R-68/68As spied on Q during this interval but R-68s and R-68As were showing up on N
just about every weekday in the first half of October and
last half of December, 2014 (though other appearances
may have been unnoticed).
R-68/R-68A’s observed on N in late 2014:
September 25: R-68A 5176-5-3-4/5040-39-7-8
October 1, 2, and 3: R-68 2824-5-7-6/2842-3-1-0
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tional basis), as were the facilities at Sunnyside Yard.
Nevertheless, there were several suburban routes
which could now truthfully call Penn Station home, and
in the enterprising spirit of the time this was not at the
expense of service already being offered from LIRR’s
existing termini. When its side of Penn Station opened,
LIRR had no less than five fully-electrified routes serving three jurisdictional “Divisions,” plus one temporary
shuttle line. In time these would be joined by six more
outward destinations in non-electrified territories that
stretched as far as Greenport, almost 95 miles from the
banks of the East River. Several had multiple routings
available; at least a couple of them were confined to the
most populous districts and did not serve their entire
piece of the railroad. In sum, LIRR’s lines from Penn
Station were designed from the start to be a 20th century regional transportation tool for those needing practical, economic, or leisure-time access between the outer
reaches and New York City. This was wholly different in
nature from the 19th century railroads, which had crisscrossed Long Island for the intended purposes of agricultural, industrial, or recreational travel.

(Continued next month)

October 6 and 8: R-68A 5100-5099-7-8/5012-1-09-10
and R-68 2810-1-09-8/2840-1-3-2
October 16: R-68 2820-1-3-2/2854-5-3-2
October 17: R-68A 5090-89-91-2/5100-5099-7-8
December 10: R-68s 2912-3-5-4/2902-3-1-0 and 28567-9-8/2820-1-3-2 along with R-68A 5156-5-3-4/5166-57-8
December 12: R-68 2880-1-3-2/2820-1-3-2
December 16: R-68As 5156-5-3-4/5160-59-7-8 and
5102-1-3-4/5072-1-69-70
December 18: R-68A 5102-1-3-4/5016-5-3-4 and R-68
2834-5-3-2/2800-1-3-2
December 19: R-68 2890-1-89-8/2854-5-3-2 and R68As 5168-7-5-6/5154-3-5-6, 5032-1-29-30/5086-5-7-8,
and 5014-3-5-6/5104-3-1-2
December 23: R-68A 5156-5-3-4/5088-7-5-6
December 24: R-68As 5156-5-3-4/5088-7-5-6 and 5196
-5-3-4/5110-09-11-2
December 26: R-68A 5196-5-3-4/5110-09-11-2
December 29 and 30: R-68As 5018-7-5-6/5048-7-5-6
and 5112-1-09-10/5194-3-5-6 along with R-68 2836-5-7
-8/2846-5-3-4.
Work Cars & Miscellaneous
The initial ex-R-110A pump train was officially designated as P8002-3-4 in October, but work on the former
8007-8-9 was still proceeding slowly at 207th Street as
of early December, 2014, with a current projection of
springtime for its release. NYCT is also exploring the
possibility of an outside contract to convert at least
three of the left-over R-110A “A” (cab) cars into yet another pump train, given the onerous cost anticipated for
their adaptation thanks to their beefy structural composition.
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from January, 2015 issue)
We would not be in port on the following day, Thursday, April 25, but instead would suffer a “Fun Day at
Sea” en route to Tunisia. The weather was not very
pleasant, with lots of rain and wind, but that did not
bother us too much. We relaxed, played cards, watched
movies, and got a little fatter. We were looking forward
to our next day, as I planned to visit the light rail system
in Tunis while Clare would tour some major Roman archeological sites. The weather forecast was for sun.
And it was sunny when we arose in the morning. But
our visit to North Africa was not to be. Prior to our
scheduled 8:00 arrival at La Goulette the Captain announced it was too windy for safe navigation in the
small harbor, and instead, we would have a sunny “Fun
Day at Sea.” I went out on deck, and while it was a bit
breezy, it did not seem that bad to me; there were no
whitecaps on the waves. But such is life. Friday, April 26
became a wasted day for this traveler, who always likes
to be on the go. At least, I thought, we should not be
late into our next scheduled port, Palermo in Sicily.
I would leave Clare and the Eurodam in Palermo, and
go by rail to Naples, visiting Messina and Catania en
route. I informed the ship’s office the night before that I
would not spend the night of Saturday, April 27 aboard
and would rejoin on the 28th.
And we did not arrive late; in fact, we were early. I was
off the boat with many others in drizzle at 7:20 (8:00).
Apparently quite a few people on the cruise had some
Italian/Sicilian roots and had plans to visit areas of the
island containing family or at least having some meaning to them. I shared a taxi with two of them to Central
Station, arriving at 7:48.
Palermo, the largest city in Sicily, with a population of
about 650,000, has an embryonic, but possibly
dormant, project to build a three-line light rail system,
and even has accepted the delivery of at least the first
two of a 17-car fleet of Bombardier Flexity Outlook 100
percent low-floor trams. I am told that some track has
been constructed, but I did not see any, at least near
the station, where Line 1 is to run. To paraphrase the
lyrics of Rodgers and Hart’s Manhattan, I hope to see it
open some day.
I was happy I would be able to catch the 8:08 train to
Messina, and immediately purchased a through ticket
all the way to Catania from a machine. While waiting for
the train I noticed that some others from the ship had
arrived at the station and were trying to figure out how
to buy tickets to various destinations. Trenitalia seems
to run a half-hourly S-bahn-type service on two lines

from the station.
The 8:08 train to Messina (150 miles, 3 hours), as
compared to the slower 9:03, would give me a great
deal more time in that city. The rail line parallels the
north shore of the island and I was looking forward to
the scenery. Foiled again! This time it was fog and mist
that prevented visibility. For over half the trip all I saw
was faded views of the villas and churches in the towns
lining the tracks, with some like Cefalu, pitched on
hillsides. The fog eventually lifted revealing cloudy
skies. The train was a sort of local-express, making relatively few stops. Patronage was good, with lots of ons
and offs, but few through riders.
Arrival in this city of 242,000 was two minutes early at
11:06. The 150-mile trip took about 3 hours, for an average speed of 50 mph. Not bad, as there 6 intermediate
stops. Messina has but one tram line, running for a distance just short of 5 miles. The fleet of 15 Cityway 100
percent low-floor LRVs was built by Alstom (Fiat) in
2001. With the railroad station as its focus the line runs
north along the harbor and southwest through the city’s
downtown area, making a total of 18 stops. See http://
www.urbanrail.net/eu/it/mess/messina.htm.
The weather remained dank, but began to clear up
right after I rode and photographed most of the line.
Using a day ticket I first rode south, where most of the
line was on central reservation between palm trees.
Even with that, the overall appearance of the system
was not attractive. The northern part of the line paralleling the harbor was just a little bit better, projecting a
more open feeling, as the narrow right-of-way was protected only by concrete curbing in the center of wide
streets. The trams were running every 15 minutes on
this Saturday, but headways are no better on weekdays.
The line and the city it runs through are not very
pleasant. The cars are dirty, there is graffiti on the shelters, and plenty of broken glass to go with that. When
the operator closes the doors, seven shrilly notes are
blasted throughout the car. Additionally, operation was
excruciatingly slow, with no signs of traffic light preemption or even priority. We did pass some automobiles, but
they were parked. And we also raced ahead of some
pedestrians — but they were invariably using walkers.
All in all, a slow, grubby operation.
I completed my work at about 13:30, recovered my
bag from the left luggage, and rode the 14:10 to Catania.
(Continued on page 19)
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A close-up view showing the rear of car No. 6 as it left the
forecourt of the railroad station. All of the rolling stock encountered was bedecked with advertising, and the silver
metallic paint, which once may have been shiny, had turned
dull and tarnished.

The line has one short section of pure prw, located along its southern portion, near the cemetery and the Villa Dante stop.

Car 9 is shown in the central reservation between the palm
trees near the Viale San Martino stop in the city center.

One of Messina’s most attractive vistas, along Via 1 Settembre, is
just north of the railway station.

Clearly Uncle Junior was the lowest bidder for the installation of
track on the northern portion of the line. The right-of-way is in the
center of Viale della Liberta.

(Continued next issue)
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Around New York’s Transit System
Emergency Exit Alarms Silenced
The 1,400 automatic alarms that emit a loud annoying
screech whenever the emergency exit door/gates in the
NYC subway system are opened by passengers exiting
the fare-controlled areas of subway and elevated line
stations have been silenced. Originally installed in 2006,
they have been deemed ineffective at deterring fare
evasion. The last of the exit gate alarms were deactivated at the end of 2014. Journalists watching the use of
these now-silent doors did note several fare-beaters
who entered into the subways as people were using
them to expedite their exit, taking advantage of the lack
of any audible alarm.
Flushing Line Rehabilitation Projects
2015 will bring another series of 11 weekends between January and late March where 7 will be closed
for a combination of signal upgrade work to install Communications Based Train Control (CBTC), replacement
of worn-out tracks, and repairs to the Steinway Tunnel,
which was damaged by Hurricane Sandy in 2012. The
service outages will all result in the line not operating to
Manhattan with trains terminating at Hunters Point Avenue, Queensboro Plaza, or 74th Street, depending on
the work schedule demands of each particular week-

end. The City Councilmember representing Long Island
City, Sunnyside, and Woodside has repeatedly expressed concern that the ongoing project, which has
resulted in weekend line closures over the past four
years, has adversely impacted most of the businesses
along the line and will continue to do so until the project
is completed in 2017. The time windows to perform the
work are also limited to periods when the sports arenas
hosting the New York Mets (Citi Field) and the U.S.
Open tennis matches (Arthur Ashe Stadium) are not in
use. Customers are advised to refer to posted signs at
each station as well as aboard most subway cars on the
line or consult the MTA New York City Transit website.
Second Avenue Subway Progress Report
MTA announced that the tunnel cavern “shell” for the
86th Street station on the $4.5 billion Second Avenue
Subway was completed on December 15, 2014. Work
had begun on the $332 million project in August, 2011
and was completed on schedule. Work will now proceed
on installing the infrastructure related to elevators, escalators, lighting, heating ventilation air-conditioning and
architectural finishes. At this time, 76% of the work
needed to complete Phase I of the line has been completed.

FROM MY VANTAGE POINT: WHAT IS NORMAL?
by Michael Ditkoff
Vantage Point: a position or place that allows one a wide
or favorable overall view of a scene or situation
This month, I elaborate on the switch positions
“Normal” and “Reverse.” I could write thousands of
words on the topic but instead, I offer two photos. (They
are posted in the Vantage Point folder on the RRE website (www.nyrre.org/Gallery) in the 2015 articles album
where you can enlarge them.)
There are two types of rail, straight and diverging.
Straight rail track is built for straight moves and diverging track is curved for turning moves. A switch has two
rails, one straight and the other diverging. The tip each
switch rail is called a point.
Look at the “Normal Position” photo on page 16. The
right rail is the straight rail because it goes straight. The
left rail is the diverging rail because it “diverges” to the
left. Notice that the left switch point covers the diverging
rail at the point of diversion. The left rail of the switch is
a straight track. A train will go straight because both
rails (straight and switch rails are straight.)
Look at the “Reverse Position” photo, also on page
16. Notice that the right switch point covers the straight
rail at the point of diversion. The right rail of the switch
is a diverging track. The left rail is a diverging rail because it curves to the left. Unlike “Normal Position,” the
left switch point does not cover the diverging rail. A train
20

will take the diverging route because both rails are diverging.
Only one point of the switch is always in contact with
the other track. In the “Normal” photo, the left point is in
contact with the main track. In the “Reverse” photo, the
right point is in contact with the main track.
The reverse position photo shows the alignment for a
diverging movement to the left. A diverging movement
to the right would be the opposite. The diverging rail
would go to the right. A switch in the normal position
would have the right point cover the diverging rail for a
straight move. A switch in the reverse position would
have the left point cover the straight rail at the point of
diversion.
How fast a train take go through a switch in the reverse position is governed by signal indication or special instructions in the employee timetable.
Michael Ditkoff (trip@nyrre.org) writes the Vantage Point
column in the New York Railroad Enthusiasts’ Bulletin newsletter. NYRRE’s website is www.nyrre.org. The Enthusiasts’
new photo gallery can be found at www.nyrre.org/Gallery.
This article originally appeared in the January, 2015 NYRRE
Bulletin.
(Continued on page 16)
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THIRD AVENUE BUILT ITS LAST TROLLEY CAR
75 YEARS AGO
In the 1930s, Third Avenue just barely
made a profit, but was able to solve the urban transit problem by building inexpensive
light rail vehicles that were easy to maintain.
This modernization program, which began in
1930, continued for nearly a decade.
The 100s described in the previous issue
were placed in service on the busy Broadway
Line. The first car appeared on November
21, 1934 and 83 new cars were operating
there on December 30, 1935. Most of the
Broadway convertibles replaced the Third
and
Amsterdam
Avenue,
BroadwayAmsterdam Avenue and 125th Street, 125th
Street Crosstown convertibles, which were
scrapped.
On March 23, 1936, buses replaced the
street cars on New York Railways’ Lexington
Avenue Line, one block west of the Third and
Amsterdam Avenue Line. Cars 185-199 were
immediately transferred to Third and Amsterdam. The company probably expected to
attract new riders who would prefer the
smooth-riding rebuilt cars to the uncomfortable, poorly ventilated buses.
Meanwhile, the company started building
new cars as soon as it completed rebuilding
its single-truck cars. Third Avenue built the
300s in its own shops at E. 65th Street and
Third Avenue, Manhattan. The 300s weighed
38,100 pounds, nearly 1,000 pounds lighter
than the rebuilt 100s. Cost and weight were
reduced by using mild steel bodies and
equipping cars with aluminum alloy stanchions, grab handles, seat back handles, and
sash. New car construction proceeded rapidly and cars were transferred frequently. The
first cars 321-330, which started operating on
A/New Rochelle-Subway on July 1, 1936,
were followed by 301-315 on Yonkers Ave-

nue on or about December , 1936. Most of
the remaining 300s were placed in service on
Third and Amsterdam Avenue or Broadway
from mid-1936 to mid-1937, after which they
were transferred to Yonkers or the Bronx. As
soon as the company completed production
of the 300s, it started building the Huffliners,
the only center-exit cars it ever operated.
Aluminum cars 551-600 and alloy steel cars
601-625, which included 1,000 pounds of
aluminum parts, were placed in service on
the busy Broadway Line between September,
1937 and February, 1939. When all the
Huffliners were in service, the Manhattan
cars were transferred again. During the
1940s, the following assignment was in effect
with only slight changes.
CARS

LINE

101-179
393-399

Third and Amsterdam
Avenue, BroadwayAmsterdam Avenue and
125th Street, 125th Street
Crosstown

180-200

Broadway, Tenth Avenue

551-625

Broadway

Convertibles

42nd Street Crosstown

Cars 626-685 were the best and the last
cars that Third Avenue built. Operation was
smooth and quiet, and their estimated speed
was more than 35 miles per hour. Cars
weighed 37,450 pounds, slightly lighter than
the 300s. We saw the first car, 626, on January 8, 1939 and the last car, 685, on February 4, 1940. Cars 626-645 were operated on
the 59th Street Crosstown at all times and the
42nd Street Crosstown on Sunday. They replaced 819-838, most of which were sold to
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THE GENESIS OF “DASHING DAN,” PART THREE —
Penn Station Opens and a Suburban Colossus Emerges
by George Chiasson
(Continued from February, 2015 issue)
On September 8, 1910, electrified service was operated on the following complete routes, in general using
MP-54-type steel multiple-unit equipment, and with a
controversial 14 cents extra tacked onto each fare to
cover a per train rental fee paid to the Pennsylvania
Railroad:
● Rockaway Beach Branch: Penn Station to Rockaway Park via White Pot Junction and Hammels.
Stops at Woodside, Winfield, Matawok, Woodhaven
Junction, Ozone Park, Aqueduct, Ramblersville,
Goose Creek, The Raunt, Broad Channel, Hammels, Holland, Steeplechase, Seaside, and Rockaway Park. Summer Specials were operated express
to Hammels starting in 1911
● “Far Rockaway Loop” via Hammels: Penn Station to
Far Rockaway via White Pot Junction and Hammels. Return via Valley Stream and Jamaica*.
Stops at Woodside, Winfield, Matawok, Woodhaven
Junction, Ozone Park, Aqueduct, Ramblersville,
Goose Creek, The Raunt, Broad Channel, Hammels, (Olde) Arverne, Arverne (Straiton), Edgemere,
and Mott Avenue-Far Rockaway. Summer Specials
were operated express to Hammels starting in
1911. *May return to Flatbush Avenue
● “Far Rockaway Loop” via Jamaica: Penn Station to
Far Rockaway via Jamaica and Valley Stream. Return via Hammels and White Pot Junction*. Stops at
Woodside, Winfield, Forest Hills, Hillside, Jamaica
(Beaver Street), Cedar Manor, Locust Avenue, Higbie Avenue, Laurelton, Rosedale, Clear Stream
Road, Valley Stream, Hewlett, Woodmere, Cedarhurst, Lawrence, and Mott Avenue-Far Rockaway. *May return to Flatbush Avenue
● Hempstead Branch: Penn Station to Hempstead via
Jamaica and Floral Park. Stops at Woodside, Winfield, Forest Hills, Hillside, (old) Jamaica, Rockaway
Junction, Hollis, Bellaire, Queens (Village), Bellerose, Floral Park, Stewart Manor, Nassau Boulevard, Garden City, and Hempstead
● Long Beach Branch: Penn Station to Long Beach
via Jamaica, Valley Stream, and Lynbrook. Stops at
Woodside, Winfield, Forest Hills, Hillside, Jamaica
(Beaver Street), Cedar Manor, Locust Avenue, Higbie Avenue, Laurelton, Rosedale, Clear Stream
Road, Valley Stream, Lynbrook, South Lynbrook,
East Rockaway, Atlantic Avenue, Jekyl Island, The
Dykes, Wreck Lead, Queenswater, and Long
Beach. Summer Specials were operated express
(probably Penn Station to Jamaica to Valley
Stream) starting in 1911
● Main Line Shuttle: Electric multiple-unit cars were
also operated on an interim shuttle service as de-

scribed above, from Penn Station to Jamaica via
Main Line. This made stops at Woodside, Winfield,
Forest Hills, Hillside, and (old) Jamaica, connecting
with steam trains from Long Island City to
Whitestone Landing and Port Washington at Woodside (which in turn were cut or joined at Great Neck
Junction). It also met with steam trains from Long
Island City to additional points (Oyster Bay, Hempstead via Mineola, Mineola via West Hempstead,
Hicksville, Babylon, and beyond) at Jamaica.
On the day that those first Long Island Rail Road MU
trains commenced revenue operation to Pennsylvania
Station, the Main Line across Queens exhibited a mixed
bag of rights-of-way: in part on the original road bed,
which included grade crossings, in part gradeseparated, and in part relocated. To summarize, trains
escaping the East River tunnels found a 6- to 8-track
right-of-way through the Pennsylvania’s Sunnyside Yard
complex, which sorted into four tracks for the LIRR Main
Line and two for its “North Side Division” (Whitestone
and Port Washington Branches). As it passed Laurel Hill
Avenue, the line arced around a long 90º curve and
merged into the existing four tracks of the original line
just past the 1908-opened 1st (54th) Street overpass,
two each for the Main Line and North Side. The Woodside Branch diverged from the latter by its namesake
station, where the tracks then swung gracefully back
through numerous, concentrated urban grade crossings
(each individually and manually attended) in the former
village (and now burgeoning neighborhood) of Woodside.
Just after the two North Side tracks cut away at Winfield Junction, the Main Line still spread to three tracks
at Maurice (51st) Avenue, then passed onto a newlycompleted six-track elevation at Remsen Lane (63rd
Drive), as initially rebuilt in 1908-9 for the Glendale cutoff. There it began pursuing its unwavering survey
through what had once been the rural Queens County
municipalities of Newtown and Jamaica, which by this
time were transforming into such steadfast areas as
Rego Park, Forest Hills, Richmond Hill, and Kew Gardens. All six tracks (four for the Main Line bracketed by
two for the Rockaway Beach Division) continued
through a grade separated junction as far as Herrick
(70th) Avenue, from there reverting to its enhanced
(1907) state of three-track width through Forest Hills
station. At Ascan Avenue it entered the 1909-opened
Maple Grove realignment and followed it as far as Metropolitan Avenue (including the local station at Hillside),
with the fourth iron finally being installed and electrified
after it was roughed in during original construction. The
(Continued on page 3)
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about one-third of which were of the “Camelback” type,
with all between 4 and 28 years of age. The majority of
this motive power collection went on to serve LIRR into
the 1930s, by which time the second round of electrification and next generation of “G-5s” steam engines had
taken hold. The final five 2-6-2T “tank” engines described above had been the last acquired from Baldwin
in 1904 for latter-day steam-powered rapid transit service, and were sold to the Central Railroad of New Jersey soon after Penn Station’s opening in November,
1911. Renumbered to 220-224 in their new home, they
remained active until the end of World War II.

(Continued from page 2)

four electrified tracks then continued as far as Lester
Avenue (135th Street), just one block shy of Van Wyck,
before consolidating back to two for “AC” Tower interlocking, where they merged with the Atlantic Division
and took aim at (old) Jamaica station.
As aged, abrupt, and messy as its end was at the
time, this arrangement of the Main Line would prove to
be short-lived; immense improvements to support the
new Jamaica Station would soon bring extensive revisions to all junctions in that entire area. Nearby on the
Glendale cut-off, a temporary set of low platforms called
“Brooklyn Manor” were also opened in November, 1910
on the north side of the original Jamaica Avenue overpass, which dated from the 1880 start-up. This was intended for use by Rockaway Beach Division trains serving Penn Station (as well as those destined to and from
Long Island City) and acted as a better-located replacement for the former Brooklyn Hills. The permanent station would be situated on the south side of the Jamaica
Avenue overpass and consisted of high wooden platforms with substantial shelters and electric lighting. Its
construction lagged into the winter of 1911, and it was
finally ready for public use as of January 9. The overpass itself was effectively replaced by 1914 when it was
enlarged and reinforced in part to provide improved access to the station.

A NEW ERA BEGINS—NUMBER 3: PENN
STATION’S OPERATIONAL COAT-TAILS AND
OTHER ISSUES TO BE DEALT WITH

Soon after the Pennsylvania Railroad had received
sufficient quantities of DD-1 electric locomotives and
steel coaches, and after its personnel had continued to
train for their new work routine right up to the final
minutes beforehand, the remainder of Pennsylvania
Station, plus all attendant facilities including Sunnyside
Yard, was opened for revenue service on November 27,
1910. This included all intercity trains, most of the company’s regional (i.e., Northeast Corridor) service and a
healthy percentage of its commuter traffic from New
Jersey points, all of which was required to undergo a
motive power change at Manhattan Transfer. The new
Penn Station interlockings at “KN” (used mainly by
LIRR) and “JO” (used by both railroads) also commenced formal operation on that date, as did those inside the new Sunnyside Yard in Queens, which then
was at least technically available for LIRR equipment
servicing and storage (though in fact it was sparingly
employed for such). Along with that, PRR passengers
were able to connect for Manhattan and Brooklyn
through a pair of dedicated, hourly “Annex Shuttle” services (fare 30¢) that had short, 2- or 3-car MU consists
assigned. One set was operated by the “Pennsy” from
Manhattan Transfer to Penn Station and employed a
small lot of six MP-54s that had been specially procured
for this purpose, while another was operated by the
Long Island Rail Road from Penn Station to Flatbush
Avenue. This was a railroad version of the Pennsylvania’s former “Annex Ferry” that navigated from Exchange Place in Jersey City to Downtown Brooklyn,
which was discontinued with the start of complete operations at Penn Station. Its electric MUs (also nominally
LIRR MP-54s) used the Glendale cut-off from the Main
Line to the Rockaway Beach Division, passed through
Woodhaven Junction, and relayed at Ozone Park. To
reach Brooklyn this shuttle then took the Woodhaven
Junction connector at “WT” (formerly Tower 66), proceeded onto the Atlantic Division main line and headed
west for the Flatbush Avenue terminal with stops only at
East New York (ex-Manhattan Beach Crossing) and
Nostrand Avenue. As things later sorted out in that presubway era, the Annex Shuttle enjoyed very little patronage on the LIRR side compared to its maritime pre-

A NEW ERA BEGINS—NUMBER 2: ISSUES
WITH ROLLING STOCK

As an after-effect of ACF’s post-strike backlog and
continual post-production refinements of the otherwise
capable DD-1 locomotives, overall equipment availabilities remained a problem for both of Penn Station’s resident railroads through the end of the year. By December 31, 1910 the Long Island Rail Road had received a
total of 150 MP-54 MU motors, 15 MB-62 baggage motors, and 15 MPB-54 baggage “Combinations” to cover
the needs of its electrified system in addition to the MP41/T-39 and MP-41/MB-45 tandems that had been running for several years. The only steel coach also on
hand was the same P-58 class prototype delivered in
1907 (1451, originally 1401), which by the end of 1910
had been converted to a “Club” car and was being used
in company with traditional wooden equipment. There
were 10 other steel “production” cars on the property as
well (682-691), but they were B-62 class baggage cars
and of little help in expanding passenger service. Between this limitation and the Pennsylvania’s own tardiness in establishing its operations into Manhattan, any
hope of initiating Long Island Rail Road through service
from East End points was forced to await a longer-term
resolution to the equipment shortage and qualification
requirements. Neither was LIRR compelled to pursue
the acquisition of more steam locomotives to meet additional service needs that might be generated by the
opening of Penn Station; in 1910 the company had a
strong stable of approximately 154 passenger engines
in 4-4-0, 4-4-2, 4-6-0, and even 2-6-2T configurations,

(Continued on page 6)
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Third Avenue Built Its Last Trolley Car 75 Years Ago
(Continued from page 1)

Car 337 on Route 7 at Tibbets Brook Park, Yonkers.
Bernard Linder collection

Car 339 on Route 2/Yonkers.
Bernard Linder collection

Car 340 on Route 7 at Getty Square.
Bernard Linder collection

Car 343 on Route 7 at W. 1st Street and Scott’s Bridge, Mount
Vernon.
Bernard Linder collection

Cars 561 and 621 at W. 117th Street and Broadway.
Bernard Linder collection

Car 577 on Route K on Amsterdam Avenue at W. 155th Street,
August 15, 1939.
Bernard Linder collection

(Continued on page 5)
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(Continued from page 4)

Car 626, first of the non-center door 600s, entered service January 3, 1939; photos taken January 7, 1939 at Columbus Circle.
Bernard Linder collection

Cars 640 and 636 on 59th Street Crosstown.
Bernard Linder collection

Huffliners 624, 611, 603, and 616 en route to Brazil, March 31, 1947.
Bernard Linder collection

Huffliner 625 en route to Brazil, March, 1947.
Bernard Linder collection

Car 674 at National Tramway Museum, Derbyshire, England.
Bernard Linder collection

(Continued on page 6)
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Third Avenue Built Its Last Trolley Car 75 Years Ago

Transit Commission records reveal that 752 old cars
were available in 1933 before the modernization program began. After the surplus cars were scrapped, 658
cars were available in 1943. This total included 397 second-hand, rebuilt, and new cars in addition to 261 convertibles and box cars, which were 36 to 39 years old
when they were scrapped about 1947. But the new cars
were out of service long before they reached the end of
their useful life. The Huffliners were sold or scrapped
when they were only eight years old and the last Third
Avenue cars, the 300s, ran for only 16 years in Yonkers.
This concludes the interesting story of a company that
just barely made a profit. Because PCCs were too expensive, it rebuilt newer cars and built new cars. It produced inexpensive cars that were almost as fast as the
PCCs.

(Continued from page 1)

San Diego or Quebec. Cars 821, 823, 828, 829, and
830 were placed in service on Harlem Shuttle, Morris
Avenue, St. Anns Avenue, and 138th Street Crosstown
in January, 1940. Cars 646-685 were placed in service
on Southern Boulevard and Tremont Avenue between
May, 1939 and February, 1940. They replaced ex-New
York Railways 401-525, which were sold to San Diego
or scrapped.
In the January, 2015 issue, we explained how the car
building program ended abruptly when the company
was forced to accept a bus franchise. But the company
could not comply immediately because of the shortage
of buses and fuel during World War II.
The Genesis of “Dashing Dan”

when waiting for an opposing move off the single track
branch, but the short suburban electric line and its
growing ridership base would remain a source of operational folly for a few more years.
On May 15, 1911 a replacement depot building was
opened on the north side of the Main Line at 178th Place
for the Rockaway Junction local station. Most of the
original 1890-built station on the south side had been
moved slightly eastward in 1906 to provide space for a
lead to the new Holban Yard, but subsequent access to
the station then became slightly circuitous and was
sometimes obstructed by freight activity on the yard
lead. Its complete relocation did away with such difficulties, yet left the platforms and overhead bridge from the
1905 electrification to remain as they were, though enlarged. The following year (1912) Rockaway Junction
station was rechristened “Hillside,” while the 1909created Hillside station on the Main Line at Union Turnpike (now Lefferts Boulevard) was re-titled “Kew” to recognize the quickly-blossoming residential development
in its area. This location then underwent a third name
change in 1914 to finally become the present “Kew Gardens.” Other incremental upgrades continued on the
emerging commuter rail system as the end of 1911 approached, with a depot added at South Lynbrook on the
Long Beach Branch in November and yet another completely new station opened on December 3 between
Lawrence and Far Rockaway to serve the southwest
Nassau County village of Inwood (though not directly
located within it).
The improvement of additional sections of the Main
Line across Queens was carried out incrementally as
the establishment of Penn Station progressed, governed by the railroad’s financial resources and land
availabilities. As a natural result such work was prioritized to that which could be accomplished in the fastest
time at the lowest cost, which in turn resulted in a somewhat haphazard sequence of implementation. Following
completion of those elements most essential to the
opening of Pennsylvania Station and Sunnyside Yard
(the Glendale cut-off and Maple Grove Relocation in
that order) attention was turned to upgrading of the bal-

(Continued from page 3)

decessor. Not surprisingly, it was the first line from Penn
Station to be discontinued, on August 31, 1911, while
the PRR shuttle on the New Jersey side, between Penn
Station and Manhattan Transfer, survived for several
years longer.
Also noticeably enlarged during 1911 were several of
the existing “rapid transit” stations on the Atlantic Division (Railroad Avenue, Union Course, and Woodhaven)
where platforms were broadened to accommodate the
strong ridership they had attracted since the 1905 electrification, particularly in rush hours. Event crowding
between LIRR trains and Jamaica Race Track was also
responsible for the addition of “LA” Tower at Locust Avenue, which oversaw the special siding and high platform
used to serve its large mass of patrons, who were guided to the train station through wooden pens. Away from
the electrified zone, two other new stops were added at
about this time in response to the natural, long-term
growth of surrounding communities. One was on the
lightly-served ex-Central Railroad of Long Island main
line at Clinton Road (1911), acting as a civilian convenience stop short of the military reservation. Just as it
was in 1899 this line was being used irregularly (and
probably rarely, in peacetime) by special trains and/or
shuttle service from Garden City, generally related to
associated Army National Guard activities. A portion of
the line had been modified for the Pennsylvania Railroad’s a.c. electrification tests of 1908, which included
some third rail installation as well, and over time it
would regenerate in part and be expanded to serve a
mixed industrial, residential, and military clientele.
Opened sometime in 1912, “Merrillon Avenue” was located in the new village of Garden City Park where that
road converged with Nassau Boulevard as they crossed
the Main Line between New Hyde Park and Mineola.
Finally, with the newly-relocated depot at Floral Park
complete, space became available and on June 3, 1912
connecting trackage from the (ex-CRRLI) Hempstead
Branch to the Main Line was doubled. This at last enabled a Hempstead-bound train to leave the Main Line

(Continued on page 20)
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IN MEMORIAM: JAMES MATTINA, 1954-2015
by Jeffrey Erlitz
With deep sadness, I must pass along the news that
our Inspector of Elections and former Membership Secretary, James Mattina, passed away early in the morning of Saturday, February 7, just past his 61st birthday.
He had been battling an advanced from of cancer for a
year and a half.
Jimmy, as most of us knew him, joined the Electric
Railroaders’ Association on January 28, 1971 at the age
of 16 and was member number 4109. If memory serves
me right, he probably started volunteering at Headquarters in the late 1970s, initially on Saturday mornings
and then on Monday evenings. Like most of us, he
could be found collating,
stamping envelopes, and
bagging sacks of mail for
both the New York Division
Bulletin and National’s
Headlights. Around 19867, ERA purchased its first
personal computer, an actual IBM PC. Together, Jim
and I constructed the
membership
database
from scratch, typing in the
data from each and every
membership
application
starting with the earliest
records. We used AshtonTate’s dBase III+ relational
database. I believe Jimmy
continued using this software until last year.
Jimmy loved to travel and
took advantage of ERA’s
very first trip to Europe, in
1983, which was planned
and led by Jack May. I did not go as I used to think
there was nothing to see there for the electric traction
fan. Obviously, I had a lot to learn and when Jimmy returned from this overseas excursion, he raved about all
the transit systems and railroads he had seen and ridden. Convinced, I went with Jimmy and many others on
ERA’s second trip to Europe in 1985. Jimmy was absolutely correct; I had a railroad and transit epiphany.
What would you expect, since my very first train ride in
Europe was on the Swiss Federal Railways! Jimmy had
told me about the level of track maintenance over there
and it kind of went in one ear and out the other at the
time he told me. As I sat looking out the window on that
very first train ride from the Zürich airport into downtown, I was astounded at the smoothness of the ride,
especially through the interlockings. “See,” Jimmy said,
“I told you!” That was the first of many trips with him
overseas.

Outside of ERA, Jimmy worked almost all of his adult
life at the one place he really wished to work, the New
York City Transit Authority. Holding various positions
over the years, Jimmy was most recently in Maintenance of Way. He often said that because his hobby
and his means of employment were the same, it really
was not “work.” How very true.
On a personal note, I really have Jimmy to thank for
broadening my tastes in foreign cuisines. If I recall correctly, it was he who initially suggested trying out Indian
and Korean restaurants
after our work sessions on
Monday nights at ERA
Headquarters.
Jimmy
loved good food, and regardless of country of
origin, the spicier the food
the better. In September,
1987 we and two other
friends were on vacation in
London, England.
We
went to Edgeware Road
one evening for real Indian
cuisine. Jimmy, of course,
asked the waiter to make
his dish very hot. Apparently, it was the hottest he
had ever had, which suited
him just fine, sweat pouring off his head notwithstanding. The other three
of us had to help him finish
it. We amateurs could only
help a little, as it really was
too hot for us mere mortals. Additionally, one of
Jimmy’s most favorite restaurants was a Czech
place on 31st Street in Astoria, now sadly closed. Besides having fabulous food, they always had his preferred beer, reasonably fresh Pilsners from the Czech
Republic, and of course, sauerkraut!
Another major interest of his was foreign languages.
He had taken four years of German in high school and
had retained an awful lot of it, so much so that he was
an absolute Godsend on our trips through Germany,
Austria, and the German part of Switzerland. He managed to learn at least a few phrases in several more
languages, including Hungarian(!), just to able to initiate
a conversation.
Jimmy was a beloved friend to many. He was full of
good cheer and brought laughter and smiles to any
gathering he attended. Above all, Jimmy was an absolute gentleman who would give you the shirt off his
back. A truer friend would be very hard to find. He will
be sorely missed.
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Commuter and Transit Notes

No. 316
by Ronald Yee and Alexander Ivanoff

Metropolitan Transportation Authority
New York State Governor Andrew Cuomo announced
plans to spend as much as $5 billion of a state budget
surplus on transportation-related projects across the
state. In the New York City area, major improvements
could occur at commuter rail station hubs at Ronkonkoma and around Nassau County on the Long Island Rail
Road and near Tarrytown on Metro-North Railroad. For
New York City, this funding could provide 900 new subway cars to replace the oldest cars dating back to the
1970s and a continuation of ongoing improvements to
the signal systems and strengthening the infrastructure
to handle future storms and the floods they can bring.
High-speed ferry services similar to those seen in Europe would be studied as a potential new travel option
linking Manhattan with John F. Kennedy and LaGuardia
Airports as well as Westchester and Long Island. Those
two airports would be the recipients of funding to vastly
improve the runways and passenger terminals. LaGuardia could receive a $450 million, 1.5-mile rail connection
in around five years. It would operate between the airport’s passenger terminals and the Willets Point stations
of the Flushing Line (7) and the Long Island Rail Road
alongside the alignment of the Grand Central Parkway,
which would minimize impacts on the surrounding
neighborhoods. In Orange County, Stewart Airport
would become the cargo airport for New York City and
Republic Airport the private aircraft hub of the region.
(Editor’s Note by Ron Yee: Two other viable and sensible
long-term alternatives that should be seriously explored before committing to this stand-alone line would be to: 1) extend the current JFK Airtrain from Jamaica northward on the
Van Wyck and Grand Central Parkways to LaGuardia with a
possible connection at Willets Point with 7 and LIRR, keeping this as a primarily Port Authority project, or 2) hand over
rail transit to LaGuardia to MTA by extending the elevated
Astoria Line (NQ) along Ditmars Boulevard to LaGuardia
and having it serve the Marine Air Terminal in addition to the
Central Terminal Building and the U.S. Airways/Delta terminals at the eastern end of the airport. As it would be a MTA
project, a local station or two along the route could be constructed to serve the local neighborhoods it would pass over.
The ability of it to provide a one-seat ride from not only midtown but also lower Manhattan and the financial district
would be a key selling point of this alternative. However, in
the past, this alternative has been met with opposition from
the local communities.) (New York Daily News, New
York Newsday, dnainfo.com, January 20)
Effective Sunday, March 22, fares and tolls will increase on all MTA transportation facilities and services.
The base MetroCard and local bus fare goes up from
$2.50 to $2.75. The single ride ticket that was $2.75
($2.50 plus 25 cents), will be $3.00 ($2.75 plus 25
cents). The MetroCard fare bonus goes from 5% with a
$5.00 purchase to 11% with a $5.50 purchase (the

equivalent of $2.48 per ride). The 7-day unlimited MetroCard goes up by $1 to $31. The 30-day unlimited MetroCard goes from $112.00 to $116.50. For MTA express
buses, the fare goes up from $6 to $6.50 with the MetroCard discounted express bus fare rising from $5.71 to
$5.86. Access-A-Ride goes from $2.50 to $2.75. No
mention was made of changes to the senior disabled
fare at the time of this printing. At most, it would increase from the current $1.25 to $1.50. On the commuter railroads (Metro-North and Long Island Rail Road),
the average fare increase of all fare types will average
just under 4.25%. Due to a requirement that fares increase in 25-cent increments, some local fares may rise
by greater than 4%. However, any fare increase exceeding 6% will be limited to a maximum increase of 50
cents. City Ticket increases by 25 cents from $4.00 to
$4.25. For automobiles, the cash toll will go from $7.50
to $8.00 and the E-ZPass toll will become $5.54. Despite spending cuts of $1.1 billion per year increasing to
$1.6 billion by 2018, with the forecast for upwards of a
$5 billion budget gap for its five-year capital plan, the
next fare and toll increase is slated for 2017. (The New
York Times, MTA website, January 22)
MTA Metro-North Railroad
As of January 5, 393 M-8 cars have been delivered to
Metro-North Railroad’s New Haven Yard. 378 cars have
been accepted for passenger service and 11 cars
(including 9 single cars) are undergoing inspection and
testing by Kawasaki Rail Car, Incorporated. 91 M-2/M-4/
M-6 cars remain in active service, giving the New Haven Line a total of 469 cars. (Editor’s Note by Ron Yee: A
railfan commuter acquaintance rode aboard M-8 single car
9500 in mid-January and reported that while the lights and
public address systems worked and the car rode well, there
was no heat in that car on a subfreezing morning commute.)
(Randy Glucksman, MTA website, January 30)
The town of Clarkstown is studying the possibility of
moving the Metro-North west-of-Hudson railroad station
at Nanuet a few hundred yards north to a location closer
to its business district and new shopping mall and be
the anchor point of a new transit-oriented development
community that would be attractive to younger professionals currently living in the area who would otherwise
move to Brooklyn, New York or Hoboken, New Jersey.
However, the proposed site of the new station is located
on an existing curve on the rail line, a feature that presents safety issues for people boarding or alighting from
their trains. Metro-North has met with town officials and
taken a position that should the station be relocated, the
local town must assume all costs associated with its
relocation and the new station being made compliant
with all codes and regulations in effect. Nanuet is also
conveniently located near road access to the New York
State Thruway as well as Routes 59 and 304 and does
(Continued on page 9)
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prior to the economic downturn that started that year.
On the safety front, “alerters” were installed on all nonequipped operating cabs, a contract awarded for the
installation of inward and outward facing cameras for
the entire fleet, and a pilot program launched to detect
sleep apnea issues amongst key operating department
employees. (Railway Track and Structures, January 20)
A winter storm forced Metro-North to suspend all service after 9 PM on Monday, January 26 in order to avoid
the prospect of stranding passengers aboard trains that
could become disabled in the blizzard conditions forecasted. The last trains departed their originating stations
around 9 PM. Metro-North resumed service on the Hudson and Harlem Lines at 11 AM and on the New Haven
Line at 1 PM on Tuesday, January 27. (MTA MetroNorth website, January 26-27)
Train #953, the 5:19 PM to Wassaic, derailed its P-32AC-DM locomotive and the first two coaches as it was
departing Track 18 in Grand Central Terminal on
Wednesday, January 28. No injuries were reported and
all 800 passengers were escorted from the train’s rear
four cars, which were still adjacent to the platform. However, the derailed train blocked nine platform tracks,
trapping numerous sets of equipment, resulting in major
delays to many evening peak period trains. 24 hours
later, all of the “trapped” equipment had been moved,
enabling them to be returned to service while the derailed train was being investigated for the cause of the
derailment. To add insult to injury, another train derailed
as it was entering the yard at North White Plains just
three hours after this incident. (Westchester Journal
News, January 29)
An ice storm on February 2 caused an evening rush
hour train on the New Haven Line to stall on the express track near the Pelham station. Issues with the
pantographs not being able to be raised properly to
draw power from the overhead lines resulted in the
stranded passengers having to endure their ordeal without lights or heat. It took over 2 hours for the railroad to
rescue the passengers by lining up a train on an adjacent track and transferring them over on evacuation
ramps. (CBS News, February 2)
One of the findings of the National Transportation
Safety Board (NTSB) investigation into the derailment
and subsequent collision of two trainsets of new M-8
class EMU cars is that the eight “Grade 5” bolts that
secure each wheel truck to the car body may not be
strong enough to insure that the truck remains attached
to the car body. It recommended that they be replaced
by “Grade 8” bolts to prevent such separations in any
future wreck. That translates into 6,000 bolts that could
need to be replaced. Metro-North has taken a position
that the existing bolts meet FRA guidelines and standards. No discussions on any decision to replace these
bolts have been undertaken, nor has any agreement
been reached on assigning any sort of blame or fault,
as well as the cost of replacing the bolts. (Hartford
Courant, February 2)
An errant Mercedes SUV found itself trapped on the

(Continued from page 8)

have a main street with shops and residential housing,
albeit one block in the opposite direction of the station’s
parking lot, a factor that discourages patronage by commuters alighting from the trains in the evening rush
hour. Clarkstown cites the successful rebirth of the cities of White Plains and Rye following similar redevelopment around the train station as being valid toward their
argument in support of this proposal. (The Journal
News, January 16)
As a part of New York Governor Cuomo’s plan to improve the transportation infrastructure of the New York
City area, the state would contribute $250 million toward a new line that would connect Metro-North’s New
Haven Line with Penn Station as part of the nearly $1
billion Penn Access Project. Four new stations would be
constructed at Co-op City, Morris Park, Parkchester,
and Hunts Point. Morris Park has some of the highest
concentrations of medical research facilities in the region and the line could provide a transportation option
for up to 39,000 local residents. MTA expects the environmental and federal level reviews to be completed by
2017. (Office of the Governor of New York, January 21)
In 2015, Metro-North will focus on aggressive track
improvement projects to address several longstanding
issues that have been the primary cause of poor track
conditions and delays for trains. Areas with poor drainage and/or fouled ballast along with the replacement of
worn or decayed railroad ties on the tracks will be addressed this year. Eight miles of continuous welded rail
(CWR), eight grade crossings in Connecticut, and the
installation of channels and fiberglass brackets to support new aluminum third rail are also planned. In 2014,
the railroad pointed to its accomplishments in improving
track infrastructure, such as the replacement of 42,500
ties, 83 miles of track resurfaced, 24 new switches/
crossovers installed, 7,000 feet of CWR for six curves
on the Hudson line, and 4,700 feet of CWR for three
curves on the New Haven line. Three highway grade
crossings at Chippewa Road and Pleasant Ridge Road
on the Harlem Line and Manitou Road on the Hudson
line were renewed, steel repairs were made to four under grade bridges, and the timber decks were replaced
on nine bridges. The moveable bridges at WALK Bridge
in South Norwalk, Connecticut (swing span) and DEVON Bridge in Milford, Connecticut (draw span) as well
as the Harlem River Lift Bridge (center section lift) had
their timber ties, mitre rails located at the moveable
joints, and CWR along the spans replaced. While Metro-North posted a 91.5 on-time performance for the
year 2014, 2015 goals are set at 93% for AM and PM
peak trains and 92% for off-peak and weekend trains,
reflective of the fact that most track maintenance would
be performed during those periods. Fleet performance
goals for 2015 will be boosted from 2014’s 160,000
miles to 185,000 miles between road failures. MetroNorth carried 84.7 million riders in 2014, a new high,
exceeding its previous record of 83.6 million in 2008

(Continued on page 10)
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two-track main line of the Harlem Line as the crossing
gates came down on top of it around 6:30 PM on Tuesday, February 3. Rather than back up and get clear of
the tracks, the driver, after getting out of her car to inspect it for damage from the gate arm that had come
down on it, decided to get back in and drive it forward to
get clear of the gate and probably avoid any more damage to her car. She did not comprehend the fact that
Train #659, the 5:44 PM non-stop express from Grand
Central Terminal to Chappaqua and destined for Southeast, was heading northward on Track 2. Seconds later,
she was struck by the train and the wreckage shoved
almost 8 carlengths down the track. Subsequent to the
impact, there was an explosion and fireball from the fuel
tank of the smashed SUV and the interior of the first car
of the train (M-7A 4333) was set on fire by a combination of gasoline from the SUV’s fuel tank as well as
around 400 feet of third rail that was dislodged by the
wreckage of the SUV and bent upward to pierce the
floor of the lead car of the train near the location of the
first door vestibule on the left side of the car. The third
rail was literally fed into the lead car, scattering about
inside of the car as it ground to a halt. The rail had broken apart into 39-foot sections, with one piece puncturing through the rear of the lead car into the second car.
This puncturing is what probably allowed the flaming
fuel from the SUV to get inside of the lead car and start
(as well as fuel) the raging inferno that incinerated the
mid-section of the car. Five passengers and the SUV
driver were killed and 15 other passengers seriously
injured.
Subsequent NTSB press conferences in the weeks
following this tragedy revealed that Train #659 was traveling at 58 mph, 2 mph under the 60 mph speed limit of
that section of the line, and that the Engineer was able
to reduce the train’s impact speed with the SUV to 49
mph by putting the brakes in emergency about 300 feet
ahead of the crossing after spotting the errant car fouling the tracks and then incredibly, pulling forward, farther into the direct path of the train.
The Engineer was hailed as a hero who personally led
nearly a half-dozen riders to safety out the side door on
the right-front of the train before being nearly overcome
by the smoke. The Conductor performed admirably as
well, making public address announcements to prevent
panic amongst passengers and checking on the status
of everyone aboard as he went through the rear 6 cars
of the 8-car train and directed them rearward to the last
car of the train, which, by chance, had stopped right at
the Commerce Street grade crossing, where they were
ushered off the train on emergency ladders. Upon arriving into the third car, emergency responders instructed
him to leave the train as they were handling the evacuation of the first three cars.
New York and Connecticut Senators are now calling
for a thorough investigation into this tragedy and the
implementation of measures to prevent this from hap10

pening again. Train service was suspended between
North White Plains and Pleasantville from the time of
this grade crossing collision through Wednesday evening while the National Transportation Safety Board conducted its investigation. Peak period train services were
restored Thursday morning with some delays, operating
on a modified schedule to allow for slow speed operations past the accident site. Normal service was restored for Friday, February 5. (New York Daily News,
New York Post, New York Times, CBS News, February 5, 6, and 7; The New York Times, February 23)
NJ Transit
NJT expanded its Quiet Car Commute service to all
weekday trains between 6 AM and 8 PM based upon
the time of their departure from originating terminal. The
quiet car will be the first and last open cars on Northeast Corridor, North Jersey Coast, and Raritan Valley
Line trains. On the Hoboken district, covering the Morris
& Essex, Montclair-Boonton, Main/Bergen County, Port
Jervis, and Pascack Valley Lines, the quiet car will be
the open car closest to the Hoboken end of the train. A
similar logic applies to Atlantic City line trains, the quiet
car being the open car closest to Atlantic City end of the
train. For Bay Head shuttles, the first open car of the
train will be the quiet car, regardless of direction. (NJ
Transit, January 15)
NJT’s Hudson Bergen Light Rail (HBLRT) was forced
to suspend operations just before 1 PM Monday, February 2 due to ice build-ups on the catenary. Limited substitute bus service was provided but resulted in major
delays to commuters. Service was restored the next
day. (The Jersey Journal, February 2)
Amtrak
Indiana State Representative Randy Truitt filed Indiana House Bill 1217, providing $3 million annually to
enable the state to contract with Amtrak to operate the
Hoosier State train between Indianapolis and Chicago.
This funding is a temporary measure until a more permanent solution can be agreed upon. This was to enable the service to continue beyond the January 31 expiration date of the contract with Amtrak. (Lafayette Journal and Courier, January 14)
In response to the severe weather forecast for a winter storm on January 26, Amtrak suspended service
between New York Penn Station and Boston on the
Northeast Corridor (NEC) and Albany on the Empire
Corridor during the storm. Limited service was resumed
the following afternoon. The Boston section of the Lake
Shore Limited was suspended as were the Vermonter,
Downeaster and the New Haven-Springfield services.
Northeast Corridor train schedules between New York
City and Washington D.C. and Keystone service to Harrisburg were modified to a reduced frequency for the
two-day duration of the storm. Boston-New York City
services were restored on Wednesday, January 28, the
day after the storm slammed New England with up to
32 inches of snow. (Providence Journal, January 27)
Miscellaneous
Member Randy Glucksman has forwarded a website
(Continued on page 11)
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that tracks the real-time movement of all trains on the
subways and commuter rail lines along the east coast:
http://tracker.geops.ch/?z=11&s=1&x=8236398.3443&y=5017108.9652&l=transport. It is interesting to watch trains move along their routes in real
time simultaneously in the New York City metropolitan
area, Boston, Philadelphia, and Washington D.C., just
by sliding one’s computer mouse up and down to the
northeastern coastal cities. Click on any circular dot representing a train to get its destination and therefore its
direction of travel. If one zooms in enough on New York
City, some local bus routes have moving dots moving
along them representing vehicles that must be reporting
on their GPS driven transit system’s tracking systems
that provide information on “next bus” displays at many
street side bus shelters. (Editor’s Note by Ron Yee: This
system is based upon scheduled services, based upon the
timetables available from each transit provider. It does not
reflect the location of the actual transit vehicle or train. This
was verified during the storm Juno of January 26-27. During
the total shutdown, trains and buses were seen moving about
New York City as if there were no storm. This tracker closely
resembles Metro-North Railroad’s “VTTS-Train Tracker”
that was for employee use. It displayed all Metro-North passenger and deadhead trains as well as every Amtrak train
currently operating on Metro-North tracks. On that system,
each dot was color-coded: green for Hudson, blue for Harlem, and red for New Haven, with yellow dots for deadhead
trains and purple dots for Amtrak trains. An arrow indicated
direction of travel and the train number was listed adjacent to
each dot. If the train was over 5 minutes 59 seconds behind
schedule at that location, it was considered late at that location and its dot “pulsed” with concentric circles, highlighting
its “late” status. The system was fed with the same real-time
data supplied from the Metro-North Operations Control Center’s Dispatcher’s screens.) (Jack May, Ron Yee, January
25)
The Obama administration included $478 billion for
investment into repairing the crumbling infrastructure of
the nation in its proposed fiscal 2016 budget. Revenues
from the gasoline tax have been declining in recent
years as automobiles have become far more efficient
and require less fuel. While its funds would still fall far
short of the nation’s actual needs, an important aspect
overlooked by many thus far is the wording of this budget proposal, the Transportation Trust Fund, not the
Highway Trust Fund, a nod toward the need for multimodal approach to America’s transportation needs. It is
hoped that if this proposal does come to pass, transit
will receive some of the funding rather than it going almost exclusively to the roadway and highway projects.
This proposal could boost federal spending well above
the current levels. (The Washington Post, February 2)
Other Transit Systems
Boston, Massachusetts
During January, just four of the 40 Motive Power HSP46 locomotives ordered by MBTA for $222 million were
11

in service. Most of the units already delivered have
been sidelined by an issue with the traction motor bearings, which may be prone to premature failure. Warranty
work is currently being performed under contract by
Norfolk Southern shops at Altoona, Pennsylvania and at
the nearby maintenance facilities of the Providence &
Worcester short line. As of mid-January, only eight units
have been put through the warranty-related work, at no
charge to MBTA, which still expects all 40 units to be in
service by the end of 2015. However, four of these eight
“repaired” units have been sidelined for other maintenance-related issues, leaving just four units in service.
MBTA has been assessing penalties to Keolis, the contract operator for its commuter rail services, for poor ontime performance, which has hovered around 98.8%, a
very slight improvement over the same period one year
earlier. The penalties issued to Keolis are itemized, a
minimum of $250 for peak trains that are late and $500
for every late peak period train to a maximum monthly
fine of $434,425 As of January 23, it has been fined a
total of $2.4 million in its seven months of operating
Boston’s commuter trains. Half were for late trains in
October, November, and December, 2014 and the other
half of the fines were for issues regarding cleanliness,
staffing, and fare collection. In return, Keolis has cited
the high failure rate for its older locomotives and the
inability of the new units to assume the reins as the primary cause for half of all recorded late or cancelled
trains. The HSP-46 utilizes a prime mover, a.c. traction
systems, head-end power equipment, and computer
systems from General Electric with Motive Power being
the source of the braking, air, and cooling systems. (The
Boston Globe, January 21 and 23)
Boston’s rail transportation network suffered service
meltdowns following a blizzard that laid down up to 32
inches of wind-driven snow on January 26-27 and by a
winter storm on February 3, 2015. Despite efforts by
Boston’s Mayor to encourage people to use mass transit in an attempt to reduce vehicular traffic on snow and
ice-clogged streets of Boston, MBTA rail transit services
were unable to meet the increased ridership demands.
Equipment broke down from the effects of sustained
operation over rails that were covered in heavy snow
and ice accumulations that coated vital electrical components and disabled the trains. After two weeks, many
services had still not been fully restored on a reliable
basis. Red Line services on the Ashmont Branch were
“bustituted” between JFK/UMass and Ashmont, as was
Orange Line service between Oak Grove and Sullivan
as snow removal operations continued on those lines.
At one point, around 40% of the aging car fleet of the
Orange and Red Lines were out of service from traction
motor issues brought on by the heavy accumulations of
snow and ice. MTA New York City Subway loaned out
two of its jet blower snow clearing machines to MBTA to
assist in the recovery efforts. (MBTA website, Boston
Globe, February 4 and 7)
In the wake of the poor performance described above,
Keolis, operator of MBTA’s commuter routes, has re(Continued on page 12)
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placed the General Manager of its Boston operation,
Thomas Mulligan, with his deputy, Gerald Francis.
MBTA General Manager Beverly Scott announced her
resignation on February 11. Frank DePaola will take
over as Interim General Manager; Dr. Scott will stay on
until April to aid in the transition. (Boston Globe via Todd
Glickman, February 25)
Philadelphia, Pennsylvania
PATCO is working toward the goal of fare compatibility
with SEPTA subways and buses when the latter inaugurates its “smart card” fare system known as the Key
card. If the negotiations over the billing and accounting
functions are successful, PATCO’s “Freedom” card
would be valid on SEPTA subways and buses once the
customer registers it with SEPTA. However, SEPTA’s
Key cards will not be valid for use on PATCO’s fare
gates. Part of the ongoing talks between SEPTA and
PATCO may involve reciprocity for Key card holders as
PATCO’s turnstiles, built by Cubic, were once fitted with
a feature that are now capable of accepting contactless
cards. The Key card will be inaugurated this year on
SEPTA’s buses, trolleys, and subways, but not until
sometime in 2016 for SEPTA Regional Rail.
(Philadelphia Inquirer, January 21)
Acceptance of PATCO’s overhauled fleet has been
delayed again. This time, the culprit is communication
between the signal system and the cars. The first eight
cars were to have been put into service in February, but
this did not happen. Alstom is rebuilding the cars under
a $194 million contract signed in 2010. Eighteen cars
are now at the factory, of which six are near completion.
When they are delivered, six cars will be sent from
PATCO to Alstom for rebuilding. Cars are expected to
be rebuilt at the rate of four a month, meaning that the
120-car project will not be completed until at least 2017.
(philly.com via Pete Donner, February 24)
Baltimore, Maryland
Most MARC commuter trains are subject to 10-15minute delays between January 16 and March 12 as
Amtrak replaces an eight-mile section of the southbound track between Bowie and Odenton, Maryland on
the Penn Line, which operates over the tracks of the
Northeast Corridor (NEC). All Amtrak and MARC trains
will be forced to use the two remaining tracks, causing
congestion that will vary by time of day based upon train
traffic levels. E.g.: the three earliest southbound trains
on the Penn Line would not experience delays as there
is very little opposing traffic. However, after 7 AM, with a
higher volume of northbound rail traffic, southward
trains will be held at Odenton to allow Amtrak expresses
to pass. In the evening, typical delays would include the
holding of Trains #426 and #642 at Bowie State to permit Amtrak expresses to pass and operate ahead of the
commuter locals. (The Baltimore Sun, January 8)
Washington, D.C.
Following a fatal fire on the Yellow Line just outside of
the L’Enfant Plaza station on January 12, Washington

Metro has stepped up the pace at which third rail feeder
cables in its tunnels are being replaced. The arcing
feeder cables that burned were slated for replacement
in a program that was to be completed in 2023. A program is currently underway to replace the older feeder
cables that emit toxic gases and smoke if ignited with
cables that are designed to emit lower amounts of
smoke that are not as toxic. This and a program to replace 126 miles of third rail are slated for completion by
2023. (The Washington Post, January 31)
Detroit, Michigan
A spokesman for Detroit's public-private partnership
M-1 Rail project, now under construction, told a community group on January 29 that the project would be open
for passenger service some time next year.
Sommer Woods, M-1 Director of External Affairs,
made the pledge at the second of six community meetings scheduled the Garden Theater in the city's midtown
neighborhood, according to local media.
Construction along Woodward Avenue is expected to
intensify as 2015 progresses, but project representatives vowed to ease any inconvenience to local business.
Last October Railway Age reported M-1 Rail awarded
a $30 million contract to Prague, Czech Republicbased Inekon Group for six vehicles, which was subsequently affirmed by M-1 as winter approached.
Last July Alameda, California-based Stacy and Witbeck, Incorporated was named construction manager
and general contractor for the 3.3-mile, $140 million
project. (Railway Age, January 30)
New Orleans, Louisiana
New Orleans Regional Transit Authority officials,
Mayor Mitchell J. Landrieu, and City Councilmembers
gathered in late January to officially kick off the construction on the 1.6-mile North Rampart Street/St.
Claude Avenue Streetcar Project. The new line will connect the French Quarter to Canal Street and Loyola
Avenue. The historic system dates as far back as 1835,
with electrification in 1893. Mayor Landrieu was quoted
as saying that the system is both “the envy of the world
and an enduring icon for our city.” More than 70,000
residents live in the historic, medium-density neighborhoods adjacent to the French Quarter. Much of the
housing in these areas is considered affordable, and
residents who live in those neighborhoods often are
cultural workers who work in the arts and/or hospitality
industries in venues located in the French Quarter and
the Central Business District. In addition to track installation on the inside lane on both sides of the street, the
project includes underground utility upgrades/relocation,
asphalt and concrete restoration/replacement, installation of historically-accurate street lights, traction power,
and overhead electric cable system, traffic signalization
upgrades, six covered shelter stops, and new landscaping. A dedicated bike lane will be marked on the lake
side of the street. The vehicles that will run on the line
will come from the roster that currently operates along
the Loyola and Canal Street Lines. The locally-built
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streetcars, replicas of the historic cars that roll on the
St. Charles Line, are air-conditioned and in compliance
with the Americans with Disabilities Act. The streetcar
project is scheduled for the later half of 2016. (Trains
via Al Holtz, February 5; NORTA press release, January
28)
Milwaukee, Wisconsin
The Downtown Milwaukee streetcar project is moving
forward. The Milwaukee Common Council on February
10 approved the controversial $124 million streetcar
project that will connect Downtown Milwaukee and the
Lower East Side.
Mayor Tom Barrett signed a resolution that clears the
way for a downtown streetcar. This, as those opposed
to the project say they will still collect signatures in their
ongoing petition drive to bring the issue to a referendum.
The Common Council approved the project in a 9-6
vote, upholding a vote in January to approve the streetcar. A final vote had been delayed in order to give opponents more time to collect petition signatures. The petition drive continues, and those opposed to the nearly
$124 million project say it is an entirely bitter defeat, in
large part because there was no referendum.
Supporters of the project are now looking beyond the
initial 2.5-mile downtown route. The proposed extensions would take the streetcar to UW-Milwaukee, Marquette University, Bronzeville, and Walker’s Point. However, The group organizing a petition drive against the
streetcars, Citizens for Responsible Government, states
that it has many signatures required to force a referendum. It says if it is too late to force a referendum on the
initial streetcar construction, it at least wants a referendum on any future expansion.
Groundbreaking is expected to occur by the end of
2015, with streetcars in operation by the end of 2018.
(Trains via Al Holtz, February 10; fox6now.com, February 10)
Chicago, Illinois
On February 9, a ceremony was held to mark the
opening of the Cermak-McCormick Place station on the
Green Line. The new station fills a 2.5-mile gap between the Roosevelt and 35th/IIT stations that has existed since 1977, when the Cermak station was demolished. In addition, it will serve the McCormick Place
convention center, which is two blocks away.
(transitchicago.com via Bob Hansen, February 9)
On February 13, Metra’s Board approved a $91 million contract to rebuild 41 locomotives to “like new” condition. Progress Rail Services of Paterson, New Jersey
will rebuild the locomotives, part of a fleet of 85 to be
rebuilt. Metra also plans to buy 52 new locomotives and
replace or rehabilitate 810 railcars under a 10-year,
$2.4 billion program. (chicago.suntimes.com via Pete
Donner, February 13)
Minnesota
The Minnesota Department of Transportation, in coop13

eration with the Federal Railroad Administration and the
Olmsted County Regional Railroad Authority, released
the Final Scoping Decision document on the ZipRail, a
plan for high-speed passenger rail service between the
Twin Cities and Rochester.
The ZipRail study area covers approximately a 100mile corridor between Rochester and the Twin Cities,
which includes Dakota, Dodge, Goodhue, Hennepin,
Olmsted, Ramsey, and Rice Counties and various end
points in the Twin Cities and Rochester. There is no
continuous existing railroad connection between the
Twin Cities and Rochester, so many of the potential corridors would create new transportation routes. (RT&S,
January 21)
Texas
A project to bring commuter rail line service to South
Texas gained speed on January 20.
The Lone Star Rail Line held its first public meeting in
San Antonio to grow momentum for a project that could
cut traffic on Interstate 35.
The idea is instead of having to drive to Austin, commuters would be able to hop onto a train.
The UTSA Downtown Campus is a proposed Lone
Star Rail station site. Students like the idea of being
able to get on a train after class and be in Austin in a
little more than an hour.
Lone Star's proposal includes 32 commuter trains a
day, every day of the week from San Antonio to
Georgetown, just north of Austin. The trains would make
stops at every major town and city along the route.
Riders would also have the option of a 75-minute express service from Downtown San Antonio to Downtown Austin, with stops only in New Braunfels and San
Marcos.
As more people move to south and central Texas, the
fallout spills on to I-35, from massive traffic jams to car
crashes. Lone Star said its service would take people
off the roads and onto trains.
Downtown homeowners liked Lone Star's pitch to
move freight train traffic out of their backyards. To make
space for the commuter rail, freight traffic would be
shifted to less populated areas, further from downtown.
The Rail District says the project could serve around
300,000 students and faculty due to the amount of universities along the proposed route. The project would
cost around $1.7 billion, but funding still has to be sorted out and could come from several sources, including
federal, state, local, and private funds. If approved, construction could begin within five years. (KENS-TV, January 20)
Portland, Oregon
For the first time, Oregon's TriMet operated an electrified MAX test train on the northern segment of the new
Portland-Milwaukie Light Rail Transit Project alignment,
including Tilikum Crossing, Bridge of the People, on
Wednesday, January 21. A powered Portland Streetcar
train also traveled across the bridge during the systems
test.
TriMet said the successful test along the future MAX
(Continued on page 14)
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Orange Line verified the interface with the track, the
overhead catenary system that supplies power to the
vehicles and signals. The first test trains traveled at
walking speed.
The 7.3-mile project is the region's sixth MAX construction project and will improve transit in this corridor,
which extends from the terminus of the MAX Green and
Yellow Lines at Portland State University in Downtown
Portland to South Waterfront, Southeast Portland, Milwaukie, and North Clackamas County. The line will
have 10 stations and a multi-modal bridge that will carry
light rail and streetcar trains, buses, bicyclists, and pedestrians. The project expands the MAX system to 60
miles and 97 stations. (RT&S via Randy Glucksman,
January 21)
San Francisco, California
The process of electrifying the Caltrain commuter line
linking San Francisco with San Jose took an important
step forward when the Peninsula Corridor Joint Powers
Board certified the final environmental impact statement
and approved the planned electrification of the line. This
$1.5 billion project will involve the purchase of new
electric multiple unit (EMU) cars, catenary, traction power support infrastructure that will minimally affect the
right-of-way in terms of trees that would have to be removed, and an upgraded signal system with positive
train control (PTC). This upgrade will enable the line to
accommodate the projected increases in ridership and
remove up to 600,000 private vehicles from the region’s
roadway network. It is expected that electric trains will
begin operating on the line by Spring, 2021.(Caltrain,
January 8)
The San Francisco Municipal Transportation Agency
(SFMTA), also known as MUNI, exercised the first of
two options for 40 additional S-200-SF light rail vehicles
(LRVs) from Siemens at a cost of $210 million. This is in
addition to a $648 million order for 175 LRVs ordered in
2014. There is a second option for an additional 45
cars, if MUNI chooses to exercise it, bringing the total
fleet acquisition to 260 LRVs. The S-200-SF car body
will meet the latest standards in crashworthiness and
Operator safety and protection and be 75 feet in length,
104.32 inches in width, 11 feet 6 inches in height, weigh
78,770 pounds, have 60 seats and 83 “standing pads”
to lean against, and accommodate a maximum of 203
passengers. The cars will be powered by four 174 HP
a.c. traction motors with a maximum speed of 55 mph
(limited to 50 mph in passenger service) with 3 mph/s
acceleration and deceleration rates using electrodynamic service braking to zero mph to reduce brake pad
wear. The emergency braking will be hydraulic for fastest response and decelerate the cars at up to 5.0 mph/
s. A high-floor (34 inches above rail head) vehicle for
the MUNI Metro with its high level platforms, the S-200SF model will also incorporate many features of its
standard low-floor design for the portions of its system
with low-level platforms and areas where the cars will
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operate in the streets. MUNI expects the first S-200-SF
to be operational by the end of 2016. A survey sampling
8,755 customers from all sectors of the light rail system
was conducted in English, Spanish, and Chinese to assist in the selection of the exterior and interior design
and aesthetic appearance. A majority of passengers
selected the longitudinal inward-facing seating arrangement to ease passenger flow and wider aisles to better
accommodate standees, faster loading and unloading,
and provide maximum accessibility for the physically
challenged. Customers who rode the greatest distances
to the outer ends of the system were the only ones who
expressed a preference for transverse seating. The color scheme for the interiors was evenly split for the
choices of standard, black, or red. MUNI will make a
final choice in the coming months. (SFMTA, December
1, 2014)
Los Angeles, California
Metrolink observed the tenth anniversary of a fatal
crash that involved three trains at Glendale, California
on January 26, 2005. An early morning rush hour train
operating cab coach forward with the locomotive pushing from the rear had struck a large SUV that had been
placed on the tracks in a failed suicide attempt. It derailed and slammed into a Union Pacific freight on an
adjacent track and the wreckage was then struck by
another Metrolink train traveling in the opposite direction. 11 people were killed and 180 were injured. Two
years later, a head-on crash at Chatsworth between a
Metrolink train and a Union Pacific freight train killed 25
and injured 125 people and was attributed to the Metrolink Engineer who was texting on his cell phone and
missed a stop signal where the route entered a section
of single track. In the years subsequent to these tragedies, numerous safety initiatives were taken and are
now nearing completion, including inward facing cameras in locomotive cabs to better assure rules compliance
for Engineers and a new car fleet of crashworthy passenger coaches (“the Guardian Fleet”) designed to better manage the energies of a collision. The initial cars
delivered by Hyundai-Rotem of Korea were the sloped
nosed cab coaches with reinforced ends to better withstand and manage the energies of a crash. Metrolink
received enough cab cars to enable it to ban the use of
the older Bombardier double-deck cab coaches from
leading a train in the push mode. 137 Rotem cars have
been delivered to Metrolink, replacing all but 57 of the
older Bombardier-built cars dating back to Metrolink’s
inception. The goal is to replace the entire car fleet to
enhance safety. A $210 million Positive Train Control
(PTC) system is to be activated system-wide by Spring,
2015, well ahead of the nationwide federal mandate,
with automatic train stop systems to protect against
train overspeed at 49 speed-sensitive locations as well
as sealed corridors to deter people from crossing the
tracks. From a commuter rail operation that had accounted for ⅔ of all fatalities on passenger rail in a sixyear study period, Metrolink has come a long way toward addressing these vital safety issues and considers
(Continued on page 15)
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itself the safest system in the nation. (Metro, January
30)
At 5:43 AM on Tuesday, February 24, a Los Angelesbound Metrolink train derailed after hitting a truck in
Oxnard. 28 people, including the truck driver, had to be
hospitalized. The train had 51 people, including three
crewmembers. The truck driver, who fled but was found
dazed more than a mile from the scene, was charged
with felony hit and run. Three of the cars were part of
the “Guardian Fleet” described in the previous paragraph. (Los Angeles Daily News, February 24)
The first of 20 EMD F-125 “Spirit” tier 4 emissions
compliant locomotives ordered by Metrolink in December, 2012 is now being built at the Progress Rail plant in
Muncie, Indiana. Deliveries are scheduled to start by
the end of 2015 with all units delivered by 2017. EMD is
a subsidiary of Progress Rail Services, which is owned
by Caterpillar Industries, and the F-125 will be the first
passenger service locomotive to be built by EMD since
the F-59-PHI was first produced 20 years ago. The F125 is 69 feet long, 14 feet 7 inches tall (3 inches taller
than Amtrak’s P-42-DC), weighs 280,000 pounds, has a
maximum speed of 125 mph, and produces 4700
horsepower with 3200 available for propulsion when
providing head-end power for passenger coaches. The
prime mover is not the standard two-stroke diesel engine that has been the staple of almost all EMD locomotives, but will be a 20-cylinder Caterpillar C-175 high
speed, four-stroke diesel engine. (Editor’s Note by Ron
Yee: This locomotive will sound more like the chugging of a
General Electric (GE) locomotive, not the shrill whine of an
EMD. With the four-stroke engine, the same principle as used
for GE’s Genesis locomotives of Amtrak, VIA, and MetroNorth, I do hope that these units will be able to accelerate
fast enough for commuter service. The P-42-DC and P-32AC-DMs are not known amongst locomotive Engineers for
having great acceleration rates.) (Al Holtz, Wikpedia, January 30)
Santa Ana, California
The Santa Ana City Council has approved an environmental impact report for a proposed streetcar in the cities of Santa Ana and Garden Grove. The approval now
sets the stage for the Orange County Transportation
Authority to take the lead on project implementation.
The streetcar would operate from the Santa Ana Regional Transportation Center along 4th Street and Santa
Ana Boulevard through Downtown Santa Ana and the
Civic Center. The route would continue along former
Pacific Electric right-of-way and connect to a new multimodal transit hub at Harbor Boulevard and Westminster
Avenue in Garden Grove. The planned streetcar route
is just over four miles and would have 12 stations. It is
expected that by 2035, the line would carry more than
6,000 riders a day. Initial estimates put the cost of the
project at $250 million. It would be jointly funded, with
local, state, and federal dollars being pursued. With the
certification of the project environmental report by the
15

City Council, the Authority will continue developing the
streetcar project. It is expected the project will move
into the design phase later this year with construction
expected to begin in 2017. On the current schedule, the
streetcar would begin operating in 2019. (Trains via Al
Holtz and Ron Yee, January 26)
San Diego, California
With the recent full retirement of the original U-2 class
trolley cars, the San Diego Metropolitan Transit System
(MTS) introduced the first of 28 low-floor light rail vehicles (LRV) on its Blue Line on Tuesday, January 27.
This line, MTS’s original route, connects downtown San
Diego with San Ysidro, a town along the Mexican border. Part of a 76-car fleet recently delivered from Siemens, these cars will provide accessibility to those who
are physically challenged, with car floors closely
matched to the level of the station platforms as well as
on-board integrated access ramps that will eliminate the
delays associated with the wheelchair lifts currently in
use. (Metro, January 30)
Toronto, Ontario, Canada
The Toronto Transit Commission (TTC) has adjusted
its timetable to implement its fare-card system, accelerating its completion date and now including its existing
streetcar fleet in the mix.
TTC originally planned to phase in its Presto use as
new Bombardier streetcars arrived on the property; delivery of the new fleet has fallen behind schedule. Presto is an operating division of Metrolinx, which
oversees public transportation in the Greater Toronto
and Hamilton Area, including GO Transit.
The Commission now plans to have Presto available
on all active rolling stock by the end of this year, and on
all public transit (subways and buses) by the end of
2016, one year ahead of its original schedule, and
phasing out existing use of tokens. TTC began accepting credit and debit cards for fares on New Year's Day
(Railway Age, January 21)
Ottawa, Ontario, Canada
A mock-up of the forthcoming Alstom Citadis Spirit
low-floor LRV for Ottawa's Confederation Line was unveiled Thursday afternoon, January 29 by Ottawa
Mayor Jim Watson, Member of Parliament for OttawaOrléans Royal Galipeau, and Ontario's provincial
transport minister, Steven Del Duca.
The mock-up will be on public display in the Aberdeen
Pavillion at Lansdowne Park until the end of March.
Alstom is a member of Rideau Transit Group, the consortium led by ACS Infrastructure Canada, which was
awarded a contract worth C$2.1 billion (US$1.7 billion)
in late 2012 to design, build, finance, and maintain the
east-west line from Blair to Tunney's Pasture. Alstom
will supply 34 LRVs for the 7.8-mile line and will be responsible for maintaining the fleet for the duration of the
30-year concession.
The four-section vehicles will be designed to operate
in multiple units; each LRV will accommodate up to 300
passengers. Final assembly will be carried out at Alstom's plant in the city.
(Continued on page 16)
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Ottawa is the first customer for the Citadis Spirit,
which has been developed specifically for the North
American market.
The Confederation Line is scheduled to open in 2018
and service will operate at minimum headways of 1 minute 45 seconds with an end-to-end journey time of 24
minutes. This will provide a capacity of 10,700 passengers per hour per direction, which could increase to
18,000 passengers per hour per direction by 2031 if an
option for 21 additional LRVs is exercised. (Railway
Age, January 30)
France
On behalf of Île-de-France transport authority STIF
and Société du Grand Paris, on January 30 Paris public
transport operator RATP awarded Alstom a 15-year
framework contract potentially worth more than €2 billion for the supply up to 217 MP-14 rubber-tired metro
trainsets.
An initial firm order worth around €500 million covers
35 eight-car trains for Line 14. This is expected to be
followed by a second order for up to 37 trains to support
planned extensions of the line. Further options would
cover trains for lines 1, 4, 6, and 11 and the Grand Paris
program, which groups lines 15 to 18.
Alstom said the MP-14 would offer “an unprecedented
level of comfort,” with ergonomic seating, LED lighting,
rapid boarding and alighting, and CCTV and on-board
information systems including inductive loops for the
hard of hearing. Regenerative braking is expect to reduce energy consumption by up to 20% and air pollution from brake pads. A unique aspect of the new cars is
that much of the French rail industry will be involved in
the development of them. (Railway Age, January 30)
Germany
Rhine-Ruhr Transport Authority (VRR) announced on
February 10 that it has selected Siemens as preferred
bidder for a contract to supply 82 EMUs for the RhineRuhr Express (RRX) network and maintain the fleet for
30 years.
The deal is still subject to approval by the four tendering authorities, VRR, Rhineland Local Transport (NVR),
Westphalia-Lippe Local Transport (NVR), North Rhineland Palatinate Regional Rail Transport (ZSPNV-Nord),
and North Hessen Transport (NVV). A decision is due to
be made by March 26.
VRR says Siemens made a better economic offer than
its two competitors in the tender, Stadler and a consortium of Alstom and Škoda. The total value of the order is
estimated to be around €900 million.
The 160km/h four-car trains will be based on Siemens'
Desiro High-Capacity (HC) product platform, which
combines single-deck driving cars with double-deck
intermediate vehicles. According to Siemens, a 105meter-long four-car Desiro HC set with two double-deck
cars will seat up to 420 passengers.
The first trains are due to enter service in time for the
launch of the RRX concession in December, 2018. Ac16

cording to the tender, 71 trains will be required to operate the full timetable, with the remaining sets covering
maintenance.
The five-line RRX network is intended to bring a consistently high-quality fast regional rail service to Germany's most densely-populated region, with trains running
at 15-minute intervals on the core Dortmund-Cologne
Line.
VRR says the transport authorities decided to procure
rolling stock directly, rather than through the operating
concessionaire, because this will result in lower lifecycle costs and a standardized fleet.
DB Regio opposed this structure and launched a legal
challenge against VRR, which was rejected by a court
in Münster last October. (International Railway Journal,
February 11)
Berlin Transport (BVG) unveiled the first of two prototype new-generation trains for the city's narrow profile
U-Bahn lines at the Olympia-Stadion station on February 3. The four-car type IK train was assembled at
Stadler Pankow's plant in nearby Velten, Brandenburg,
and delivered by road to BVG's Machandelweg depot at
the end of January. The second pre-series train will be
delivered within the next four weeks and the two prototypes will undergo three months of trials before entering
passenger service in May. The trains will be evaluated
in regular operation over a year and are expected to
cover around 120,000 kilometers during this phase.
If trials are successful, BVG will exercise an option
with Stadler Pankow for 34 production trains, which are
expected to enter service from 2017 onwards.
The type IKs are intended to replace the A3L71 fleet,
which dates back to 1972-3. Each 51.6-meter-long set
will accommodate 330 passengers and seat 80, with
full-width gangways and level boarding to aid accessibility.
The vehicles will be unusual in that they will feature a
slightly curved body shell. This so-called "ballooning"
will allow interior space to be optimized within the constraints of the narrow-profile tunnels. This provides a
maximum width of 2.4 meters, 10 centimeters wider
than
BVG's
existing
narrow-profile
vehicles.
(International Railway Journal, February 3)
Ethiopia
Celebrations on February 1 marked the official launch
of test running on the Addis Ababa light rail line, ahead
of the planned start of revenue services in May.
Attendees at the launch included the Prime Minster,
Deputy Prime Minister and Minister of Foreign Affairs
along with thousands of city residents. They were able
to ride on the 9-kilometer Kaliti-Meskel Square section
of the network, which will have two lines running 16.9
kilometers north-south from Menelik Square to Kaliti
and 17.4 kilometers east-west from Ayat to Tor Hailoch,
with a 2.7-kilometer shared section between Lideta and
Meskel Square.
Mayor Driba Kuma said the US$75 million project was
“a testimony of fruitful journey towards Ethiopian renaissance.” China Railway Eryuan Engineering Group be(Continued on page 17)
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gan construction in January, 2012 under a contract
signed in June, 2009. China’s Export-Import Bank provided loans to cover 85% of the US$475 million cost.
Huawei supplied telecommunication and fare collection equipment, while CNR Changchun has supplied 41
three-section 70% low-floor light rail vehicles. These are
designed to run in pairs at up to 70 kilometers per hour,
and have tinted windows and rubber components specified to resist premature aging from the effects of strong
sunlight at altitudes of 2, 400 meters.
Prime Minister Hailemariam Desalegn thanked the
city’s residents for their patience during the construction
of the line. He said that as well as solving transport
problems in the city and reducing carbon emissions,
knowledge and technology transfers involved would
enable the country to use its own human resources in
future rail projects. (Railway Age, February 2)
Israel
The A-1 high-speed rail link between Tel Aviv and Jerusalem moved one step forward on February 5, with
the announcement that Electra Bögl JV group has been
awarded the 755 million shekel (US$195 million) contract to design, build, and maintain the track and systems of the A-1's tunnels and bridges.
The new line will use slab track in tunnels and on
bridges for the first time in the railway's history. The tunnels on the new line have already been completed,
while the bridges and the new station in Jerusalem are
in the final stages of construction.
Work on the line should be completed by 2017, with
operations expected to start in 2018. (International Railway Journal, February 6)
Australia
The government of the Australian Capital Territory
(ACT) has announced that the option for an extension
to the Capital Metro light rail network from the Canberra
city center to the suburb of Russell will be included in
the upcoming request for proposals for the first stage of
the project. In its initial phase the extension is expected
to boost ridership by more than 30%, equivalent to an
extra 5,600 journeys per day.
The 3.2-kilemeter extension would provide four additional stops that would link the city with the defense facility at Russell, which employs around 8,000 people.
The extension from Alinga Street to Russell would run
via London Circuit and Constitution Avenue, where road
upgrading work currently underway is designed to be
"light rail-ready."
The ACT government has committed to a 12-kilometer
City-Gungahlin light rail line as the first stage of an integrated public transport network that will ultimately serve
all areas of the city.
A Light Rail Master Plan is currently being developed
to look at future stages of the light rail network and how
this will be integrated with other modes. (International
Railway Journal, February 9)
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And Now for a Bonus…
Ron Yee went to Florida in February, where he boarded the ship Explorer of the Seas for a cruise to Curacao, Bonaire, Aruba, and Royal Caribbean International's private resort area in Labadee, Haiti. Here are
some photos he took on his trip:

Double-deck tram with the ship Carnival Breeze behind it in Aruba.

Single-deck tram 1265 at the Water-Toren station in Aruba.

Sunrail MP-32-PH-Q 108 at terminal, DeBary, Florida.
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from February, 2015 issue)
The 14:10 arrived at Catania on time at 15:53 after a
60-mile journey from Messina along the attractive east
coast of Sicily. The push-pull train dawdled for most of
its way, averaging just under 40 mph. By then the sky
had turned to Kodachrome blue and so I congratulated
myself on my luck. I stowed my bag in the station’s left
luggage and hurriedly followed signs to the platform for
the Catania Metro, being directed through a long subway under the station’s tracks and platforms. I ended up
on a narrow platform serving a single track, with the
posted timetable indicating a service frequency of every
15 minutes. I bought a single ticket, valid for 90
minutes.
I had researched the Metro to some extent (see http://
www.urbanrail.net/eu/it/cat/catania.htm), and noted that
it is only 2½ miles long with six stations, four being underground. Further, it is electrified at 3,000 volts d.c.
and opened in 1999. The fleet consists of 4 Firema-built
M88 articulated MU cars, which take 10 minutes to travel from one end of the line to the other.
I was taken aback when an inbound train entered the
station, as it was totally covered with graffiti, and hardly
anyone was aboard, with no passengers (except me)
getting off or on. I made the 90-second trip to the end of
the line, Catania Port, where I saw two more trains,
each also totally swathed in ugly spray paint. Now three
of the four cars on the roster were accounted for, and I
would soon see the fourth, which was on the road to
maintain the 15-minute headway.
Without much hope, I rode to the other end, and saw
that once underground, the line expanded to double
track. And then I was surprised that the subway stations
were actually attractive, decorated with light blue tile,
and totally free of graffiti. However, the whole thing was
very eerie, as hardly any human beings were visible.
The station at the outer end of the line is located under
one of the terminals of the Circumetnea railway, a narrow-gauge diesel-operated line that circles the famous
Mount Etna volcano. I am told it is very scenic and
wished I had had the time to ride it. The 65-mile-long
line operates the standard-gauge Catania Metro, and I
guess I will have to stay in suspense about whether It
too is covered with graffiti. In retrospect I should have
ridden it for at least a few stations.
After returning to the railway station I walked through
the mostly-empty rail yards to the Metro track near the
portal for some photos, and almost immediately regretted exposing my film on the subject. I had thought that
the Messina light rail system was bad and uncared for,
but was totally amazed at how much worse Catania’s
metro is. I truly wasted an afternoon visiting this grim
operation.

Catania, by the way, has a population of about
300,000, making it Sicily’s second city, between Palermo and Messina in size. My train for Naples was not
due out until 22:52, and I would have plenty of time to
find dinner. I wandered through the area surrounding
the railway station, where a great deal of construction is
underway, and soon found the city’s bus terminal. It was
clear that the downtown section of Catania was somewhere else, and probably not served by the Metro, considering the line’s poor patronage.
I eventually settled on a restaurant, and it turned out
to be a good pick. I ordered a Pizza Margherita, and it
was incredibly delicious, just the right mixture of garlic,
basil, oregano, mozzarella, and tomato. This is not the
kind of pizza I usually find in the U.S., and it matched
the flavor we had encountered in the Naples area on
previous trips to Italy. The only downside was having to
deal with cigarette smoke. While there were No Smoking signs in the establishment, the restriction was pretty
much ignored, with even the lady behind the cash register taking some puffs. I suspected that I might have
done just as well at other restaurants, but maybe not. I
was very happy with the results of my random selection.
I got back to the station in plenty of time for my train,
which was originating in Siracusa, some 40 miles further down the line. I had bought an e-ticket via the Trenitalia internet site for a berth in a first class bedroom
aboard the train to Naples, which would be shared with
another male traveler (second class rooms have 3
bunks). The site is very user-friendly, if you do not count
the fact it is only in the Italian language. Thus I had to
use the Google translate function to figure out which
choice to select on certain screens while I was led
through the steps to buy my ticket. One for example
was gender (male, female, mixed — for families) to
make sure I was not getting into something I would not
appreciate.
I retrieved my bag early, as I could spend some of the
time before my train’s arrival reading. As time went on
the station began to fill up; there were plenty of travelers gathering for both the IC Notte overnight inter-city
train to Rome and its counterpart to Naples. Some two
hours after the Rome train had departed at 20:26, the
Naples train was announced and the crowd headed out
to the platform. It arrived at 22:49, and it was pretty
easy to find my car among the coaches, couchette cars,
and sleepers in the consist. Many of the boarding passengers were young men wearing the uniform of the
Italian army, and they boarded second class sleepers.
The train pulled out at 22:54 (22:54).
I related the number of my space to the porter, who
(Continued on page 19)
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the beds, and a basin with both hand and foot controls
for warm and cold water. Of course there also was a
ladder for access to the upper bunk. Two small rooms
with toilets were at one end of the corridor. Everything
was very clean and modern, and no doubt this was a
reason why the train was so well-patronized, even on a
Saturday night.
I read for a while and then easily fell asleep, but was
wakened about an hour and a half later by the switching
maneuvers to load the train onto the ferry between Sicily and the mainland. We rolled a tiny bit while underway,
but I fell asleep again before the train was reassembled
for the straight run to Naples. Prior to our arrival in that
city I was served a limited Continental breakfast of
juice, tea and a pastry, and my passport was returned.
We pulled into Napoli Centrale at 7:15 (7:18) and I
tipped the porter upon alighting.

(Continued from page 18)

was waiting at the door of the car. Once we were underway he soon came by to pick up my e-ticket, and also
asked for my passport, indicating he would return it before our arrival in Naples. He did not speak English, but
I made an educated guess at what “pasaporte” meant.
In response to my question, he also indicated that there
would be no other passenger sharing the room. I liked
that very much, as it allowed me to spread my belongings about.
The room was equipped with all of the accoutrements
found in an Amtrak Superliner Roomette and more, including paper slippers, napkins, bottled water, soap, a
cloth towel, a large mirror, heat and air-conditioning
controls, sockets for electric razors, cup holders next to

A view of a single articulated Firema unit from the railway yard
north of the Catania passenger station. I did not photograph the
New York subway system when its cars were covered with graffiti
(although now I wish I had taken some pictures), and I believe the
only reason I took this one was because of the long walk I undertook.

A view at the Port station, including the storage tracks, which probably
explains why it is so easy for “artists” to spray the cars. Ah, if only
railroads had been in existence in da Vinci’s time.
(Continued next issue)
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Around New York’s Transit System
Entire Subway System Shut Down for “Blizzard”
In anticipation of a massive blizzard forecasted to
strike the New York City region with snowfalls between
18-24 inches (and possibly higher in some local areas)
with up to 65 mph winds, New York Governor Andrew
Cuomo ordered a total shutdown of all transportation
services in and around the New York City area. In an
unprecedented move for the New York City subways,
even the underground sections of the system were ordered shut down. The Governor also ordered a literal
curfew on private vehicles after 11 PM Monday, January
26, effectively shutting down the entire city. When the
storm made an unexpected turn, placing its path 50
miles farther to the east of its forecasted track, only the
eastern half of Long Island received the extremely high
snow totals. By the next morning, with the storm leaving
nowhere close to its forecasted snowfalls, the rail transit
systems were brought back to service. Subway services
were the first to be restored, offering Sunday headways.
Metro-North Railroad resumed services on the Harlem
and Hudson lines around 11 AM and 1 PM on the New
Haven line, including the New Canaan, Danbury, and
Waterbury branches, operating a Sunday schedule. The
first trains leaving Grand Central Terminal actually departed at 12:04 PM to New Haven and 12:07 PM to
Stamford, while the first inbound trains departed New
Haven at 12:25 PM and Stamford at 1:02 PM. Normal
weekday service resumed Wednesday morning, January 28. The Long Island Rail Road resumed service on
its electrified lines around noontime, offering Sunday
schedules. Services to eastern Suffolk County were not
restored due to snowfalls that did exceed two feet. Service east of Babylon on the Montauk, Ronkonkoma on
the main line, Huntington on the Port Jefferson branches, and the entire Oyster Bay Branch remained suspended until Wednesday. West of the Hudson River,
after shutting down operations at 8 PM Monday, January 26, NJ Transit restored train services with weekend
schedules on its Northeast Corridor and Raritan Valley
Lines at 10 AM. Morristown Line service was resumed
to Dover, but the Gladstone Branch remained shut

down until Wednesday. Light rail services on HudsonBergen, Newark, and RiverLine were restored earlier
that day as well. As with MTA services, normal weekday
schedules were resumed on Wednesday, January 28.
Ice Shuts Down Flushing Line
The Flushing LIne was shut down along its entire
length from Times Square to Main Street-Flushing from
around 9:00 AM to 4:30 PM on Monday, February 2 due
to the third rail becoming iced over to the point where a
train could no longer draw power from it and move. Four
express trains trapped behind it were forced to make
reverse moves back to the 61st Street-Woodside station
where passengers were discharged and had to seek
other means of transport. Passengers had been stranded aboard these trains with no power for as long as two
and a half hours. Service was immediately suspended
in both directions to provide the ability to potentially
evacuate passengers from the four stuck trains on the
middle or express tracks if they, too, became marooned
on iced-over third rail. Had that scenario unfolded, trains
on the local tracks would have pulled up alongside the
stalled trains and enabled passengers to be transferred
across on gangplanks. By 4:30 PM, service had been
restored between Main Street-Flushing and 74th StreetBroadway. Service along the entire line, albeit only operating local, was restored in time for Tuesday morning’s rush hour.
6 Train Derailment in Bronx
Around 7:30 AM on Tuesday, February 24, a train derailed on the middle track near the Longwood Avenue
station, affecting 6 service in Manhattan and the Bronx
and 5 service in Manhattan for several hours. The train
that derailed had been towing a train that was stuck
after being laid up underground overnight due to the
cold weather. As a result of this derailment, 6 express
service in the Bronx was suspended and some 5 trains
operated local in Manhattan. In addition, scheduled
Fastrack work that night was suspended while repairs
were made; shuttle buses operated between 125th
Street and Hunts Point Avenue from Tuesday night to
Wednesday morning.

The Genesis of “Dashing Dan”

for redevelopment. There were no grade crossings to
deal with as a result and only a minimal change in
“footprint” was necessary to match the sought-after increase in width. A new station house, built by the same
company handling nearby residential development, was
placed in service at Forest Hills on August 5, 1911 while
the accompanying Main Line expansion to four electrified tracks was slow to progress. As a result the new
high-platform station associated with this widening project, including its now-trademark Tudor style shelters,
was not opened until January 17, 1912, by which time
the whole undertaking was virtually complete.

(Continued from page 6)

ance of the original Main Line to accommodate both
enhanced operations and the ongoing urban growth that
was consuming areas abutting the railroad like a raging
fire. In the spring of 1911 expansion was begun on the
“Forest Hills” piece of railroad between the Glendale
cut-off (Herrick Avenue) and the Maple Grove Relocation (Ascan Avenue), which at the time was laid across
what remained of the once-large and private estates
that had historically signified the area (some dating
back to Colonial times) and were now being carved up
20
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CONTRACT 4 SUBWAY
CONSTRUCTION CONTROVERSY
Transit Truths is an interesting book
written by Brooklyn-Manhattan Transit Corporation’s (BMT) Chairman Gerhard M. Dahl in
1924. This book explains how the Chairman
urged the Mayor and the city officials to
speed up Contract 4 subway construction.
These brief biographies explain why the
Chairman and the Mayor could not agree.
Gerhard M. Dahl was born on June 8, 1876
in Fort Howard, Wisconsin. He studied law
and graduated from the University of Wisconsin. After 14 years of experience in charge of
transit companies and public utilities in
Cleveland, New Orleans, and other cities, he
came to Brooklyn in March, 1923. He joined
BMT as a member of the Reorganization
Committee and was soon promoted to the
position of Chairman of the Board.
Mr. Dahl died on December 29, 1953.
John F. Hylan was the Mayor of New York
City from 1918 to 1925. He was born on April
20, 1868 in Hunter, a town in upstate Green
County, New York, where his family had a
farm. When he grew up, he moved to New
York City and graduated from New York Law
School in 1897. He worked his way through
college on Brooklyn Rapid Transit’s subsidiary, Brooklyn Union Elevated Railroad, where
he rose through the ranks to become a Locomotive Engineer. It is believed that he was
studying his law book when he took the a
curve too fast, just missing the Superintendent, who fired him immediately. As a result
of this incident, he became a foe of the
“traction interests,” especially BMT, and he
favored municipal operation.
Hylan was a judge before he was Mayor
and a judge again after serving two terms as
Mayor.
Mr. Hylan died on January 12, 1936.

Brooklyn Rapid Transit, which was in receivership since December 31, 1918, was
able to prepare a reorganization plan and
became solvent five years later. On June 4,
1923, the Transit Commission approved the
reorganization plan and the merger of the
New York Municipal Railway into the New
York Consolidated Railroad Company, whose
name was changed to New York Rapid
Transit Corporation. A bondholder who
bought a $1,000 BRT bond in 1912 lost
$433. Stockholders lost practically everything
and were assessed $35 a share, amounting
to $26 million, which was spent to improve
service. Many of these stockholders were still
among the 26,000 owners of BMT common
and preferred stock, including 10,000 employees. On June 14, 1923, Receiver Lindley
M. Garrison was discharged and William S.
Menden became the new President and operating chief and Gerhard M. Dahl was appointed head of the Board of Directors and
financial chief. BMT assumed operation of
subway and elevated trains at midnight June
14-15, 1923, but the surface lines were still
under receivership.
In his book, Transit Truths, written a year
later, Mr. Dahl lists the improvements made
during the first year:
● Reorganized 592 miles (single track) of
subway, elevated, and surface lines on a
sound financial basis
● Paid $2.2 million in personal injury claims
against old BRT
● Purchased 50 new steel subway cars
● Spent $4 million on new equipment and
improvements
● Designed and built duplex trolley car
● Offered to operate the Ashland Place
(Continued on page 4)
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THE GENESIS OF “DASHING DAN,” PART THREE —
Penn Station Opens and a Suburban Colossus Emerges
by George Chiasson
(Continued from March, 2015 issue)
American Car & Foundry delivered 50 more MP-54A
motors (1552-1601) and five “Combination” motors
(1365-9) to the Long Island Rail Road during the year
1911, which mainly served to support the operation of
longer train consists for its continuously growing body of
customers. More important than the additional electrics,
however, was arrival of the first 30 P-54A “Steam
coaches” (314-343) a non-electrified version of the
standard all-steel MP-54 that had been designed by the
Pennsylvania for use on steam-drawn medium-distance
trains operated into the New York Terminal and elsewhere on its vast system, where they were to begin replacement of the enormous and aging array of wooden
cars then still in use. These were accompanied by five
PB-54 “Combination” versions of same (619-623) and
five BM-62 class cars. The latter were designed solely
to haul both baggage and mail, which LIRR was carrying from both Pennsylvania Railroad connections and
straight out of the new “Mail Terminal” (now USPS’ Farley Post Office) across Eighth Avenue from Penn Station. This new facility had partially opened with the
Pennsy’s start-up on November 27, but it would be almost three years before its construction was totally
completed. While LIRR received a total of 95 additional
steel cars during 1911, it was also the first year in which
its continuing practice of joint equipment acquisition with
the parent Pennsylvania Railroad was almost divided
almost evenly between the two organizations. PRR concurrently ramped up the mass production of its own mP54 steam coaches and at the same time took delivery of
100 such units from three builders. Ongoing deliveries
of the Pennsylvania’s DD-1 electric locomotives were
also finished by the midpoint of 1911, which not only
relaxed the Pennsy’s tenuous motive power needs at
the new and already incredibly busy terminal, but at last
cleared the way for through operation of certain Long
Island Rail Road services from Penn Station to nonelectrified territories in the suburbs of Nassau and Suffolk Counties.
One extremely challenging aspect of Penn Station’s
early success was unforeseen overcrowding in its Long
Island Rail Road (Exit) Concourse and lower level Waiting Rooms, where standees were common at virtually
any time of the day or night. This was a point of some
contention with civil authorities for its potential drawbacks in terms of health and fire safety, and thus demanded immediate and ongoing attention. Apprised of
this problem early on, the Pennsylvania Railroad acted
swiftly on behalf of its partner in early 1911 to create a
new passageway from the lower level on the 33rd Street
side (as then accessed via the upper level) in a southward direction, enabling it to reach two additional plat-

forms (8 and 9) and three more tracks (15-17). This task
required that a steel bridge of approximately 60 by 30
feet be extended out from that originally installed to provide alternative access to Platform 10 (Tracks 18 and
19), with new, attended gateways and stairs down to
each of the platforms. This was difficult to execute from
an engineering standpoint, for the off-set position of
Platform 8 required that its connecting stairs be rather
narrow and connected by a long walkway (illuminated
by interior street lamps) to get above the cross-work of
track-level switches where “JO” and “C” interlockings
came together. In addition, the concourse extension
was limited in reach at its southern end by a massive
steel girder that supported the Baggage Room’s north
delivery way above. These costly capacity adjustments
were complete enough to be opened to passengers by
the end of May, including the usual iron fencing (as in
the Main Concourse upstairs) and a continuous row of
light wooden benching that stretched for about 80 feet
as a supplement to the actual Waiting Room. By this
time crews were also at work on a westward expansion
of the original LIRR (Exit) Concourse at the Eighth Avenue end of the terminal, which would cover part of the
track area as originally exposed from above, all the way
to the end wall. As a result of this additional improvement, when finished in August of 1911, the iron fencing
in the northwest quadrant of the Main Concourse overlooked rows of wooden benches sitting on a new travertine marble floor (and their waiting LIRR passengers)
instead of open tracks and platforms. Fenced passthroughs were included in this new floor expansion to
allow for the West Stairs as constructed between the
Main and Exit Concourses and Platforms 7, 8, and 9
(Tracks 13-18), which made them a puzzling visual experience when viewed from a level perspective. There
was also additional LIRR waiting space added off the
landing of the “West” stairs that connected between the
“Main” Concourse level and Platform 10, where they led
to Tracks 18 and 19.
A NEW ERA BEGINS—NUMBER 4: THROUGH
SERVICE FOR THE EAST END
From the time of its earliest design (and in concept
from their first days as common carriers), a major intent
of both the Pennsylvania and Long Island railroads in
providing Penn Station was to enable the termination of
trains from any point of the compass (south, east, west,
and later north, too) in Manhattan itself. This was obviously its most compelling characteristic when measured
against the heretofore impossible and arduous chore
that the railway industry faced in physically delivering
passengers between New York City and the rest of the
(Continued on page 3)
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DD-1 locomotive was cut away from the train’s consist
and forwarded to the “Yard B” leads west of Ninth Avenue, there to be relayed until their next outbound assignment. For eastbound trips, the Pennsylvania’s DD-1
would pass through an empty platform berth at Penn
Station and double back via “JO” or “C” interlockings to
hitch onto its string of coaches and/or baggage and express cars, perhaps with a mail car thrown in as well.
Train consists were generally pre-arranged in advance
and sat powerless at the platform berth between trips,
with “head end” cars located on the Hudson River point
in front of the coaches. Conversely, this positioned them
at the rear end on the return trips to Long Island, with
the passenger coaches strung out toward the front. After departing Penn Station, East End through trains
passed through East River Tubes B or D and were
stopped under the Honeywell Street overpass in Sunnyside, where the DD-1 electric locomotive was removed
and a pre-positioned steam engine backed out of the
siding beneath Harold Avenue, coupled onto its train,
did the required air and brake tests, and resumed the
journey to Long Island’s easterly reaches. This service
began soon after all 33 “Pennsylvania Railroad” DD-1s,
plus the two AA-1 prototypes, became jointly-owned
and operated by the “New York Terminal Company” as
an alternative to the otherwise required practice that
LIRR pay “hours” to the Pennsy for the use of its motive
power. By the end of the year they had all been renumbered between 8 and 42.
Starting on or about August 31, 1911, Long Island Rail
Road through trains were operated to the following
points (excluding short-turn destinations), with distances
indicated from Penn Station, New York and generic station listings:
Oyster Bay Branch (34 miles): Penn Station to
Oyster Bay via Jamaica and Mineola. Stops included
Penn Station, (old) Jamaica, Queens (Village), Bellerose, Floral Park, New Hyde Park, Mineola, East Williston, Roslyn, North Roslyn, Greenvale, Glen Head,
Sea Cliff, Glen Street, Glen Cove, Locust Valley, Mill
Neck, and Oyster Bay
Wading River (Port Jefferson) Branch (69 miles):
Penn Station to Wading River via Jamaica, Mineola and
Hicksville. Stops included Penn Station, (old) Jamaica,
Mineola, Hicksville, Syosset, Cold Spring Harbor, Huntington, Greenlawn, Northport, Kings Park, Smithtown,
St. James, Flowerfield, Stony Brook, Setauket, Port Jefferson, Miller Place, Rocky Point, Shoreham and Wading River
Main Line (95 miles): Penn Station to Greenport
via Jamaica, Mineola and Hicksville. Stops included
Penn Station, (old) Jamaica, Mineola, Hicksville, Central
Park, Farmingdale, Wyandanch, Edgewood, Deer Park,
Brentwood, Central Islip, Ronkonkoma, Holbrook, Holtsville, Medford, Bellport, Yaphank, Manorville, Calverton,
Riverhead, Aquebogue, Jamesport, Laurel, Mattituck,
Cutchogue, Peconic, Southold, and Greenport
Babylon Branch (37 miles): Penn Station to Babylon via Jamaica, Valley Stream and Lynbrook. Stops

(Continued from page 2)

USA. But whereas the Pennsylvania was a major part of
the national railway system linking farms, factories, and
cities that had long existed by the time Penn Station
was installed, and servicing of its various elements was
an inherent component of the enterprise, the Long Island Rail Road had historically grown into a more focused “terminal railroad” whose concentrations gravitated less on the creation and transport of goods than
around the movement of people between beaches,
small farms, administrative offices, industrial plants, and
various kinds of residential developments. Further, while
the completion of Penn Station made the transportation
capability of linking LIRR’s numerous lines directly with
Manhattan for any purpose ineradicable, the specifics of
developing a practical destination array appropriate to
such an undertaking was (and still remains) a perpetually unsettled, if not quite arbitrary, matter of conjecture,
contention, and, ultimately, performance. A look at an
August, 1910 forecast document reveals that LIRR was
actively planning, at least on paper, for through service
to each of its East End and some of its closer-in nonelectrified routes (specifically Mineola via West Hempstead, Sag Harbor, Babylon, Wading River, Oyster Bay,
and Greenport), but a near-term lack of available electric motive power and steel rolling stock stymied its execution for several months. This may have been fortuitous, as the terminal’s attainment of immense popularity
within days, if not hours, of its grand opening in late
1910 served largely to confound more than build upon
its prior years of planning and preparation. As a result,
both railroad companies had a far better measure of
what traffic levels the facility would or would not handle
with comfort by the time delivery of the Pennsylvania’s
DD-1 locomotives was completed the following July,
almost one full year after operations at Penn Station
had been initiated. So when those first several months
of revenue service were reviewed and LIRR revised its
schedules accordingly (and with the needed new rolling
stock also on hand by that time), the long-implicit East
End service proposal was approached more as a potential added bonus than a tacit service indulgence for its
customers.
So it was that a slimmer version of the through routes
projected in prior years was brought to reality, being
concentrated mainly (and in all probability entirely in
some instances) to weekday rush hours. In practice
such trips were operated as part of regularly-scheduled
service from the outer reaches of Nassau and Suffolk
Counties. They generally ran express to the switches at
“H” interlocking past the Honeywell Street overpass,
where their steam locomotives were cut away, directed
to the Long Island City engine terminal to be turned and
serviced, and replaced by a waiting Pennsylvania Railroad-owned DD-1 electric before continuing through
East River Tubes A or C to Penn Station. Once at the
terminal, where these trains could occupy any track between 11 and 21 (but almost always used 12-16), the

(Continued on page 6)
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FREEDOMLAND
There was a steam railroad and a horse car line in this
forgotten Bronx amusement park, which was bounded
by the Hutchinson River, with a boat ride, Hutchinson

River Parkway, Baychester Avenue, and a line extending east from Baychester and Adee Avenues.

Chicago, July 12, 1960.
Bernard Linder photographs

Chicago, July 12, 1960.
Bernard Linder photographs

San Francisco, August 14, 1961.
Bernard Linder photographs
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(Continued from page 4)

Chicago, July 12, 1960.
Bernard Linder photographs

Chicago, August 14, 1961.
Bernard Linder photograph

New York, July 12, 1960.
Bernard Linder photograph

Great Lakes, August 14, 1961.
Bernard Linder photograph

August 15, 1962.
Bernard Linder photograph
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passenger service changes
In a future issue, we will furnish details of most of the
above improvements.
In his book Transit Truths, Mr. Dahl reveals the record
of inaction, the eleven years’ delay by the City in completing the contract signed March 19, 1913. He also
states, “Almost from the very beginning, the BMT has
met with the bitter personal and unfair opposition of
Mayor Hylan with the result that there is no other alternative for the company than that of continuing its dual
program of giving the best service possible and at the
same time giving full information to the public.”
The company adopted the slogan — the letters BMT
should stand for “Better Metropolitan Transit.”
We will continue this series in the summer, after observing several important anniversaries.

(Continued from page 1)

●
●
●
●
●
●

Connection
Opened and operated the western half of the new
14th Street-Eastern Line (Canarsie Line)
Purchased ten modern buses and offered to operate them at cost
Consented to modification of Contract 4 to permit
construction of the Canarsie Line as a subway
Requested the City to live up to Contract 4 and
complete construction of the Canarsie Line, Nassau
Loop, yards, and shops
Opened the Lawrence Street station
Conducted a referendum among the Brighton Line
passengers to determine their desires in regard to

The Genesis of “Dashing Dan”

gained, LIRR’s East End through trains to Penn Station
remained a regular aspect of its operations for several
decades, being expanded by the end of that first year to
include various beach specials and other dedicated
trains, most notably its premium Cannonball, the exclusive summer weekend runs between New York, the
Hamptons, and Montauk. Contrasting the establishment
of through East End service in 1911 was elimination of
the dedicated MU shuttle service between Penn Station
and Jamaica to support outward connections. As time
progressed its role had gradually been subsumed by
the plethora of scheduled services through both the
Beaver Street and “old” Jamaica platforms, any of which
passengers could use to perform that time-honored tradition of the Long Island Rail Road—“Change at Jamaica”—to get where they needed to go. (Continued on page 7)

(Continued from page 3)

included Penn Station, (old) Jamaica, Locust Avenue,
Springfield, Rosedale, Clear Stream Road, Valley
Stream, Lynbrook, Rockville Centre, Baldwin, Freeport,
Merrick, Bellmore, Wantagh, Seaford, Massapequa,
Amityville, Copiague, Lindenhurst, and Babylon.
Montauk Branch (72 miles): Penn Station to Speonk via Jamaica, Valley Stream, Lynbrook and Babylon.
Stops included Penn Station, (old) Jamaica, Valley
Stream, Lynbrook, Babylon, Bayshore, Islip, Great River, Oakdale, Sayville, Bayport, Bluepoint, Patchogue,
Hagerman, Bellport, Brookhaven, Mastic, Center
Moriches, East Moriches, Eastport, and Speonk.
Once some beneficial operational experience was

SNOW STORM SERVICE
by Bernard Linder
Transit systems always have difficulty maintaining service during snow and ice storms. To avoid service disruptions, NYC Transit clears the tracks with snow
fighting equipment and turns on switch heaters, which
melt the ice at switches. There were always problems
with ice accumulating on the third rail. Because ice is an
insulator, trains will lose power on icy third rail. NYC
Transit melts the ice by spraying with antifreeze and
turning on third rail heaters. Abrasive shoes installed on
both ends of the train scrape the ice from the third rails.
My supervisor, who started working for Brooklyn Rapid
Transit in 1914, explained how the company was able to
maintain service during snow and ice storms. Frequent
service, especially during the midnight hours, prevented
snow and ice from adhering to the tracks. Brushes attached to the trucks on wooden cars were lowered so
that they could clean the uncovered third rail. 700-series

wooden cars, no longer required for passenger service,
were converted to “alcohol cars,” which sprayed antifreeze on the third rail. Sleet cutters, which scraped the
trolley wire, were attached to the top of trolley poles.
Many years ago, there was a severe storm and a Culver train lost power on the icy uncovered third rail. My
friend, the midnight Trainmaster, approached the train
by walking alone on the icy footwalk. He was able to
keep from falling by wedging his feet between the
boards. He removed the ice from the third rail by chopping it with a wooden hammer. Because he expected
heavy arcing, he turned his back to the third rail and
covered his eyes before giving the signal to proceed. Of
course, service was restored.
Employees worked hard to maintain uninterrupted service in the good old days when there were wooden cars
and iron men.
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No. 317
by Ronald Yee and Alexander Ivanoff

MTA Metro-North Railroad
As a sign of the springtime season, the HaverstrawOssining commuter ferryboat service resumed on
Wednesday, March 18. It had been suspended when
the Hudson River froze over and made it too hazardous
to operate the ferries. (MTA Metro-North website, March
16)
The November 9, 2014 timetables were extended beyond their printed expiry date of April 4. They will remain
in effect through April 25. (MTA Metro-North Railroad
website, March 5)
As of February 9, 2015, 395 M-8 cars had been delivered to Metro-North. 383 cars have been accepted for
service with 12 single-unit cars undergoing acceptance
testing out of the Kawasaki facility at New Haven. This
leaves just ten cars to be delivered out of the total of
405 M-8 cars ordered. During an Electric Railroaders
Association organized tour of the shop facility at New
Haven on Sunday, March 15, the Metro-North hosts
revealed that the railroad plans to retain around 36-40
of the older M-2, M-4, and M-6 EMU cars through at
least 2016. 24 of the M-8s are slated to be assigned to
Shoreline East service under the Amtrak wires by 2016,
displacing the current fleet of diesel-powered ex-Virginia
Railway Express single-level coaches manufactured by
Mafersa of Brazil back in the early 1990s. Those cars
may be reassigned to the proposed new CDOT commuter services between New Haven and Hartford.
(Editor’s Note by Ron Yee: The railroad will likely select the
best-performing cars based upon Mechanical Department
maintenance records, and it is likely that these cars would
come from the equipment pool of 1973-7-vintage M-2 cars
that had been rebuilt in the late 1990s. It would be unlikely
that the triplet M-4 and M-6-class cars will be retained in
their current configuration as they are “space hogs” at the
shops, which are built to accommodate pairs, not triplets.
Whenever a triplet occupies a shop track, it “wastes” a valuable and scarce carlength of space that could have been used
to maintain another pair. However, the much newer-vintage
(1987 and 1992) M-4s and M-6s could be saved if the middle
“D” car were removed, forming M-4 and M-6 pairs. In the
fleet, there is at least one M-4 pair missing its “D” car and
an M-6 “D” car that forms part of an M-4 triplet. Stay
tuned…) (MTA Metro-North Railroad website, March 16)
Amtrak
Amtrak took delivery of its 35th ACS-64 locomotive
from Siemens at the end of February, 2015, marking the
halfway point of the order of 70, the first of which entered service in February, 2014. (Al Holtz, March 5)
Due to a Federal Railroad Administration (FRA) ruling
that requires the State of Indiana to assume the role of
an operating railroad, opening the state up to far higher
liability and operational rules and procedural enforcement responsibilities, an abandonment notice effective
April 1, 2015 was filed to discontinue the Hoosier State,
a state-supported train service between Chicago and

Indianapolis. This was despite Indiana’s plans to contract with a private vendor, Iowa Pacific Holdings, which
would market, own, and maintain the railcars with
Amtrak crews staffing the trains to continue to operate
the service. During the interim period in late 2014,
Amtrak had agreed to assume the role of temporary
operator until the vendor could be brought aboard. The
legal ramifications of this latest FRA ruling could expand
to potentially endanger many state-supported Amtrak
services nationwide. Arguments citing the similarity of
Indiana’s proposal to continue operating the Hoosier
State to the rail operations in North Carolina were rebuffed by FRA. The primary difference is that North Carolina owns the railcars and locomotives, employs a private contractor to provide maintenance, and contracts
with Amtrak to operate the service. Since this notice
was issued, local politicians have jumped into the fray in
an attempt to prevent the loss of the train. Senator Dan
Coats (R-IN) is working with the Federal Railroad Administration to change its interpretation of the rules and
not require the state to become a rail operator, significantly increasing the costs and liabilities to unacceptable levels. In the interim, the Hoosier State will continue
to operate until further notice. (Lafayette Journal and
Courier, March 7; The Hill, March 16)
On Friday evening, March 6, the rear truck of the last
coach of Amtrak Train #198 traveling northward on
Track 1 derailed as it passed through Odenton, Maryland. Fortunately, that particular coach was not carrying
any passengers at the time and there were no injuries
to anyone aboard the train. However, over a mile and a
half of track and platform access panels starting at
Odenton and stretching almost to Bowie were significantly damaged. With Track 1 out of service, the Northeast Corridor was reduced to a two-track operation over
the eight-mile stretch of railroad affected. MARC Penn
Corridor service was suspended for the weekend of
March 7-8 and its commuter train schedules were adjusted to accommodate the limited capacity of the line
from Monday, March 9 through Wednesday, March 11
until track repairs were completed. There are reports
that a wheel on the lead axle of that rear truck may
have broken apart at speed, causing the derailment. No
injuries were reported. (Associated Press, The Baltimore Sun, March 7)
Around 12:15 PM Monday, March 9, Amtrak Train #80,
the northbound Carolinian headed for New York City,
slammed into a stalled tractor-trailer truck that was hauling a large mobile home under local police escort in
Halifax, North Carolina. All of the Amfleet coaches remained on the rails, but the baggage car was derailed
and slewed to one side of the tracks, remaining upright,
while P-42-DC locomotive 185 was tipped over onto its
left side as the combined wreckage was pushed down
(Continued on page 10)
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the tracks from the grade crossing where the impact
occurred. Around 55 passengers out of the 213 passengers and eight crewmembers were reportedly injured,
none seriously. Subsequent investigation revealed that
the truck had been stuck on the crossing for around 15
minutes prior to the train’s arrival on the scene but that
no action had been taken by either the truck driver or
his state trooper police escort to alert the railroad of the
blockage, despite posted signs at the crossing providing
an emergency phone number to call for just such a situation. (Richmond Times Dispatch, Richmond ABC-11
Eyewitness News, March 9)
In a major victory, the United States Supreme Court
ruled 9-0 in Amtrak’s favor in its legal battle with the
American Association of Railroads (AAR), which was
representing the interest of the freight railroads. AAR
argued that Amtrak was given too much power in setting standards for passenger rail service in its original
mandate in 1971. Amtrak’s position was that it was
more of a government entity obligated to provide services such as reduced fares for the elderly and handicapped passengers, receives government subsidies of
around $1 billion per year, and cannot be viewed as a
private firm. The court ruled in Amtrak’s favor on March
9, 2015, effectively saving the passenger railroad’s
long-distance services, which could have ended this
year had the Supreme Court ruled against it. The freight
carriers had argued against the provision by which
Amtrak could force them to prioritize the movement
needs of the passenger trains over their lucrative freight
trains. They claimed that it was illegal since they considered the passenger railroad to be a competing private
firm vying for scarce dispatching space on their rails. As
this case meandered through the court system, an appellate court ruled in the freight carriers’ favor. Immediately afterward, the on-time performance of almost all
long-distance Amtrak trains plummeted to new record
lows as they were frequently relegated to sidings to
make way for the host freight railroads’ priority and
money-making freight trains carrying oil, grain, and other valuable commodities. The court ruling may also spur
the arguments by some states to restore passenger
train service on the Sunset Limited route between New
Orleans and Orlando Florida, a service that had been
suspended in 2005 due to damages from Hurricane
Katrina (see item on the right side of this page). (The
Washington Post, March 9)
On another front, the House of Representatives
passed legislation authorizing funding for Amtrak over
the next four years at levels similar to Amtrak’s current
annual level of subsidy of $1.4 billion. Called H.R. 749,
the Passenger Rail Reform and Investment Act, once it
is approved by a Senate that has traditionally been
friendlier to Amtrak, the funding will insure that the passenger carrier will continue to operate more or less in its
current form but unfortunately, with no real funding for
major capital improvements and/or service expansion.
10

One major change with this legislation package would
be a mandate for Amtrak to create a pilot program that
would allow dogs and cats in kennel containers of
28x22x14 inches inside designated passenger coaches
designated as the “pet car.” They would no longer be
restricted to cages and crates in the baggage car. (The
Washington Post, March 10; The Bark, March 6)
As expected from the passage of the aforementioned
bill to reauthorize funding for Amtrak, it paved the way
for a bipartisan bill that was approved in the House of
Representatives to perform a study of the possibility of
restoring the Sunset Limited between New Orleans,
Louisiana and Orlando, Florida. The proposed routing
could take this restored service along a route farther
south along the shoreline of the Florida Panhandle than
the I-10 alignment of the tri-weekly Sunset Limited that
was discontinued after Hurricane Katrina struck the region. This routing would serve populated coastal areas
of the Florida Panhandle that would more likely utilize
the service. Heading south of Jacksonville, the train
would still utilize former Atlantic Coast Line rails to Orlando via Sanford, sharing the route with the current
Silver Service trains linking New York and Florida as
well as the Auto Train. (Orlando Sentinel, March 16)
A new “pre-clearance” agreement was reached between Canada and the United States to reduce the time
required to inspect and process everyone aboard international Amtrak trains. Negotiations were successfully
concluded under the “Beyond the Border Action Plan”
agreed upon by both U.S. President Barack Obama and
Canada’s Prime Minister Stephen Harper. Passengers
traveling on trains to the United States will be prescreened at fenced-off areas at their originating terminals in Canada and then “sealed” until the train crosses
the border and enters the United States. This agreement could pave the way for the restoration of The Montrealer, which provided Amtrak service to Montreal but
ceased operations in 1995, replaced by a truncated
Vermonter train terminating at St. Albans, Vermont.
(Metro Magazine, March 18)
Miscellaneous
Over 900 people rode two ski trains that were operated out of Denver, Colorado on Saturday, March 14 and
Sunday, March 15, making round trips to Winter Park.
Initially, only the Saturday run was offered, but when it
was sold out within 10 hours, another trip was added for
Sunday, that trip selling out in just four hours. The enthusiastic response from the public is prompting the
Winter Park resort to seriously negotiate with Amtrak to
revive the ski train service for the 2015-6 season. This
year’s train operated with seven Superliner coaches
powered by two locomotives. Amtrak, which has excess
capacity during the mid-winter season, has expressed
reservations about being able to meet equipment requirements for this train during the busy holiday season
that extends two weeks into January. This immensely
popular train service operated from 1940 through 2009
but ceased operation after that winter when it was sold
to Iowa Pacific Holdings, which was unable to operate
(Continued on page 11)
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the train. Some of the blame had been assigned to the
reconstruction of Denver Union Station and the unavailability of track space due to ongoing track reconfiguration. (CBS Denver, March 16)
Other Transit Systems
Boston, Massachusetts
Boston was hit with a 108-plus-inch record-breaking
snowfall for the winter of 2014-5, most of it falling during
the month of February. When residents of the city and
its suburban regions most depended on MBTA to get
them to and from work and provide mobility amongst
the snow and ice clogged streets, they were let down as
equipment failures, service reductions, and long-term
suspensions occurred across the entire MBTA commuter rail, rapid transit, light rail, and bus network. One
quick casualty was MBTA General Manager Beverly
Scott, who resigned amidst the service meltdowns and
massive curtailments that stranded many of its riders
and drew the ire of the Massachusetts governor Charlie
Baker (see last month’s issue). Within a week of the
snowy onslaught, half of the Blue, Orange, and Red line
fleets were rendered inoperable with around 20% of the
Green Line LRV fleet also crippled by the effects of the
ice and snow with extreme prolonged cold temperatures. The advancing age of the Red and Orange Line
fleets with their d.c. traction motors as well as the aged
locomotive fleet on the Keolis-operated commuter lines
were also cited as the reason for the service meltdowns. MBTA literally exhausted its supply of d.c. traction motors and its vendor was unable to keep up with
the demand for repaired motors. Eventually, all rail services were suspended with little or no notice around 7
PM on February 9 for over two days. The timing could
not be worse, stranding many riders wherever they
were at that moment. As of March 19, normal service
was not expected to return to the entire MBTA system
until near the end of March with service being restored
slowly on a week-by-week basis, slowly ramping up
toward a full restoration. (Boston Globe, February 1March 19)
MBTA was considering options for compensating its
customers for its dismal performance in the face of over
11 feet of snow during February-March, 2015. Options
to be considered at the MBTA Board’s March 11 meeting included a fare-free week as well as an offer to honor February commutation passes in March. In all alternatives, millions of dollars of passenger revenue would
have been lost to an already cash-strapped agency. In
the end, MBTA will offer a fare-free DAY on the entire
system on Friday, April 24 and a 15% discount for all
May, 2015 monthly and weekly commutation passes.
(Boston ABC-5 News, March 3 and 11)
A $13 million, one-year-long experiment to provide
late-night service on the MBTA subway and bus lines
that was started in March, 2014 has proven very popular, attracting over 840,000 riders as the program
neared its one year anniversary. Service had been ex11

tended for around 90 minutes until around 2:30 AM on
all rapid transit and light rail lines as well as 15 select
bus routes. While MBTA services are often touted as
providing a safe means of transport for the public that
does not involve the dangers of driving while intoxicated/impaired or being forced to take expensive taxicabs
and car services, budget woes and an anticipated $765
million shortfall from the Massachusetts state budget
are threatening the discontinuation of this very successful service extension. (Boston Globe, February 1)
The first of 86 rebuilt Type 7 Light Rail Vehicles
(LRVs) was delivered from Alstom to MBTA and is expected to be placed into service in April, 2015. The project is aimed at extending the service life of the 1986-7vintage Kinki-Sharyo built LRVs from their expected 30
years. It is expected that all 86 LRVs will be completed
by the end of 2016, with half of the fleet rebuilt by the
end of 2015. The remaining 14 LRVs in this fleet of 100
cars are not yet slated for the rebuilding and may possibly be slated for replacement by the upcoming Type 9
LRV. (Metro Magazine, March 18)
South Carolina
The Greenville County Economic Development Corporation is taking bids from companies who could build
an elevated rapid transit system in Greenville.
GCEDC, which oversees the railroad right-of-way that
parallels Laurens Road from Pleasantburg Drive to
Mauldin, is seeking bids from an external company or
firm that will “fund, design, manufacture, build, install,
operate, maintain and support a 100 percent privately
owned, operated and maintained on-demand automated transport network (ATN) system, also known as personal rapid transit (PRT) system, as a public transportation utility in Greenville County,” according to documents posted on the county's website. The ATN will involve "on-demand automated driverless vehicles" that
will travel on “an elevated and interconnected network
guideway infrastructure of approximately 20 miles (to be
built in phases) with off-line stations and automated
driverless vehicles or pods for passengers.” The first
phase of the plan would construct a 4-mile section of
elevated guideway above a section of abandoned railroad tracks along Laurens Road and end in the Washington Street area. The first section of the elevated railway could connect Clemson's ICAR campus with downtown Greenville. Additional tracks would likely connect
to Greenville hospitals, parking garages, and other key
areas.
Per county officials, a consultant has indicated that a
PRT in the area would attract more than three times the
ridership that buses in the area attract. The consultant
expected annual ridership to exceed half a million by
the year 2020. The county is in talks with four companies that are expected to provide bids by May 1, with
each company having to bring its own private financing
plan to the table. All PRT systems proposed must include all the features/precautions listed below, according to county documents, including user-friendliness
(including automated fare collection), ability to work
(Continued on page 12)
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around auto traffic patterns, aesthetics, multi-modal facilities (including park-and-rides), safety in the event of
a system failure and other redundancies, reliability in
weather, communications for the equipment (which includes driverless equipment), and the possibility of accommodating utilities within the right-of way.
Florida
A new, powerful group has concerns about All Aboard
Florida, citing an adverse effect on first responders.
Martin County Sheriff William Snyder, St. Lucie County
Sheriff Ken Mascara, and Indian River County Sheriff
Deryl Loar have all signed a letter addressed to All
Aboard Florida President Michael Reininger that expressed their concerns about the railway. They are worried about 46 additional trains traveling through the area
daily.
“Our jurisdictions have significant populated areas
bifurcated by railroad tracks. This presents a real-time
dilemma. If rail traffic significantly increases, passing
trains can and will prevent emergency first responders
from expeditiously reaching points of need,” the trio said
in the letter, which was posted on the Martin County
Sheriff’s Office Facebook page .
They added, “In an emergency response, a delay of
seconds could mean the difference between life and
death.”
All Aboard Florida released the following statement:
“All Aboard Florida is committed to working with first
responders and emergency personnel throughout the
corridor. All Aboard Florida’s passenger trains will clear
all grade crossings in less than 60 seconds, which is
significantly less than a typical traffic-signal cycle. The
company is making safety improvements at all grade
crossings.” (WPTV.com, March 10)
Nashville, Tennessee
Despite promises made earlier, the Memphis Area
Transit Authority trolley line will not be ready to roll in
time for Memphis In May. The trolleys have not run
since June of 2014 due to a pair of fires that destroyed
two trolleys in 2013 and 2014. The two incidents
prompted an investigation by the National Transportation Safety Board. Trolley service was immediately suspended in June, 2014 and currently MATA is working on
a plan to get the trolleys back in service. MATA President and General Manager Ron Garrison told FOX13
News on March 12 there is no definitive timetable for
the trolleys to return to Memphis' streets. Garrison said
at a South Main Association meeting that his staff has
been working up to 18 hours daily on the problem.
Part of the issue is bureaucratic, according to MATA
officials. That bureaucracy stems from the fact that in
2014, MATA began using part of a $6 million federal
grant to overhaul the Main Street, Riverfront, and Madison trolley lines and repair or replace the 17 trolley
cars. There have been claims by some citizens that MATA might be stalling the repairs, keeping the trolleys
offline to save money. Also complicating the issue is the
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fact that Memphis has, in the past, relied on vintage
trolley cars which are difficult to repair because of a lack
of manufactured parts, but also impossible to replace.
Garrison says MATA is hoping to get at least some of
the vintage cars rolling again. He is not opposed to replacing those with new, "vintage look" trolley cars that
do not break down nearly as often and are much more
easily repaired when they do.
But, the question remains: When? Just recently, Al
Holtz’s friend David Phraner made a trip to Nashville
and reported that: “I was there and met with the official
at the car house. All of the cars are undergoing rebuilding and upgrading as a result of neglect and faulty
maintenance by the previous management. One of the
two fire damaged cars (both are W-2) is probably beyond reclamation. The other may be salvageable. I was
told that the delay is getting an expert on site (from
Canada) to oversee and instruct the local forces of
maintenance and rebuilding procedures. Also they are
taking the opportunity to fix track while the service is
down. In street track looked like it needed it. The track
along
the
river
on
p-r-w
looked
pretty
good.” (myfoxmemphis.com, March 12)
Chicago, Illinois
A Metra locomotive on North Central train #107 derailed at the Tower A-5 location where the Milwaukee
West and North Lines intersect at approximately 3:30
pm on Monday, March 9. While the engine and cars
were all removed from the scene by 6 PM, it created
enough delays to snarl that afternoon’s rush hour for
Metra as well as Amtrak, whose Empire Builder and
Hiawatha services also pass through the junction. (Al
Holtz, March 10)
The South Shore Line, once known as the Chicago,
South Shore & South Bend Railroad, instituted a new
super-express service on March 16, linking South Bend
and the Millennium Terminal in downtown Chicago in
just under two hours. Nicknamed the Sunrise Express,
Train #6 departs South Bend at 6:00 AM Eastern Time,
serving Dune Park, East Chicago, 57th Street, and Van
Buren Street before arriving at Millennium Terminal at
6:55 Central Time. Its counterpart, Train #11, departs
Millennium Terminal at 3:57 PM Central Time and arrives at South Bend 6:55 PM Eastern Time, making almost the same stops on its outbound journey with an
added stop at Museum Campus/11th Street. These two
new trains added to the existing schedule are part of a
one-year pilot program to save commuters 20 minutes
between Dune Park and Millennium Terminal and up to
36 minutes for the 300 daily commuters to and from
South Bend. The time savings are achieved by a combination of limiting the number of stops the trains make
and only stopping at stations with high-level platforms to
shorten dwell times. Ridership levels and patterns will
be studied to determine the success of this service in
attracting new riders to the line. (Chicago Tribune, January 31; Chesterton Tribune, February 2)
Illinois Governor Bruce Rauner’s budget proposal for
2015, reducing transit funding by $170 million, could
(Continued on page 13)
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result in massive service cuts for Chicago area transit.
The Chicago Transit Authority (CTA) would take the
largest hit, possibly losing as much as 45% of its state
funding. All of these cuts would result in a major step
backward in the face of the past four years of gains during which CTA eliminated a $308 million deficit and embarked on a $5 billion modernization program. Metra,
the region’s commuter rail system, could lose 60% of its
state funding, or $20.8 million. Having already hit its
riders with an 11% fare hike in February, 2015, with
more increases planned over the next ten years, the
loss of funding would require yet another 6% fare increase by Metra to make up for the loss of state funding. (Chicago Tribune, March 19)
Almost concurrent with the announcement of aforementioned state funding cuts, the CTA Board approved
a $25.6 million contract to rebuild five Blue Line stations: Addison, Irving Park, Montrose, Harlem, and
Cumberland. New canopies, painting of station surfaces, platform fixtures, seating, windbreaks, and upgraded
lighting, walkways, and railings are among the improvements slated for these stations. Addison will receive a
new elevator and have its station house extended. Work
is expected to commence this fall and be completed by
Fall, 2016. (Chicago Tribune, March 11)
Minnesota
On February 27, the Metropolitan Council and the
Minneapolis Park and Recreation Board announced a
resolution, or at least a truce, over a proposed light rail
transit (LRT) line in Minneapolis and nearby communities. The Memorandum Of Understanding (MOU) addresses the proposed Southwest Light Rail Transit
(Green Line Extension) route across the Kenilworth
Channel, an issue which has threatened to scuttle the
LRT expansion altogether.
Metropolitan Council Chair Adam Duininck and Minneapolis Park and Recreation Board President Liz
Wielinski jointly noted that with its engineering studies
complete, "Park Board staff and legal counsel are recommending to Park Board Commissioners support of a
light rail transit bridge over the channel." The MOU also "provides for a more direct Park Board role in the
design of the proposed bridges over the channel and
earlier involvement in any light rail transit project to address impacts to park land and park resources owned
by the Park Board. The costs for engineering have been
accounted for. Further work is being done to assess the
concept for a tunnel under the channel.”
The MOU calls for the Metropolitan Council to collaborate on zoning and design for the project with the Park
Board. Both Met Council and the Minneapolis Park and
Recreation Board are expected to take action on the
MOU at their next regularly scheduled meetings.
The MOU is the latest effort to advance the Southwest
Light Rail Transit Line against resistance from various
parties. Last September the Minneapolis City Council
grudgingly approved a compromise package advancing
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the line, linking Minneapolis with Eden Prairie, Minnesota.
The controversial line, essentially the fourth LRT route
for the Twin Cities, has generated more controversy
within the region than the initial Hiawatha (Blue) Line,
the existing Central Corridor (Green) Line (which
opened last June, linking Minneapolis with St. Paul locations), or the 13-mile Bottineau Light Rail Transit line
(Blue Line extension).
One Twin Cities rail advocate hailed the move, noting
to Railway Age, "[The] next challenge is getting state
funding through the legislature." (Railway Age, February
27)
Missouri
March 12 was the groundbreaking date set by supporters of St. Louis Loop Trolley, making the beleaguered project a more likely reality after several setbacks and challenges to the proposed 2.2-mile route.
Supporters said Tuesday, March 3, that officials and
advocates were invited to gather at 11:00 AM Central
Daylight Time March 12 at a politically symbolic location, Limit Avenue at Delmar Boulevard in University
City, Missouri, "[w]here the City of St. Louis, University
City, & St. Louis County meet."
The $43 million route includes 10 stations (up from
nine originally proposed), running from Forest Park to
University City, including a stop at the Missouri History
Museum. The route would connect with two Metrolink
light rail transit (LRT) stops at Forest Park and Delmar
Loop.
Streetcar supporters had hoped to begin construction
last summer. Two GOMACO-built vintage trolleys acquired from Portland's TriMet will provide service.
(Railway Age, March 3)
Officials say construction on Kansas City's downtown
streetcar project is nearly 50 percent complete and is on
track to finish this fall. But the vehicles will undergo
months of testing before passengers can start boarding.
It's likely the streetcars won't be open to the public until
early 2016.
The Kansas City Star reports several small businesses say water and sewer work related to the construction
project has inconvenienced customers for nine months,
affecting their bottom line.
However, the Executive Director of the Kansas City
Streetcar Authority and a spokeswoman of the Kansas
City Streetcar Constructors say crews have worked
hard to keep the impact of construction work minimal.
They say the most disruptive street work is nearly finished. (KCTV-TV via Kansas City Star, March 2)
Texas
State Senator Bob Hall introduced legislation that
would mandate that the state’s Department of Transportation, “a local governmental entity, or another political
subdivision of this state may not use money provided by
the Federal Transit Administration for a mass transit
passenger rail project,” according to Government Executive.
If approved by lawmakers during the legislative ses(Continued on page 14)
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sion and signed by Governor Greg Abbott, the bill would
choke off state and local government access to federal
transit funding for rail projects in the state, with the cities
of Austin, Dallas, and Houston all planning to expand
their respective systems. (WPTV-TV, March 10 and
Metro Magazine, March 10)
In Galveston’s heyday as a 19th Century financial center and booming port city, electric trolleys ran down the
lushly planted esplanade on Broadway Boulevard, rolling past palm trees and stately Victorian homes.
The Great Storm of 1900, the hurricane that leveled
Galveston and left 6,000 dead, altered the course of
history for what once was Texas’ largest city. But the
trolleys were running again before the bodies were
cleared from the streets. More than a century later, Hurricane Ike put them out of service again.
Now the streetcars remain stationary and in disrepair,
and the miles of trolley tracks that are visible in the
pavement of this island city provide a haunting reminder
of days gone by. But the trolleys soon could be zipping
around the island again.
The Galveston City Council approved a plan to use
federal and local funds to restore trolley service in the
heart of Galveston. The plan calls for adding rubbertired trolleys to the rail system that will reach every tourist destination. The cost for the city to rebuild the system would be about $202,000.
By 2017, riders would be able to park at the $6 million
Galveston Downtown Intermodal Transportation Terminal, expected to be completed in August, and hop on
one of the refurbished trolley cars built to resemble
1904 electric streetcars. The line would run by the Galveston Pleasure Pier and the Galvez Hotel on the seawall, through the historic Strand district and to the University of Texas Medical Branch. The idea does have its
critics.
If the council votes to revive the trolley line, it would
join cities across the country that are turning to streetcars for transportation and to enhance tourism, said
John Carrara, senior vice president for the Goodman
Corporation, which developed the trolley plan. Atlanta
recently began streetcar service along a 2.7-mile loop
between the King Historical District and the downtown/
Centennial Olympic Park corridor, and Tucson, Arizona
launched a trolley. New ones are also planned for Detroit, Milwaukee, St. Louis, Los Angeles, Washington,
D.C., Charlotte, North Carolina, and Tempe, Arizona.
The original system debuted in February, 1866, and it
featured mules in the middle of tracks pulling cars containing a driver and passengers, followed by an extensive electric trolley system that carried riders all across
the island starting in the late 19th Century. Except for the
hurricane, service continued until 1938, with the tracks
eventually pulled up.
The trolleys returned in 1988 along 6.8 miles of new
track, with controversy that has not subsided since. The
trolleys proved popular initially, with ridership peaking in

1994 at 112,000 riders annually, That figure dwindled as
the aging equipment was beset with mechanical problems. Hurricane Ike struck in September, 2008, rolling
five feet of salt water into the trolley barn and damaging
the four fixed-rail trolleys. The storm surge mangled
switches, electrical devices and trolley tracks as well.
More than $4 million in federal disaster funds and insurance money quickly became available to restore the
trolley system, but successive City Councils were leery
of taking on a system that never paid for itself. Part of
why opponents of fixing the trolley line, including Mayor
Jim Yarbrough, have objected has been because the
federal funds for repairs are about to expire.
Yarbrough was won over by the realization that if the
city jettisoned the trolley system, it would have to repay
more than $7 million in federal funds used to build and
expand the most recent trolley. Maxwell said the price
tag could be as high as $11 million if the cost of tearing
up the tracks were included. Yarbrough noted that the
trolleys could lose a lot of money for many years before
losses added up to $7 million.
While Galveston itself will cover up to $200,000 of operating deficits, an informal group of about a dozen
businessmen and residents recently formed to support
the trolleys and is looking into forming a nonprofit that
would create an endowment to provide funding.
(Washington Times, March 1)
Seattle, Washington
Seattle has revised its contract with a Czech train supplier, in hopes of getting the long-delayed First Hill
Streetcar line running this summer. Inekon is building
six trains for the new route and one that Amazon is
funding to improve frequency on the existing South
Lake Union corridor.
When the work began in 2012, the city promised to
begin First Hill service by early 2014. The train delivery
date was changed to October 2014, but suppliers
missed that deadline — even as the tracks and stations
on Broadway and South Jackson streets stood ready for
action.
Now the trains are to be delivered in March and April,
and complete final on-street testing in May and June,
said Scott Kubly, director of the Seattle Department of
Transportation (SDOT).
The carrots and sticks in the new contract include Seattle forgiving some $150,000 in late-delivery penalties,
while promising stiffer penalties if Inekon lapses in
June.
The change order was signed on February 27 in Seattle by Kubly and Josef Husek, president of Inekon
Group. Husek flew to Seattle from Europe to sign the
document, after an unusual two-day trip to the factory in
Ostrava, Czech Republic, last month by Kubly and Paulo Nunes-Ueno,SDOT’s new Transit Division Director.
On the bright side, Inekon trains have a solid reputation for quality, with few if any breakdowns along the
South Lake Union line over their first seven years.
February 27’s change order shows hope of an improved schedule from what SDOT recently told the City
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Council, including a staff memo saying Inekon supposedly would need until June to deliver the last train. Local
officials have expressed displeasure.
The First Hill line, funded predominantly by $133
million from Sound Transit and $2.5 million in city money, will connect the future Capitol Hill light-rail station
with the existing International District/Chinatown Station
and Pioneer Square. It’s part of the “Sound Transit 2”
plan for transit expansions and a sales-tax increase that
regional voters approved in 2008.
The 2.5-mile route also reaches some of the state’s
densest neighborhoods, Seattle Central College, Seattle University, and several hospitals that ought to provide more than 3,000 daily passengers.
Trains are to run 10 to 15 minutes apart, but the slow
ride, as trains run in the same lane as general traffic,
would average 18 minutes, end to end.
A recent quarterly update predicts a $1.6 million cost
overrun.
On February 27, Kubly said he does not entirely
blame Inekon, saying the company simply was coping
with difficult engineering demands that take time to fulfill, such as national fire regulations that changed to require more resilient train floors. The first floors broke
into flames during a test in Europe, forcing a redesign.
Seattle is the first client to order streetcars that can
briefly travel off wire — to avoid conflicts with King
County Metro trolley bus wires in Little Saigon.
Streetcar detractors say improved electric-bus service
would have been a superior alternative for the hills east
of downtown.
Inekon also suffered an apparent backlog of orders
with too few workers, city officials say.
Currently, three trains are undergoing final assembly
by Pacifica Marine at the city’s new streetcar base near
the Chinatown International District but need parts or
oversight from Inekon; three are still being manufactured in the Czech Republic; and one arrived over the
February 28-March 1 weekend from the Port of Tacoma
after being delayed by a longshore labor dispute, Capitol Hill Blog reported.
February 27’s new change order would charge Inekon
$500, $750, or $1,000 per day of delay per train, based
on whether final testing and acceptance are done in
early June, late June, or July — for a total $7,000 a day
if the schedule badly blows out.
And there’s an incentive, said Kubly.
SDOT agreed to an 18-month option, stretching until
late 2016, to buy Inekon trains for a proposed downtown link, at the current price of around $3.7 million per
vehicle. And the city agreed to charge only $110,000 in
damages already accrued for past schedule delays,
while forgiving $150,000.
In the broader picture, other U.S. cities are planning
new streetcar lines, but the network of streetcar planners and evangelists who buy trains is fairly small.
In Oklahoma City, officials have favored Inekon but
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are nervously observing how the late deliveries play out
in Seattle, The Daily Oklahoman reported.
Seattle does not have the money to build the third line
through downtown. However, the city is applying for a
Federal Transit Administration grant, under the same
program that offered $75 million to Sound Transit three
weeks ago to extend its Tacoma Link streetcar. Kubly
said a similar award to Seattle would fund half a First
Avenue Line across downtown. (Seattle Times, March
2)
Sound Transit approved a contract with Mobilitie Investments III to equip its current 6.6-mile twin-bored
tunnels as well as future transit tunnels with cellular
phone services. It is estimated that the sound of cell
phone conversations will be echoing in the tunnels by
mid-2016. (Al Holtz, March 10)
Sound Transit marked a major milestone on Tuesday,
March 17, 2015 when a tunnel boring machine (TBM)
nicknamed “Brenda” completed its task of creating its
portion of a twin-bore, 3.4-mile-long rail transit tunnel,
breaking through the north wall of what will become the
Roosevelt station when Sound Transit opens up its
Northgate light rail extension around 2021. The tubes
go from Husky Stadium to Maple Leaf with two stations
at Roosevelt and University District. (Metro Magazine,
March 18)
Heavy rains from powerful storms striking the Pacific
Northwest caused mudslides that resulted in Sounder
commuter train service being suspended between Seattle and Everett, Washington. While BNSF crews responded to the slide within 45 minutes and freight trains
resumed operations soon after the tracks were cleared,
safety rules require that all passenger train services
must be suspended for 48 hours after the track is returned to service to confirm that the area is stable. During the two-day service disruption, substitute bus service was provided around the slide site. (Seattle KATU
News 2, March 16)
Los Angeles, California
In a move similar to New York’s Metropolitan Transportation Authority, which selected as Chairman Tom
Prendergast, who brought with him a vast operational
“nuts and bolts” knowledge of running the New York
City subway system, Metrolink selected 66-year-old Art
Leahy as the next head of the agency. Coming from an
operating background with six years at the Los Angeles
Metro, Mr. Leahy will bring his vast knowledge and experience in operations to Metrolink, a commuter rail
agency in the midst of several issues demanding immediate attention. The expansion of Positive Train Control
(PTC) needs to be expedited to all of the lines and a
combination of poor service headways and inconvenient scheduling of train service as well as ongoing issues with inoperative or balky ticket vending machines
are combining to depress ridership at 43 of the 54 stations served. He views cost-cutting and coordination
with Amtrak as the two main avenues by which the declining ridership levels and be reversed. (Pasadena
Star-News, March 17)
(Continued on page 16)
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Toronto, Ontario, Canada
Ontario Environment Minister Glen Murray has ruled
no environmental assessment will be needed to electrify
the Union Pearson Express (UPX) route linking Toronto's Union Station and Lester B. Pearson International
Airport.
The decision, apparently reached early in February,
has cheered Ontario passenger rail advocates who
have argued the route should have been planned for
electrified service from the outset. Union Pearson Express is scheduled to open for service this summer, in
time for the Pan Am Games. Sumitomo diesel multipleunit (DMU) trains will operate on the line.
Murray ruled that power supplier Hydro One will not
need an environmental assessment to build a substation to supply power to the tracks that run northwest of
Union Station to a spur into the airport, obviating any
environmental assessment.
Still unresolved, however, is funding for electrifying the
line. But the electrification of the Kitchener GO Transit
route toward the airport that will be used by UPX is
widely expected to be the first phase of the overall electrification of the GO Transit network managed by Metrolinx, the public transportation agency overseeing the
Greater Toronto and Hamilton Area.
In early February, Metrolinx issued a Request for Information (RFI) spanning a range of propulsion options
for future GO Transit equipment, including electric multiple-units (EMUs), electric locomotives, and dual-power
locomotives.
Last August the first of 18 DMUs was delivered to GO
Transit in preparation for the opening of the UPX line
this year. (Railway Age, February 24)
In addition, Toronto's Metrolinx announced on March
11 that it will build a second track on its GO Transit Barrie Line. Construction will begin following grading and
signal improvements along about 3.7 miles of track.
"Improvements like these are helping us bring faster,
more frequent, two-way service to our GO Train network — all critical pieces of our Regional Express Rail
plan," Metrolinx President and CEO Bruce McCuaig
said in a statement. "This project will help us give our
customers more transit choices that will save them time
and make it easier to get where they want to go."
Part of a multi-year project under the Ontario government's "Moving Ontario Forward" framework, the construction is aimed at improving overall service through a
combination of increased train trips and the introduction
of two-way service. Currently only the Lakeshore Lines
feature two-way and full weekend service, with limited
weekend service on the Kitchner (year round) and seasonal weekend service on the Niagara and Barrie Lines.
The agency said that planning and design for the rest
of the Barrie corridor is in the works. (Progressive Railroading, March 12)
France
Bordeaux is celebrating the start of commercial ser16

vices on the latest addition to its growing light rail network, a 3.7-kilometer extension of Line C, following the
completion of a €108 million project.
The extension south from the previous terminus at
Terres Neuves has added five new stations to the network — La Belle Rose, Stade Musard, Calais Centujean, Gare de Bègles, and Pac du Mussonville — with
trams now terminating at Václav Havel and serving the
heart of Bègles.
An official opening for the extension was held on
March 6 and was attended by Bordeaux Mayor and
President of the Metropolitan Region Alain Juppe and
Bègles Mayor Noël Mamère. The new extension is expected to carry an additional 9,000 passengers per day
and follows a 2.8-kilometer northern extension of Line
C, and a 3.6-kilometer western extension of Line A,
both of which opened in January. (International Railway
Journal, March 16)
Hungary
The first of 37 Urbos low-floor LRVs being supplied by
CAF for the tram network in Budapest arrived in the
Hungarian capital in the early hours of March 11.
The first vehicle to be delivered is one of 25 34-meterlong LRVs that will be delivered by the end of this year.
The remaining 12 vehicles will be 56 meters long, surpassing the fleet of 40 55-meter-long Siemens Combino
LRVs, which were the last major purchase by Budapest
Transport Company (BKV).
The CAF vehicles have been ordered for BKV by Budapest Transport Centre (BKK). The deal included options for up to 87 additional LRVs, and BKK has already
exercised the first option for 10 34-meter-long vehicles,
which will be delivered next year.
The shorter trams accommodate up to 200 passengers, 46 of them seated, and will be used on Lines 3,
19, and 61, the latter two operating over new links now
being built to connect the northern and southern tram
networks in the Buda and Óbuda parts of the city.
The longer vehicles will accommodate 345 passengers, 81 of them seated. They will deployed on Line 1,
where additional LRVs are required for the southern
extension, which is currently being commissioned and
due to open by early April.
Following trials, BKK expects the first Urbos vehicle to
enter service by September. (International Railway
Journal, March 13)
Australia
Victoria (Australia) Premier Daniel Andrews announced on March 3 that the state will place an order
for five additional six-car X'Trapolis EMUs for the Melbourne suburban network, safeguarding the immediate
future of the Alstom assembly plant at Ballarat.
The trains are due to enter service by the end of next
year and are being ordered as part of the Victoria government's long-term rolling stock strategy, which will be
unveiled as part of the state budget in May.
According to the state government, the Ballarat plant
would have been left without any work within the next
five months if no new orders had been placed. The ex(Continued on page 20)
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from March, 2015 issue)
Sunday, April 28 dawned clear, but before I could take
advantage of the fine weather, there was a certain
amount of housekeeping to take care of. It was about
20 minutes after 7 when I left Napoli Centrale, Trenitalia’s modern railway station, and wandered out, onto
Plaza Garibaldi. The Eurodam was scheduled to arrive
at the port at 8 o’clock and I knew a number 1 tram
would take me right to the piers. So I bought a day pass
from a machine at the car stop, which would be good on
all of the transit and commuter rail lines in the city.
That accomplished, I boarded the first car headed in
the right direction for the short ride to the Universita
stop. As it turned out that was one station short of the
temporary terminal of the streetcar line, Via Cristiforo
Columbo (who IS that guy), as most of its western end
(10 more stops) was closed for major construction. The
piers were brimming with cruise ships, with Norwegian,
Costa and MSC all being represented. I asked about
the Eurodam and was told it was not docking at this
location, but I could walk or ride a pier bus to another
terminal. I chose to walk, and tramped for the equivalent of about one and half tram stops, but found the area to be virtually deserted. What to do now? Figuring I
misunderstood the directions I walked back, continuing
to roll my carry-on. I found a Police Officer, and he told
me the same thing about the Eurodam, but this time I
rode the bus to the other pier location. I soon saw a
young woman walking toward the water so I stopped
her to ask, and found out that she was a port official.
She spoke excellent English and confirmed the Eurodam was indeed arriving here, and told me it was her
job to provide clearance for the docking and give the go
-ahead to allow passengers on and off. She said she
would be happy to take me with her, so I could board
rapidly.
Soon the Eurodam began to approach the dock, and I
saw Clare high above on one of the decks waiting with
her tour group to alight so they could board one of the
buses that now were starting to congregate. I waved
and she waved back. The cruise ship pulled in at 8:25
(late as usual) and after inserting my key/pass into a
machine I was let aboard. I rolled my bag back to our
cabin, took a shower, put on fresh clothes, and at about
9:10, was ready to disembark for my day of electric
traction.
Naples is a city of almost 1 million along Italy’s west
coast. This was my third trip to this pleasantly disorganized hilly metropolis, which still has three lines left
(http://www.urbanrail.net/eu/it/nap/tram/napoli-tram.htm)
of what was once a large streetcar system. It also
sports a bunch of incompatible rapid transit-like lines
(http://www.urbanrail.net/eu/it/nap/napoli-map.htm).

These are comprised of a modern heavy Metro line, a
new wholly underground light Metro, a Trenitaliaoperated S-bahn line, and three separate independent
suburban railways, which include the standard-gauge
Circumflegrea and Cumana railways and the 960-mmgauge Circumvesuviana railway--plus three funiculars.
While I was disappointed that I would not be able to
ride the entire streetcar system again, especially
through the Tunnel della Vittoria, I hadn’t come with big
plans, as it was clear that a single Sunday would not
suffice for covering the city’s robust mix of interesting
lines. But then I had ridden and photographed most
everything on previous trips — more than once for
many of the operations. Unfortunately on my last journey all of the rapid transit lines, except for Metro route
1, had been severely doused with graffiti. But there had
been a few new developments since then, which comprised my “to do” list. Most important would be the new
100-percent low-floor cars on the streetcar system and
an extension at the other end of tram Line 1, which had
opened only a month ago. Also I wanted to ride Metro
Route 6, a totally new underground line that uses new
high-platform LRVs. As it would turn out, I would have a
few pleasant surprises, but would not accomplish all I
had set out to do.
The streetcar system consists of three lines, configured like an upside-down letter “T.” Route 1, the heaviest of the services, runs north to west; Route 2 north to
east; and Route 4 west to east. The west to east portion
of the system runs parallel to the Mediterranean, while
the north-south section serves the railway station and
connects with some of the rapid transit lines. Route 2
does not have much service, as it is duplicated by the
other lines; it had been numbered 29 on my previous
visits. Much of the system runs in the center of streets,
separated from the ferocious motor traffic by raised
curbs.
Upon leaving the ship I walked to the Marina Duomo
stop of Lines 1 and 4, just outside the gates of the pier
where the Eurodam was docked. My first order of business was to ride to the northern end of the 1, which had
been extended four stops beyond its old loop at Emiciclo Poggioreale. It appeared that all service was being
provided by new Sirio LRVs manufactured around 2004
by Ansaldo Breda. I found the double-ended 100percent low-floor units to be aesthetically identical to
cars I had ridden in Florence, Samsun, Kayseri, and
Athens, although shorter and with only one powered
truck.
A map indicated that the old loop on the system’s
northern end is still used to turn Route 2 cars, and while
(Continued on page 18)
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changed my mind when I saw an orange car pass us.
So I got off at the next stop and spent some time photographing regular service until I saw the orange car coming back. I photographed it near a stop and then had to
hurry to board it. Apparently the passengers were
watching my antics and they applauded when I got the
Operator to open the door at the stop, which he planned
to pass because he did not see me waiting. Once
aboard, I was questioned by members of a scruffylooking band who probably were carrying their instruments to a gig. As soon as they found out I was an
American they began to serenade me with oldies like
Come Back to Sorrento, Finiculi Finicula and finally O
Sole Mio. Their English seemed to be limited to the
words, “Frank” and “Sinatra.” I gave them a few Euros,
which they appreciated. Anyway, everybody on the car
(including me) got a big kick out of the ambience.
The tram was painted orange and numbered 971. Apparently it was built around the same time as 1029, but
was modernized for a second time around 1980, so it
no longer looked like a PCC, but instead had the geometric design that had become popular everywhere at
the time. I rode the car out the 2/4 line and then
stopped over for photos. Near the end of the line gutter
running is featured, with each track adjacent to curbs on
opposite sides of the street. It brought back memories
of an incident on my first trip to Naples in the late
1970s. I was aboard a Route 4 car approaching its
eastern terminal when we had to stop because an automobile was parked on the track. After waiting for quite a
while, a number of trams had halted behind us, and despite a number of gongs, the automobile driver was nowhere to be found. Eventually a policeman came and
ticketed the car, but then he walked away. Finally I approached the auto’s rear bumper and acted like I wanted to pick the car up. Other passengers got the idea
and we finally lifted the car and moved it into the middle
of the roadway (we couldn’t place it on the sidewalk
since there are posts to prevent autos from using the
walkways to get around congestion). Then gradually
service got back to normal.
Anyway, I then rode a regular Route 4 Sirio to the
temporary end of the line at Via Cristiforo Columbo, and
transferred to a connecting bus to ride out over the
western end of the line. It followed a rather roundabout
route, because of construction of the in-town section of
Metro Line 6, and bypassed the Tunnel della Vittoria. I
rode to the temporary terminal of the 6 at Mergellina,
where I hoped to ride the high-platform LRVs. No such
luck as this short line doesn’t run on Sundays. I then
walked back to the pier, took a few more photos of the
Sirios, and boarded the Eurodam. Clare was already
back from her tour, which took her to Sorrento. After our
18:00 departure, we had a nice dinner and retired early.
The photos in this part show the 2004-built Ansaldo
Breda 100-percent low-floor cars. Next month’s installment will cover the heritage operation.

(Continued from page 17)

continuing past it, I spied a green streetcar in the offstreet terminal. I wondered what it was, as prior to the
introduction of these new silver liveried articulated
streamliners, Naples rolling stock had been painted in a
traction orange livery. The four-stop extension turned
out to be rather boring, with its new terminal at Via Stadera-Cuomo (don’t know if it’s named after Mario or Andrew) having been plunked down in the street’s central
reservation, differing from the other stops only because
of its tail track and crossovers. Clearly, like Newark,
Pittsburgh and Boston, single-end cars are no longer an
option for the Naples tramway.
My plan was to go right back and get off at the old
loop, to examine what I thought might have been a static display of a heritage car. However, just as we approached the stop, the single-ended unit began moving,
coming out of the loop and entering the street right in
front of us. Now the question was, how could I ride/
photograph it? We stayed right behind my objective as
we continued down Via Nuova Poggioreale and its continuation, Via Casanova, usually making a station stop
just after the other car began to move away. Finally, a
red traffic light stopped the old-timer within a station, so
I hurried off the Breda unit, ran forward, and banged on
the green car’s front door. The Operator opened it, and I
was welcomed aboard what appeared to be a fantrip.
The car was 1029, a 1935-built Peter Witt that was
modernized with a new body around 1960, and then
was restored as a historic unit in Napoli’s old color
scheme during the past few years. It is a single-ender
with doors at the front and rear, and despite being classified as a Peter Witt, I doubt it ever sported center
doors. We operated over Line 2, making stops on demand, with the occasional passenger boarding or alighting. A Conductor was on board checking and selling
tickets, and he accepted my day pass for payment. This
led me to believe I was aboard a Sunday-only heritage
car operation, perhaps something similar to the current
PCC operation in San Diego and the now-defunct holiday Peter Witt service in San Jose and “Council Crest”
car service in Portland.
There were a number of camera-toting passengers
aboard, and I eventually found one that spoke a tiny bit
of English. After finding out I was from the New York
area, he began to press buttons on his digital camera,
and voila (or the equivalent Italian word), he showed me
a few photos of Mike Glikin and the 2012 ERA trip to
Italy, which chartered the same car for an excursion!
We did not make any photo stops, but when we arrived
back at Emiciclo Poggioreale, we laid over, giving all the
traction fans aboard a chance to take photos with their
friends and countrymen (not Romans) hovering around
the car.
I was enjoying the sounds and ambience aboard the
80-year-old unit and decided to ride a bit longer, but

(Continued on page 19)
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Front and side views of the highly stylized Ansaldo Breda Sirio streetcar.

A view along Via Nuova Marina near Piazzale Masaniello, where
Routes 1 and 4 share track along the port.

A section of Route 4 is on ballasted track on Via Allesandro
Volta, which parallels the Mediterranean Sea.

A view of Route 1 along Via Nuova Poggioreale. Note how
unauthorized traffic often uses the streetcar reservation to avoid
congestion. Much of Route 1 operates in the center of streets, converted to reservation by the addition of curbing and narrow platforms at stops.

A perfect example of chaos on the streets of Naples. No, traffic does not run left-handed in this city--it runs in whichever
direction drivers want to go at any given moment. Pedestrians
have to look in both directions, even on one-way streets.
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Around New York’s Transit System
ATS and Other Signal Problems
NYC Transit experienced serious issues with its Automatic Train Supervision system on Wednesday, March
4. The resulting signal problems caused major delays
on 123456 and the 42nd Street Shuttle during the
morning rush hour. There were also signal problems on
D and F at the same time.
Signal problems between W. 4th Street and Chambers
Street resulted in major re-routings of ACE on March
10. A and C trains were routed over F between Jay
Street-MetroTech and W. 4th Street and E trains were
operated over F from Roosevelt Avenue-Jackson
Heights, terminating at Second Avenue. To free up track
capacity on the Manhattan portion of F, some F trains
were sent to Brooklyn over G.
MTA New York City Transit’s Newest Vice President
John Gaul, a long time veteran of MTA New York City
Transit, was appointed to become New York City
Transit’s first Vice President of 21st Century Service Delivery. He will head a team charged with the task of re-

defining customer service and communication, accelerating the development of technology, and developing
innovative ways to expand capacity of the system.
New Responsibilities for Station Agents?
As the MetroCard is phased out and replaced by
smart-phone apps and debit and credit cards sometime
after 2019, the venerable position of Station Agent may
undergo a major change in job responsibilities. Seeking
to avoid a repeat of the 2010 layoff of 600 Station
Agents, Transport Workers Union (TWU) Local 100 and
MTA New York City Transit are negotiating productivity
gains in which these positions will assume new responsibilities less focused on cash handling and more on
customer assistance, including using specialized tools
to reach down to the track bed to retrieve dropped
items, eliminating the need to wait up to three hours for
a specially trained person to respond to the scene or
worse yet, encourage passengers to take needless
risks and hop down onto the roadbed to retrieve a
dropped item such as a cell phone.

Commuter and Transit Notes

Ballarat is currently completing a batch of eight additional X'Trapolis sets that were ordered by Public
Transport Victoria in June, 2013 to supplement the 74
trains already in service in the city. (International Railway Journal, March 3)

(Continued from page 16)

tra trains will keep production lines open and also provide a short-term increase in fleet capacity on the Metro
Trains Melbourne network.

Traction Tour to Southern Europe
(Continued from page 19)

A poster along the
construction site for
the extension of Metro Route 6, which
originally had been
planned as an LRT
line. Similar Ansaldo
Breda T-67 rolling
stock is used on the
Genoa Metro. Unfortunately I did not get to
ride the short section
of the line that is currently in service.
(Continued next issue)
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MANHATTAN THIRD AVENUE “L” SERVICE
ENDED 60 YEARS AGO
At 6:04 PM May 12, 1955, the last elevated
train to run in Manhattan departed from Chatham Square. Service was discontinued on
8.50 miles of the Third Avenue “L” between
Chatham Square and 149th Street, but trains
continued running on 5.78 miles of the elevated between 149th Street and Gun Hill
Road.
Manhattan’s east side riders had been enjoying rapid transit as far back as anyone
could remember. Steam locomotive-hauled
trains started running from South Ferry to
Grand Central on August 26, 1878. Service
was extended in stages on Third Avenue until
trains finally reached Bronx Park on May 21,
1902. Service was sped up when the line
was electrified. The first electric train departed from 129th Street at 7:19 AM March 24,
1902 and the last steam engine ran on August 24, 1902.
New York’s population was increasing rapidly. To furnish better service, the Interborough Rapid Transit Company decided to
make the express track continuous on the
Second, Third, and Ninth Avenue elevated
lines. A Public Service Commission certificate
dated March 19, 1913 gave the company
permission to proceed with the work. In addition to building a continuous express track
and the necessary express stations, the work
involved rebuilding the Chatham Square station, double-decking the City Hall station, and
replacing the single-deck Harlem River
bridge with a double-deck bridge. The Manhattan Elevated Improvement was an engineering feat with which no other engineering
job in this country could be compared. Most
of the work was performed on city streets,
often congested. During the period of construction from 1913 to 1918, traffic on all the

elevated lines was operated with little change
in regular train schedules. IRT started operating extended rush hour service on July 8,
1917 and all-day express service in November, 1917. This new express service resulted
in an increase of nearly 14 million passengers from 1916 to 1917. Second Avenue
trains were rerouted via the Bergen Avenue
cutoff on July 1, 1917, eliminating congestion
on the grade crossing north of 149th Street.
The final expansion took place when service
was extended to White Plains Road on October 4, 1920.
During the next two decades, riding declined slightly, but service was frequent.
About a year before Unification, the Board of
Transportation made passenger traffic
checks to determine the fate of the Second
Avenue “L.” A letter from the IND Trainmaster
to the IND Superintendent dated December
18, 1939 revealed that the Third Avenue “L”
north of 67th Street could accommodate the
Second Avenue passengers, but the Third
Avenue “L” south of 59th Street could not accommodate the Queens passengers. If the
entire Second Avenue “L” were demolished,
the letter recommended increasing IRT service between Flushing and Times Square
and BMT service between Flushing and
Queens Plaza. But service could not be increased because of a car shortage.
At Unification, June 12, 1940, the Second
Avenue “L” was abandoned north of 59th
Street, but was retained south of there. Rush
hour Freeman Street expresses were rerouted from Second Avenue to Third Avenue.
Freeman Street trains operating on a 12minute headway were turned on Chatham
Square’s upper level between South Ferry
(Continued on page 4)
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RAILS UNDER THE RIVER REVISITED —
THE HUDSON & MANHATTAN
by George Chiasson
executed later), McAdoo then incorporated the Hudson
& Manhattan Railroad on March 20 to tend to the creation of this second set of tunnels, though his company’s
right to construct them wasn’t formalized by the New
York State Board of Railroad Commissioners until May
11, 1904. After work actually began on the “south” set of
under-river crossings in early 1906, things proceeded
with relative ease as compared to the long, unforgiving
history of the original “Haskin” tube upriver that took 34
years to complete. It is also worthy of note that their
construction proceeded concurrent with those of the
Pennsylvania Railroad on either side of Manhattan and
IRT’s first subaqueous tunnels to Brooklyn. Meanwhile,
given the geography surrounding its newer project,
H&M’s Lower Manhattan “Terminal” was to be sited
near the intersection of Cortlandt and Greenwich
Streets, directly across the river from Exchange Place,
in what then was a congested, aging community of randomly mixed residential and commercial use, situated at
the doorstep to what had developed into the world’s
preeminent financial district.
There H&M would erect its grandiose “Hudson Terminal,” a pair of Renaissance-style, 19-story office
“towers.” This was a relative term at that time, given the
rapid pace at which New York’s “skyline” was then
evolving, with every successive building seemingly taller
than its predecessor. The new rapid transit terminal was
integrated into the very sub-structure of these twin
buildings in such a way that they provided not only a
worthy destination of themselves, but also a desirable
gateway for routine commuting between the employment centers of New York and the outlying precincts to
which its legions of human beings gravitated on a daily
basis. The presumption was that many of these commuters would utilize H&M to reach their railroad terminals across the Hudson as an integral part of their balanced, suburban lifestyle. In a vein similar to that of
Penn Station, the Hudson Terminal towers were a
prized architectural undertaking ultimately garnered by
the firm of Clinton and Russell, which designed scores
of Manhattan edifices, perhaps most notably the late
Astor Hotel, and were specifically designed by J. Hollis
Wells (1863-1926), who was touted upon his death as a
“born builder.” They were then built by hallmark contractor George A. Fuller, who also fabricated the Pennsylvania Station terminal depot. As H&M and the Pennsylvania further bonded during the project’s earliest phase,
the railroad agreed to make its existing alignment available for the novitiate rapid transit line, and H&M then
designed its station on the New Jersey side of the south
tubes to be built as an extension of the sub-basement
directly under the Pennsy’s then-rather substantial terminal at Exchange Place. To tie the two sets of under-

H&M AND THE HASKIN TUBE—PENNSY’S
DOWNTOWN PARTNER

While the valiant efforts of former Colonel DeWitt Clinton Haskin have been well-documented elsewhere, suffice it to state here that he was the farsighted originator
of a halting, abortive 1874 tunneling project to join New
York and New Jersey that bore his name until it was
ultimately completed more than three decades later.
After taking a preliminary interest in the moribund
Haskin project during late 1901 as a civil cause (and
probably as an investment as well), William G. McAdoo
(1863-1941) and his associates founded the New York
& New Jersey Railroad on February 6, 1902 as a
means of resurrecting, improving, and completing the
partially-built tunnel under the Hudson. From its beginnings, the company’s quest was to provide rail-based
transit connections between the score of railway terminals on both sides of the big river, such that a continued
reliance on traditional railway ferry boats would be reduced to a secondary option in short order. Granted,
these connections as built weren’t complete in their
scope, as the H&M system completely missed two important terminals on the New Jersey side (the West
Shore’s Weehawken and Central of New Jersey’s Communipaw) and did not possess an adequate franchise
within New York City. Like the fate of Penn Station, efforts to finish the Haskin Tube were fortuitously timed to
coincide with the progressive administration of New
York Mayor Seth Low, whose Board of Rapid Transit
Railroad Commissioners was able to advance the project more or less on its own merits, as opposed to that
body’s formerly illicit graces under which any attempt at
municipal beneficence was customarily skewered with
malevolence from the minions of Tammany Hall. As
such, its franchise was summarily approved to extend
the tunnels, when completed, under the Lower West
Side of Manhattan as far as Christopher Street. These
rights were subsequently endorsed by the city’s Board
of Aldermen that December, but only as far as Greenwich Street and with a good bit more political intrigue
involved. Their proceedings were conducted part and
parcel with the franchise debate regarding the Pennsylvania Railroad’s New York Terminal, and while both
gained mutual approval there were some municipal encumbrances attached.
Undaunted, McAdoo took advantage of the political
alliance this forged to build a business relationship with
officers of the Pennsylvania Railroad, and met with
President Cassatt in early 1903 to propose that his
company construct an entirely different set of tunnels,
similar to the Haskin Tubes, which would extend under
the river from the existing Exchange Place terminal to
the nearest point in Lower Manhattan. Based on little
more than a handshake at first (with a formal agreement

(Continued on page 3)
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providing an easy economic justification for the developing New York & New Jersey Railroad, it seemed a relatively simple matter for the railroad to tuck a depot of its
own beneath the Lackawanna’s site plan, adjoined to
the northerly side of the railway terminal at the very end
of Observer Highway. This was to be accomplished by
excavating a “U”-shaped appendage to the westerly end
of the Haskin tubes that would curve beneath the
Lackawanna’s storage yard, while also gaining sufficient
distance under Hoboken from their shaft work to a
grade-separated connecting “wye” with the tunnel to
Exchange Place, as well as a rise under the Lackawanna’s terminal leads to a convenient elevation beneath the northeast corner of its new passenger station.
While DL&W warily assented to this proposal in the beginning, its leadership reversed course less than a year
later and ultimately sued for monetary damages from
the new rapid transit company, based on the unfair
competitive advantage that it would hold by possessing
a set of through tracks to Manhattan. As awkwardly
based as this (successful) court action was, it ultimately
delayed the start of construction on the rapid transit terminal until the spring of 1906, by which time H&M was
concurrently hard at work on the so-called “downtown”
tubes that were to unite the Pennsylvania’s Exchange
Place terminal in Jersey City with an underground station at Cortlandt Street in Lower Manhattan.
On another level, as each of McAdoo’s concerns were
nursing their respective sets of under-river tubes, tunnels, and associated termini to the construction stage in
1904, the New York & New Jersey was concurrently
pursuing rights from New York City authorities to extend
the Haskin alignment northward, so as to gain a deeper
penetration into the blossoming Midtown district. From
its authorized railhead at Greenwich and Morton
Streets, the company proposed a tunnel extension under Christopher Street to the heart of Greenwich Village, then passage through a more conventional subway under Sixth Avenue as far as W. 33rd Street. Approvals for this idea proved to be hard-won, as both it
and the proposed connecting tunnels between Hoboken
and Exchange Place on the Jersey City side were opposed by traction magnates of the Metropolitan Street
Railway and Public Service Corporation on the basis of
potentially unfair competition. When these issues were
ultimately addressed through financial considerations by
the end of 1905 (which may or may not have been expedited through McAdoo’s various railroad company
connections) a picture of the initial Hudson River rapid
transit system emerged. Functionally, the “Uptown” segment of the new rapid transit system would serve as a
“local” line on the Manhattan side of the river with its
nearby passage of Penn Station being treated more as
an incidental connection than an essential convergence.
The traffic gathered through this Midtown subway would
then flow to and from the various New Jersey railway
termini using the Haskin Tubes, while that gathered by
the system’s “Downtown” component at Hudson Terminal would similarly travel through the “south” tubes link-

(Continued from page 2)

water tubes together as a cohesive system, H&M had
previously garnered rights, through a subsidiary called
the Hoboken & Manhattan Railroad, to tunnel southward under Washington Street in Jersey City from its
intersection with the original Haskin alignment in Hoboken (which then was still being installed in the name of
the New York & New Jersey Railroad) to the Pennsylvania’s survey on (Pennsylvania) Railroad Avenue, currently known as Christopher Columbus Drive, in Jersey
City. Its northerly convergence was actually situated
beneath roughly-hewn, waterside industrial lands about
midway between the existing Erie (Pavonia) terminal
and the Lackawanna’s facility at Hoboken, where a new
terminal building was then under construction. As built
this connecting tunnel in turn clung to a subterranean
“shelf” of bedrock that in part formed the “base” of the
mighty Palisades, being positioned along the New Jersey waterfront approximately 1,300 to 1,500 feet inside
the pier line, but was close enough to the Hudson
River’s bed that it was engineered in the same manner
as an underwater passage.

H&M AND HOBOKEN TERMINAL

It could be said that the present Hoboken Terminal of
NJ Transit and the former Hudson & Manhattan, née
PATH, terminus at Hoboken were bred together, though
they were not birthed at precisely the same time. For its
first half-century of operation, the railroad once known
as the Delaware, Lackawanna & Western and its predecessors had established a relatively modest terminal in
Hoboken, but to better meet its emerging traffic needs,
in particular as well-patronized suburban services were
spreading swiftly throughout northern New Jersey, the
“Lackawanna” undertook the construction of a larger
“New York” terminal, including expanded waterside
docking facilities, on the New Jersey side of the Hudson
starting in 1902. This was about the same time that William McAdoo was ready to resume restorative construction of the former “Haskin” tunnel under the Hudson,
and the new company immediately chose to amalgamate as much of its survey as possible with the Lackawanna’s alignment. This “choice” was actually more of a
dictation, as the Lackawanna utilized the existing Bergen Tunnel, as opened by the former Morris & Essex
Railroad in 1877, to reach the Hoboken facility as a direct means of getting under the Palisades. As part of its
newest Hoboken Terminal construction, the Lackawanna also duplicated the original bore to create the
latter-day pair of “Bergen Tunnels,” with the replacement passenger terminal being placed in service on
February 25, 1907 and the newer tunnel beneath the
Palisades following suit the next year. As a result the
original “tube” and its newer companion bore somewhat
unequally beneath the Hudson River in their final form,
between Morton Street in Manhattan and the present
18th Street in Hoboken, which was immediately south of
the Lackawanna’s terminal alignment.
With DL&W’s assured, connecting patronage base

(Continued on page 6)
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125th Street, looking north.
Bernard Linder collection

129th Street.
Bernard Linder collection

129th Street, showing car 1603A.
Bernard Linder collection

143rd Street looking north.
Bernard Linder collection

149th Street looking south, August 5, 1972.
Larry Linder photographs

(Continued on page 5)
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149th Street looking south, August 5, 1972.
Larry Linder photograph

175th Street looking south.
Bernard Linder collection

Tremont Avenue.
Bernard Linder collection

183rd Street looking north, August 18, 1969.
Larry Linder photograph

South of 204th Street looking north, August 5, 1972.
Larry Linder photograph

Looking west toward 210th Street.
Bernard Linder collection

(Continued on page 6)
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Street to 241st Street. On March 14, 1952, service south
of 149th Street was discontinued weekdays after 7 PM
and all day Saturday and Sunday. On December 31,
1953, service was discontinued on 0.30 miles of the
elevated between City Hall and Chatham Square.
To accommodate the displaced elevated passengers,
new rush hour subway schedules went into effect on
January 14, 1955, four months before elevated trains
ceased running in Manhattan. Rush hour Lexington Avenue-White Plains Road service was increased and
several gap trains in the Jackson Avenue middle were
available if there was an AM rush hour delay at 149th
Street-Third Avenue. Unfortunately, rush hour service
was reduced on the other Bronx expresses.
The last elevated train in Manhattan departed from
Chatham Square at 6:04 PM May 12, 1955 and service
was discontinued on 8.50 miles of elevated between
Chatham Square and 149th Street. After service was
discontinued, the southbound subway platform at 149 th
Street-Third Avenue was occasionally filled to capacity
in the AM rush and the passengers had to wait in the
passageway until the platform was cleared. The Lexington Avenue Subway is still the most crowded and the
Second Avenue buses are the busiest. The Second Avenue Subway was originally planned in 1929 and the
long-delayed opening may occur late in 2016.

Manhattan Third Avenue “L” Service Ended 60
Years Ago
(Continued from page 1)

locals operating on a 6-minute headway. To avoid delaying the locals, a Motor Instructor boarded the rear
car of a southbound express at Canal Street and operated it back there while the Motorman walked through
the train. At Canal Street, he took over the controls and
the Motor Instructor crossed to the southbound platform
where he waited for the next express.
Ten years later, service was curtailed because riding
was declining, the cars were old, and the elevated
structure was in poor condition. Effective July 13, 1950,
shuttles were operated between Canal Street and
South Ferry every day during midnights, weekday evenings, Saturday afternoon, and all day Sunday. Trains
were turned at or south of Gun Hill Road at all times
and operated to 241st Street only during rush hours. On
December 22, 1950, service was discontinued on 1.22
miles of the elevated between South Ferry and Chatham Square. To provide alternative transportation, free
transfers were issued to buses at Chatham Square.
There was no elevated service north of Gun Hill Road
and substitute rush hour service was provided by extending alternate Seventh Avenue expresses from 180th
Rails Under the River Revisited

in other U.S. venues to date, would preclude at-grade
rail crossings and enable the individual distribution
routes to be operationally streamlined for efficiency. As
construction of the new system reached an advanced
state in December, 1906, the New York & New Jersey,
Hoboken & Manhattan, and Hudson & Manhattan companies were formally merged under the latter name,
which shortened to its “H&M” acronym defined an operational heritage that the system is well-remembered for
a century later.
(Continued next month)

(Continued from page 3)

ing Manhattan’s vibrant Financial District with Exchange
Place and the same array of railheads in reciprocal
fashion. Further, in what is best described as a fit of genius for that time, the points where these three elements would intersect were separately engineered as a
sophisticated system of grade-separated tunnels forming “wyes.” This innovation, which had seen limited use

charging more than the ride costs, the system is, in fact,
heavily subsidized, with fares making up about 40 percent of its operating revenue. Experts have called for a
more sustainable source of funding; one proposal, by
MoveNY, would establish tolls for drivers on the East
River bridges in Manhattan, an idea that was rejected in
Albany in 2008.
The most recent MTA statistics reveal that train delays
increased in 2014, and new figures for January and
February will probably reflect worsening delays.
One metric called “wait assessment” — essentially
whether trains arrive at platforms on time — decreased
by 1.5 percent across the system in 2014 compared
with 2013, and long gaps in time between trains rose to
6.4 percent, from 3.9 percent. Officials attributed the
delays over the last year to several factors: an increase
in track work, much of it in response to Hurricane
Sandy; more aggressive track inspections; and safety
slowdowns through work areas.

Around New York’s Transit System
(Continued from page 18)

over five years, but it is $15 billion short — the largest
funding gap ever and a striking sign of the difference
between what the system needs and what MTA can afford.
Mr. Cuomo has called the plan “bloated” and has not
addressed the funding gap, instead publicly drawing
attention to other infrastructure projects, including a new
Tappan Zee Bridge and his proposal for an AirTrain to
La Guardia Airport. But MTA’s Chairman, Thomas F.
Prendergast, has argued that the measures outlined in
the capital plan are essential, such as replacing aging
cars and tracks, modernizing the signal system so more
trains can run, and beginning the next phase of the Second Avenue Subway.
For most riders, their only regular connection to the
agency’s budget is the money they load onto their MetroCards. While some believe MTA makes a profit by

(Continued on page 12)
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NJ Transit
A “leak” in the upcoming fare increase was made by
the Wall Street Journal the week of April 13. Commuters
could be hit with an NJ Transit fare increase
that might reach 9 percent in fiscal year 2016, based on
budget documents for the coming year.
NJ Transit's budget documents said revenue from
fares would increase by 8.8 percent, from the $928.6
million earned in fiscal year 2015 to $1.01 billion in
2016, according to an Office of Legislative Services review of NJ Transit's financials. However, total NJ Transit
ridership only grew by two percent between January,
2014 and January, 2015 to 270 million passenger trips,
according to the last agency ridership report. That is the
highest ridership since fiscal year 2009.
So far, the agency has not announced a fare increase
package or commented on the Wall Street Journal report.
Other factors that could force an increase include the
Passenger Rail Investment and Improvement Act of
2008. PRIIA will affect the rent that NJ Transit pays to
Amtrak to run 450 trains a day on the Northeast Corridor and for using the ancient Hudson River Tunnels and
Penn Station in New York.
While the exact amount is being negotiated and would
take effect in October, Hakim told a State Senate budget panel that PRIIA could add $20 million to the $80 million "rent" that NJ Transit pays currently.
The agency has a $60 million budget gap to close,
which has been cut in half from $120 million. That is not
counting possible revenue from a fare increase and additional savings from service reductions. Executive Director Hakim said a fare increase is a last resort and
pledges that if fares are hiked, commuters will not be hit
with the 22 percent increase as they were in 2010.
NJ Transit has made some cost-cutting measures,
such as not filling vacant positions where possible. Others are a little more oblique, such as "locking in fuel
contracts" and "maximizing contracts and service options."
NJ Transit officials said they cannot offer details on
other cost-cutting measures until after the fiscal year
2016 budget is drafted. Commuters are almost universally opposed to a fare increase for the same service,
adopting the hashtag #nofareincrease on Twitter. (NBC
New York, April 15 and NJ Advance Media, April 15)
Other Transit Systems
Boston, Massachusetts
Keolis Commuter Service restored full weekday MBTA
commuter rail service on March 30, with the number of
seats available to passengers returning to pre-storm
levels. The commuter rail system had been operating
on a limited schedule for a month after a series of record-setting winter storms dropped more than 100 inches
of snow on the Boston area, causing damage to railroad

infrastructure and the locomotive fleet.
In the wake of the storms, 23 of the 65 locomotives
needed to run regular weekday service were disabled
when their traction motors were damaged by snow and
ice. In just three weeks, a total of 67 traction motors
failed. By comparison, about 20 traction motors would
be expected to fail during an entire "normal" winter.
Weekend schedules remained at full service throughout
the recovery.
To add insult to injury, MBTA is fining Keolis $1.6 million in penalties, which will be either reduced or eliminated because of a clause in the contract that allows for
“acts of God.” (Trains Magazine via Al Holtz, March
27)
Pittsburgh, Pennsylvania
Pittsburgh area planners are on board with a proposal
for Amtrak to add more trips to its Pennsylvanian passenger service.
Lawrence County Commissioner Steve Craig recently
wrote a letter to the Acting Secretary of the Pennsylvania Department of Transportation on behalf of the
Southwestern Pennsylvania Commission, expressing
support for increased passenger rail service from Pittsburgh to Philadelphia and New York City.
The 10-county regional planning agency, of which
Lawrence County is a member, met on March 30 and
discussed the need for added passenger train service in
the state. About 30 commission members voted to send
Craig’s letter to Acting Secretary Leslie S. Richards.
Lawrence County residents who ride Amtrak typically
would board it in Pittsburgh.
According to Craig, the Pennsylvanian, which travels
daily between Pittsburgh and New York City, is an economical ride.
The Commission is asking the state to approve two
more trips per day on that route. Currently, there is only
one trip per day.
Increasing the service from one to three trains daily
would provide increased access for many travelers to
Pittsburgh and points west, and from the east to Harrisburg and points east along the Pennsylvanian, Craig
wrote.
“In addition, increasing efficient, multimodal options for
travelers has a positive impact on decreasing highway
congestion and improving air quality in the Southwestern Pennsylvania region across the Commonwealth,”
the letter states. (New Castle News, April 2)
Washington, D.C. area
The Washington Metropolitan Area Transportation Authority (WMATA) system's first 7000-series metro train
from Kawasaki Rail Car USA will enter passenger service April 14, on the Blue Line. The order is a first for
WMATA as Metro's fleet has primarily consisted of cars
built by American and European manufacturers. The
(Continued on page 8)
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Tri-Rail says passengers will have “a seamless and
immediate connection to the airport via a short ride on
the MIA Mover” (people-mover).
Tri-Rail's schedules were to be slightly adjusted to
include the additional stop, which will return to being the
southernmost station on the 72-mile rail corridor. However, arrival times for the remaining stations are to remain the same as in the previous Tri-Rail schedule.
MIC is designed to accommodate several transportation connections. Tri-Rail joins Miami-Dade Transit's
Metrorail rapid transit system and Metrobus service,
which already have access to the facility, along with the
Rental Car Center and taxi service. Amtrak will move
into the facility once platform improvements are made.
(Railway Age, April 2)
Ohio
At stake is whether RTA in Dayton, Ohio can reduce
dependence on diesel buses and replace the underperforming, rusting ETI trolleys that have plagued the
publicly-funded transit system for 17 years.
The existing ETI trolleys are nearing the end of their
18-year anticipated lifespan and must be replaced, The
NexGen electric trolley prototypes being tested would
enable RTA to run a trolley to the end of its line, drop
the poles, and run on battery power to nearly any point
RTA serves in Montgomery County and part of western
Greene County.
A second NexGen being tested uses a diesel engine
and a generator rather than a battery to power the trolley off-wire, and is the first of its kind to be used for offwire operation in the U.S., according to John Andreas,
Vice President of Business Development for the
NexGen prime contractor, Vossloh Kiepe Inc. of Germany.
RTA is also the first to use the battery version of the
NexGen trolley for extended off-wire operation.
Replacing the existing trolleys comes with a high price
tag. RTA — one of just five U.S. transit systems still using electric trolley buses — has budgeted $43 million to
buy 41 more of the dual-mode trolleys by 2019 if the
prototypes being tested pass muster and federal funding can be obtained to cover most of that cost.
The trolleys — which will cost about $1 million — are
more than twice as expensive as conventional lowemission diesel buses and about 40 percent more costly than hybrid diesel/electric buses.
Dual-mode trolleys are more common in Europe, but
the Vossloh battery systems used there, as well as
those purchased by Seattle and San Francisco, are designed as backup sources that allow the trolley to go at
most a few miles to avoid construction and obstacles
and at a speed of less than 25 miles per hour.
The NexGen battery can power a fully loaded trolley at
full speed for up to 20 miles off-wire by RTA estimates.
Vossloh Kiepe states its design is good for only 15
miles, and that depends on how many people are on
the bus and the amount of power being used for heating
and air conditioning.
RTA officials disagree with the “guinea pig” designa-

(Continued from page 7)

new cars are not backwards compatible with the existing fleet, a first for WMATA.
WMATA said that the introduction of the new train will
be the most significant milestone to date for a project
that has spanned nearly five years from approval and
funding, through design and engineering, to testing and
certification.
The first train in regular passenger service with eight
7000-series cars will depart from Franconia-Springfield
shortly after 7 AM on April 14. The Blue Line serves five
of WMATA's six jurisdictions: Fairfax County, the City of
Alexandria, Arlington County, the District of Columbia,
and Prince George's County.
The stainless steel-bodied 7000-series cars feature
new technologies “that are generations ahead of
WMATA's current railcars,” all of which were designed
to be "backward-compatible" with WMATA's oldest cars,
the 1000-series, WMATA said. For example, WMATA's
current railcars use analog technology for onboard public address announcements, whereas the P.A. systems
on 7000-series cars will be entirely digital and feature
“clear, automated announcements.”
The second 7000-series train is already undergoing
testing and is expected to quickly follow the first train
into passenger service.
WMATA has ordered 528 of the new railcars, enough
to replace all 1000- and 4000-series cars and expand
the size of the fleet by 128 cars. Options to purchase an
additional 220 cars can be exercised if funding is committed by midyear. Funding jurisdictions have all indicated that they are inclined to support purchasing the additional 220 cars.
Safety is at the forefront in the design of the 7000series cars, which are built with CEM (crash energy
management) to meet improved crashworthiness standards to absorb maximum energy in the event of a collision in addition to common safety features found on
most heavy rail equipment found through the United
States. Earlier WMATA cars have been criticized for
their lack of crashworthiness, one serious incident being
on the Red Line back in June of 2009, when two trains
collided, with one telescoping.
Unlike earlier railcar series that can be mixed and
matched within a single train, the 7000-series cars will
operate only with other 7000-series cars, and all of the
new trains will all be eight cars in length. The cars will
also be in a quad-unit configuration, meaning that the
cars will operate in four-car sets, allowing the accommodation of 40 more passengers per eight-car train
than in older models because of fewer Operator compartments. See the back page of this issue for a review,
including a photo. (Railway Age, March 31)
Florida
South Florida Regional Transportation Authority/TriRail’s new Miami International Airport Station (MIA) was
set to open April 5, 2015, as part of the Miami Intermodal Center (MIC).

(Continued on page 9)
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diesel bus also traveled 65 percent more miles between
mechanical failures than the ETI trolleys.
The decision on whether to buy the NexGen trolleys
will not come until late this year.
After agreeing last June to purchase the four prototypes at $1.4 million each, RTA has an option to buy up
to 75 more over five years at a cost of about $1 million
each, plus 3 percent annual inflationary increases built
into the contract.
If RTA bought all 75 the total cost with inflationary increases would be $91.2 million, which Donaghy said
would be the largest capital expenditure in RTA history.
By comparison a standard diesel bus costs $440,000
and a hybrid diesel/electric bus costs $600,000.
But trolley advocates say cost is not the only factor to
consider when weighing trolleys versus diesel buses.
The trolleys’ lack of carbon emissions and low noise
levels make them ideal for an urban environment, the
2010 RTA study noted. The prototypes being tested also
are designed to last longer than diesel buses. And the
city has strong ties to the trolleys, and advocates in the
area have fought successfully in the past to keep them.
Some also make financial arguments for keeping the
trolleys, including the infrastructure for the 124-mile system, already in place and valued at $96 million.
Having trolleys also makes available federal money
that the transit system would not otherwise get. Known
as “fixed guideway” funding and targeting transit systems with rail or trolley lines, the money can be used for
all transit operations, not just the trolleys. Last year RTA
received $17 million in fixed guideway funding.
So far RTA tests show the battery trolleys performing
better than the diesel/generator ones, but adjustments
are improving the performance of the latter, said Bill
Ingram, chief maintenance officer for RTA. Donaghy
emphasized that RTA is under no obligation to buy any
more of the NexGens and argued that it is too soon in
the testing period — which began in December, 2014 —
to determine if more trolleys should be purchased or
which version is preferred.
The debate over trolleys has played out in other cities.
While Edmonton discontinued its system, King County
Metro in Seattle has continued purchasing trolley buses.
However, the keys to the future of trolley buses in the
United States may lie with Dayton. (Dayton Daily News
via John Pappas, April 3)
Texas
Dallas’s first “modern streetcar” has arrived from
Brookville, Pennsylvania.
“When the Dallas-Oak Cliff Streetcar opens for business on April 13, it will be operating a brand new, firstof-its-kind vehicle carrying passengers from downtown
Dallas to north Oak Cliff,” says Dallas Area Rapid
Transit (DART) spokesman Morgan Lyons. “The vehicle, which was designed and built by Brookville Equipment Corporation, will be the first streetcar in the United
States that utilizes wireless traction power. This means
the vehicle will be powered by catenary on surface
streets, but operate with an on-board ESS (Energy Stor-

(Continued from page 8)

tion for the NexGen trolley’s lithium titanate oxide (LTO)
battery, calling LTO a “proven technology (that) has
been used in transit for over four years and has a solid
record of performance.” The technology allows for batteries to charge faster and is also more environmentally-friendly than traditional batteries. However, the LTO
is so new it was not even included in the original bid
specifications for the NexGen.
The tortured path of the ETI trolleys offers clear lessons about the expensive consequences of missteps
and bad decisions.
Fifty-seven trolleys were purchased for $550,000 each
from a now-defunct company called Electric Trolley Incorporated (ETI), the lone bidder. ETI was a private joint
venture between Skoda, a Czech Republic company,
and defense contractor AAI Corporation of Hunt Valley,
Maryland. RTA Executive Director Mark Donaghy said
he has been told that RTA’s bid specifications at the
time mandated “proven” — which he said guaranteed
old — technology, making the ETI buses outdated from
the start. An eleventh-hour redesign of the bus is
blamed for serious structural problems that later developed.
During the testing period of three prototype trolleys,
people complained about the location of the handicapped ramp toward the back of the bus, said Gary
Robinson, RTA Project and Infrastructure Manager. A
decision was made to redesign the trolley to make it
wider to better accommodate wheelchairs in the aisle
and to move the heavy wheelchair ramp to the front
door. The redesign was compromised and the ramp
was too heavy for the front of the bus. To make matters
worse, the frames were damaged by salty moisture during shipment from the Czech Republic, leading to the
corrosion now plaguing the trolleys. Testing was inadequate.
Electrical problems came first. Then a broken crossroad bracket weld was found on one bus and cracks in
the same part on 39 others, along with cracked rear
main frames on 13 buses. The National Highway Traffic
Safety Administration warned that the bus could
“catastrophically fail,” and in 2001 ETI recalled the buses and fixed them under warranty. Only seven of the 57
buses purchased from ETI were not defective.
San Francisco, ETI’s only other customer, also had
defective trolleys. By 2004, the company was out of
business.
Over the years the ETI trolleys have continued to
cause problems. The wheelchair ramps frequently
break. The trolleys were supposed to be dual-mode,
with enough battery power to detour around obstacles,
but that has proven to work only intermittently. Also,
RTA agreed to exclusively buy parts from ETI, which
initially drove up the costs. Then, after the company
dissolved, RTA had trouble finding parts. A 2010 RTA
study found the ETI trolleys were more expensive per
mile for both labor and parts than the diesel buses. The

(Continued on page 10)
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age System) as it crosses the historic, 101-year-old
Houston Street Viaduct.”
The ESS, as described by Brookville, is a special feature of its partial-low-floor Liberty Modern Streetcar built
for DART. It is a redundant lithium ion battery system
charged through the overhead catenary system (OCS)
that provides power while the vehicle is crossing the
one-mile Houston Street Viaduct. An integrated battery
management system (BMS) monitors the current
charge state of the ESS “to ensure successful runs on
the line,” says Brookville. “The battery ESS is ideal for
longer off-wire runs, due to its ability to store high power
loads and its low discharge rate.”
The project is a partnership of DART, the City of Dallas, the Federal Transit Administration, and the North
Central Texas Council of Governments. The streetcar
starter line runs 1.6 miles from Dallas Union Station to
Oak Cliff.
Other than testing and operator training along the new
corridor, the vehicle (and its twin, scheduled to arrive
shortly) was to make its next appearance on April 9 as
part of DART's participation in APTA’s Stand Up 4
Transportation Day, which focuses on national transportation infrastructure advocacy. (Railway Age, March 23)
New Mexico
Amtrak was supposed to finalize the continuation of its
New Mexico route of the Southwest Chief passenger
train when Amtrak spokesman Marc Magliari told the
Santa Fe New Mexican in March that the Southwest
Chief will continue to make stops in New Mexico towns
of Raton, Las Vegas, Lamy and Albuquerque.
The Southwest Chief travels between Chicago and
Los Angeles, but part of the current route was in jeopardy because of questions about maintenance and upgrades of track. Due to track downgrades, BNSF offered to have the Chief be routed via Amarillo, Texas.
Colorado and Kansas moved aggressively last year to
secure a federal grant and to allocate money for repairs
on their sections of the Southwest Chief tracks. Colorado’s effort was rooted in strong bipartisan legislative
and Pueblo County leadership.
New Mexico’s hold on its section of the route was
much more tenuous. Governor Susana Martinez in
2014 authorized $150,000 for a study of the Southwest
Chief’s costs and benefits. Martinez was less willing
than governors in Colorado and Kansas to commit to
the project because she said Amtrak historically was the
beneficiary of federal subsidies. Because of the New
Mexico Rail Runner, the commuter train between Santa
Fe and Belen, New Mexico via Albuquerque, changing
the Chief’s routing would have proven difficult for that
service as well.
While the January 1 deadline has been dropped, funding is still shaky as $1.5 million in funding amendments
were stripped from the Colorado House’s state budget
proposal and another funding bill was put on indefinite
hold, forcing rail advocates to push legislators to find
10

other funding sources. Last year, Colorado was part of
a successful bid for a $12.5 million federal transportation grant.
(The Pueblo Chieftain, March 29 and KRCC-FM,
April 9, 16, and 17)
Pacific Northwest
The Oregon Department of Transportation may not
have enough money next year to continue providing
Amtrak rail service between Portland and Eugene, according to budget discussions in the Oregon Capitol.
Governor John Kitzhaber had set aside $10.4 million to
keep the "Cascades" route operating, even as the federal government phases out its funding for routes shorter than 750 miles. Kitzhaber resigned in February due
to a criminal investigation.
However, the Legislature's proposed budget includes
just $5 million for passenger rail.
ODOT Assistant Director Travis Brouwer said it would
very likely not be enough to keep the Cascades route
operating, and it was a "distinct possibility" it would
have to close.
The Cascades route runs from Eugene to British Columbia, and it includes two daily round trips between
Eugene and Portland and between Seattle and Vancouver, B.C., and four daily round trips between Portland
and Seattle.
The federal Passenger Rail Investment and Improvement Act of 2008 required states to eventually take on
full responsibility for shorter routes, like Cascades,
while the U.S. government continues to pay for longer
ones.
Oregon must begin paying for the Cascades in the
2015-17 biennium, and it needs $28.1 million to cover
the cost of Oregon train service, according to ODOT's
budget report.
More than half of that is covered. About $6.6 million
will come from Oregon's custom license plate fees. Another $4.1 million will come from the state Transportation Operating Fund, which is unclaimed refunds for gas
taxes assessed on off-road vehicles. Finally, one-time
federal funds will cover $6.9 million, for a total of $17.6
million. The $10.4 million allotted in Kitzhaber's budget
would bring the total to $28 million, and that is what
ODOT is asking for.
Without that money, the state does not believe it can
keep the trains running.
ODOT Government Relations Manager Leah Craft
wrote an email on Thursday to Amanda Hess, chief adviser to Senator Chip Shields, that outlined what would
happen if ODOT does not receive $10 million.
"ODOT would need to give Amtrak 90-day notice to
stop service but this would not occur until the 2015 session has been completed. Should the Legislature adjourn without funding passenger rail, ODOT would proceed with stopping service but not until that point," Craft
wrote.
Already, advocates of train travel are concerned.
The Association of Oregon Rail and Transit Advocates
is using its website to encourage enthusiasts to contact
(Continued on page 11)
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the Legislature and push for full funding. It has also put
out fliers in train stations, including Salem.
"In 2014 Oregon purchased two wonderful new Talgo
trains so our state could meet the growing public demand for passenger rail. Now the service is threatened,
and those new trains would go on the auction block,"
the website says. "Tell your lawmakers in Salem: 'Don't
let it happen.'"
Brouwer said an end to the Cascades route would
likely be permanent. (The Leaf-Chronicle via the
Statesman Journal, March 30)
Los Angeles, California
A University of Southern California film student was
hospitalized in "grave" condition after the car he was
riding in was crushed by a Metro train near the school’s
campus on March 28, officials said. Nine people aboard
the commuter train were also taken to hospitals after
the crash, including the Train Operator. The collision
was reported just before 11 AM near the intersection of
Exposition Boulevard and Vermont Avenue, officials
with the Los Angeles Fire Department said. About 100
passengers were on the train at the time of the wreck.
Investigators say the 31-year-old driver, who has not
been identified, may have made an "improper turn" to
his left, crossed the tracks and collided with the train,
said Sgt. Michael Verlich of the Los Angeles County
Sheriff’s Department. The car became wedged between
the train and a pole, causing the train to come off the
tracks and trapping the driver inside the mangled vehicle.
In all, 21 people received medical attention, LAFD Assistant Chief Don Frazeur said. The driver, who is also a
military veteran, was taken to the hospital in "grave"
condition after being rescued from the crumpled Hyundai Sonata
The Train Operator, identified as Kenneth Goss, was
recovering at home with his family after being treated at
the hospital for injuries that were described as "serious."
He has worked for Metro for 29 years, said Metro
spokesman Jose Ubaldo.
Eight others were taken to the hospital to be treated
for minor injuries. Several others were treated at the
scene.
LAFD officials initially said two cars had been involved
in the crash with the train, but later changed that number to one.
The crash interrupted additional Metro train service for
a crowd of 80,000 at the Mexico vs. Ecuador soccer
match at the Los Angeles Memorial Coliseum. (NBC
Miami via NBC4 Los Angeles, March 29)
Toronto, Ontario, Canada
The Toronto Transit Commission has awarded Bechtel
Canada Company a contract worth “up to $80 million”
for project management of the Spadina subway extension to York, it announced on April 13. The contract is
good until the end of March, 2018.
The 8.6-kilometer (5.3-mile) extension of Line 1 is due
11

for completion by the end of 2017. It will run north from
Downsview beyond the city’s boundary to Vaughan Metropolitan Centre in York. Six stations are under construction, including an interchange with GO Transit
commuter rail services at Downsview Park.
The Toronto City Council recently authorized C$90
million for the project, with a further C$60 million allocated by the Regional Municipality of York. In addition,
TTC and BAI Canada are following MTA in New York by
installing advertising-supported free WiFi service at all
subway stations in the “downtown U” and at Bay and
Spadina. The remaining stations are to be covered over
the next two years. (Railway Gazette, April 15)
Germany
Siemens has officially been awarded a €1.7 billion
(US$1.86 billion) contract by Germany’s Rhine-Ruhr
Transport Authority (VRR) to supply 82 Desiro High Capacity (HC) EMUs for the Rhine-Ruhr Express (RRX)
network and maintain the fleet for 32 years.
VRR announced the order on February 10 and was
awaiting approval from the tendering authorities—VRR,
Rhineland Local Transport (NVR), Westphalia-Lippe
Local Transport (NVR), North Rhineland Palatinate Regional Rail Transport (ZSPNV-Nord), and North Hessen
Transport (NVV). Delivery of the trains will begin in
2018 and the fleet will enter service in time for the start
of the RRX concession in December, 2018.
Siemens says this is its largest German regional rail
transport order and the company will build a maintenance facility in Dortmund-Erving to service up to four
trains simultaneously. Up to 100 specialists will work at
the facility, which will encompass a vehicle hall, specialized workshops, an outside washing station, and storage facilities for 10 trains.
The Desiro HC trains combine single-level cab cars
with bilevel intermediate vehicles. According to Siemens, a 105-meter-long (345-foot-long) four-car Desiro
HC set with two bilevel cars will seat up to 420 passengers.
The five-line RRX network will introduce a consistently
high-quality fast regional rail service to Germany’s most
densely populated region, with trains running at 15minute intervals on the core Dortmund-Cologne Line at
a maximum speed of 160 kph (100 mph). According to
the tender, 71 trains will be required to operate the full
timetable with the remaining sets covering maintenance.
VRR says the transport authorities decided to procure
rolling stock directly, rather than through the operating
concessionaire, because this will result in lower lifecycle costs and a standardized fleet. DB Regio opposed
this structure and launched a legal challenge against
VRR, which was rejected by a court in Münster in October, 2014. (Railway Age, March 26)
Japan
Central Japan Railway Company (JR Central) set a
new maglev world speed record on April 16, when a
manned seven-car L0 series train reached 590 kilometers per hour on the company's test track between
(Continued on page 17)
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An MTA spokesperson attributed the recent uptick in
delays this year to snow and low temperatures that
caused rails to break and ice over, but transit advocates
say the subway should be able to handle Northeast winters.
“Our subway system should not be this fragile,” said
John Raskin, executive director of Riders Alliance.
“People should be able to rely on effective mass transit
even if there is snow.”
Traditionally, the riders' advocacy groups have been in
conflict with MTA. In a rare sign of cooperation, the advocacy groups are pushing for MTA's capital program to
be fully funded.
Even when there is money for improvements, the ensuing disruptions only feed rider frustration. On 7,
where a more advanced signal system is being installed
to allow more trains to run, a City Council member from
Queens, Jimmy Van Bramer, criticized recent delays
and track work that shut down service on weekends,
including this month on the day of St. Pat’s for All parade in Sunnyside.
The authority should install the signal system, known
as communications-based train control, on a more aggressive schedule, said Charles Brecher, the Consulting
Research Director at the Citizens Budget Commission,
a business-financed fiscal watchdog group.
Mr. Brecher has called for measures not limited to
Communications-Based Train Control (CBTC) and to
improve service and shore up the authority’s finances,
including higher subsidies for the agency from drivers’
tolls and fees. MoveNY organizers say their plan, which
also lowers tolls on some other bridges, would fully finance the capital program. (Editor's Note by Sasha
Ivanoff: It should be mentioned that MTA's formation in 1968
was based on using Triborough Bridge and Tunnel Authority
(TBTA) surpluses to fund the New York City Transit Authority.
Also, one of the editors of the Bulletin attended the MoveNY
debut last year.)
7 Extension Delayed Again
Subway riders who have been waiting for a new 7
station on the far west side of Manhattan for years will
have to wait at least a little longer.
The opening of the station, once planned for the end
of 2013, is now likely to be pushed back until July, officials said on March 20 at an MTA Board meeting. Already delayed by the complexities of the station’s custom-made diagonal elevator, officials say their biggest
remaining obstacle is to finish testing of the communications system and fire alarm.
Most of the construction work for the station, at 34th
Street-11th Avenue, is done, the Vice President for MTA
Capital Construction Company, Anthony D’Amico, said
as he showed Board members glossy new images of
the station’s lobby with a colorful mosaic overhead.
But riders still cannot use the station well over a year
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after Mayor Michael Bloomberg took a ceremonial first
ride to it shortly before leaving office. The latest delay
comes as MTA lobbies state and city officials for more
money to pay for its five-year capital plan.
Repeated delays on major projects like the 7 extension hurt MTA’s credibility, said Gene Russianoff, the
staff lawyer for the Straphangers Campaign, a rider advocacy group.
In November, the gleaming Fulton Center opened in
Lower Manhattan, years late and over budget. The first
phase of the perpetually delayed Second Avenue Subway is scheduled to open at the end of 2016, and the
East Side Access project, which would bring the Long
Island Rail Road to Grand Central Terminal, is supposed to arrive in 2022.
The 7 extension will take the line farther west from its
current end point, at Times Square. The $2.4 billion project was approved by the Bloomberg Administration as
part of the Hudson Yards development, and construction began in 2007.
Officials had said the new station would open in the
second quarter of this year, but on Monday conceded it
would probably occur in the third quarter. They are still
working to complete “integrated testing” of ventilation
fans, third-rail power, a public address system, and elevators and escalators, among other components, Mr.
D’Amico said.
Carmen Bianco, the President of New York City Transit, addressed the complaints at the meeting, saying he
understood that service is “not where we need it to be
and not necessarily meeting customers’ expectations.”
Mr. Bianco attributed recent problems to increased
ridership and a particularly “brutal” winter. He told the
Board he would update it in the next month or two on
plans to address service problems.
Lo-Vs Run for New York Yankees Opening Day
Despite all the doom and gloom, sports and electric
traction crossed paths on April 6 when NYC Transit
brought out a four-car set of Lo-Vs for the season opener at Yankee Stadium, a game which the Bronx Bombers lost to the Toronto Blue Jays 6-1. The crosstown
New York Mets defeated the Washington Nationals 3-1
in Washington, D.C. Sports Illustrated incorrectly noted
that the cars were restored for the game. The cars have
been part of the museum fleet for years. ERA member
Bill Erland was in one of the photos featured on the
Sports Illustrated website. MTA noted that “The LoVs were named for a newly-developed control that didn’t rely directly on the 625 volts d.c. produced by the
third rail to operate. The control used a stepped-down
voltage relayed from a series of batteries, fed from the
third rail. The ‘new technology’ set up simplified control
wiring and significantly reduced the possibility of accidental electrocution to train operators when they coupled the cars in the yards.” (Sports Illustrated via the
New York Post, April 6; New York Post, April 6 and
MTA press release, April 3)

ERA BULLETIN - MAY, 2015

TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from April, 2015 issue)
Last month’s issue contained the narrative of my visit
to Naples. One question raised in correspondence
about this segment of my report dealt with the direction
traversed by the three car lines. One would think that
Route 4, which runs along the Mediterranean, would
operate from north to south, as that is the predominant
direction of the western coast of Italy. But in the Naples
area the coast turns west-east for a relatively short distance, as reflected by the bottom of the upside-down “T”

I used to describe the route pattern.
Here are some photos of the heritage streetcar operation from Sunday, April 28.
As indicated in the narrative in last month’s issue, I
luckily was able to board “Peter Witt” 1029 and found it
to be carrying many local traction fans. The regularly
scheduled car was running to the eastern terminal of
Line 2 at San Giovanni a Teduccio when I boarded it,
and then headed back.

On our return to Emiciclo Poggioreale loop I saw we were way
ahead of a regular car at Piazza Nazionale, where Lines 1 and 2
run through the center of an elongated traffic circle. I somehow
persuaded 1029’s operator to open his doors for a quick photo
stop and some of the other fans appreciatively followed me out.
They are shown reboarding after completing their photos.

Heritage “Peter Witt” 1029 pulled onto a siding for photographs at
the Emiciclo Poggioreale loop, which also allowed its follower on
Route 2, a low-floor Sirio car, to pass it and make a quick turn.

The Italian railfans did not mind photographing the star of the
day’s activities with their colleagues congregating alongside.

A side view of the classic 1935-built Neapolitan streetcar.

(Continued on page 14)

13

NEW YORKERA
DIVISION
BULLETIN OCTOBER,
2000
BULLETIN—MAY,
2015
Traction Tour to Southern Europe
(Continued from page 13)

After having passed an orange streetcar, I withdrew from 1029
along Via Nuova Poggioreale. The operator kindly waited while I
took a photo of the heritage car before continuing his journey down
Route 2.

Later in the afternoon I was able to take a photo of the heritage
car along Via Nuova Poggioreale while it was being followed closely by a modern Sirio LRV.

Views of both sides of No. 971, the orange car. The first view was
taken along Via Nuova Poggioreale, where I quickly boarded it a
few seconds after I snapped the photo, while the second is on the
short section of private right-of-way parallel to the Mediterranean,
where I bade my farewell.

Our cruise aboard the Eurodam came to an end on
Monday, April 29. It was a very enjoyable experience,
despite the glitches of not being able to visit Tunis and
the lateness at some ports. The food was excellent, and
we enjoyed the company of other travelers at dinner
and at other events. It was an excellent way to get
around from one interesting port to another. But without
these visits, we would have been bored by a large number of “fun days at sea.” I suspect that when future
cruises with interesting ports are offered by Holland
America or a similar carrier, we would consider doing
this again.
Since we were due to arrive at Civitavecchia at 7:00
we awoke early and had our last breakfast on the boat
at 6:30. We signed up for “Expedited Disembarkation,”
which meant we would be among the first off, but would
have to handle our own luggage (one roll-on each).
14

Clare’s flight back to the U.S. was scheduled to leave
Fiumincino at 12:05 and we figured it would take about
an hour and a half (plus or minus 10 minutes) to make
the trip from the railway station at Civitavecchia to the
airport, so we wanted to get to the train by 9 AM. As it
happened we were off the vessel at 7:20 and reached
the end of the pier by bus by 7:35. However, instead of
taking a taxi to the railroad station, we, and various others from the bus, were approached by touts for van services running directly to the airport. While it would be
cheaper to take the train, it would also mean transferring at the Trastavere station (and who knew if there
were escalators or elevators there to help us change
platforms), so we opted for a direct ride for 25 Euros.
Thus we arrived at the airport well before 9:00. It was
easy to check Clare in for her Lufthansa flight (trip
(Continued on page 15)
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would involve a transfer at Munich) and we said goodbye as she entered the Security area. As it happened
Clare’s flights operated on time and our son picked her
up at Newark Airport later in the day.
Instead of making the 10:58 local train for the 48minute ride to Rome’s Tiburtina station, where I would
board my Italo high-speed train to Venice-Mestre, I was
able to catch the 9:43, which got me there at 10:45
(10:31). With almost three hours before my departure, I
decided to ride some more trams, and stowed by bag in
the station’s left luggage office. This turned out to be a
major mistake.
I rode Metro line B for two stations to Policlinico, and
then transferred to the tramway to ride for about 10
stops to the Borghese Gardens neighborhood, where I
took a number of photos of cars on the 3 and 19 lines.
These views were included in segment 11 of this report,
which covered my visit to Rome on the day we boarded
the cruise. I was quite successful, as the weather was
beautiful and service was frequent.
I got back to Tiburtina at 13:00, well before the scheduled 13:25 departure of my HSR train. However, the left
luggage area was locked up tight. There were other
folks clamoring for their bags as well as me, but there
was little anyone could do. The attendant finally came
back at 13:30, but I missed my train. He couldn’t care
less.
I rushed to the Italo ticket office, where I was told that
my ticket was not refundable, and that I had missed the
last train of the day to Venice. The agent told me I could
not use my ticket on the competing Trenitalia service
(which runs over the same tracks and is much more
frequent), but she said she would get me on Italo’s next
train (en route to Milan and Turin), which would take me
as far as Bologna, and I’d be on my own after that. She
reissued the ticket for a 13:55 departure, and I had to
hurry to make it up to the platform in time.
The train was quite nice, but my coach seat (car 7
seat 54) was facing backwards, on the aisle instead of
next to a window, and at the vestibule to boot. But I was
happy to be on my way. My coach had two-and-two reclining seats, with vending machines for food and drink
located just beyond my place. The car’s annunciator
indicated that we were travelling at 280 kph (175 mph)
for most of the way. At one point we hit 300 kph (186.4
mph), which is the fastest I have ever travelled by rail.
The train looked like it might have been sold out, as I
did not see any vacant seats in my car or the adjacent
ones. One of the other indications in the informational
display is the outside temperature, which hit 31 degrees
Celsius (88 degrees Fahrenheit) at Florence, but
dropped down to 24 degrees C (75 degrees F) by Bologna, where I alit. If not for the trauma of not being able
to get my bag in a timely manner I would have enjoyed
the trip, and probably would have spent some time exploring the train. But for the most part I just sat back and
closed my eyes.
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I purchased a ticket for the next departure to VeniceMestre from a machine for EUR 10.35 and rode a
crowded 16:20 double-deck local to my destination, arriving on time at 18:10, which was three and a half
hours later than originally planned. I easily found the
nearby Hotel Cris, which seemed to be staffed exclusively by attractive young women. My original plan had
been to spend the hours before dusk exploring the
Trans-Lohr rubber-tired guided tramway, and then sightsee in Venice itself the following morning. As a result of
the left luggage incident, I gave up Venice as I still wanted to photograph the tramway (and I’ve visited the lovely canals and ancient structures before). Thus that’s
how I would spend the following morning, Tuesday, April
30. The ladies recommended an excellent restaurant for
my dinner, and after my first meal since breakfast, I took
a quick round-trip on the tramway.
Mestre, the arm of Venice on Italy’s mainland, has a
population of about 175,000. Its tramway is 4 miles long
and has 19 stops (see http://www.urbanrail.net/eu/it/
venezia/venezia-mestre.htm). It opened in 2010 and a
one-way journey takes 24 minutes. The 20 four-section
low-floor rubber-tired cars on the property look like
LRVs and collect current from overhead wires using
pantographs. I had ridden the first installation of this
technology in Cleremont-Ferrand, France (home of
Michelin Tires) 4 years earlier, and found no appreciable
difference in this newer installation. The cars are guided
by a single rail, which is also used to return the electric
current, but because rubber tires are used, the right-ofway is always paved. Cars can operate in mixed traffic
or separated from motor vehicles, with the latter being
the Mestre’s general modus operandi. Weekday headways are every 10 minutes.
I should make mention to the purists among you that
despite the use of rubber tires I consider the line a tramway rather than a trolleybus installation. I do not recommend it, as I find the quality of the ride inferior to standard light rail, being somewhat noisier and bumpier, as
well as having occasional vibrations. Probably because
of the technology, seating in the cars is somewhat limited, and a 1-and-1 layout is utilized.
Further, I am not convinced there are any savings in
capital and operational costs as many of the proponents
of rubber-tired transport claim. Nevertheless, I rationalize my interest in these lines as being akin to my pleasure in exploring the rubber-tired metro systems in Montreal, Mexico City and other locations around the globe.
In summary, I have concluded that these systems are
somewhat inferior to steel-wheeled installations, but
way better than buses.
It was drizzling when I arose in the following morning.
The beautiful skies I had experienced for most of the
previous two weeks were gone, and the weather for the
last two days of my trip would be mostly overcast, but
with occasional short periods of sun. But don’t assume
there will be only two more segments to this report. In
these two days, April 30 and May 1, I would cover local
traction systems in 5 different cities.
(Continued on page 16)
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After breakfast, I walked over to the tramway and rode
it again, stopping mainly in the downtown section of
town for photos in dim light. I also observed the construction of an underpass at the mainline railway, which

will allow the line to be extended to neighborhoods on
the other side of the tracks. I finished my “work” at
about 10:15, checked out of the hotel, picked up my
bag, and rolled it down to the railway station, where I
bought a ticket to Bergamo and continued my rail journey.

The inner terminal of the rubber-tired tramway is where Via
Cappuccina ends at the Trenitalia tracks. The sidewalk is extended
to allow step-free access to the railcar. Although marked Stazione
F.S., the stop is a good two blocks from the station.

As the line approaches the center of town, it enters a
pedestrian/transit precinct, although you would not know it from
this photo...

...or this one.

This scene and the next were taken at the main square in Mestre...

...Automobile traffic is routed counterclockwise around a small
park in the center, but the tramway runs in both directions along
one side of the circle.

The Via Cappuccina alignment will tunnel under the railroad
tracks in the near future, allowing for a major extension of the
rubber-tired tramway southward. The narrow width of the underpass probably makes it look like it will be open only to transit.
(Continued next issue)
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FROM MY VANTAGE POINT: THE TOWER PUZZLE
by Michael Ditkoff
Vantage Point: a position or place that allows one a wide
or favorable overall view of a scene or situation.
I visited the South Norwalk Tower Museum last June.
The museum is the former South Norwalk, Connecticut
interlocking tower that controlled the signals and switches on the New Haven Line between South Norwalk station to the west and the east side of the CP 241 Bridge,
formerly called Walk Movable Bridge. (This is the malfunctioning bridge that sometimes does not close and
disrupts rail operations.) CP 240 is within station limits.
The schematic diagram at the bottom of the page illustrates the switches, signals, and interlocking levers.
The South Norwalk tower is the oldest tower I visited.
In the Rockaway Parkway article in the January, 2015
issue, switches and signals were interlocked when the
signal lever was moved and remained interlocked until
the train cleared the signal and the signal lever restored
to neutral position. This tower operates differently. Pulling the signal lever does not interlock the signal with the
associated switch. South Norwalk Tower has a third
lever called the interlocking lever. After the route has
been set and signal lever pulled, the interlocking lever
has to be pulled to interlock the signal and switch. The
numbering scheme is also different from other towers.
The levers are numbered in numerical sequence without regard if the lever is a signal, switch, or interlocking

lever and if the number is even or odd.
See photo on left, below. For best viewing, look at the
photo at http://www.nyrre.org/Gallery/index.php/Vantage
-Point/2015-Articles/The-Tower-Puzzle/1, which shows
the schematic diagram in color.
The levers are coded based on the schematic diagram. The signals are red, so the red levers control the
signals. The switches are black, so the black levers
control the switches. The interlocking levers are blue, so
the blue levers are the interlocking levers. The signal
levers are grouped together and not intermingled with
the associated switches. However, the switch levers are
intermingled with their associated interlocking lever.
Switches and interlocking levers are numbered consecutively. A photo of the levers is on the right, below.
The red and black levers are in the neutral position
and the blue levers have been pulled. Each lever has a
release that has to be pulled before the lever can be
moved. For best viewing, look at the color photo at
http://www.nyrre.org/Gallery/index.php/VantagePoint/2015-Articles/The-Tower-Puzzle/3. There is an
electrical panel against the wall.

Commuter and Transit Notes

record 4064km of test runs in a single day, beating the
previous record of 2876km set in 2003.
Last December JR Central officially launched construction on the Yen 5.5 trillion ($US 46.5bn) Chuo maglev line, which will link Tokyo and Nagoya starting in
2027. Trains will travel at a maximum speed of over
500km/h on the line with a journey time of just 40
minutes, an hour faster than the current best timings on
the Tokaido Shinkansen. (International Railway Journal,
April 17)

(Continued from page 11)

Uenohara and Fuefuki in Yamanashi Prefecture.
The train sustained 590km/h for 19 seconds to surpass the record of 581km/h set on the Yamanashi Test
Track in December, 2003.
The new record may not stand for long as JR Central
said it would attempt to break the 600km/h barrier later
in April.
Earlier the week of April 13, JR Central completed a
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Michael Ditkoff (trip@nyrre.org) writes the Vantage Point column in the
New York Railroad Enthusiasts’ Bulletin newsletter. NY R R E’s website is
www.nyrre.org. This article originally appeared in the March, 2015 NYRRE
Bulletin.
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Around New York’s Transit System
New York City Subway Had a Bad Winter
According to The New York Times (March 20), widespread problems across the subway system over the
winter and early spring left weary commuters waiting on
crowded platforms, stranded inside stalled cars, and
scrambling to find alternate routes.
But transit experts and advocates say conditions will
not improve unless MTA invests heavily in upgrading
and expanding the system’s infrastructure — the tracks,
the trains, and the tunnels that power the city’s daily
transit miracle, except when they do not.
MTA officials acknowledge that delays have grown
and point to a 110-year-old system that is working to
accommodate a record six million riders a day. Ridership has reached levels not seen since the Third Avenue “L” was in service, as the agency does more with
less.
On one particular evening in March, F was slow

through Queens, 5 was held up in Lower Manhattan,
and L was disrupted by a train with mechanical problems in Brooklyn. Riders are not suffering in silence. In
late March, scores of them gathered for a rally in
Queens to protest service collected is collecting hundreds of subway “horror” stories to send to Governor
Andrew M. Cuomo and the State Legislature.
On March 22, the base fare rose to $2.75, from $2.50,
the latest in what the Authority has said will be regular
— and necessary — increases.
Transit advocates say that while they understand the
angst over another fare increase, they are focused on
securing money from state and city officials for the
MTA’s capital plan, which includes many of the very
upgrades that would bring meaningful improvement to
commutes. The plan proposes $32 billion in spending
(Continued on page 6)

WMATA’S NEW KAWASAKI CARS DEBUT
by Paul Gawkowski
In a ceremony at the Reagan/National Airport station,
the Washington Metropolitan Area Transit Authority
(WMATA) introduced its new 7000-series Kawasaki cars
on Monday, April 13, 2015. An eight-car train, 7001-8, of
the new stainless steel cars was on display at the station for the 1 PM ceremony, which included speeches
by several officials, including
Virginia
Governor
Terry
McCauliffe, WMATA Board
Chairman Mort Downey, and
representatives from the Japanese Embassy and the Kawasaki
Corporation.
Attendees included elected officials, transit and handicapped
advocacy group representatives, reporters, and TV news
crews, including one from a
Japanese TV station.
According to WMATA officials, the new cars, the first of
an $886 million, 528-car order, will eventually replace
WMATA’s oldest 1000-series
cars. However, initially they will be used to expand service on WMATA’s new Silver Line.
The 7000-series cars, which were assembled at Kawasaki’s plant in Lincoln, Nebraska, are the first new
cars that cannot be run in trains with older WMATA cars.
Thus, several technological advances were possible
because they did not have to be compatible with older
cars. The-eight car train was scheduled to enter regular
service on the Blue Line on Tuesday, April 14.
18

Following the brief speeches, all attendees, including
your reporter and his wife, were invited on a brief inaugural trip from the Reagan/National Airport station to
Rosslyn and back.
While the new 75-foot cars lack the 1970s panache of
the older cars (earth tones, soft cushioned seats, and
carpeting), they have a bright,
clean look with cushioned
blue seats, more leg room in
the transverse seats, non-skid
flooring, large windows, and
electronic route signage. In
terms of passenger comfort,
the seating layout of the
7000s is far superior to the
hard, all-longitudinal seats in
NYCT’s newest Subdivision
“B” cars.
On the trip to Rosslyn, the ride
quality of the new cars was
very good and the noise level
was low. During the trip, your
reporter and his wife were
Paul Gawkowski photograph. interviewed by the Japanese
TV crew. We both gave the Kawasaki cars a thumbs-up
and said that cars like these were needed on new systems around the United States. I also noted that 7001,
the car we were riding in, was vastly superior to the
125cc Kawasaki motorcycle I rode when I was in the
Army in Thailand in 1969-70.
No doubt, on some TV Station in Tokyo, Denise and I
are media sensations.
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UNIFICATION ACCOMPLISHED 75 YEARS AGO
In the 1930s, New York City’s rapid transit
lines were operated by two privately-owned
companies, Interborough Rapid Transit Company (IRT) and Brooklyn-Manhattan Transit
Corporation (BMT). The Independent City
Owned System (IND) was City-owned and –
operated. IRT was bankrupt and BMT was
solvent.
John F. Hylan, who was the Mayor of New
York City from 1918 to 1925, was a foe of the
“traction interests” (see April, 2015 issue). He
favored municipal operation and he believed
he could give better service while retaining
the five-cent fare. During his term in office,
the Board of Transportation planned and
started building the Eighth Avenue Subway.
Several years later, city officials started
negotiating to purchase IRT and BMT. The
city was anxious to acquire BMT’s profitable
rapid transit lines, but was reluctant to buy
the unprofitable surface lines. But BMT officials were stubborn; they refused to sell a
portion of the system. They explained that
most BMT substations supplied power to rapid transit and trolley lines. If there were two
different operators, the accounting for the
maintenance and the power would have
been complicated and confusing. It was quite
obvious that the city would have to purchase
the entire BMT system.
An agreement was finally reached and Unification was scheduled for June 1. There
were two separate ceremonies, abandonments, and schedule changes—June 1 for
BMT and June 12 for IRT.
Two special trains operated on the Fulton
Street “L” on May 31 just before midnight.
Civic organizations rode the first train and
Borough President Cashmore and other officials rode the second train to Rockaway Avenue, where a large crowd saw Mayor
LaGuardia accept BMT. Then the Mayor and

other officials rode the last train from Rockaway Avenue. At Unification, Fulton Street “L”
service was discontinued from Park Row and
Fulton Ferry to Rockaway Avenue, where
paper transfers were issued from the A
train, which terminated there, to the Fulton
Street “L” that continued running to Lefferts
Avenue. The first transfer was issued to
George Horn, who was later President of the
ERA. Fifth Avenue “L” service was discontinued from the junction with the Myrtle Avenue
“L” east of Navy Street to 65th Street and
Third Avenue.
During another ceremony at Times Square,
the city acquired BMT. Mayor LaGuardia
drove the train a short distance. He handed
over the controls to the Motorman, who drove
the train to Borough Hall and retired after 41
years of service.
At noon June 1, 1940, the Mayor, city officials, members of the Transit Commission,
and security holders met at City Hall in the
Council Chamber. The security holders received the final payment of $147 million in
city bonds. Directors of Williamsburg Power
Company, South Brooklyn Railway Company,
and New York Rapid Transit Company resigned and four city officials were named Directors for the purpose of dissolving the companies.
Just before abandonment, light Composites were transferred from the Third Avenue
“L” via South Ferry to the Ninth Avenue “L”
for shuttle service between 155th Street and
Burnside Avenue. Because the Ninth Avenue
structure was flimsy, Composites were never
allowed there. Fortunately, the structure was
still standing after they passed.
When municipal operation of IRT began on
June 12, 1940, the Ninth Avenue “L” was
abandoned from South Ferry to 155th Street
(Continued on page 4)
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RAILS UNDER THE RIVER REVISITED —
THE HUDSON & MANHATTAN
by George Chiasson
(Continued from May, 2015 issue)
ed, carborated (scuffed) composite floor surface that
resembled cement (another first in fireproofing technology), while the interior was ventilated through panels in
the clerestory and illuminated by a row of incandescent
lamps mounted in the ceiling. Being rapid transit cars as
opposed to pure railway rolling stock, the Hudson &
Manhattan’s initial fleet reflected other industry standards as they then applied, with Van Dorn couplers, electrical jumper lines and sets of mechanical (“Armstrong”)
levers to operate the end and center doors, both of
which were pneumatic in nature, as well as a system of
rotating colored lenses to enable train routing identification. Mechanically and electrically the H&M Class “A”
cars were typical of their time, being equipped after delivery with a “Type M” propulsion system from SpragueGeneral Electric that provided semi-automatic acceleration (as was the case with the earlier IRT motors) and
two General Electric #76 traction motors rated at 160
horsepower each. These were patterned after a similar,
but weightier type common to the Manhattan Elevated
(the General Electric #66), with both mounted in the
MCB-supplied truck beneath the cars’ #1 end while that
at the opposite extremity acted as a trailer.
A grand total of fifty such cars were ordered from two
builders, with the first ten (200-209) to be produced by
Pressed Steel near Pittsburgh and the balance of 40
(210-249) by American Car & Foundry, probably at the
former Jackson & Sharp works in Wilmington, Delaware. By this time both companies were gaining experience in the practical (and at the time cutting-edge) science of steel railway car building, thanks in part to the
Pennsylvania Railroad’s overarching requirements associated with its New York Terminal project, and the
ACF firm was actually building a plant aimed specifically
at employing this emerging technology in “nearby” Berwick, Pennsylvania. Whereas H&M was expected to be
incomplete when the first cars arrived, McAdoo made
arrangements to have the newly-completed bodies delivered by railroad to the New York, New Haven & Hartford’s Harlem River Terminal in the South Bronx. Abetted by the Interborough Rapid Transit Company (most
notably help from George Gibbs or Frank Hedley, perhaps both) the incomplete cars were towed from that
location to be marshaled at the 99th Street Yard of the
Manhattan Elevated’s Third Avenue “L.” From there they
were forwarded to the IRT Company’s 129th Street
Shops to be outfitted with their trucks, motors, and control systems before road testing proceeded along the
Second Avenue “L,” the strongest elevated structure.
Here it should be noted that H&M’s earliest rolling stock
weighed in at about 69,500 pounds, which was some

MCADOO’S UNIQUE ROLLING STOCK

By the start of 1907 the Hudson & Manhattan was finally developing the desired rolling stock for its new
venture, with the company’s engineering staff agonizing
over their costly technological development in a manner
similar to that suffered by IRT. Primarily, they were guided by the limited clearances within the surviving segments of the original tubes, as duplicated and expanded
throughout. There was in addition a preference that they
be capable of much peppier dwell performance than
that exhibited by their various New York City rapid transit brethren, while also being of a comparatively lighter
weight in deference to what were perceived as steep
grades associated with the under-river tunnels. These
requirements in turn dictated the incorporation of a center (otherwise known as a “side”) door to mitigate human congestion during station stops, which was then
not considered possible if the heavy-duty, modular framing espoused by the “Gibbs Car” were employed. What
emerged, largely through the efforts of a design team
led by Consulting Engineer Louis B. Stillwell, was an allsteel body with a clerestory sharply protruding from its
roof in so-called “top hat” profile. These “new Steel Cars
of the Hudson Companies” (as they were coined by the
industry press) measured 48 feet 3 inches in overall
length, 8 feet 10 inches in width at the platform edges,
and 12 feet in height with a nominal weight of 32 tons.
Structurally the bodies were fabricated in seven segments of approximately 6 feet 9 inches each that were
divided by a center door opening of 3 feet 8 inches. This
drastic modification to known steel car body construction required the inclusion of reinforced main sill members to transfer the center weight burden through the
framing, while slim steel ribbing was affixed onto the
outer surface of the cars’ otherwise thin side sheets,
which yielded a visual appearance similar to vertical
“fluting.” As such H&M’s “Class A” cars (as they came to
be known in time), were the first “modular” steel cars to
have a middle door built into their structure, and just the
second steel rapid transit car to employ a center door at
all, closely following the “Easy-Access” model of 1906
that rapid transit properties in Boston and Philadelphia
had embraced.
Their window sash line had an arched contour, being
paired above common channel beams that served as a
system of “split” sills (belt and floor level) between the
end and center doorways. A single, narrower arched
window sash then transitioned to the end vestibules,
each of which extended 3 feet 2 inches feet in depth.
Seating to accommodate 44 persons was arranged entirely in longitudinal fashion (complete with fireproof
cushions), capped by a folding Motorman’s cab on the
right-hand side at each end. This was all laid on a paint-

(Continued on page 3)
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Being an all-underground system hemmed in by existing, elderly, and extremely dense urban frontage, the
rapid transit railroad was judiciously able to secure two
tightly-bordered plots of land for fundamental utility purposes during its formative phase, one for its electrical
generating station and another for its permanent car
and equipment shop. The first was a modern (for the
time), imposing, and architecturally-noteworthy powerhouse within so-called “Block 76,” an otherwise typical,
unremarkable collection of 28 residential and light commercial properties that was bounded by Washington, 1st,
Greene, and Bay Streets, deep within Jersey City.
Though seemingly innocuous, its location between
H&M’s Hoboken-to-Exchange Place subway and the
Hudson River, and next to the Pennsylvania Railroad’s
Harsimus Cove Yard, was actually quite strategic,
providing ready access to the water needed for its condensers and the railroad for its transport of coal. Each
of these traits in turn dictated the power plant’s architectural requirements, all of which were contained within a
brick Romanesque Revival structure that measured 210
feet north-to-south by 195 feet east-to-west, with another 10 feet protruding from the easterly face of its boiler
room (fronting on Greene Street) to accommodate the
150-foot-high neo-Norman tower that concealed its coal
distribution conveyor and ash disposition system. A
state-of-the-art placement of vertical turbines (located
within the northerly portion of the building) and boilers
enabled a uniform vertical height of approximately 135
feet, which was most innovative at the time and granted
the incorporation of a greatly simplified steam pipe layout. Topping off its infamous profile were four (4) rolled
steel smokestacks that were lined with concrete, each
topping out at a height about 235 feet above the middle
of the building’s southerly portion, which contained its
boilers. The H&M power plant was designed by 30year-old John Oakman of the New York firm Robins &
Oakman, after being commissioned by his uncle (Walter
G. Oakman), who was President of the Hudson & Manhattan. Aesthetics aside, the facility’s practicalities were
the result of an engineering collaboration between Louis
B. Stillwell, John Van Vleck, and Hugh Hazelton, with
corporate support from Babcock & Wilcox of Bayonne.
The generating station’s significance to initiation of the
Hudson & Manhattan can’t be overstated; the
“commercial grid” that is taken for granted in 2015 then
had barely begun to take root. No less a party than
President Theodore Roosevelt prompted its first official
output from his White House desk by a special telegram
on February 25, 1908. The entire H&M network was fed
3-phase, 25-cycle alternating current at 11,000 volts,
which was distributed to three substations (one in the
power house in Jersey City and two in Manhattan: at
Hudson Terminal for the Downtown tubes and at Christopher Street for the “Uptown” end) where the “raw” a.c.
was converted to 650 volts of direct current (d.c.) to

20,000 pounds lighter then IRT’s steel prototype of
1903 and far within tolerance limits of all Manhattan elevated lines. The Class “A” cars were, in fact, about midway between the typical weights of IRT’s “Gate” and
“Composite” motor cars, despite their steel construction,
thereby achieving one of Stillwell’s stated goals.
To reach their home rails once “proven,” each car was
transferred via the Third Avenue “L” to the 99th Street
Yard. This yard was located on a steep hill that rises
from Third Avenue to Lexington Avenue. One yard track
crossed the Lexington Avenue streetcar tracks at grade
and continued into the yard west of Lexington Avenue.
Cars were transferred from the yard track to the streetcar track. They were moved at night along New York
Railways’ Lexington Avenue and 34th Street streetcar
lines, next to be pushed onto a river barge by LIRR’s E.
34th Street Ferry terminal. As construction of H&M’s initial segment reached a state of completion sufficient for
operational testing, the cars were floated one by one
around Manhattan to Hoboken, where they were
pushed through the Lackawanna’s storage yard onto a
single-car elevator next to Observer Highway. This was
lowered into the company’s perfunctory underground
“shop” (a two-car inspection facility), which was attached to Track 1 of the Hoboken terminal, where the
cars were stored outdoors in train sets between training
and simulation uses. In subsequent preparation for the
opening of the “Downtown” tubes, 80 more rapid transit
cars (250-339) were acquired from Pressed Steel soon
after the company commenced operation. Eventually
designated as “Class B,” they incorporated even more
refinements, the most obvious being the employment of
a “rolled” steel roof monitor in place of the prior and abrupt “top hat” profile of the earlier cars. They also had a
revised car body arrangement that was slightly longer
(48 feet 5 inches) and wider (8 feet 10¼ inches), but
also shorter in height (11 feet 87/16 inches) and heavier
in weight at 34½ tons, with total of 48 seats. Perhaps
most importantly, a square box containing two electric
door control buttons (one each for the immediate vestibule and nearest side door), and two communication
buttons was positioned on either side of the storm door,
as opposed to the mechanical levers with pneumatic
linkages that had been applied to the first equipment
order. There was also an external control button posted
by the side door itself for direct platform control. Albeit
perfunctory, this was the first application of electric door
control technology in North American rapid transit circles, which in time would engender remote door control
throughout a train from a single given point. 50 additional (and virtually identical) cars were then tabbed for delivery from ACF during 1910 (“Class C,” numbered 340389) to provide equipment for service expansions that
would accompany completion of the subway beneath
Sixth Avenue in Manhattan and the line’s extension to
Henderson Street in Jersey City.

(Continued on page 12)
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Second Avenue “L,” 111th Street, looking north.
Bernard Linder collection

Second Avenue “L,” 125th Street, looking north.
Bernard Linder collection

Second Avenue “L,” 127th Street, looking north.
Bernard Linder collection

Ninth Avenue “L,” Franklin Street, looking north.
Bernard Linder collection

Ninth Avenue “L,” 110th Street, looking north, June, 1940.
Bernard Linder collection

Ninth Avenue “L,” 110th Street, looking west.
Bernard Linder collection

(Continued on page 5)
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Fifth Avenue “L,” 38th Street and Third Avenue, looking east.
Bernard Linder collection

5th Avenue “L,” 36th Street, looking south, with a 1-car shuttle to
65th Street.
Bernard Linder collection

Looking east towards Sands Street, May 31, 1940.
Bernard Linder collection

Fulton Ferry, 1907.
Bernard Linder collection

Park Row, 1896.
Bernard Linder collection

Park Row, looking east.
Bernard Linder collection
(Continued on page 15)
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No. 319
by Ronald Yee and Alexander Ivanoff

MGHIJKJLMHNO TINOPKJIHNHMJO AQHRJIMHS
Following a judge’s ruling upholding the right of a proIsrael advocacy group to display potentially provocative/
inflammatory advertisements on MTA vehicles and stations, the agency is considering a major change to its
advertisement guidelines and banning all political ads.
Such a policy would prevent future instances of lawsuits
resulting from freedom of speech issues stemming from
advertisements paid for with private funds that could be
considered inflammatory. (Metro Express, April 28)
NYC Mayor Bill deBlasio went on record stating that
he will not have the city contribute the $2.5 billion MTA
had requested to fund repairs to the subway system
over the next five years. Instead, he will adhere to the
original plan to provide $657 million over the same time
frame. (New York Daily News, May 8)
MTA MGHIJ-NJIHR RNMLIJNT
As of March 25, all 380 married pair powered M-8 cars
have been accepted by Metro-North Railroad for passenger service along with four of the 25 single nonpowered cars. 20 of the single units have been delivered to Kawasaki’s testing and acceptance facility in
New Haven Yard, with the last single car yet to be delivered from Kawasaki’s Lincoln Nebraska plant. (MTA
Metro-North Railroad website, March 25)
William Rockefeller, the Engineer of Metro-North Railroad Train #8808, which derailed on December 1, 2013
at Spuyten Duyvil while traveling at 82 mph on a 30
mph curve, will not be charged with any criminal act.
Citing an undiagnosed condition of sleep apnea combined with a major change in work hours that required
him to change his “body clock” by 12 hours (going from
11 years working only a night shift to an early daytime
work schedule for less than a week before the accident), he was absolved by the Bronx County District
Attorney of any criminality. (New York Daily News, May
14)
New west-of-Hudson schedules went into effect on
Sunday, May 17. In addition to some minor adjustments
to reflect the effects of various construction projects on
the Pascack Valley Line and improve schedule reliability
and adherence, this schedule will also improve a morning peak period connection at Secaucus Junction for
train #52, the 6:05 AM from Port Jervis. It will now depart 3 minutes later at 6:08 AM, arriving at Secaucus
Junction 6 minutes later at 8:15 AM and Hoboken at
8:26 AM. (MTA Metro-North Railroad website, May 14)
Contrary to rumors of their demise sometime during
March, Metro-North Railroad continues to operate some
of its M-4 fleet of electric multiple unit trains that are
permanently coupled as triplets. A friend of News Editor
Ron Yee reports that he had observed cars 8911-73 and
8903-53 during his commutes on the New Haven line
on May 14, 2015. In addition to Metro-North retaining a
sizable number of M-2s through at least 2016, as of late

May, BOTH the M-4 and M-6 class cars have also been
observed in service on Metro-North (Ron Yee, May 24)
In an ironic twist, the family of the driver of the SUV
that was struck at the Commerce Street grade crossing
by a Harlem Line train, killing the driver as well as 5
passengers aboard the train, filed a negligence lawsuit
against Metro-North Railroad for an allegedly poorly
designed crossing. (Rockland Journal News, May 4)
Due to a construction project that removes Track 3
from service between Devon Drawbridge and Bridgeport, riders headed to and from the Waterbury Branch
will be making the transfer between shuttle and mainline
trains at a new but temporary station named Devon
Transfer, located on the east leg of the wye at CP261,
formerly known as Devon Interlocking. This station is
equipped with 2 high-level wooden platforms capable of
accommodating 4 cars and will have a public address
system and lights. Service there began on Monday, May
4 and is expected to continue until early October 2015.
(MTA Metro-North Railroad website, April 26). (Editor’s
Note by Ron Yee: This station is only accessible by train and
has NO public road or street access, making it difficult for
rail enthusiasts to record photos or videos of the comings and
goings of the trains there unless they plan on spending at
least a couple of hours stranded at that station. Railfans need
to be aware of this, especially in extreme weather conditions
(heat, rain, etc.).
MTA LJOU IPLNOT RNML RJNT
Now in its third year, the Long Island Railroad’s Friday-only Cannonball, an all-reserved limited-stop express from Penn Station to the Hamptons, has already
sold out for all of its departures in June, July, and August as of May 10. Despite the relatively pricey (at
$49.50) one-way eastbound fare, this train has proven
itself to be extremely popular with a “deep pockets” clientele as it offers a one-seat ride out of Manhattan to
the Hamptons in as little as 95 minutes. (MTA-LIRR
website, May 10)
New schedules went into effect on Monday, May 18
and will remain in effect through the summer season
until September 7. The Montauk Branch will, for the first
time, offer hourly service to Patchogue on weekends
year-round and the 7:01 AM seasonal train out of Montauk will stop in Patchogue at 8:36 AM en route to
Hunterspoint Avenue. The 6:13 AM out of Massapequa
Park will stop at St. Albans (Queens) at 6:42 AM and
arrive at Penn Station at 7:08 AM, filling in a previous
service gap of 70 minutes. Long Island City (LIC) will
also see a new train added to its slate of morning peak
period arrivals with the 5:59 AM out of Port Jefferson
that will arrive at LIC at 7:51 AM. This will fill in a 33minute service gap at LIC. Summer service enhancements to the East End of Long Island partially resumed
on May 2 with the resumption of weekend service to
(Continued on page 7)
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half of commuters who would be stranded if NJT went
through with its plans to save $400,000 annually by
eliminating train #1601, the 12:45 AM out of Hoboken
on the Pascack Valley Line, which would result in the
last train on the line leaving Hoboken at 10:42 PM, far
too early to serve the needs of passengers attending
theater or sporting events in New York City. His statement included the fact that Rockland County pays the
same amount of taxes as the other 11 counties covered
by MTA and that the 18 total inbound trains operated on
weekdays on the Pascack Valley Line is the same number of inbound trains operated on the Hudson Line before 7:15 AM on a weekday. He also pointed out that
nowhere on the Metro-North east-of-Hudson services
out of Grand Central Terminal is there a two-hour gap in
service in the late evening. He also cited the NJT-MTA
contract that required the continued operation of trains
to New York State, even if NJT wanted to end service
on the New Jersey portion of the line. In effect, despite
NJT eliminating a train in New Jersey, it would still be
contractually obligated to continue its operation in New
York, even if it meant that the train would simply operate
non-stop from Hoboken to just Pearl River, Nanuet, and
Spring Valley, New York. (PCAC News, April 27)
NJ Transit Atlantic City Line service was suspended
from the evening of May 12 until early Monday morning,
May 18 due to the Amtrak crash at Frankford Junction
(see below), which isolated that line from 30th Street
Station in Philadelphia. Service was maintained only
between Atlantic City and Cherry Hill, New Jersey. Bus
service was offered from Cherry Hill and Philadelphia,
offering connections to the RiverLine. (NJT website,
May 13)
In the wake of the Amtrak wreck at Frankford Junction,
it was revealed that NJ Transit is behind schedule with
its implementation of Positive Train Control (PTC), a
computerized GPS and communications-based signaling system designed to prevent trains from passing red
signals or exceeding the speed limits (either permanent
or temporary), over all sections of track. There is a December 31, 2015 deadline mandated by FRA, but commuter railroads have been seeking an extension to
2018 with a bipartisan group of Senators seeking an
extension to 2020 with an FRA waiver to 2022 if needed. Currently, NJT only plans to have seven miles on
the Morristown Line with active PTC by early 2016, but
cites its current speed control and cab signaling systems as being proactive enough to assure safety in the
interim. There is no set timetable for the implementation
of PTC on the North Jersey Coast Line. (Asbury Park
Press, May 16)
PJIH AQHRJIMHS JV NGW YJIX Y NGW JGIPGS
AirTrain service at Newark was suspended during the
weekend of May 16-17 for maintenance, with free shuttle buses replacing it, and the JFK Airport AirTrain service headways between JFK Airport and Howard Beach
were reduced to 16 minutes between 4 AM and 6 AM
and inter-terminal services reduced to 9-minute headways from May 16-22 to facilitate a maintenance pro-

(Continued from page 6)

Greenport and an early morning round trip to Montauk.
On May 21, full summer service was to resume with an
additional Thursday evening train from Penn Station to
Montauk; Friday getaway trains include three additional
seasonal trains to Montauk, including the famed Cannonball, and one additional train to Greenport; additional weekday trains to and from Speonk; weekend beach
trains to Freeport, with bus connections to Jones
Beach; an additional weekend round trip to Long Beach;
five additional trains from Montauk and the Hamptons
on Sundays, including the recently established westbound Cannonball; and one additional westbound train
on Monday mornings from Montauk to Hunterspoint Avenue. (MTA-LIRR website, May 15)
NJ TINOPMH
The Port Authority of New York & New Jersey has had
a sudden change of heart with regard to the Gateway
Tunnels project. It had been resistant to lending support
to this project, citing other critical needs around the region, but, with strong support from the Obama Administration which has identified this project as the most
important rail transportation project in the nation, PANYNJ has changed its policy and is now calling for construction of the Gateway Tunnels to begin as soon as
possible. Amtrak and NJ Transit have taken a position
that this project must be completed and the tunnels
placed in service before the 104-year-old North River
Tunnels can be shut down one at a time for at least a
year each to repair seawater flood damage to the concrete linings and conduit channels, wiring, and communication systems resulting from Hurricane Sandy. The
hope now is that these two new tunnels can be completed before an emergency situation requires the closure
of one of the North River Tunnels and limit train movements into and out of Penn Station, New York from the
current 24 trains per hour to a mere 6 trains per hour.
An ultimate rail transportation disaster would be the total closure of both tubes, effectively cutting the Northeast Corridor in half and isolating New York City from
Philadelphia and Washington, D.C. (The Record,
northjersey.com, May 7)
Member Randy Glucksman reports that NJ Transit has
apparently begun to utilize the barcode printed on each
ticket as the means by which the turnstiles at the Secaucus Junction station controlling access between the
Northeast Corridor and the NJT mainline would be activated. Older tickets (NJT Tickets do not expire) must
still be inserted into the turnstile reader. Barcodeequipped tickets merely require a scanner to “read”
them. (Randy Glucksman, May 2)
NJT held public hearings for its proposed service reductions and 9 percent fare increases to be effective
October 1 during the May 16-21 period. Member Randy
Glucksman, who is Metro-North Railroad Commuter
Council Chair and MTA Permanent Citizens Advisory
Committee Chair, issued a statement to the MTA MetroNorth Railroad-Long Island Railroad Committee on be-

(Continued on page 8)
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cab, revealed that the train had reached a speed of 106
mph and was slowed 4 mph by an emergency brake
application around six seconds before the data stream
ended. The locomotive and all seven cars derailed and
the headed off on a tangent course from the momentum
imparted by the excessive speed of the train. Thankfully,
no cars of the consist reached the rows of tank cars laid
up in an adjacent rail yard. The rear two cars derailed
but remained upright within the width of the four-track
mainline, fouling three of the four tracks, while the fifth
car jackknifed about 60 feet east of the mainline alignment. The fourth car ended up resting at around a 30
degree angle and the third and second cars came to
rest on their sides. All of the eight fatalities occurred in
the lead passenger car, a business class car that was
so impacted by the crash forces that the chassis and
main undercar framework that provided the attachment
points for the trucks and couplers became separated
from the sides and roof of the carbody. Without the
flooring and chassis, the remainder of the car lost structural integrity and disintegrated, spilling the interior contents, including seats and their occupants, out onto the
roadbed. Only the vestibule ends of that car remained
recognizable; the entire midsection was twisted into an
almost unrecognizable heap of scrap metal.
Initially, as the train was officially documented as entering the curve at over twice the speed limit for that
section of track, some local officials placed the blame
squarely on the Engineer, accusing him of misdoings,
negligence, or simply falling asleep at the controls as
was the case in a fatal Metro-North Railroad wreck at
Spuyten Duyvil on December 1, 2013 (see page 6 of
this issue). A political firestorm erupted, with Democrats
pointing fingers at Republicans for starving Amtrak of
the necessary funding to implement Positive Train Control (PTC) over the entire Northeast Corridor (NEC) on a
timely basis, requiring numerous postponements of full
implementation almost into 2016. In addition, bureaucratic squabbling has delayed the implementation of
PTC, which could have prevented this wreck in the first
place. Many portions of the Northeast Corridor already
have an operational form of PTC or some form of automated speed enforcement system, with the rest of the
line expected to be equipped by the end of 2015. Tragically, this particular section had not yet been activated.
As of press time, a late-breaking twist to the situation
has developed. The third and final public statement by
the National Transportation Safety Board (NTSB) stated
that its interview of the Engineer went well; he had cooperated fully but contributed little additional information. It also stated that the questioning included an
examination of his knowledge of the physical characteristics of the line (stations, locations, curves, speed limits
over each section, etc.), he was not fatigued or distracted by his cellular phone, and he had no blemishes on
his over ten-year work record with Amtrak, six as an
Assistant Conductor and Conductor, four as a Locomotive Engineer. No obvious factors in his background that
could have led to the wreck were brought to light. How-

(Continued from page 7)

ject. (CBS New York, May 15)
Citing the large expenses associated with the upkeep
and now required overhaul of the Newark Airport Monorail, PANYNJ is proposing to scrap the entire system
and possibly replace it with a more ‘conventional” system with much higher passenger capacity, similar to
JFK’s AirTrain. The 19-year-old monorail, first opened in
1996, has a 25-year design service life, but is already
experiencing major issues with deteriorating concrete
guideway running surfaces and an increasing rate of
system failures leading to service delays and suspensions. A proposed PATH extension is expected to place
even higher demands on the system than that from the
Liberty International Airport station it currently serves on
Amtrak’s Northeast Corridor, which also carries NJ
Transit commuter trains. There is public outcry over
what is perceived as an unwarranted expense to an
already cash-strapped agency that is also mired in political controversy while trying to fund the replacement of
the 42nd Street Bus Terminal in Manhattan as well as
face the looming need to help fund the Gateway Tunnels project. (Newark Star-Ledger, April 28)
PJIH AQHRJIMHS TINOP-HQTPJO CJIKJINHMJO
Years late, the long-awaited PATH station headhouse
complex at the World Trade Center (WTC) will finally
open to the public in June. The Santiago Calatravadesigned structure referred to as “The Oculus,” a structure meant to represent soaring wings, is receiving a
fresh coat of white paint in preparation for its dedication.
The public will be able to view the interior space of the
partially opened facility as they walk along the northsouth passageway linking the new entrances at Vesey
and Liberty Streets to and from the WTC PATH station.
On May 7, Track 2, served by the second rebuilt passenger platform with white marble flooring, was opened,
with the first train to arrive being the 5:10 AM out of
Newark, which turned around and departed WTC at
5:45 AM, both trains operated by PATH Engineer Al
Zelazo. The Oculus is expected to be fully open to the
public by the end of 2015 and will serve PATH commuters as well as tourists seeking to view its unique architectural features and grand public spaces it will house.
(New York Times, May 6, Randy Glucksman, May 7)
New PATH timetables dated April 26 are now available
at most PATH stations and feature a PA-5 at the new
WTC station stopped at one of the new white marble
floor platforms. (Randy Glucksman, April 28)
A[HINX
Northeast Regional Train #188, operating from Washington, D.C. to New York City, derailed as it was negotiating the 50 mph westward (left) curve at Frankford
Junction in Philadelphia. Locomotive ACS-64 601 and
all seven cars, consisting of five Amfleet coaches, a café car, and a business class car, derailed and left the
tracks. Subsequent initial investigation, including a
reading of the locomotive’s event recorder (black box)
as well as the outward facing camera in the operating

(Continued on page 9)
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and 3 tipping over onto their sides, car 4 leaning at an approximately 30 degree angle and car 5 remaining upright but
jackknifed almost perpendicular to the NEC tracks. Cars 6
and 7 derailed but did not slew across or off the track alignment.)
Amtrak P-42-DC 24 caught fire as it approached Milwaukee on a run from Chicago. All 51 passengers reportedly aboard the six-car train were successfully
evacuated out of the rear of the train. While it was reported that the fire was contained to the engine compartment, there was no word on the extent of damage
to the locomotive. (New York Daily News, May 14)
OHRGI TINOPMH SSPHG[P
B()*(+, M-))-./0)1**)
MBTA’s Framingham-Worcester Line will soon have a
new station called Boston Landing. It will be unique in
that it will be built with a public-private partnership between MBTA and New Balance, which is spending $500
million in land site development, including a practice
arena for the Boston Bruins hockey team. This station
will serve the Brighton area and offer B Line riders on
MBTA’s Green Line another option of travel. It is expected to open in the fall of 2016. (Todd Glickman, May
16)
P/23-4135/2-, P1++)637-+2Member Bob Wright relayed some articles regarding
PATCO’s Lindenwold Line. PATCO riders will have to
endure service reductions similar to the AugustOctober, 2014 service levels (it does maintain a 15minute headway service during the peak periods) as the
transit operator attempts to expedite a two-year, $103
million track repair and overhaul project and complete it
by November, 2015 instead of April, 2016. While trains
may be fewer, some of them will be newer, as the first
eight of the rebuilt EMU cars were to be placed in service sometime in May, with Alstom expected to reach a
rebuilding pace of four cars per month. PATCO is also
spending $13.7 million to rehabilitate the elevated
tracks at Westmont, but service is not expected to be
significantly affected as the work will be limited to nights
and weekends. Delaware River Port Authority (DRPA) is
seeking funding for re-opening an abandoned station at
Race and Sixth Streets, closed since PATCO was
formed in 1969. This station has been open intermittently since it was constructed in 1936 but closed shortly
afterward due to low ridership. It was revived a couple
of times, once for wartime demands in the early-mid1940s and again from 1953-69. (Philadelphia Inquirer,
May 8)
F3(;24Sunrail, while meeting its passenger projections on
Thursdays and Fridays but not on Mondays, Tuesdays,
and Wednesdays, lost $27 million during its first year of
operations. However, no changes to service or schedule are expected from the admittedly poor financial performance. It should be remembered that this service
was created to relieve traffic congestion along the I-4
corridor, which is undergoing a multi-year reconstruction
and expansion. This is an almost identical situation that

Commuter and Transit Notes
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ever, the Assistant Conductor, who was in the café car
when the wreck occurred, made a statement that she
had heard a radio exchange between the Amtrak Engineer and the Engineer of a SEPTA commuter train that
had been struck with rocks or some other type of debris
that broke his windshield and forced the train into emergency braking. This Assistant Conductor recalled a portion of the radio conversation that referred to the Amtrak
Engineer reporting that his train had also been hit by
something as well. Very shortly afterward, perhaps a
minute or two later, the train began to leave the rails. It
was also reported that a third train, an Acela Express,
was also struck by a projectile and had one of the
coaches’ windows broken. At press time, the Federal
Bureau of Investigation (FBI) has become involved, investigating the source of an oddly patterned break in
the windshield, possibly resulting from the impact of a
rock or other projectile that may have struck the train
before the wreck. Service on the NEC was suspended
from the time of the wreck on Tuesday evening, May 12
until around 5:30 early Monday morning, May 18, when
service between Philadelphia and New York City was
restored in full. The Baltimore Sun newspaper revealed
that Amtrak will likely only pay out a maximum of $200
million in liability claims from the over 2,300 victims of
this crash. The $200 liability cap was legislated by Congress in 1997 as a measure to keep Amtrak solvent in
case of an accident. It was part of former Amtrak President Tom Downs’ “glide-path to self sufficiency” strategy
when the passenger railroad was in the midst of bankruptcy proceedings. It appears that this will be the first
time the cap may be invoked. Unfortunately for the over
200 victims, the total payout will average under $1 million each and may not be enough to cover the cost of
medical treatment or lost potential earnings of those
who were killed or became disabled from their lines of
work. (New York Times, New York Daily News, NBC
Channel 4, Baltimore Sun, and other newspaper and TV
news sources, May 13-17)
(Editor’s Note by Ron Yee: From the aerial photos of the
crash scene, it appears that the engine left the tracks and led
the first five cars over the relatively smooth ground immediately to the right of the tracks in a straight tangent line running off from the point of derailment (or tipping) off the
tracks. Two catenary poles later, the terrain became very uneven and the locomotive became separated from the lead car,
continuing for some distance under and beyond what appears
to be a pedestrian overpass, coming to a stop upright. The
lead coach appears to have somehow dug itself into the terrain and began disintegrating, possibly becoming spun
around 180 degrees to face the opposite direction from the
forces of the extremely rapid deceleration. Those same deceleration forces likely transmitted along the couplers to cars 2,
3, 4, and 5, which, while remaining coupled, dissipated the
energy of its forward momentum by sliding that portion of the
consist outward from the line of travel, coming to rest in a
bow-shaped or curved pattern away from the NEC, cars 2

(Continued on page 10)
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created Tri-Rail along the Miami-West Palm Beach corridor, along which I-95 was undergoing a similar reconstruction and expansion. When that project was completed, TriRail had attracted sufficient ridership to enable it to become a permanent feature in the transportation picture of the region. It is hoped that Sunrail will
continue in a similar manner after the I-4 project is completed. (Metro, May 12)
C/2.-<(, I332+(2)
The National Transportation Safety Board (NTSB) released the findings of its investigation into the Chicago
Transit Authority’s (CTA) March 24, 2014 accident
where a train ran through a bumping block at O’Hare
Terminal and climbed partway up the passenger escalator. One of the primary causes was the misplacement of
the trip arm governing the speeds of trains approaching
the end of track, which was designed only to stop a
train not exceeding 15 mph when the track speed limit
is 25 mph. The other factor in this crash was Operator
fatigue. The Operator had been working 12 consecutive
days without break and proper rest. Since the accident,
CTA has adopted Federal Railroad Administration
(FRA)-style guidelines placing limits on the number of
duty shifts an employee can work. NTSB also suggested that the Federal Transit Administration (FTA) establish hours of service regulations that would be imposed
on mass transit operators rather than the piecemeal,
patchwork arrangement that leads to other operators
having accidents caused by similar factors already experienced in other cities. (NTSB, April 28)
A sinkhole opened up underneath one of the two
tracks of CTA’s Yellow Line, formerly known as the
Skokie Swift. An embankment collapsed along McCormick Boulevard between Howard and Oakton Streets
due to adjacent construction work associated with a
Metropolitan Water Reclamation District project. Fortunately, CTA Train Operators noticed the sudden erosion
of the track bed, a sign of impending collapse, and service was suspended before an accident occurred. Alternate bus service was quickly provided from the two
stops in Skokie to the Howard Avenue station, where
riders could transfer to the Red and Purple Lines to
downtown Chicago. At press time, there was no estimate of how long it would take to repair the track and
support structures and resume service, but CTA issued
a statement that it could take several days to effect
proper repairs. (Chicago Tribune, May 18)
M2++1-5(32)-S*. P-03, M2++1)(*After cost estimates for the Twin Cities’ third light rail
line came in at nearly $2 billion, the Twin Cities Metropolitan Council is scrambling to cut costs associated
with the planned Southwest Line. Mark Fuhrmann, the
project’s Director for operator Metro Transit, laid out a
range of belt-tightening options for council members the
week of May 4, ranging from fewer stations along the
line to swapping trains for buses. He cautioned, however, that too many changes to the plan, or too long a de-

lay in finalizing it, could jeopardize the project’s federal
funding, the St. Paul Pioneer Press reports. The Blue
Line (Hiawatha) light rail project was used as that example, the Twin Cities’ first line that opened in 2004,
which was projected to cost $440 million when he began working on it in 1998 but eventually ballooned to
$675 million.
Plans for the Southwest Line, which would make it the
largest public infrastructure project in Minnesota history,
call for a 16-mile extension of the existing Green Line
into suburban Eden Prairie. It is scheduled for completion in 2020. Fuhrmann planned to assemble a list of
scenarios that will bring the project back within its original $1.65 billion budget and present it to the Met Council’s Corridor Management Committee during a special
meeting on May 20. His aim is to utilize the existing
route from downtown Minneapolis through St. Louis
Park, Hopkins, Minnetonka, and Eden Prairie. In addition to more moderate changes to the current plan,
Fuhrmann indicated he would also include as possibilities bus rapid transit, enhanced bus service, and scrapping the project altogether. Council Chairman Adam
Duininck made it clear he preferred sticking with light
rail if at all possible. However, other Councilmembers
advocated seriously considering all possibilities, including rerouting the line and utilizing existing freight lines
for commuter rail service that would run less frequently
and have reduced seating capacity. But Fuhrmann cautioned that too many changes to the project could cost it
the support of the Federal Transit Administration’s New
Starts program, which is expected to fund about half of
it. The project’s documentation is due to FTA on September 1. (Trains Magazine via Al Holtz, May 8)
H(0)*(+, T1?-)
At press time, the 3.3-mile, seven station Green Line
and 5.6-mile, 11-station Purple Line of the Houston Metro were expected to commence service on May 23.
Costing about $1.4 billion, construction began in 2009
with an anticipated opening date of late 2013. (Editor’s
Note by Ron Yee: ERA is scheduled to hold its annual convention in Texas, covering the rail transit systems of Houston,
Austin and Dallas.) (Houston Chronicle, May 14)
A3@0A01;A01, N1B M1?2.(
Operating since 2006, Rail Runner, a commuter rail
service linking Santa Fe and Belen, New Mexico over a
span of 100 miles and 14 stations in around 2 hours 25
minutes, is in serious financial trouble, with a 10 percent
farebox recovery rate, $2.8 million in fare revenues but
costing $28.4 million to operate, excluding the capital
costs of the line. Fares are far below the national average, the average fare being $2.47, with an average ride
length of 40.7 miles. Policy makers and government
officials are wrestling with the public and environmental
benefits versus the cost issues involving “balloon” loan
obligations about to come due. There is now talk of possibly scrapping the rail service and replacing it with buses. (Editor’s Note by Ron Yee: compare Rail Runner fares
with the $16.25 peak or $12.25 off-peak for a 40-mile trip on
MTA Long Island Rail Road and MTA Metro-North Railroad.
(Continued on page 11)
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The Rail Runner fare is simply too low.) (Associated Press,
May 7)
Los Angeles, California
In its first significant expansion since 1994, Metrolink
will extend its “91 Line” 24 miles along a Union Pacific
(formerly Santa Fe) freight line from Riverside to Perris.
The $248 million extension over the still-active freight
line will have four new stations at North Riverside,
Moreno Valley, downtown Perris, and South Perris.
Construction of this extension began in October, 2013
and has proceeded so smoothly that it may be completed two months early and open as early as October,
2015. (Los Angeles Times, April 21)
O+*-;2(, C-+-4The Toronto Transit Commission (TTC) continues to
experience delays with the delivery and acceptance for
service of its new Bombardier Flexity class light rail vehicles due to fit and finish issues in production. While
the original schedule called for 50 LRVs to be in service
by the Spring of 2015, just five are in service as of
press time with two more due to enter service by Summer. Bombardier claims to have corrected the production issues and expects to have 30 vehicles in service
by the end of 2015, enough to fully re-equip the Spadina, Harbourfront, and Bathurst Lines. Delivery of all 204
vehicles ordered is still expected to be completed by
2019, with production and delivery rates expected to
ramp up to one LRV every five days. (Toronto Star, May
12)
GO Transit is now taking delivery of the first of 60 new
cab control coaches from Bombardier ordered in 2012
for $200 million. They will replace the cab cars currently
in use and will feature improved visibility for the Engineer, added safety features and comfort for the operating crew, LED lighting, and new design toilets and doors
for the passengers. (Editor’s Note by Ron Yee: An image of
the new cars, courtesy of GO Transit, shows a design where
the Engineer’s operating cab has been moved to a higher
elevation even with the upper level passenger deck for crew
safety, given the high number of grade crossings on GO
Transit routes. In contrast to the LA Metrolink and Florida
TriRail cab cars manufactured by Rotem with a 3-pane windshield and a robust-looking front end, the Bombardier GO
Transit model will feature a one-piece windshield design
spanning the width of the car, giving it a European appearance, but it is also designed with energy management crumple zones in the car body.) (Toronto Star, May 14)
Ontario Province will be covering the entire cost of a
14.2-mile, $1.6 billion light rail line connecting the Port
Credit (Mississauga) and Brampton GO Transit regional/commuter rail stations, Transportation Minister Steven Del Duca confirmed on April 21.
According to a report in Toronto’s Globe & Mail, construction is slated to start in 2018 for a planned 2022
service start-up of the “Hurontario” LRT. Though funding
is now in place, “hurdles remain — the route through
downtown Brampton remains contentious and will re11

quire (City) Council approval,” the paper reported.
When added to a $13.5 billion GO Transit expansion
plan announced in April, the LRT’s cost “means that
almost all of the $16 billion earmarked for transit over
the next decade is spoken for,” The Globe & Mail reported, adding that Del Duca “took umbrage at the suggestion Toronto’s needs were being marginalized, (as
he listed) projects proposed or under way as proof of
the province’s commitment to the city. ‘The people of
our province want us to put progress ahead of politics,’
he said.” The paper also noted that “LRT is not the dirty
word here that it has become for much of the Toronto
City Council.”
According to Metrolinx CEO Bruce McCuaig, 33 million people will be riding the Mississauga-Brampton
LRT annually by 2031 — about half the total carried
now on the entire GO Transit network. The GO Transit
service expansion announced in April, which includes
electrified Regional Express Rail (RER), is expected to
double ridership when it is completed in 10 years.
(Railway Age, April 21)
Long speculated recently has been the electrification
of much of GO Transit's commuter network, and recently the Minister of Transportation of the Province of Ontario recently outlined plans that include an implementation schedule.
Electrification is planned for most corridors by 2022-4,
commencing with portions of the Kitchener and
Stouffville Lines in 2022-3, followed by the Barrie and
Lakeshore (GO’s original route, from 1967) Lines in
2023-4. The announcement did not mention whether
the Kitchener electrification would include the Union
Pearson Express (to Pearson International Airport in
suburban Mississauga), which is due to open June 6
utilizing diesel multiple-unit equipment. (The DMUs
used for the Union Pearson Express were built with
electric conversion in mind.)
The electrification’s scope will be as follows:
● Kitchener Line: Bramalea to Toronto Union Station.
● Stouffville Line: Unionville to Union Station.
● Lakeshore East Line: Full corridor from Union Station to Oshawa
● Lakeshore West Line: Burlington to Union Station
● Barrie Line: full corridor
The Milton and Richmond Hill Lines are absent from
the present electrification project. The Milton Line is
excluded due to the fact that the trackage is owned by
the Canadian Pacific Railway, and implementation costs
would thus be significantly higher than for the other
routes. In the case of the Richmond Hill Line, significant
flood protection work is needed in the lower Don Valley,
where the right-of-way closely parallels the Don River
and is subject to periodic flooding. In addition, a grade
separation is needed at Doncaster Junction, in North
Toronto, where the Bala Subdivision used by GO trains
crosses CN’s busy York Subdivision.
It is evident that Metrolinx, the overall provincial transit
agency, has decided to focus its funding for the next
decade in areas that electrification and corresponding
(Continued on page 15)

NEW YORK
DIVISION
BULLETIN OCTOBER,
2000
ERA
BULLETIN—JUNE,
2015
New York City Subway Car Update
(Continued from page 20)

with short interruptions from January 14-22, February
28-March 15, and March 15-April 13. Most days found
one to three such consists of both types on-line, but on
January 8 (a day of near-record cold) there were three
of each, followed by 2 R-68s and the same trio of R68As the following day. Within the nominal shuffle of
equipment that can occasionally accompany day-to-day
operations, lone, isolated trains of R-68As also made it
to Q on February 11 and February 20 for brief periods.
Otherwise, the “Coney Island” end of things was nominal through the end of April, with R-68s and R-68As
generally confined to B and G, their single units to the
S/Franklin Avenue Shuttle, and the R-160s of assorted
subclasses on N and Q. Meanwhile at Jamaica, F
had once again become an exclusive province of R160s and R of R-46s by sometime in March, being so
noted specifically as of April 13.
The eight remaining R-46s damaged at Coney Island
last October (5522-5 and 5698-5701) were all returned
to service by March of 2015 and those temporarily
loaned from Pitkin to Jamaica in their place (5994-7,
6094-7, 6170-3) were returned to A and S/Rockaway
Park. The set still sidelined after derailing on the
Queens Boulevard Line last May 2, 5742-5 (which exhibited several “bumps and bruises”), was still at Coney
Island awaiting decision on its overall future, though
some body repair work had been started. It also turned
out that neither Kawasaki Rail Car-built R-160Bs 873842 nor Alstom-built R-160A-2s 9423-7 had overcome
their Sandy-induced electrical difficulties. Both now remain at NYCT’s Coney Island repair facility, possibly
awaiting the total replacement of their Alstom-supplied,
factory-installed propulsion systems.
Work Cars and Miscellaneous
The second set of R-110A “B” cars to be converted to
“Hose & Reacher” cars, now designated as P-8007P8008-P8009, was released into the Subdivision “C”
equipment population by the end of February, 2015,
which left the former “A” (cab) cars—8001, 8005, 8006,
8010—in a state of limbo. A builder’s plate on the first
Rails Under the River Revisited
(Continued from page 3)

power the system’s trains through a third rail and light
its stations.
Robert McAdoo’s Hudson & Manhattan rapid transit
railroad began operation the next day (on February 26)
between the 19th Street station in Midtown Manhattan
and its previously contentious terminal in Hoboken, New
Jersey, with intervening stops at 14th, 9th, and Christopher Streets. Those first trains evidently deadheaded to
a right-hand crossover south of the incomplete 23rd
Street station to relay, but whatever the case in that interim such an arrangement was definitely in effect when
the line was extended to 23rd Street on June 15, with all
12

set (P8002-P8003-P8004) notes that they were completed under Contract R-442 at 207th Street in 2014, as
done in partnership with LTK Engineering Services
(once better known as Louis T. Klauder Associates, a
famous Philadelphia-based consulting group). This set
sports a new exterior logo of a whirling pump fan in a
blue and white circle, which is emblazoned with standard MTA graphics depicting “Department of Subways,
Maintenance of Way” above and “Hydraulics, Division of
Infrastructure” below. The plate also (properly) describes the cars’ heritage as built by Kawasaki, but incorrectly states its delivery year as 1999 (Editor’s Note:
it was actually 1993).
When the Massachusetts Bay Transportation Authority
had its renowned winter “hiccup” amidst Greater Boston’s record 108-inch snowfall that began on “Super
Bowl Sunday” (February 1) and ultimately continued
into early March, that agency reached out to MTA New
York City Transit for help and was granted the temporary use of three jet-powered, rail-borne Snow Blowers
and two stand-alone turbines to aid in its struggling
snow removal efforts. The humble JB3, faded yellow
paint and all, was thus exhibited to the Boston press at
an event at the “T”’s otherwise snowed-in Malden Center Orange Line station on February 7. It then remained
hard at work through that week trying to unplug the
compacted snow and ice from track and third rail so
service on the line could be restored north of Wellington. NYC Transit’s JB2 was delivered to the “T”’s Cabot
Red Line facility at the same time and was able to clear
the long-suffering South Shore (Braintree) branch
through the next week or so, being joined by JB4 and
even later by the JB3 itself. At least one of the turbines
(locally dubbed “the New York Jets”) got to visit another
interesting venue as well during its visit to Boston: the
MBTA’s Mattapan-Ashmont High-Speed Line, nominally
home to the world’s oldest active fleet of PCC cars.
Their work done, all were trucked back to NYC Transit,
with a few souvenirs aboard for good measure, by the
time that all MBTA rapid transit service was restored on
Sunday, February 22 after three weeks of partial or full
closures (plus many hours and tons of snow shoveled
by hand).
trains being reversed on the northbound (#1) track. The
southerly pair of under-river tubes were initially placed
in service from Hudson Terminal to Exchange Place
more than a year later, on July 19, 1909, as the basis of
an entirely different route between the new multipletrack loop terminal in Lower Manhattan and Hoboken,
with trains being turned back through the “Penn Pocket” (a later colloquialism) adjacent to the Exchange
Place station. From the beginning there was a fixed division of revenue between the two railroad companies at
stations on the Hudson Terminal-Jersey City line, an
arrangement later extended and modified as it was expanded. For its own purposes however, the Pennsylvania Railroad established a separate ticket office inside
(Continued on page 14)
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from May, 2015 issue)
It was only a 15-minute train ride to Padova, a city
with a population of about 215,000, and fortunately the
station had lockers, which allowed me to stow my carryon. The Trans-Lohr rubber-tired tramway here is superficially similar to Mestre’s, but there are some notable
differences. The 16 cars are slightly smaller, having only
three sections, and run every 7.5 minutes instead of
every 10. The single line was opened in 2007 and is 6
miles long with 26 stations. Also, there is a short section
of trackage (about 7 New York City blocks) just outside
the downtown area (Prato della Valle) where wireless
operation is in use. The cars, which are painted blue,

use battery power to traverse that portion of the line.
Despite the more frequent headways, the combination
of a larger population and smaller cars (compared to
Mestre) results in crowded equipment. With a great
many ons and offs it is a very busy line (see http://
www.urbanrail.net/eu/it/pad/padova.htm.
Unfortunately the weather grew worse and by the time
I was ready to go back to the wireless section the pouring rain prevented me from taking pictures. Fortunately,
I had already gotten photos at both ends of the line earlier. Soon enough it was time to leave and I bailed out
my bag and proceeded to Brescia.

Two photos in the Guizza section of Padova near the southern end
of the line. The left photo shows a tram taking the 90-degree turn from
the Capolinea Sud terminal, while the one on the right shows the
Guizza station.

The southern section of the line is routed through two one-way parallel narrow residential streets.

(Continued on page 14)
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The simplicity of the stations is illustrated in this view along the
northern end of the route.

Rails Under the River Revisited
(Continued from page 12)

Hudson Terminal that provided through fares to virtually
any point on its system via Exchange Place. In practice
these were honored for passage between Manhattan
and Jersey City on either H&M or the cheaper ferry, and
the price included any necessary baggage handling.
This arrangement remained of consequence even after
the opening of Penn Station in November, 1910.
Though the Pennsylvania eliminated its through trains
from Jersey City at that time, advertised connections
from Hudson Terminal were then made through Exchange Place, via PRR local trains until the later start of
“joint” service with H&M as far as Manhattan Transfer.
Because there were not enough cars of H&M’s second group (“Class B”) delivered to enable a full schedule to run between the true end points of this newer
line, only non-rush hour trains were extended from Exchange Place to Hoboken starting on July 25, passing
up the unready station located between the two at
“Erie.” This stop was intended to serve that railroad’s
Pavonia terminus, but it had been hastily inserted as a
late-stage replacement for what was originally planned
as a separate branch into the Erie’s “Ferry House” (a
scheme that is preserved only on early street maps).
Evidently transformed into a way station for economic
and institutional reasons (given the company’s earlier
legal difficulties with the Lackawanna at Hoboken), the
Erie station as built was positioned about 450 feet west
of the railway terminal, a dilemma that was addressed
through the attachment of a long pedestrian passageway under Pavonia Avenue. Erie finally did open on August 2, and in spite of its inherent drawback proved to
be so busy during the morning rush hour that its lone
island platform was overwhelmed with humanity. Work
began within a year to mine out an additional loading
area along the station’s original easterly wall, which was
14

This view is typical of the main street in the center of Padova.
(Continued next issue)

placed in service on November 18, 1912. This appendage enabled the permanent, full-time separation of
northbound and southbound passenger flow, chiefly as
a safety consideration. Full service was also instituted
between Hudson Terminal and Hoboken on August 2,
1909 and the short-term practice of turning trains from
Lower Manhattan at Exchange Place reduced to a supplementary role. H&M added yet a third routing, which
crossed between New York and New Jersey twice, from
Hudson Terminal to 23rd Street on the Sixth Avenue line
via Exchange Place and Erie beginning September 20.
This at last marked the full completion of the tunnels
beneath the Hudson that Col. Haskin had sought so
many decades before.
Given how eagerly this gritty little rapid transit system
was embraced by the big railroad as a surrogate for
direct service between the original Jersey City railhead
and Lower Manhattan, H&M and PRR put their partnership to great practical use through joint planning. From
the start of this relationship it was a fact known to President Cassatt that he was actually working against his
own company’s interest with regard to Manhattan ferry
operations, but he abided by a strong conviction that
the long-term improvement in access to New York City
that would result took precedence over his railroad’s
short-term economics. The Pennsylvania also helped to
finance more enhancements, which were factored into
the system’s original construction, and eventually divided the cost of equipment acquisition with which to operate this added mileage. The greatest manifestation of
this close association was the inclusion of gradeseparated leads that continued the tunnel beneath the
Pennsylvania’s Jersey City alignment westward, where
it converged with that under Washington Street. They
were opened as part of H&M’s underground extension
to the Grove and Henderson Street station in Jersey
City on September 6, 1910, at which time Hudson &
Manhattan operations from 23rd Street and Hudson Ter(Continued on page 17)
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and the Second Avenue “L” was abandoned north of
59th Street. The line should have been shut down at
12:01 AM, but was delayed while IRT officials met the
last train. It was a 7-car train, which arrived at 155th
Street 20 minutes late at 12:09 AM because a passenCommuter and Transit Notes
(Continued from page 11)

improved service are relatively easy to implement, on
trackage generally owned by Metrolinx.
On the Lakeshore East Line, there has been discussion for some time about extending rail service eastward approximately 10 miles from Oshawa. One scenario has a new GO alignment turning northeastward
just beyond the Oshawa station, crossing Highway 401,
and following CPR’s Toronto-Montreal Line to Bowmanville. However, a firm implementation schedule for this
undertaking, which would be extremely costly, has not
been announced.
The electrification limits correspond, generally, to the
territory where all-day 15-minute service will be provided. This will be the heart of the new Regional Express
Rail network, with less frequent, diesel-hauled service
running through to the less patronized non-electrified
sections. (As to equipment, there was no specification
Around New York’s Transit System
(Continued from page 20)

D service will be reduced slightly by one round trip
split between the AM and PM rush. Brooklyn-bound
trains between 7:30 and 8 AM and Bronx-bound trains
between 5:30 and 6 PM will operate on a 10-minute
headway instead of the current 7.5-minute headway.
These changes will cost about $1.6 million.
Two 6 Pelham Line Stations Reopen
At 5 AM Monday, April 27, the Zerega Avenue and
Buhre Avenue stations were opened for service in both
directions. As soon as minor work is completed, MTA
officials will join elected officials for a ribbon cutting to
commemorate the reopening of the two stations.
Rehabilitation of the above stations, which opened in
1920, began in July, 2014. Work included installation of
structural steel, which had deteriorated beyond repair.
Other work included repairing street, mezzanine, and
platform stairs, replacing platform and street canopy
roofs and track beds, installing bird deterrent systems
and ADA equipment, painting, and artwork. Large colorful glass mosaics wee also installed at both stations.
This Pelham Line project includes the Castle Hill
Avenue and Middletown Road stations, which reopened
in May, 2014. The Pelham Bay Park station remains
open while the rehabilitation continues into the summer.
15

ger pulled the emergency cord.
Civic organizations, who opposed discontinuing service on the above elevated lines, protested before the
Board of Estimate and appealed to the Transit Commission and the State Legislature. Bronx civic organizations obtained a show cause order from the Appellate
Division, which could not be heard until June 28.

(Continued next issue)

of what would be used, although there has been speculation that GO Transit would use ALP-46 locomotives,
similar to those of NJ TRANSIT, or even the ALP-45DP,
although there have been issues with performance with
long consists with the ALP-45DP. It would be unlikely
that GO Transit would use MUs for electric routes.) All
GO trains have been locomotive-hauled for many years,
following a somewhat unsatisfactory experience with
DMUs in the system’s early years. It is virtually certain
that the electrification will take the form of overhead catenary. With this in mind, overhead bridges built on the
Lakeshore East and West Lines have for many years
been constructed with sufficient clearance for wires.
Prior to electrification, GO plans to significantly improve service on the affected lines to essentially the allday level. The agency will thus become, in effect, a regional rapid transit service, transforming from its original
traditional role as primarily a rush hour commuter service, with off peak service on the busiest line, the
(Continued on page 17)

Dirty Tracks
New York City Comptroller Scott Stringer released a
scathing report on the cleanliness of NYC Transit subway tracks. Just 3% of underground tracks were
cleaned at least once every three weeks, with many
sections not being cleaned for months. The buildup of
trash and debris in the tunnels not only is a health hazard but a fire hazard as well. One of the culprits is the
fact that there are only two vacuum cleaner trains for
the entire system and one of them was out of service for
mechanical reasons 311 days last year.
103rd Street-Lexington Avenue Station Closes for
Rehabilitation
The southbound platform of the 103rd Street station of
the Lexington Avenue Line is closed for three months,
from May 4 until September, 2015, to allow the platform
to be brought to a state of good repair. The scope of
work will include but not be limited to: new stair surfaces, flooring, tiles, and platform edges; mezzanine and
drainage repairs; upgrades; and re-painting. The northbound platform will remain open 24/7 throughout the
project. Southbound passengers are advised to utilize
the M-101, 102 or 103 bus routes on Lexington Avenue
to 96th Street, where they may enter the subway. Passengers seeking 103rd Street aboard southbound trains
that will be bypassing that station are advised to ride to
96th Street and transfer to a northbound train back to
103rd Street.
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AVERAGE WEEKDAY SUBWAY RIDERSHIP
by Bernard Linder
2014 RANK

STATION

ROUTE(S)

2014 RIDERSHIP

2013-4 CHANGE

BUSIEST STATIONS
1

nd

NQRS1237

204,908

+3.6%

nd

Times Square-42 Street

2

Grand Central-42 Street

3

4567S

157,899

+2.6%

th

BDFMNQR

125,355

+2.3%

th

LNQR456

109,472

+1.2%

th

34 Street-Herald Square

4

14 Street-Union Square

5

34 Street-Penn Station

123

92,693

+2.9%

6

34th Street-Penn Station

ACE

85,634

+2.3%

7

59th Street-Columbus Circle

ABCD1

74,572

+3.2%

rd

8

Lexington Avenue-53 Street
51st Street

EM
6

70,606

0.9%

9

Fulton Street

ACJZ2345

69,444

+7.7%

10

Lexington Avenue
59th Street

NQR
456

69,332

+2.2%

11

86th Street

456

65,634

+1.4%

th

12

47-50 Street-Rockefeller Center

BDFM

62,693

+2.6%

13

Flushing-Main Street

7

60,252

+0.1%

14

Chambers Street
World Trade Center
Park Place

AC
E
23

55,683

+4.2%

15

42nd Street-Bryant Park
Fifth Avenue

BDFM
7

54,289

+2.0%

LEAST BUSY STATIONS
507

Aqueduct Racetrack

A

1,597

+189.8%

408

Bay Parkway

F

1,516

-3.7%

409

Cypress Hills

J

1,444

+0.9%

410

104th Street

A

1,333

-23.2%

411

21st Street

G

1,265

-3.4%

412

Aqueduct-North Conduit Avenue

A

1,122

-42.5%

Rockaway stations ranked 414-420 were closed for part of the year, thus skewing the percentage change. They were excluded from any analysis of multiple stations.
2014 RANK

BOROUGH

STATION

ROUTE(S)

2014 RIDERSHIP

2013-4 CHANGE

BUSIEST STATION IN EACH BOROUGH
nd

1

Manhattan

Times Square-42 Street

NQRS1237

204,908

+3.6%

13

Queens

Flushing-Main Street

7

60,202

+0.1%

22

Brooklyn

Atlantic Avenue-Barclays Center

BDNQR2345

41,645

+4.4%

BD4

27,541

+2.1%

42

Bronx

st

161 Street-Yankee Stadium

(Continued on page 17)
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BOROUGH TOTALS
BOROUGH
Brooklyn
Bronx
Manhattan
Queens
(Systemwide Adjustment)
SYSTEM TOTAL

2014 RIDERSHIP

2013-4 CHANGE

1,210,086

+2.7%

486,783

+2.1%

3,103,039

+2.5%

797,420

+1.9%

223

—

5,597,551

+2.4%

Commuter and Transit Notes
(Continued from page 15)

Lakeshore Line. (Other transit agencies in the United
States have had sufficient off-peak and weekend service for years now, including MTA's Metro-North Railroad and Long Island Rail Road, SEPTA, NJ Transit,
and Metrolink in Los Angeles.)
Between 2015 and 2020, the Kitchener Line is expected to accommodate the greatest increase in the
number of trains, although the majority will not run all
the way through to Kitchener. The service buildup will
be completed in 2017.
The Barrie Line is due to receive weekend service in
2016-7, with weekday off-peak trains following in 20178. The Stouffville Line also obtains full weekday service
in 2017-8, while weekend service follows in 2018-9.
Minor off-peak improvements are scheduled for the
Lakeshore corridor in 2018-9. A new station in downtown Hamilton, on CN’s Grimsby Subdivision, was
scheduled for mid-2015 opening, to serve several trains
that would be extended beyond the Aldershot (West
Burlington) station. GO’s summertime Niagara Falls
trains are also planned to use this facility.
The four weekday peak-period trains presently serving
the Hunter Street GO Centre will continue to use this
facility, which is more conveniently located in the heart
of central Hamilton. However, further service expansion
to this station would be constricted by a short singletrack tunnel.
SNC-Lavalin and Hatch Mott MacDonald are among
more than two dozen companies that have expressed
interest in becoming Metrolinx’s general engineering
contractor for the electrification program.
The overall increases to the GO Transit rail system will
result in 32 additional trains by 2019-20. (Railway Age,
Rails Under the River Revisited
(Continued from page 14)

minal stations were so extended, and the 1-year-old
temporary service between 23rd Street and Hudson Terminal discontinued. Given H&M’s standing as the Pennsy’s full-fledged partner, even more construction was
authorized by late 1909 to carry this subway farther
17

April 29)
B;-)232-, B;-G23
The Economic, Budget, and Finance Committee of the
Legislative Council of the federal district of Brasilia has
approved a bill allowing the local government to proceed with a Reais 737.1 million ($US 241.1 million) loan
agreement to purchase 10 new metro trains and complete work on intermediate stations on the northwest
section of the network. The bill will now move to the
Committee on Constitution and Justice for final approval.
Specifically, stations in blocks 104, 106, and 110
South on the shared Green and Orange Lines, which
opened in 2001, will be completed. The local government will take out the loan with Caixa Econômica Federal rather than the National Bank for Economic and
Social Development (BNDES) due to lower demands
"for financial compensation." Financial assurance for
the loan will be provided through the government's Tax
on the Circulation of Goods (ICMS).
Brasilia's 42-kilometer metro network, which consists
of the Green Line from Terminal Ceilândia to Águas
Claras and Central, and the Orange Line from Terminal
Samambaia to Águas Claras and Central, is currently
served by 20 four-car metro trains each with capacity
for 1,350 passengers. (International Railway Journal,
May 6)
The infrastructure secretariat of the Brazilian state of
Ceará says it has received proposals to resume work
on adapting a freight line for a diesel light rail service in
Fortaleza.
The line will link the city's Parangaba and Mucuripe
neighborhoods and was due to open in time for the
2014 soccer World Cup. However, work on the 12.7kilometer line, which includes 1.4 kilometers of elevated
(Continued on page 18)

west, rise to the surface, and share the Pennsylvania’s
right-of-way as originally established in 1834. This
would eventually enable the diminutive rapid transit
trains to reach fast-growing, densely-populated local
points in the outer perimeter of Jersey City, Kearny,
Harrison, and Newark that the Pennsylvania had historically not been able to serve in any significant way.

(Continued next issue)
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sections and 11.3 kilometers at grade, was suspended
in June, 2014 with the project 50% complete following
delays with the CPE-VLT Fortaleza consortium, which
secured a Reais 179.5 million ($60.7 million USD) contract and began work in 2011.
The project is divided into three lots; the first section
along Borges de Melo Avenue is estimated to cost
Reais 26.8 million, and the second running from the
Melos Borges station to Parangaba is estimated at
Reais 48.3 million. Work is expected to take 12 months
to complete these sections from signing the work order.
The final section between from Late to Borges de Melo
is expected to take 18 months to complete and is projected to cost Reais 100 million. Funding for the project
is from the state-owned Caixa Econômica Federal
bank.
The line has eight stations and will serve 22 neighborhoods, which are home to 500,000 people, with 90,000
passengers expected to use the service every day. Services will be operated by a fleet of six diesel LRVs supplied by Bom Sinal, Brazil. (International Railway Journal, April 27)
I>? !
Trenitalia launched its new flagship high-speed train
on April 25, when Italy's President, Sergio Mattarella,
newly-appointed Minister of Transport and Infrastructure
Graziano Delrio, and Tourism and Culture Minister Dario
Franceschini joined senior managers from Italian State
Railways (FS), AnsaldoBreda, and Bombardier for the
inaugural Milan-Rome trip on the Frecciarossa 1000.
The train departed from Milan Central at 1:30 PM and
arrived at Rome Termini at 4:09 PM, where it was greeted by members of the press. The eight-car sets will enter public service on June 14 with six trains operating
eight non-stop Rome-Milan trips. Seven of these trips
will start from Turin and four from Naples. As more
trains are delivered the fleet will begin to serve other
Italian cities including Reggio Emilia, Bologna, Florence, and Salerno. Initially the trains will be limited to
300 kilometers per hour (186 mph) under authorization
from the National Authority for Railway Safety (ANSF),
which has given the green light for commercial use of
the trains after two years of testing on Italian conventional and high-speed lines. The trains have also undergone trials on the test circuits at Florence Osmannoro
and Velim in the Czech Republic. FS CEO Michele Elia
said that certification of the train for operation at up to
360 kilometers per hour (223 mph) on the Italian highspeed network should be completed by the end of this
year.
Each train seats 457 passengers, including two
wheelchair spaces, with four classes of accommodation
— executive, business, premium, and standard.
In a speech during the launch ceremony at Rome Termini, FS President Marcello Messori noted the low carbon impact of the new train and stressed that the fleet
of 50 trains will be truly European and approved for op18

eration in France, Germany, Spain, Austria, Switzerland,
the Netherlands, and Belgium, enabling Trenitalia to
compete in the international high-speed market.
Messori also mentioned that the launch of the train effectively marks the end of an era for FS as a public
company as it prepares for partial privatization next
year.
Elia added that the delivery of Frecciarossa 1000 will
enable ETR 500 high-speed trains to be redeployed on
other routes such as Milan-Venice and the Adriatic
coast.
Bombardier chief operating officer Dr. Lutz Bertling
spoke of his company's cooperation with AnsaldoBreda
and the short lead time in developing the trains, 50 of
which were ordered by Trenitalia in July, 2010 in a deal
worth €1.54 billion ($1.7 billion USD). Frecciarossa
1000 is the first high-speed train to receive EPD environmental certification with CO2 emissions of 28 grams
per kilometer per passenger. The trains are being built
at Bombardier's Vado Ligure plant and AnsaldoBreda's
Pistoia facility and deliveries are due to be completed in
2017. Maintenance will be carried out by AnsaldoBreda
and Bombardier under a 10-year contract worth around
€250 million. (International Railway Journal via Ron
Yee, April 27)
R0))2Russian Railways (RZD) began selling tickets on May
6 for its new Moscow-Nizhniy Novgorod Strizh (Swift)
service, which will be launched on June 1 using RZD's
new fleet of Talgo coaches and EP 20 electric locomotives.
RZD will operate five daily trips on the route, increasing to seven starting in July, using a fleet of four trains.
This will enable the redeployment of Siemens Sapsan
high-speed trains to the Moscow-St. Petersburg Line,
where a regular-interval service pattern will be introduced.
Two Strizh services will operate non-stop with a journey time of 3 hours 35 minutes between Moscow and
Nizhniy Novgorod, 20 minutes faster than the best Sapsan timings. The remaining trips will call at Vladimir,
Kovrov, and Dzherzhynsk with journey times ranging
from 3 hours 46 minutes to 3 hours 55 minutes. Prices
start at 900 rubles ($16 USD) in second class and
2,850 rubles in first.
The 200-kilometer-per-hour (120 mph), 1,520millimeter-gauge Talgo trains are equipped with passive
body tilting and seat a total of 409 passengers. Each
train comprises 18 passenger coaches and two technical cars, with dining and bistro cars, and a mixture of
first and second class seating coaches and sleeping
cars. Deluxe sleeping cars are also provided with ensuite facilities. All coaches are air-conditioned, have
electric heating, and are equipped with ecologicallyfriendly toilets.
Initially RZD intended to use its 1,520-millimetergauge Talgos on the Moscow-Kiev route, but revised its
plans due to the ongoing political tensions between
Russia and Ukraine. (International Railway Journal,
May 6)
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A WEEK OF RAIL ACVOCACY
by Sasha Ivanoff
Despite having a bare-bones budget to work with,
among other things, I decided to attend last year’s
NARP Spring Council of Representatives meeting. And
it was a blast. I never knew that traveling by a rival
mode of transportation could be so much fun, that a
simple trip could be so relaxing, and that rail advocates
would be so warm and embracing. That trip was made
via Bolt Bus to Baltimore and MARC's (then new) weekend Penn Line service to D.C. On the way home I took
the Northeast Regional to New York using my Amtrak
Guest Rewards points.
Fast forward twelve months later. Armed with a little
more funding I was able to make the round trip via rail. I
felt dirty (for lack of a better word) last year because I
took the bus down part of the way. Still, I was glad I
made the trip. For a railfan, I was surprised (and
scared) to find that the bus was eerily refreshing.
As it turns out I do well with the 9:05 AM departure,
Train #155, the Penn Station New York-D.C. Northeast
Regional. This train originates from New York and is not
a through train. But that morning things were a little different. Overnight, Train #65 hit a car, killing its driver,
when he drove onto the tracks in Rhode Island. I was
partly freaking out because I was rendezvousing with a
fellow NARP member on Train #155 (he was coming
from Baltimore and we had made these arrangements
weeks prior). But at it turns out the train had plenty of
room, even with the train 75% full in Baltimore. As I and
a few other NARP members came to figure out, Amtrak
ended up running Train #65 in two parts: the BOS-NYP
section and the NYP-WAS section, so hypothetically it
would have been easier to take Metro-North from Stamford to Grand Central and get a cab to Penn Station to
take the second section of Train #65 than wait for the
several-hours-late first section. As a result, we left nearly a half hour late.
The meeting was a little bit of a letdown from last year.
While the accommodations were nicer (the Hampton
Inn in Silver Spring is new while the Courtyard could
use some room renovations) the meeting itself did not
seem as exciting. Tuesday was the biggest letdown as
the NARP members from New York did not get to meet
with any House members from New York (it should be
noted that all 27 voted against some harmful amendments towards Amtrak along with voting in favor of the
final Passenger Rail Reauthorization Act).
As I have figured out recently, the Northeast Regional
140-series trains are all D.C.-Springfield, Massachusetts trains that are full-service Northeast Regionals to
New Haven and through shuttles to Springfield. For the
most part, shuttles from New Haven are used. Train
#148 is the Monday-Friday train from D.C. to Springfield
that leaves at 3 PM. I had priority boarding at D.C. be-

19

cause I was in business class (which I got from a friend
as a free upgrade, a gesture I deeply appreciate).
I thought I was going to have a seat next to me empty
for the entire ride to New York. Nope. A business executive got on at BWI Airport, taking the train to Metropark.
I still managed to get my usual “Amsnack” (ginger ale
and a pack of pretzels, for $4.50). While my business
car had the older style interior, I've noticed that Amtrak
has upholstered some of the business cars, a nice
touch considering the faux leather in the business cars
used on the Empire Service.
After two lousy days of work, Saturday (the 25th) approached and I had a fun day in store with the ESPA
meeting in Schenectady. Because I was running late
and so was NJ Transit, I made it to Penn Station with
ONE MINUTE before the first boarding call for Train
#69, the northbound Adirondack. Despite all things considered, our train arrived in Schenectady only a few
minutes late due to single-tracking on Metro-North's
Hudson Line.
Schenectady is a nice little city with some iffy parts,
but regardless is very walkable. The Backstage Pub,
located right in the heart of downtown, is a wonderful
establishment with good beverage and dining selections
and has been for ESPA a long-time meeting place. Our
lunch was pleasant.
The way back was a little different. Due to the track
work going on at Albany-Rensselaer and the late Lake
Shore Limited, our train spent a good half-hour outside
of the station waiting for a platform. However, that delay
was well worth it, as by 2017 a fourth track will be installed along with extended platforms and a second
track between Albany and Schenectady, of which track
work is coming along nicely. Once we departed Albany,
I spent $12 on dinner, which consisted of ginger ale,
M&Ms, pretzels, and a turkey club wrap. However,
some food choices had been sold out prior to arriving in
Albany, thus adding question as to whether Amtrak
should be given allowance to change its accounting
practices to not account for food service personnel salaries when it comes to figuring into the losses on these
services, and (for accounting, of course) further count
those employees as crewmembers, which they technically are. After another delay due to Hudson Line track
work, we were a little less than an hour late arriving into
New York City.
Recently, my Amtrak on-time performance has been
close to 0%, a factor that I hope Amtrak is given power
to fix, and in some areas has been given the funds to
do. Sadly, the tragic events of May 12 in Philadelphia
with the derailment of Amtrak Train #188 illustrate the
need for improved funding for passenger rail nationwide, a cause that is dear to my heart.

NEW YORK
DIVISION
BULLETIN OCTOBER,
2000
ERA
BULLETIN—JUNE,
2015

Around New York’s Transit System
Increased Subway Service
In December, NYC Transit expects to increase service
on weekdays on 2, 7, L, and M. Most of the increase is scheduled for non-rush hours, which recorded
the highest growth last year. Subway ridership set a
new record last year with 1.75 billion passengers, the
highest in over 65 years. Details of the increased service are as follows:
LINE

INCREASE
IN ROUND
TRIPS

2

2

7

TIME
PERIOD

CURRENT
HEADWAY

PROPOSED
HEADWAY

8:30-9:30 PM

10

7.5

2

8-10 PM

4.6

4.3

L

7

10:30 AM-2 PM

6

5

M

1*

9-9:30 AM

10

7.5

*The return trip is in the late afternoon

In 2014, ridership increased at every Brooklyn L station because of real estate and commercial development in Williamsburg and Bushwick. With more than
27,000 average weekday passengers, Bedford Avenue
was the busiest L station. The Bushwick AvenueAberdeen Street station recorded the highest percentage increase in ridership, 11.5 percent. In the autumn of
2014, weekday evening L service was increased and
56 weekend round trips were added.
In Queens, where 7 serves the rapidly growing
neighborhoods of Long Island City, Sunnyside, Woodside, and Flushing, overall ridership increased by 1.9
percent. The Flushing-Main Street 7 terminal, which is
also in a rapidly growing area, serves more than 60,000
passengers on an average weekday.
(Continued on page 15)

NEW YORK CITY SUBWAY CAR UPDATE
Subdivision “A” News
From January through April, 2015, these 55 R-142As
were transferred from 6 to Kawasaki Rail Car-Yonkers
for CBTC/R-188 compatibility conversion: 7376-85 in
January; 7386-7400 in February; 7401-5 in March; and
7406-30 through April. The “dip” in March was likely related to NYC Transit’s temporary winter woes, which
reduced the availability of equipment that could be exported. On April 19, R-142A 7431-5 was observed in
passenger service on 6. Six additional trains of R-188
(C) cars (“converted” R-142As) were also returned from
Kawasaki, joined with 6 more R-188 (C1) (single-unit, or
“C”) cars. Included were 7336-50 with 7911 and 7912 in
January; 7351-60 with 7913 in February; 7361-80 with
7914 and 7915 in March; and 7381-95 with 7916
through the end of April. There remain 19½ more 10-car
sets of R-188 (C)s to come, along with 20 single R-188
(C1) companions. Entering 7 service during this time
were R-188 (C)s 7321-30 with R-188 (C1) 7910 on February 2; 7331-40 with 7911 on February 14; 7341-50
with 7912 on March 11; 7351-60 with 7913 on March
30; and 7361-70 with 7914 on April 13. All “R-188
trains” (a collective designation) still remain in their original sequence, with a second “mismated” consist created through the March introduction of 7355-4-3-2-1/
7356-7-8-9/7913/7360 (north to south).
Corresponding transfers of R-62As from 7 to 6
through the winter included 1806-10 and 2126-30 on
January 13; 2061-5 on January 14; 1961-5 (still as single units) on January 17; 1971-80 on February 20; 1986
-95 on February 28; 1981-5 and 2001-10 on April 3;
1996-2000 on April 10; and 2011-20 on April 16. Given
Westchester’s newly-attained standing as a strategically
-located maintenance center for the R-62A fleet, it as20

sumed responsibility for the 20 cars assigned to S/42nd
Street Shuttle service (single-units 1927, 1928, 1930-3,
1935-7, 1940, 1941, 1952, 1955, and 1956 as well as
unitized R-62As 1929, 1945, 1946, 1950, 1951, and
1953) effective January 20, 2015. There was also some
shifting within the New Technology Train sector early in
the New Year, with R-142s 6691-6700 moving from 5
to 2 and 7081-90 from 4 to 5 on January 12, while R
-142As 7641-5 and 7661-5 also headed from 6 to 4.
On both 6 and 7, the midpoint of this overall equipment swap was achieved on both route by April, with
264 “R-188’s” (that is, 88 “new” cars and 176
“converted” ones) running on 7 and 255 R-62A’s on
6. The latter still retains 210 assigned R-142As at the
end of April (7431-7640), of which 160 are slated for
eventual shipment to Kawasaki Rail Car in Yonkers. 110
of these 160 were observed in 6 service on Sunday,
April 19, joined by 20 other R-142As and just five trains
of R-62As. 7 on Saturday, April 18 was more reflective
of its present-day car assignment with just three trains
of R-62As observed on a “normal” (non-General Order)
weekend when the Mets were playing at Citi Field. In
general the line was being ruled by at least 15 different
trains of R-188s.
Subdivision “B” News
Two trains’ worth (20) of Phase I R-32s were indeed
stationed at East New York for J/Z through the winter,
though only one 8-car train tended to be used during
rush hours through the month of January. This is expected to be the case until the annual “summer swap”
occurs in May or June. Various quantities of R-68 and R
-68As continued to appear on N through this interim
(Continued on page 12)
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UNIFICATION ACCOMPLISHED 75 YEARS AGO
(Continued from June, 2015 issue)
Unification was a big event. We were unable to publish all the ceremonies, schedule
changes, and last trains in the previous issue. We are furnishing additional information
in this issue.
The Board of Transportation started operating BMT on June 1, 1940, but did not start
operating IRT lines until June 12, when the
sale was consummated at City Hall. The city
saved $7 million from the estimated price of
$326,248,187 by buying securities at less
than those offered in unification plans and
inviting security holders to sell direct to the
city rather than deposit them with bondholders’ committees.
To accommodate the displaced Ninth Avenue “L” riders, paper transfers were issued at
161st Street to passengers transferring between Jerome Avenue 4 trains and Concourse CC locals. Paper transfers were also
issued at 155th Street for a free transfer between the shuttle and CC locals. On June 12,
the first day the shuttle operated, extra cars
were added to the CC locals, but the platform
was overcrowded and many passengers
were unable to board the trains. Gates replaced composites on rush hour Freeman
Street expresses, which were rerouted from
Second Avenue to Third Avenue. There were
several major schedule changes because of
abandoned lines.
Description of service on the back of the
1939 BMT map is as follows:
CULVER LINE—SUBWAY SERVICE: Operates daily, except Sunday and holidays,
and is scheduled to leave Chambers Street
from 7:03 AM to 7:40 PM. During rush hours,
except Saturday PM, trains operate between
Kings Highway and Chambers Street via
Manhattan Bridge to Chambers Street, re-

turning to Brooklyn via Nassau Street and
Montague Street Tunnel, using express
tracks in the Fourth Avenue Subway, making
no station stops at DeKalb Avenue or Myrtle
Avenue. During non-rush hours and on Saturday PM, trains operate between Coney
Island and Chambers Street (except during
July and August, when trains operate between Kings Highway and Chambers Street)
via Montague Street Tunnel and Nassau
Street, returning over the same route and
making all station stops. Normal operation of
“L” service is between Coney Island and
Sands Street. “L” service terminates at Ninth
Avenue during midday on weekdays, except
during July and August, when trains run to
Coney Island. Trains operate express along
Fifth Avenue, stopping only at 36th Street, 9th
Street, and Atlantic Avenue during rush hours
except Saturday PM.
FULTON STREET LINE express trains
starting from Lefferts Avenue and Grant Avenue in AM rush hours make no stops between Atlantic Avenue and Franklin Avenue.
Local trains starting from Lefferts Avenue or
Grant Avenue make all stops to Sands Street
or Fulton Ferry. In PM rush hours some express trains from Park Row for Lefferts Avenue make no stops from Franklin Avenue to
Atlantic Avenue and others make no stops
from Sands Street to Franklin Avenue. Local
trains leaving Park Row make all stops to
Grant Avenue or Lefferts Avenue. Trains
leaving Fulton Ferry operate as locals. Additional express service in PM rush hours is
operated from Sands Street, trains in this
service making no stops from Franklin Avenue to Atlantic Avenue. During rush hours,
except Saturday PM, additional service is

1 TRIP, SUNDAY, AUGUST 30
NEXT TRIP: CONNECTICUT DAY

(Continued on page 4)
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RAILS UNDER THE RIVER REVISITED —
THE HUDSON & MANHATTAN
by George Chiasson
(Continued from June, 2015 issue)

(Continued on page 3)
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(Continued on page 6)

EXPRESSION OF APPRECIATION:
STEPHEN L. MEYERS, 1925-2015
Steve Meyers, an occasional contributor to the Bulletin,
passed away on April 8. We were asked to publish the following message.
The family of Stephen L. Meyers gratefully wishes to
thank railfan friends for their kind expressions of sympathy at his passing on April 8.
We know Stephen especially would have appreciated
the many tributes from trolley fans acknowledging his

contributions to his beloved hobby through the books he
wrote and his enthusiastic support of electric railfan and
traction modeling organizations.
Due to illness, Stephen’s wife Sandy is unable at this
time to individually thank all those who attended his service or sent flowers, cards, and memorial gifts. This outpouring of support offers the comfort of knowing that
Stephen will be missed by many.
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BMT car 754 at 20th Avenue, West End Line, November 11, 1948.
Bernard Linder photograph

Interior of BMT car 759.
Bernard Linder collection

Interior of BMT 1000-series car.
Bernard Linder collection

BMT convertible 1063 in Coney Island Yard.
Bernard Linder collection

BMT convertible 1307 in Coney Island Yard.
Bernard Linder collection

BMT East New York Yard, January 11, 1952.
Bernard Linder photograph

(Continued on page 5)
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IRT “L” car 188.
Bernard Linder collection

IRT “L” engine in 133rd Street Yard.
Bernard Linder collection

IRT “L” car in 159th Street Yard.
Bernard Linder collection

IRT gate car.
Bernard Linder collection

Interior of IRT “L” car 1584.
Bernard Linder collection

IRT Third Avenue “L,” north of Tremont Avenue.
Bernard Linder collection

(Continued on page 6)
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Avenue in the AM rush and Grant Avenue during the
morning and afternoon. There was no evening, midnight, or Sunday service.
In 1945, Culver subway trains operated from Nassau
Street at all times via tunnel to Coney Island in non-rush
hours and Kings Highway in rush hours, except Saturday PM, via the same route as previously. Culver “L”
trains operated between Coney Island and Ninth Avenue during AM rush hours on weekdays and Saturday
and weekday PM rush hours.
After Unification, 1000-series BMT gate trains were
taken out of service. Gate trains continued running to
Dyre Avenue and gate trains appeared occasionally
after June, 1942 on Third Avenue in rush hours.

(Continued from page 5)

operated between Lefferts Avenue and Atlantic Avenue.
FIFTH AVENUE LINE trains operate from 65th Street
to 36th Street in non-rush hours and to Sands Street in
rush hours.
Fulton Street service to Downtown Brooklyn and Park
Row, which was discontinued at Unification, was replaced by Fulton-Lexington service operating via Fulton
Street, Broadway, Lexington Avenue, and Myrtle Avenue. Weekday trains from Park Row operated to
Lefferts Avenue in rush hours and Grant Avenue during
midday. Saturday trains from Park Row ran to Lefferts
Rails Under the River Revisited
(Continued from page 3)

(Continued next issue)
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SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED JUNE 14, 2015

LINE

AM RUSH

PM RUSH

1

10 R-62, 310 R-62A

10 R-62, 290 R-62A

5

340 R-142

2

340 R-142

320 R-142

6

230 R-62A, 160 R-142A 230 R-62A, 170 R-142A

3

250 R-62

250 R-62

7

121 R-62A, 231 R-188

110 R-62A, 220 R-188

210 R-142, 120 R-142A

nd

10 R-62A

10 R-62A

4

220 R-142, 130 R-142A

LINE

AM RUSH

S (42 Street)

PM RUSH
340 R-142

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED JUNE 14, 2015

LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

304 R-46

10 R-32, 304 R-46, 8 R-68A

L

152 R-143, 40 R-160A

144 R-143, 24 R-160A

B

48 R-68, 152 R-68A

48 R-68, 136 R-68A

M

184 R-160A

160 R-160A

C

64 R-32, 80 R160A

56 R-32, 80 R-160A

N

240 R-160B

220 R-160B

D

240 R-68

224 R-68

Q

30 R-160A, 200 R-160B 20 R-160A, 200 R-160B

E

260 R-160A

260 R-160A

R

232 R-46

232 R-46

F

32 R-46, 260 R-160A, 140 R- 24 R-46, 260 R-160A, 130 R160B
160B

S (Franklin
Avenue)

4 R-68

4 R-68

G

52 R-68

S (Rockaway)

12 R-46

12 R-46

J/Z

48 R-68

96 R-32, 40 R-42, 24 R-160A 96 R-32, 32 R-42, 24 R-160A

NEW YORK CITY TRANSIT AND THE NEW YORK TRANSIT MUSEUM CELEBRATE 100 YEARS OF BRT/BMT SUBWAY SERVICE
On June 20, 2015, the New York Transit Museum held
a breakfast party in honor of the 100th anniversary of
BRT/BMT subway service. D-Type cars operated in
shuttle service between the museum and HoytSchermerhorn.
On June 22, 2015, the actual 100th anniversary, NYC

Transit held a ceremony in the museum. This was followed, on the weekend of June 27-28, by NYC Transit
operating the D-Types, the R-1 to R-9s, and the BMT/
IND “SMEE” train in service on the Brighton Line’s express tracks.

NYC Transit President Carmen Bianco and NYC Transit
Museum Director Gabrielle Schubert listen as historian
Joseph Cunningham speaks during the ceremony on
June 22, 2015. President Bianco and Director Schubert
are both retiring this year.
Randy Glucksman photograph

The D-Type train, with special “BMT Centennial” signs,
sits in the Transit Museum on June 22, 2015.
Randy Glucksman photograph
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FROM MY VANTAGE POINT: GET A GRIP
by Michael Ditkoff
Vantage Point: a position or place that allows one a wide
or favorable overall view of a scene or situation.
This month’s article deals with the New York Transit
Museum in Brooklyn, which is in the former Court Street
subway station. (It was in operation from April, 1936 to
June, 1946. Route HH connected the station with the
Hoyt-Schermerhorn station.) The upper level has exhibits on building the subway, turnstiles, and buses. The
lower level has vintage equipment on display. One special exhibit is the Nicholas Pantelides Memorial Signal
Tower, named for a former museum trustee. The tower
controlled a double crossover between Court Street and
Hoyt-Schermerhorn where ACG trains stop. There
are two operating platforms at Hoyt-Schermerhorn,
though the station was built with four platforms. The
outer platforms that connected the two stations are
abandoned. Leaving the station towards Manhattan,
AC trains make a right turn and continue to Jay
Street-MetroTech to join the F train. The G train turns
left and goes to Bergen Street where it meets the F
train.
The switch and signal controls are more like the controls at the South Norwalk Tower Museum than the
Rockaway Parkway control. Signals were “left” or “right”

depending on the direction the signal lever was turned.
At South Norwalk Tower, an “Armstrong” lever was
pulled. The museum’s tower operates like South Norwalk Tower, but without the need for physical strength.
The levers are numerically numbered without a “left” or
“right” designation. But these levers operate differently.
The operator “grips” the handle and pulls it out.
The city’s subway system’s W. 4th Street Supervisory
Tower uses pistol grip controls. The tower is on the
downtown platform where the first car of BDFM
trains stops. Photos are on the NYRRE website at
http://www.nyrre.org/Gallery/index.php/VantagePoint/2015-Articles/Get-a-Grip.
************************************************************
NYRRE Website Photo Gallery Update: LIRR West
Hempstead Branch photos are located at http://
www.nyrre.org/Gallery/index.php/Vantage-Point/2013Articles/Montauk-Branch-01/West-Hempstead-Branch.
Metro North Harlem Line photos are located at http://
www.nyrre.org/Gallery/index.php/Member-s-Gallery/
Electric/Metro-North/Harlem-Line.

Michael Ditkoff (trip@nyrre.org) writes the Vantage Point column in the
New York Railroad Enthusiasts’ Bulletin newsletter. NY R R E’s website is
www.nyrre.org. This article originally appeared in the May, 2015 NYRRE
Bulletin.
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No. 320
by Ronald Yee and Alexander Ivanoff

MTA MMNOP-NPONQ RRSTOPRU
Bulletin editor Alexander Ivanoff took a trip to visit
his brother in Vermont via the Vermonter (northbound
on June 5, southbound on June 7) and found that the
Metro-North M-8 singles (the 9500-series) were in use
but in between pairs, and not in the middle of triplet sets
like the M-4/M-6 series. Co-editor Ron Yee explained
that 1) the shops are designed to handle pairs and not
triplets (lifts, maintenance bays, etc.) — even the newest shop at New Haven will be set up for pairs, 2) one
defective car does not result in having to take out all
three cars from the triplet, and 3) Fleet flexibility: the
ability to place the blind coach anywhere in the consist
(as long as it is never at the lead or rear of the consist)
rather than having to go find a triplet to make up an odd
car consist. While practical, the setup is by no means
ascetically appealing. (Editor's note by Sasha Ivanoff: in
this issue is a trip report.)
MTA LPVW IXTRVU RRST RPRU
LIRR unveiled its refurbished station at Belmont Park
on June 4, just in time for American Pharoah to win the
Triple Crown of Thoroughbred Racing at the Belmont
Stakes on June 6. The refurbished station features two
high-level platforms serving four tracks, alleviating a
problem with the station being the only one on LIRR to
feature low-level platforms (with steps to access the
high-level doors on the M-3 and M-7 railcars).
According to LIRR, final ridership figures showed that
25,583 racing fans took the train to the track and, in a
surprising turn of events, 28,947 used the railroad to
return home. The unexpected increased post-race ridership indicated customers believed LIRR could get
them home efficiently even after last year’s wellpublicized difficulties. Very similar to last year, one-third
of all race fans on hand relied on LIRR for their return.
(LIRR press release and Flickr page, June 9)
MTA says the East Side Access project, the nation's
largest rail project, which will give LIRR customers a
shorter commute to Grand Central, will open in 2022,
though the federal government says at this point that is
uncertain. The cost for the East Side Access project is
expected to be $10.8 billion.
AYNORZ
As Amtrak’s Cities Sprinter ACS-64 electric locomotives take to the rails, another class of locomotives —
the AEM-7 — is being retired. On June 12 AEM-7 915
arrived and joined the Railroad Museum of Pennsylvania’s world-class collection of more than 100 historic
American locomotives and railroad cars.
The museum has frequently been a home for retired
Amtrak equipment and the newly acquired AEM-7, built
in 1981, takes the place of Amtrak E-60 603 as the Museum’s “youngest” locomotive.
54 of the AEM-7 locomotives, the design of which was
inspired by the Rc-4 locomotive built by the General

Swedish Electric Company, were produced from 1978
to 1988. Amtrak contracted with General Motors Corporation's Electro-Motive Division (EMD) to design and
manufacture the AEM-7, and the first units had car bodies built by Budd. Each had 7,000 horsepower and
measured roughly 51.5 feet long and 12.5 feet high.
Considered lightweight at 101 tons and built to achieve
top speeds of 125 mph, the dual-cab AEM-7 became
the mainstay of the Northeast Corridor.
Among railroad fans, the locomotive is affectionately
known as a “Swedish meatball” or a “toaster,” due to its
country of origin and compact, boxy design. The first
AEM-7s bore the Amtrak Phase III livery unveiled in
1979 — joined red, white and blue stripes of equal width
— and became the face of a rebuilt and enhanced
Northeast Corridor. Many railfans, while believing that
the GG-1 is the grander of the locomotives, concur that
the AEM-7 was a worthy successor for a new era. Today, as the locomotives are decommissioned, the AEM7 fleet has logged in excess of 200 million miles in service. There is no word on whether or not the AEM-7 will
remain operable, as the museum's two GG-1s are not
operable due to the ban on PCBs in their transformers
and the questionable soundness of the frames.
(Railroad Museum of Pennsylvania press release, June
12; Railway Age, June 12)
ONQMO TORVXSN S[XNMYX
P!"#$%&#'!"$, P&))*+#,$)"$
SEPTA plans to spend up to $154 million for 18 new
Regional Rail locomotives, the authority's biggest railroad acquisition in a decade.
The electric locomotives would replace eight aging
engines operating on the Lansdale-Doylestown, PaoliThorndale, Trenton, and Wilmington-Newark lines, and
add capacity to other regional lines.
The SEPTA Board was expected to approve the purchase at a June meeting, with the locomotives to be
delivered in 2018.
SEPTA is buying 13 "Cities Sprinter" ACS-64 locomotives to be built by Siemens Industry Incorporated, the
German conglomerate, at its factory in Sacramento,
California. The price includes an option for five additional locomotives.
The ACS-64 is the same locomotive Amtrak is buying
for use on the Northeast Corridor (see above). One of
the first new Amtrak locomotives, which was put into
service in early 2014, was involved in the deadly derailment on May 12 at Frankford Junction in Port Richmond. The train wreck killed eight people and injured
200 passengers.
The new SEPTA locomotives are part of the transit
authority's increased spending on new vehicles and
major construction enabled by a boost in state transportation funding in 2013.
(Continued on page 10)
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SEPTA plans to spend $535 million in the fiscal year
that starts July 1 to buy new vehicles, replace and repair rail bridges, upgrade train stations, and begin overhauling its Center City subway concourse.
In addition to the new locomotives, SEPTA will buy
525 hybrid buses over five years. And it will soon begin
the process of procuring 45 bi-level railcars to increase
capacity on the Regional Rail lines.
The new locomotives are an adaptation of Siemens'
Eurosprinter locomotive, adapted to fit the needs of the
North American passenger rail market for speeds up to
125 miles per hour.
The locomotives are the biggest rail purchase by SEPTA since the authority bought 120 new Silverliner V railcars for $274 million in 2006. They were delivered from
2010-3. (philly.com, May 29)
D&./0"., M"2!"3$)
Detroit-based M-1 Rail and Brookville Equipment Corporation agreed to terms on June 5 for the supply of six
off-wire-capable Liberty Modern Streetcars for the 3.3mile Woodward Avenue line, set for delivery to begin in
the fourth quarter of 2016, with a contract valued at $32
million.
The M-1 Rail Liberty Modern Streetcars will travel
without the aid of an overhead catenary system (OCS)
for 60 percent of the 3.3 mile corridor. While operating
off-wire, the streetcars will instead draw power from the
vehicles’ onboard energy storage systems (OESS),
which utilize 750-volt rechargeable lithium-ion batteries.
In addition, the M-1 Rail streetcars will access the vehicle maintenance facility without the use of OCS via onetenth of a mile of additional track.
The M-1 Rail Liberty Modern Streetcars will measure
66.5 feet long and include over 70 percent low-floor area, with seating for up to 32 passengers and an average of up to 125 total passengers. Running on standard
56.5-inch track gauge, the vehicles will utilize
Brookville’s industry-proven soft-ride trucks and be powered by four 99-kilowatt a.c. traction motors while traveling at speeds of up to 35 mph. The streetcars will be
ADA-compliant.
The streetcars will operate in a 6.6-mile loop on
Woodward Avenue to connect the business, shopping,
entertainment, and dining centers from Campus Martius
Park downtown through Midtown to Grand Boulevard in
the City’s New Center and North End neighborhoods. A
total of 12 stops in each direction will provide easy passenger access to the Detroit Amtrak station, Wayne
State University, Comerica Park, Ford Field, and several theaters, among other attractions, while also integrating with the Downtown People Mover and bus system.
M-1 Rail is a public-private venture that marks the first
major transit project led and funded through collaboration between private businesses and philanthropic organizations working in partnership from the public sector, including local government, the State of Michigan.
and the United States Department of Transportation
10

(USDOT). In 2014, the project received a $12.2 million
Transportation Investment Generating Economic Recovery (TIGER) Grant from USDOT. (Brookville Equipment Corporation press release, June 5)
H05*.0), T&6$*
The Metropolitan Transit Authority of Harris County
(METRO) opened two new light rail lines, the Green
(East End) and Purple (Southeast) Lines, May 23 with
events including community pep rallies, a free concert,
and fireworks. Later this year a revamped bus network
will be introduced as well.
Agency officials and staff, residents, community stakeholders, and city and national elected leaders took part
in pep rallies in the East End, Southeast Houston, and
the Theater District. Guests then boarded light-rail trains
to travel to a huge rally that connected all communities
at BBVA Compass Stadium, featuring fireworks and a
concert headlined by Ne-Yo and Frankie J. METRORail
rides were free throughout the day.
Two days after the lines opened, severe flooding and
tornadoes throughout the Houston area and elsewhere
caused several fatalities, resulted in significant property
damage, and forced METRO to shut down all operations. METRORail resumed service by mid-morning
May 26, with major bus routes returning to limited operation that afternoon. Normal service throughout the
agency resumed May 27.
Margaret O’Brien Molina, Senior Media Specialist with
METRO, said the agency’s experience with flooding and
other severe weather during Tropical Storm Allison in
2001 enabled agency officials to respond quickly to the
emergency. She also noted the importance of Houston
TranStar, the regional transportation and emergency
management center, in which METRO partners with the
city, Harris County, and Texas DOT. (Passenger
Transport Magazine, May 29)
The Fort Worth Transportation Authority (The T) on
June 9, 2015 signed a $106.7 million contract with
Stadler Bussnang AG (Stadler) for eight four-car articulated GTW DMUs for the TEX Rail commuter line in a
ceremony at The T’s Intermodal Transportation Center.
The contract includes component supply for 10 years
plus an option for up to 24 additional DMUs. Final assembly will take place in Texas, with a site at nearby
Lewisville under consideration. The 27-mile, 10-station
line from Fort Worth’s city center to Grapevine and Dallas-Fort Worth International Airport Terminal B is due to
open in late 2018 and is initially forecast to carry around
10,000 passengers per day, increasing to 14,500 by
2035. On June 2 the Federal Transit Administration
gave Fort Worth Transportation Authority the go-ahead
to take the $1 billion project to the engineering phase,
which included authorization to order rolling stock.
Spokeswoman Joan Hunter said The T began the procurement process for DMU vehicles in 2014 due to the
three-year lead time for developing specifications, production, delivery, and operations training for staff.
(Railway Age, June 10)
(Continued on page 11)
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S$).$ F&, N&9 M&6"20
There has been some movement in the process to
open the Zia Rail Runner station in Santa Fe. The Santa Fe Metropolitan Planning Commission completed a
study earlier this year, which found that traffic would
continue to operate at acceptable levels with the station
in operation.
In May, 2015, Santa Fe City Manager Brian Snyder
said the city is interested in moving forward with the
station opening and it has found a developer who will
post a $150,000 bond to cover the design and construction of a mixed-use development next to the station.
Planned construction includes parking, a passenger
drop-off area, and improvements to be sure the station
is compliant with the Americans with Disabilities Act.
Rio Metro officials stated that during the during the
last schedule change, time was added for the Zia station into the train schedule.
A timeline for construction or completion of the work
has not yet been set. (Rio Metro via Randy Glucksman,
June 2)
S&$..#&, W$*!")3.0)
Testing of Seattle's new streetcar project is underway. The multi-million dollar project is more than year
behind schedule. The sound of one of the new streetcars chugging was heard along at low speed on the
new two-and-a-half mile route recently.
It is a project called the First Hill Streetcar, but, despite
its name, it will actually connect parts of several neighborhoods, including First Hill, the International District,
Pioneer Square, the Central Area, and Capitol Hill.
The streetcar project will help riders connect to Sound
Transit's light rail system. The northern end of the route
is close to the planned light rail stop in Capitol Hill.
Years ago Sound Transit once considered putting a
light rail stop in First Hill, but that plan was shelved. In
2008, voters approved a ballot measure to expand
transit service and that paved the way for the new
streetcar project.
The First Hill Streetcar was originally expected to be
operating almost a year and a half ago. But the project
has had delays, partly because the company building
the streetcars was not able to deliver the vehicles to the
city on time.
Seattle officials have not given a specific opening date
for the route. (KUOW-FM, May 26)
T0/0).0, O).$/"0, C$)$%$
The UP Express service between Toronto’s Union Station and Pearson International Airport was launched on
June 6, in time for Toronto to host the 2015 Pan Am
Games this summer.
Trains run every 15 minutes, calling at Bloor and Weston, with a 25-minute end-to-end journey time. Premium
fares are charged. The service is expected to remove
1.2 million car trips from the roads in its first year, and
ridership is forecast to reach 2.35 million passengers
per year by 2018.
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UP Express trains use a dedicated platform on the
west side of Union Station, built by EllisDon Corporation
under a C$23.8 million contract. They then run over a
22-kilometer upgraded section of GO Transit’s Kitchener Line, before running on a 3-kilometer spur into the
airport’s Terminal 1, which was built by the AirLINX
Transit Partners consortium at a cost of C$128.6 million.
The tallest pier on the spur viaduct is 25 meters high,
which regional transport agency Metrolinx says is
“approximately half the height of Niagara Falls.”
Sumitomo supplied 18 diesel multiple-unit cars under
a US$75 million contract. These comply with EPA Tier 4
emissions standards, and are designed for conversion
into EMUs if electrification goes ahead. Nomad Digital
supplied station and on-train wi-fi, which is sponsored
by bank CIBC. (Railway Gazette, June 8)
Ontario’s Minister of Transportation, Steven Del Duca
visited GO Transit's Willowbrook Depot on June 2 to
unveil the first of 67 double-deck driving cars ordered by
regional transport authority Metrolinx to increase capacity on Toronto commuter services. Metrolinx has ordered a total of 127 coaches to an updated version of
Bombardier’s BiLevel design since June, 2012. They
are being built at the manufacturer’s Thunder Bay plant.
The driving cars incorporate crash energy management crumple zones as well as a revised cab intended
to provide better visibility, improved ergonomics, and
enhanced train monitoring capabilities, much like the
Guardian Fleet operated by Metrolink in Los Angeles.
Metrolinx says the seats have more leg room and
space underneath for bags, with improved cushioning
on seats and head rests and moveable arm rests. The
toilets have electric hand dryers and touchless water
and soap dispensers. There floors have more sound
proofing, and are heated to maintain warmer temperatures in winter. The doors are designed for easier access with pushchairs and bicycles, with no center pole.
(Railway Gazette, June 6)
L0)%0), E)3#$)%
Transport for London announced on June 19 that it
had selected Bombardier Transportation to supply 45
four-car electric multiple units to operate London Overground services. The order includes an option for up to
249 additional cars, to be used for train lengthening and
possible future extensions of the Overground network.
The £260 million contract is subject to the statutory 10day standstill period before signing. CAF, Hitachi, and
Siemens had also been shortlisted for the contract.
The high-density air-conditioned trains with wide
gangways are to be built at Bombardier’s Derby factory
for entry into service starting in 2018; 31 will run only on
25,000-volt overhead electrification and the rest will be
dual-voltage to enable them to run on third-rail power
supply too.
Eight trainsets would be used to operate the Gospel
Oak-Barking route, currently operated with two-car diesel multiple-units. Electrification of this route is due to
be completed in 2017. A further 30 would replace the
fleet of Class 315 and Class 317 EMUs on the West
(Continued on page 12)
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Anglia routes from Liverpool Street, which were transferred to the Overground operating concession on May
31, and one would be used on the Romford-Upminster
Line. Six EMUs are to be put into service on the remaining Overground routes.
TfL is to spend £2 million on refurbishment of the existing West Anglia fleet, which is 30 years old, until the
new trains arrive. (Railway Gazette, June 19)
S$>$/$, R5**"$
Stadler’s Metelica tram has started six months of testing in Samara. The city is planning to buy 30 trams
ahead of the 2018 FIFA World Cup, in which it will be a
host city. Testing of the Metelica tram in Moscow ended
in June. The tram has covered 10,000 kilometers since
February, including test running with passengers. The
prototype 100% low-floor 1,524-millimeter gauge tram
built by Stadler Minsk was unveiled last year. (Railway
Gazette, June 22)
K"&,, UA/$")&
Kiev Mayor Vitali Klitschko has signed a memorandum
with Pesa for the supply of trams to the Ukrainian capital and the possible opening of a factory in the city.
The memorandum was signed with Pesa President
Tomasz Zaboklicki when Klitschko visited Pesa’s factory
at Bydgoszcz in Poland on June 17. Klitschko also rode
on a 1,524 mm gauge Twist tram at the factory.
Kiev is planning to purchase 50 Twist trams to replace
the oldest cars in its fleet of around 450. The order
would be worth around €70 million, with the financing
model to be decided in the next few months. The memorandum also details the construction of a Pesa factory
in Kiev. (Railway Gazette, June 22)
S+%)&+, A5*./$#"$
The glossy images of the Sydney central business
district (CBD) light rail look good and the $4 billion longterm economic benefits sound great.
But the government’s plan to drive a train line through
the central business district’s beating heart is set to deal
sections of George Street up to 318 days of closures in
a major blow to a city center worth $101 billion a year to
the national economy — 6.7 per cent of Australia’s
gross domestic product.
Very similar to the construction of the Second Avenue
Subway in New York City, CBD businesses face huge
losses as construction of the light rail drags on outside
their shop fronts for the next three years while commuters are expected to suffer gridlock conditions as buses
take alternative routes through the city, forcing them on
to already heavily congested roads.
Cars — already struggling to use city roads after
years of cycle path building and the loss of parking
spaces — will be barred from one kilometer of George
Street and likely face major delays at light rail intersections across the city.
Former Transport Minister Gladys Berejiklian signed
the government up to the CBD and South East Light
Rail project last year, locking in a $2.1 billion contract
12

with the Altrac consortium in December — despite serious concerns about the impact.
Following months of uncertainty Transport Minister
Andrew Constance on May 28 confirmed construction
of the George Street light rail will begin on October 23
between Market and King streets — and move progressively along the route in 31 stages until mid-2018. The
project will enter a nightmare 10-month phase as 17
construction stages are carried out simultaneously between August, 2016 and May, 2017. Sections of George
Street are facing up to 318 days of closures.
The George Street Line is part of the broader $2.1
billion, 12-kilometer CBD and South East Light Rail project, with tracks running from Circular Quay to Central,
then on to Moore Park and Randwick.
The initial cost of the project, which is being jointly
funded by the City of Sydney, was estimated at $1.6
billion, but a cost blowout was revealed last year.
The government said the light rail will provide a $4
billion economic boost and is needed because an extra
1.6 million people will live and work in Sydney by 2035
and the CBD’s existing transport system will not cope.
Alternative bus timetables will be in place as of October 4 — though the state government was able to offer
little detail.
Businesses said they had received little detail about
how deliveries will continue during the construction
phase. The government has not ruled out compensation, and is being urged to pay hundreds of millions of
dollars in compensation to axe its George Street light
rail system, which has been described by Opposition
Leader Luke Foley as Sydney’s “Berlin Wall” that will
divide the CBD into east and west.
Buses will be unable to run along George Street once
construction begins, potentially piling huge pressure on
to other major arteries across the city, including Elizabeth, Castlereagh, Park, Druitt, and York Streets.
Cars will be able to drive on certain parts of George
Street once the light rail is completed, but a 1-kilometer
stretch of George Street between Wynyard and Town
Hall will be pedestrianized.
The government has also not ruled out reducing or
removing tolls from roads around inner Sydney to mitigate the massive upheaval in the CBD.
It comes as former state government architect Chris
Johnson became the latest expert to cast doubt on the
wisdom and economics of building train tracks through
the heart of the city.
The Urban Taskforce boss said having “masses” of
commuters changing transport modes at Central Station
and then travelling down George Street to their final
destination would be a “real confusion”.
Mr. Foley urged the government to tear up that deal
and scrap the line from Central to Circular Quay but
keep the track out to the eastern suburbs.
That would trigger compensation payments worth
“hundreds of millions of dollars”, according to government sources — and potentially damage New South
Wales’ reputation with investors. (Daily Telegraph
(Sydney, New South Wales), May 29)
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from June, 2015 issue)
I rode the 14:47 train from Padova to Brescia, which
left 10 minutes late, but made up the time and arrived at
16:07. Only a month before my visit, a brand new automated Metro opened in this city of 450,000. The mostly
underground 8-mile long steel-wheeled line has 17 stations, with 4 on the eastern end out in the open (see
http://www.urbanrail.net/eu/it/bre/brescia.htm). But all
the stops have enclosed platforms with elevator-like
platform doors that open only when a train stops, making it difficult to photograph the trains from those locations. Not to worry, though: since the rail line is totally
automated, the ends of the cars have huge windows,
allowing the opportunity to clearly photograph passing
trains from within the vehicle.
The attractive three-car driverless trains were built by
Ansaldo Breda. I am told the six on the roster are much
like those running on the similar Copenhagen Metro.
The weather remained dark and threatening. I did not
see a left luggage office, so I carried (rolled) my suitcase with me while I rode and photographed the line,
starting at the Stazione F. S. stop, just a few feet from
the outside of the railroad terminal. It was easy to buy a
smart card from a machine, which was valid for 75
minutes after entering through a turnstile. A series of
escalators then brought me from the surface to the

The street entrance to the Metro in the forecourt of the railroad station.

deep platforms. Ridership was light on the eastern end,
but better on the all-underground northern portion. I
rode back and forth within the open section several
times to get my photos out the front window while passing other trains. Service was quite frequent.
My work was complete by 17:45, so I rode the 18:00
train to Bergamo, which arrived in that city two minutes
early at 18:53. I had reserved a room in a nearby budget B&B for the night, which turned out to be on the fifth
floor of a quiet office building. I was greeted by the owner and her entourage, who showed me my room and
then explained how I would have to make my own
breakfast the following morning and where to leave the
key when I depart. The kitchen and its refrigerator were
well stocked with fruit, juice, pastries, bread, butter, and
jam, with a toaster and a kettle for tea and coffee. I paid
her for the room and while I was settling in, another
guest arrived, and he and I decided to have dinner together. It turned out he was from Belarus and his English was quite good. He was a rather young person,
probably in his upper 20s, and was Sales Manager for a
firm of electric equipment manufacturers in Minsk. I explained what I was doing and he shrugged his shoulders (implying “crazy American”). We had a nice meal
and it soon was time to retire.

The interior of the Stazione F.S. Metro stop
is quite impressive and modern.

(Continued on page 14)
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Around New York’s Transit System
7 Extension May Open Later This Summer
NYC Transit has started training Tower Operators,
Train Dispatchers, and Train Operators, who will route
and operate trains on the 7 extension to and from the
newly constructed 34th Street-Hudson Yards station.
Tower Operators and Dispatchers attended two-day
training courses between May 26 and June 4. During
morning and afternoon shifts, starting May 28 and continuing for several weeks, Train Operators received
training. By the end of June, 12 Tower Operators, 8 Dispatchers, and 672 Train Operators were to have been
trained on this extension, which will bring rapid transit to
the far West Side for the first time. The additional tail
tracks south of the station will improve 7 service.
Work on this extension is progressing well. Integrated
testing of communication systems and the mobile radio
system has been completed and the fire alarm system
is progressing according to schedule.
Work is approximately 45% complete on a secondary
entrance on Eleventh Avenue between W. 34th and W.
35th Streets. This entrance is not required to begin revenue service on the extension, but will serve thousands
of passengers when the Hudson Yards area is developed completely.
MTA expects to announce an opening date for the extension in the next several weeks.
Second Avenue Subway Update
MTA officials are still sticking with their 2016 date for

the opening of Phase I of the Second Avenue Subway,
a line nearly a century in the making. However, the federal government is saying MTA's projections are too
optimistic.
At a hearing at MTA offices on June 8, representatives
from the federal government predicted the new line
would not open until February, 2018, though MTA continues to say it will open by the end of 2016. The cost
for the new line will total $5.5 billion.
Cranberry Street Tunnel to Close for Rehabilitation
As the Bulletin was going to press, it was announced
that major weekend closures of the tunnel bringing AC
trains under the East River will begin July 11 and stretch
over 16 months. The Cranberry Street Tunnel, flooded
with corrosive saltwater during Hurricane Sandy in October, 2012, will close on 40 non-consecutive weekends. This year there will be 12 weekend closures
through November 14, diverting the trains to the F
tracks between the Jay Street-MetroTech and W. 4th
Street stations. The damage from the hurricane has
required MTA to close some tunnels for long stretches
of time so crews could make extensive repairs. The
Montague Street Tunnel (R) had to undergo a 24/7 closure for more than a year, reopening in September,
2014, while the G train tunnel underwent weekend repairs last year. MTA has been doing work on the Steinway Tunnel on 7 as well.

Traction Tour to Southern Europe
(Continued from page 13)

Two photos of the Ansaldo Breda cars on the third rail-equipped
automated Metro. The outdoor stations are rather spartan and the
line is fenced in.
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TWO ANNIVERSARIES —
SEA BEACH AND STEINWAY TUNNEL
The first Brooklyn Rapid Transit (BRT)
steel cars started operating in revenue service on the Sea Beach Line (now N) and the
new Fourth Avenue Subway one hundred
years ago, June 22, 1915. Revenue operation began at noon with trains departing from
Chambers Street and Coney Island at the
same time. Two– and three-car trains were
routed via Fourth Avenue local tracks and
southerly Manhattan Bridge tracks.
On March 31, 1915, Interborough Rapid
Transit, Brooklyn Rapid Transit, and Public
Service Commission officials attended BRT’s
exhibit of the new B-Type cars, nicknamed
“steels,” on the Sea Beach Line. On June 5,
1915, BRT’s President and Directors and
PSC’s Commissioner rode a two-car test
train, which departed from Chambers Street
at 3:28 PM. On June 19, 1915, the Brooklyn
Allied Civic Association participated in a celebration on another test train.
The Sea Beach Line has an interesting
history of mergers. Brooklyn residents living
near the Sea Beach Line have been enjoying
rapid transit for more than a century. The
New York & Sea Beach Railroad Company
was founded on September 25, 1876 and
was allowed to operate from 65th Street and
First Avenue to W. 10th Street and Mermaid
Avenue. Construction started in 1877 and
locomotive-hauled steam trains began running on the surface in 1879 on a route nearly
the same as the existing N trains. On May
12, 1883, the company was reorganized as
the New York & Sea Beach Railway Company and was allowed to operate from the New
York harbor to the Sea Beach Palace in Coney Island. A receiver was appointed January
15, 1896 and the company was sold at foreclosure by the Sea Beach Railway, which

was incorporated on August 29, 1896.
BRT acquired the company’s stock on or
about November 5, 1897. The line was electrified with overhead trolley wire at an unknown date.
A March 1, 1907 agreement allowed the
company to operate through service from the
Coney Island terminal to 38th Street and New
Utrecht Avenue. Starting 1908 or earlier,
trains operate via the Sea Beach Line to 62nd
Street and New Utrecht Avenue, the West
End (now D) Line, and the Fifth Avenue “L.”
Sea Beach cars were coupled to West End
or Culver cars. Shuttles continued operating
between 62nd Street and New Utrecht Avenue and 65th Street and Third Avenue.
When the Fourth Avenue Subway was under construction, the company dug an open
cut and built high-level platforms for subway
train operation on the Sea Beach Line.
On the portion of the line between 62nd
Street and New Utrecht Avenue and Third
Avenue, buses replaced elevated trains from
December 1, 1913 to June 23, 1914, after
which trolley cars operated until service was
discontinued at noon June 22, 1915. Trolley
cars started operating in the new cut on January 9, 1914 from Avenue T to 86th Street.
Service was extended gradually until they
were replaced by subway trains. Starting
March 16, 1915, two subway cars with poles
were operated between Third Avenue and
New Utrecht Avenue. Several additional cars
were equipped with poles that were required
between Coney Island and Hubbards Creek.
They provided service between Coney Island
and Third Avenue from May 1, 1915 until
subway service began on June 22.

1 TRIP, SUNDAY, AUGUST 30
NEXT TRIP: CONNECTICUT DAY

(Continued on page 4)

NEW YORK
BULLETIN OCTOBER,
2000
ERADIVISION
BULLETIN—AUGUST,
2015

RAILS UNDER THE RIVER REVISITED —
THE HUDSON & MANHATTAN
by George Chiasson
(Continued from July, 2015 issue)
On November 10, 1910, just over two weeks before
Penn Station’s opening, the Hudson & Manhattan Railroad was finally able to unveil its rapid transit subway
under Sixth Avenue as far as 33rd Street, just shy of
Herald Square. Included were a new station at 28th
Street and the now-completed southbound (No. 2)
track, with trains offering service to both Hoboken and
Grove & Henderson Streets station in Jersey City. This
was actually seen as the company’s last provisional
step in its ultimate progression to Grand Central, but
with only one (long) city block separating it from the
new Penn Station as it passed through Manhattan, the
“McAdoo Tunnel” was as close to a connecting subway
line as PRR could initially claim to have. For better or
worse, the proposed H&M Grand Central extension was
destined to head a number of issues that would remain
partially resolved or continue to be completely unsettled
for the fledgling rapid transit system after its preliminary
formulation. While such a terminal would have truly enabled H&M to unify almost all of the area’s major suburban railroad terminals as part of one operation, the political, economic, and institutional obstacles to its accomplishment ultimately proved to be too great to overcome. Tragically, the precious few opportunities that
Manhattan provided for rapid transit expansion in later
times were strictly reserved, both politically and financially, for transport purveyors operating within New York
City as strictly defined by its geographic boundaries, as
opposed to diverting in part through New Jersey. This
measure was later applied against any number of additional proposals for interstate rapid transit through succeeding decades (mostly concerning the potential of
extending certain New York subway routes to the New
Jersey side of the Hudson), but has remained a consistent, if unwritten, barrier to its accomplishment.
From a construction perspective, that original 33rd
Street terminal was actually designed as an enlarged
“pass through” facility where the two-track subway
would expand to three, with the middle iron to be used a
turning track, while the outer two were to be reunited as
the envisioned subway continued northward under Sixth
Avenue. At 42nd Street, they were to bear east to an
underground stub terminal at Madison Avenue right outside the doors of Grand Central Terminal (but presumably stacked beneath the existing IRT tunnel). The threetrack Hudson & Manhattan subway was built concurrent
with that from Penn Station beneath W. 32nd Street. It
passed above the Pennsylvania at about 35 feet below
true ground level (thereby leaving a 22-foot overhead
clearance for the railroad) and sported a mezzanine
which was accessed right in front of the huge Gimbel
Brothers department store, before ending at a solid wall
beneath the southerly curb line of W. 33rd Street. As

such, when the city-sponsored Dual Contracts project to
add the Broadway Subway was undertaken by 1914
(and finally opened on January 5, 1918), its passage
across the site was minimal, breaking only through the
extreme northeast corner of the 33rd Street H&M station. The Broadway Subway (present MTA New York
City Transit NQR) was laid somewhat in engineering
conflict with the proposed H&M extension to Grand
Central in order to squeeze horizontally between the
street and the Pennsy’s tunnels in its own right. As
things sorted out, were the H&M extension to Grand
Central to actually be built, it would have required a
sudden and severe down-slope to get under the Broadway Subway after it passed above the Pennsy’s 33rd
Street cross tunnel (which was precisely how the Sixth
Avenue IND Subway was finally constructed more than
20 years later).
Upon genuinely reaching Midtown Manhattan at last,
H&M also began using its own “real” equipment maintenance and repair facility on the same date, which, true
to form, incorporated even more unusual and innovative
features. As the power house had been, so were its
“Jersey City Shops” physically shaped by the brusque
plot of land on which it could be placed in the middle of
an existing, dense urban neighborhood, this time within
“Block 138,” a mixed residential community bounded by
the Pennsylvania Railroad (which was on a steel viaduct above Railroad Avenue) and Henderson, Steuben,
and Warren Streets. This was at a point almost directly
above the railroad’s Grove and Henderson Streets station and adjacent to its northward tunnel beneath Washington Street, but to connect between the subway system centered along the Pennsylvania Railroad’s alignment and the surface level shop, a single lead was appended eastward from the Grove & Henderson station
into a tunnel configured like a “helix” which made a
complete, clockwise revolution as it climbed at grades
of 2½% on curves and 4% on tangent track. This lead
emerged directly into the southeast edge of the facility’s
200- by 500-foot parcel, from which two routings could
be followed: one into the 13-track, 119-car outdoor storage yard or another into the two-track, 397-foot-long
open-pit inspection shed. Any of the three sections in
the actual shop building could then finally be reached
by making one added reverse move after exiting the
inspection house, with a tight loop connecting both main
leads at the yard’s westerly (Henderson Street) end.
The plot’s entire eastern and half of its northern frontage was occupied by the brick, 47-foot-high shop building, which included a two-story office in its extreme
southeast corner. In sum, the four-section building took
the form of a highly-modified trapezoid measuring 130
(Continued on page 3)
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a hectic mish-mash into the world’s most dynamic financial center, providing it with sustenance as a commercial destination point. It should then come as no surprise that as H&M evolved into a proven entity, PRR
emerged as a full-fledged operational partner to provide
the ready assets and some of the capital that were required to “reach within” and fill a contemporary transportation void in Greater Hudson County, one created
by a geographic anomaly which the railroad company
had historically been ill-positioned to counter.
By late 1909 the first concrete steps toward full-blown
mutual operation of the Hudson & Manhattan and Pennsylvania Railroads within the Northern New Jersey system of subways were already being taken, with preliminary construction about to commence which would extend H&M’s Hudson Terminal-Jersey City leg west of its
original (and really fictitious) “headwall” at Barrow
Street. In addition, the same Altoona Shops that had
bred the initial electric rolling stock for IRT, Long Island
Rail Road, and the Pennsy itself was invited to come up
with yet another new design that would be satisfactory
to the operational uniqueness presented by H&M.
Meanwhile, other business considerations of such a
combined effort were the subject of ongoing (and by all
indication, at times tense) negotiation between the two
transportation providers, encompassing affairs which
basically boiled down to how much each entity should
pay or be paid for the proposed service’s various attributes. Hinting at this edgy undertone was H&M’s shortlived “Baggage Car” service, which is believed to have
been run for a brief period starting in September, 1910
between Exchange Place and a dedicated platform at
Hudson Terminal using two specially-built trailer cars
from J.G. Brill. Designated B2 and B3, they were little
more than open-sided steel shells with bays (somewhat
akin to MTA New York City Transit’s fleet of “garbage
flats”) that could receive carts filled with the baggage of
connecting PRR patrons from the railroad terminal
above by elevator, their contents completely intact, and
speed them under the Hudson in a standard H&M train
to and from Manhattan. While of great utility in the short
term, this arrangement evidently ran counter to real or
perceived divisions of endeavor that had been agreed
upon between the two companies, and was immediately
dropped when the Pennsy moved its long-range, intercity operations over to Penn Station just two months
later, after which the two specially-constructed cars remained unused for more than a decade prior to their
formal retirement around 1922. Whatever the case, any
doubts being cast as to a long-term operational alliance
being forged after the inauguration of Hudson & Manhattan service to 33rd Street were formally dispelled
when the Pennsylvania issued a notice in the New York
Times and most city papers on November 13, 1910
(during the run-up in publicity to Penn Station’s opening) that the Hudson Tubes would indeed be extended
all the way to Newark, complete with added throughticketing for all PRR users between its expansive roster
of stations and those of H&M. For routine commuting,

Rails Under the River Revisited
(Continued from page 2)

feet (east) x 75 (south) x 625 (west) x 375 (north), but
individually each of the active sections (Paint, Repair,
and Truck Shops from north to south) was squared off
to a 34-foot width, while the tiny office enclosure occupied just 25 by 28½ feet. This compact facility would
jointly turn out to be H&M’s (and later PATH’s) rolling
stock headquarters for some 80 years. It was supported
through most of that time by the miniature underground
shop at Hoboken, though as the Jersey City facility
opened there was no longer a need to use Track 1 in
the Lackawanna terminal for the storage of rapid transit
equipment.

H&M UNIFIES NEW YORK AND NEW JERSEY
—THE START OF JOINT P.R.R. SERVICE

Having somewhat defied standard corporate logic by
accepting the fledgling and cost-intense Hudson & Manhattan as an indispensable “downtown” ally in 1903, it
then behooved the Pennsylvania to address the smaller
carrier’s matters with a certain degree of tenderness. As
demonstrated above PRR had a long body of experience with relationships of this sort, though the need to
establish such associations had been greatly alleviated
in more recent times, with the company solidly established as one of, if not the, foremost transportation companies in the United States since its consolidations in
the 1870s. To be sure, there were significant advantages to be had by the Pennsy through its intrinsic
affiliation with McAdoo’s enterprise, despite outward
appearances to the contrary. The most imperative of
these would be its ability to establish and maintain an
assured, hard-bound market presence in New York by
offering a full degree of service to not one, but two of
Manhattan’s premier destinations (Midtown via Penn
Station and Downtown via H&M), and do so directly by
rail, a manner over which its water bound competitors
could only watch in envy. Indeed, while history has bestowed the status of true visionary upon a precious few,
it was most providential for both the Pennsylvania and
the Hudson & Manhattan Railroads that the openminded Alexander Cassatt proved to be a member of
this precious fraternity, as it was he who realized that
the future of transport between Manhattan and the USA
(and with it the long-term fortune of his company) would
have to transcend the multitudinous Hudson River ferry
boats of that age, even those which the Pennsylvania
Railroad spent lavish sums to maintain.
So it was that the Pennsy stood sentry at H&M’s gate,
helping it to grow into the early tradition it became in a
state of semi-independence, through capital actions that
were in part guided by its possession of the original
New Jersey Railroad survey that had conquered the
Palisades some 75 years before. By granting a physical
dimension to McAdoo’s ideas, the mere historical presence of “The Exchange Place” soon gave rise to H&M’s
“Downtown” tubes and Hudson Terminal (which even
later grew into the landmark, mammoth World Trade
Center), and helped to transform Lower Manhattan from

(Continued on page 6)
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Kings Highway, Sea Beach Line, June 11, 1915.
Bernard Linder collection

New Utrecht Avenue, Sea Beach Line, June 11, 1915.
Bernard Linder collection

Cut west of 11th Avenue.
Bernard Linder collection

A train of Multis led by unit 7022 at 8th Avenue.
Bernard Linder collection

A train of IRT Lo-Vs at 8th Avenue, April, 1968.
Bernard Linder collection

Looking west from 8th Avenue station.
Bernard Linder collection

(Continued on page 5)
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(Continued from page 4)

Flushing Line looking west toward Willets Point Boulevard,
1928.
Bernard Linder collection

Birdseye view of Flushing Line reinforced concrete structure over
Queens Boulevard.
Bernard Linder collection

Queensboro Plaza looking east, circa 1935.
Bernard Linder collection

Unused north platform of Queensboro Plaza station, looking east,
June 7, 1962.
Bernard Linder collection

7 train leaving Queensboro Plaza, January 13, 1986.
Bernard Linder collection

Corona Yard.
Bernard Linder collection

(Continued on page 6)
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Two Anniversaries—Sea Beach and Steinway Tunnel

Borough President, IRT officials, and reporters participated in a ceremony on the platform, after which the
train departed at 11:44 AM. Revenue service began at
noon with three four-car trains running on a sevenminute headway.
The Steinway Tunnel has an interesting history. It was
built to provide through trolley service from Queens to
E. 42nd Street and Park Avenue, Manhattan. Construction started in 1890 and proceeded slowly until it was
completed on September 26, 1907. The trolley car
made one round trip and was removed in October,
1907. Because of litigation over the franchise, the tunnel remained unused. After the Interborough Rapid
Transit Company signed Contract 3 in 1913, it installed
third rails and operated subway trains.

(Continued from page 5)

STEINWAY TUNNEL ANNIVERSARY

June 22, 1915 was an unusual day. Trains started
running on two subway lines at exactly the same time,
12 noon. On June 13, 1915, twelve cars, probably 4025
-36, were transferred to Long Island City. At 4:15 PM
June 15, 1915, a test train made the first trip to Manhattan. IRT President Shonts, Vice President Hedley, the
Chief Engineer, and other officials inspected the tunnel.
On June 22, a special train with officials and invited
guests departed from Grand Central at 10:45 AM and
arrived at Jackson Avenue 4 minutes later. The Queens

enue) and were initially required to funnel through a
single track at Summit Avenue. Nonetheless, initial construction on a major Jersey City way station at the same
locale had already commenced by late in 1910 using
part of the original, now-dormant 1838 Bergen Cut.
Rapid transit trains then continued to share the main
line with the Pennsylvania past the Marion (PRR) local
station and across the southerly lift bridge over the
Hackensack River. Together they were situated alongside the Pennsy’s Meadows Yard complex (where the
bigger railroad’s two freight mains turned southward
toward Waverly Yard at “GY” interlocking), and then
continued all the way into Manhattan Transfer as Tracks
1 and 4. There a set of electrified bypass and gauntlet
tracks were positioned on the outside of each platform,
the former to accommodate anticipated express trains
and the latter to nuzzle the narrower rapid transit trains
a little closer to the station’s platform edge while still
providing the Pennsy’s full-sized equipment with a normal berth. As has been noted many times here and
elsewhere, the new “terminal” at Manhattan Transfer
was solely utilized for its named purpose of enabling the
free exchange of customers between joint rapid transit
trains and the Pennsylvania’s massive schedule of
through passenger trains serving the Northeast Corridor, Penn Station in New York, and Exchange Place in
Jersey City (but not PRR local trains between Exchange Place and Newark, which were already gone).
Beyond Manhattan Transfer the westbound rapid transit
iron rose to meet a three-track, ballasted right-of-way
mounted on a steel elevated above the Pennsy’s Center Street Branch, similar in nature to the Market Street
Elevated in Philadelphia. Its middle siding was used as
an interim turnback until the new double-deck lift bridge
across the Passaic River could be completed. Trains
then returned to the New York-bound side of the station
by crossing a long, sturdy truss bridge over the Pennsylvania’s main line before they descended back to
ground level, while west of the station a lead coming off
the electrified by-pass went into H&M’s loop-style yard
across from Tower “N.” Each of these features had been
added to the original layout of Manhattan Transfer that

Rails Under the River Revisited
(Continued from page 3)

PRR would add an on-board surcharge to basic cash
fares that were to be collected otherwise. Less publicized, but of equal note was that this service was to be
provided by a separate fleet of new rolling stock that the
two companies were teaming up to procure, with H&M
charged to provide their maintenance at its facility in
Jersey City.
West of the new Grove and Henderson Streets station, the Hudson & Manhattan was extended through
the subway as located beneath the centerline of the
Pennsylvania Railroad, tunneling under its 1891-built
steel elevated structure as far as Brunswick Street, then
gradually rising as the railroad progressed onto a solid
fill, reaching the surface next to the Pennsy’s “RU” interlocking. As noted above, this point of emergence was
required by the shallow, pre-existing tunnel that had
carried the New Jersey Junction Railway under the
Pennsylvania’s alignment since 1897. H&M’s Newark
Extension then shared trackage with PRR’s Exchange
Place passenger trains west of that point to “N” Tower
just past Manhattan Transfer, where the rapid transit
line diverged to make its own way into Newark. At the
point where subway trains reached ground level past
the Grove and Henderson Streets station, near Merseles Street in Jersey City, the Pennsy inserted a shoo-fly
on the northerly side of the right-of-way to enable its
Exchange Place passenger trains to get around the rapid transit portal. Third rail for the diminutive electric
trains was also installed on all 5.4 miles of (passenger)
main line from that location through the complex at
Manhattan Transfer.
After a non-revenue, inaugural Special was run on
September 27, joint Pennsylvania-H&M rapid transit
operations between Hudson Terminal and Manhattan
Transfer were finally initiated on October 1, 1911 as an
extension of the existing H&M route from Lower Manhattan to Grove & Henderson Streets in Jersey City.
Such extended trains followed Tracks 1 and 2 as they
then existed through the 1887 Shanley’s Cut, between
the interlockings at “SC” (Waldo) and “NA” (Newark Av-

(Continued on page 7)
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In a manner similar to the MP-54 (with which it was
readily compared by the trade press) the end vestibules
were composed of two 38-inch wide doorways, complemented by thin steel end walls of 6 feet 37/8 inches in
height that sported a riveted horizontal bridge plate, 2
inches in width, about 4 feet up from the bottom and
also incorporated reinforced “porthole” vestibule windows that were matched to a Motorman’s approximate
visual positioning, maintained tensile strength, and kept
the cars’ overall weight down. The somewhat over-sized
vestibules (in deference to the crush loads already often
experienced) were 4 feet deep at the corner and nearly
5 by the end storm door, with the center line set outward to 62 inches above the cars’ main structural skeleton to form an end buffer, on which Conductors stood to
open and close the doors. The end walls were positioned on either side of a flush, sliding storm door with
that on the right-hand (operating) side sporting four outward connecting chains, covered by a rubber sleeve,
that formed a flexible barrier along the consist edge
when cars were coupled together to protect the open
space. This was in addition to the common vestibule
chains, which were either strung across the storm door
at the end of a given consist, or joined between coupled
cars to form an inner area of protection for passage between vestibules. A large, external hand brake setting
wheel was positioned at the end of each car on the lefthand (Fireman’s) side like those so prominent on rapid
transit cars in Boston and Philadelphia, while door control units were positioned on either side of the storm
door above the 2-inch horizontal bridge plate. The cars’
canvas-covered steel roofs (also similar in nature to
previous PRR designs) had a large headlight and
sealed, multi-lensed marker fixtures built in to the
sloped ends of an abbreviated, yet pronounced railroadstyle clerestory that had no less than 14 rectangular
steel ventilation grates. There were as yet no lower
marker light housings present; red railroad lanterns
were then being hung on the end walls of all consists to
denote “rear of train,” while the entire car body was covered in a glossy coat of Tuscan Red paint and lettered
either “Hudson & Manhattan” or “Pennsylvania” in buff,
a final touch which left little doubt as to the identity of
their possessors. In fact, this fleet of so-called “McAdoo
Reds” was assigned exclusively to joint PRR New YorkNewark service throughout their service life of more
than four decades, leaving trains of H&M’s “black” cars
to cover the rest of the original system.

Rails Under the River Revisited
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dated from only a year earlier, taking advantage of various provisions that were supplied during the construction associated with the creation of Penn Station.
Being delivered for this jointly-operated venture by
that time were a total of 96 brand new steel cars, 36
designated as “Class D” for the Hudson & Manhattan by
the Pressed Steel Car Company, numbered 701-36,
and 60 “MP-38s” for the Pennsylvania Railroad by
American Car & Foundry, numbered 1901-60. Both
types were identical in every way, completely interchangeable with each other and totally compatible with
the H&M’s existing fleet (though not actually combined
with it in practice). Their overall dimensions of 48 feet
3½ inches in length, 8 feet 10½ inches in width, and 11
feet 8½ inches in height were very similar to those of
the original H&M cars, but they embodied a completely
different body design that incorporated the principles
originated on George Gibbs’ 1903 IRT prototype, as
had been the prior case with the LIRR MP-41 and MP54 MUs, as well as the standard P-70 passenger car.
Unlike those existing models, it was necessary that this
newest variation be shrunken to conform to H&M’s miniaturized sizing guidelines and amplified with a built-in
center (i.e. side) door and all-longitudinal seating to accommodate the Hudson Tubes’ fast-paced, highcapacity operating environment. The resultant 38-foot
passenger cabin was of a modular construction, similar
to that applied to Altoona’s prior touchstone designs,
composed of six sections about 6 feet, 4½ inches wide,
built around a lightweight, cantilevered steel frame that
was pieced together mainly with unified, shaped channel members engineered in whole to deflect weight
stresses toward the center beam and cross-bearers,
and away from the cars’ end and side doors. Each section was sheathed by a thin steel plate 3/32 of an inch
thick, with all spliced together beneath a common window sill (belt) of 4-inch depth by bridge plates that were
approximately 4¾ inches wide. The first, second, fifth,
and sixth sections had paired window sashes approximately 34 inches in width, while the third and fourth
sections were modified to permit insertion of the 3½foot-wide center door frame through both, containing a
vertical door pillar 1 foot 9½ inches in width that was
also divided by the common belt member, and a single
sash that was matched to the width of those adjacent to
create a window profile of 2+2+1 and 1+2+2 on either
side of the middle door opening.

(Continued next month)

Around New York’s Transit System

Flushing Line Extension Update
On July 20, MTA announced that the $2.4 billion
Flushing Line extension to 34th Street-Hudson Yards will
open by September 13, 2015. Construction has been
basically finished since March, but opening has been
delayed due to testing of the communication and fire
alarm systems.

(Continued from page 18)

as far as west of Queens Plaza, where it splits away to
join NQ in the 60th Street Tunnel. Design work will
commence this year with actual construction beginning
in mid-2017 as the CBTC installation process on 7
winds down.
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ed service by extending select trains currently originating or
terminating in New Haven to operate farther east to Old
Saybrook. However, an order for M-10(?)-class EMUs will
likely be required to provide enough EMU cars to cover the
proposed New Haven Line service to Co-Op City, the east
Bronx, and onward over the Hell Gate Bridge to Queens and
New York’s Penn Station. However, it is unlikely that this service will start until the Long Island Rail Road frees up operating time slots in the East River Tunnels and at New York’s
Penn Station by rerouting some of its trains to its new terminal under Grand Central Terminal. One last note: the M-2
sets being held in reserve ARE being utilized. On July 16, an
M-2 consist was seen departing New Rochelle at 7:10 AM
and leaving Grand Central Terminal at 8:17 AM as an outbound deadhead equipment move.) (Metro-North website,
July 13, 2015)
13 recently hired train and engine service employees
actively serving as Engineers and Conductors on the
railroad were suspended, indicted, and arraigned by the
MTA Police following the conclusion of a year-long investigation by the MTA Inspector General and MTAPD
regarding significant cheating on tests during their newhire training courses as well as (in at least one instance)
a recertification exam, which is done periodically to insure employees remain fully qualified on operating rules
and physical characteristics of the line. Nine Conductors
and four Engineers were involved, at least one being
accused of stealing at least one exam from an instructor’s bag, making photos with their cell phone camera,
and distributing it by e-mail and text to select classmates, making them all accessories to the original
crime. (New York Daily News, June 29)
The “DEVON” drawbridge over the Housatonic River
became stuck in the open position when it was opened
during the early morning hours of Wednesday July 1
and failed to fully close and lock to allow trains to pass.
This resulted in two of four tracks being closed to rail
traffic. Engineering staff finally got that balky bridge
span to lock closed the next day and re-open for train
traffic a few days later. The bridge outage resulted in
moderate delays of 10-15 minutes. (Metro-North website, July 1)
Two trains moving slowly in opposite directions on the
New Canaan Branch of the New Haven Line found
themselves facing each other’s headlights just south of
the New Canaan station. After some conflicting reports,
the railroad stated that there had been an “undesired
train routing” but that there was no danger of a head-on
collision. Metro-North is investigating the cause. Editor’s
Note by Ron Yee: the location where this incident occurred
was within “Yard Limits” of New Canaan Yard which encompasses the passenger track leading to the station. The home
signals of CP-307 demarking the beginning (southbound) or
end (northbound) of signalized track with cab signals and

MHIJKLKMNIOP TJOPQLKJIOINKP ARISKJNIT
On July 1, MTA Chairman Tom Prendergast began a
new six-year term in a position he assumed from former
Chairman Jay Walder, who left MTA in October, 2011 to
head the Mass Transit Railway (MTR) of Hong Kong
and Joe Lhota, who resigned so that he could mount
what ultimately was an unsuccessful campaign to become the Mayor of New York City in 2013. He will continue to bring a measure of stability to MTA, which has
seen a significant upheaval of leadership figures over
the past two years, especially at Metro-North Railroad
and at the Long Island Rail Road. Prior to his assuming
the chairmanship of the MTA, Prendergast ran New
York City Transit, the Long Island Railroad, and the Vancouver (British Columbia, Canada) SkyTrain. He began
his transit career with the Chicago Transit Authority.
(MTA website, July 17)
On July 22, MTA announced that it had identified a
combination of project cost savings, additional revenues, and operating savings in the amount of up to $2.4
billion, to be applied to the proposed 2015-9 Capital
Program. This reduced the funding gap in the proposed
$32 billion program from $14 billion to less than $12
billion. On July 23, New York State Governor Andrew M.
Cuomo indicated that the state would commit $8.3 billion to the program, an increase of $7.3 billion over its
previous commitment, though it is unclear where the
additional funds would come from. MTA is also looking
for an increase in New York City’s contribution to the
Capital Program. (MTA website, July 22; wnyc.org, July
23)
MTA MHIJK-NKJIS RONMJKOU
With the completion of delivery and acceptance of the
380 M-8 class dual-voltage (12,500/25,000 volts catenary and 700 volts d.c.) third rail-equipped electric multiple unit (EMU) and 25 single non-powered coaches with
M-8 carbodies, the New Haven Line’s Cosmopolitanstyle EMU fleet was officially retired over the July 4
weekend. All class M-4 (54 cars) and M-6 (48 cars)
EMUs, which were configured as 3 car sets (“A” car and
“B” car, each with an Engineer’s cab on one end, and a
cabless powered “D” car in the middle) were retired and
set aside for towing to Frontier Salvage in Ohio for
scrapping. The class M-2 EMUs, which were built as
pairs in 1973 and 1976, were also retired, with the exception of 24 cars (three 8-car trainsets) being retained
in ready-to-run operational condition for use whenever
MNR is short of M-8s. (Editor’s Note by Ron Yee: It is anticipated that the M-8s will soon replace the current fleet of
diesel locomotive-propelled push-pull trains used for Shore
Line East service operating on Amtrak’s Northeast Corridor
between New Haven and Old Saybrook, freeing up those consists for use on a commuter service on the Springfield Line to
Hartford, Connecticut and Springfield, Massachusetts. With
some rearrangement of the fleet utilization and rewriting of
the schedules, the 405 M-8s should be able to cover this add-

(Continued on page 9)
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movement of trains from the yard tracks to the platform track,
namely needing to get permission to pass a home signal just
to make a yard move.) (New Canaan Advisor, June 30)
Metro-North Railroad operated four extra trains on
Friday, July 10 to accommodate expected crowds attending the ticker-tape parade in lower Manhattan honoring the U.S. women’s soccer team, which won the
World Championship. An extra train departed New Haven at 8:10 AM, making all stops to Fairfield and then
running express to Manhattan, arriving at Grand Central
Terminal at 9:54 AM, while another extra train departed
Poughkeepsie at 8:26 AM stopping at New Hamburg,
Beacon, Peekskill, Cortlandt, and Croton-Harmon before running nonstop to Manhattan, arriving at Grand
Central Terminal 10:03 AM. After the parade, the Hudson Line extra departed Grand Central Terminal at 3:45
PM and the New Haven Line extra departed at 3:29 PM.
(Metro-North website, July 9)
MTA LKPW IQMOPU RONM RKOU
As part of an ongoing program of bringing its station
facilities and buildings up to a state of good repair, LIRR
opened the renovated Smithtown station to the public
on July 13. The exterior siding on the front of the building was replaced and an exterior mural restored. Inside,
new flooring with built-in radiant heating systems was
installed, walls and ceilings of the waiting room replaced
with finishing touches such as wainscoting and crown
moldings, and new doors and windows were installed.
Stations already repaired and upgraded include Belmont Racetrack (instrumental in the railroad’s ability to
handle the crowds for the Triple Crown race event on
June 6), Oakdale, Sayville, Babylon, Lynbrook, Floral
Park, Ronkonkoma, Great Neck, Little Neck, and Murray Hill. (LIRR website, July 13)
A M-3 car and a bilevel coach on a diesel-propelled
train sideswiped one another just east of the Jamaica
station just after 6 PM on Friday, July 17, causing up to
30-minute delays systemwide during the latter portion of
the evening rush. One train reportedly had passengers
aboard and was evacuated without incident. No injuries
were reported. From TV news reports, it appears M-3
9868 was involved and equipment damage did not appear to be severe with both cars leaning away from one
another at the point of contact. For a brief time, LIRR
tickets were cross-honored on New York City Transit
subway routes E23 for a brief period. Normal service
was restored later that evening. (WPIX-TV, July 17)
NJ TJOPQNI
NJ Transit’s Board, despite vocal protests from the
public as well as transit advocacy groups, approved a
nine percent fare increase combined with some service
reductions to close a $56 million shortfall. Two late-night
trains, the last trains out of Hoboken on the Pascack
Valley and Montclair-Boonton Lines, were eliminated.
One consolation for those on the Pascack Valley Line:
the 12:45 AM train that was eliminated on weeknights in
this round of service reductions was, at press time, to
be retained on Saturday and Sunday, serving those who

(Continued from page 8)

speed control, are located quite a way south of the throat of
the yard along single track and are not visible to the Engineer
of a train on the station platform track as the track curves
sharply to the left. Any train operating within yard limits is
limited to speeds of less than 15 mph and for this particular
location, just 10 mph. It seems that while the southbound
train departed at its scheduled time, the last deadhead equipment move was running late and had not yet arrived at New
Canaan and taken the switch that would line it away from the
platform track and into the yard. A witness aboard the southbound train, who is a New Canaan Councilman, stated that
the Conductor commented to him that the Engineer of the
southbound train departing New Canaan was not familiar
with the branch line operations. While the training and certification process requires crews to be familiar with the operating rules and signals of the entire railroad as well as the
physical characteristics of the lines and branch lines they are
certified (qualified) to operate over, how a line operates or is
dispatched is not taught as part of the class curriculum. All
morning peak period trains departing south out of New Canaan reach that terminal in the form of northbound deadhead
equipment moves coming out of Stamford. One train occupies
the track with the platform and all others are routed into the
yard tracks and stored until needed. As soon as the platformed train leaves, the equipment for the next train pulls
south out of the yard and reverses back into the platform
track for its southward journey. The last deadhead move must
arrive and be yarded before the first train is due to leave. If
any of the deadhead trains to New Canaan are delayed, the
entire branch ends up “stuck” waiting for it. If the Conductor’s statement does turn out to be true, it will be a case of the
Engineer not knowing how many deadhead trains are scheduled to arrive into the yard before he can proceed south. In
the days of manual block signals and train orders, the rules
governing train movements such as “meets” would prevent
this from happening. Keep in mind that this section of track is
within un-signaled yard limits. Coming out of New Canaan,
there is a sharp curve to the left with limited sight lines before
reaching CP-307’s signal and the start of signaled track. The
rules do allow for a southward movement to proceed up to the
signal under yard limit rules, which call for “restricted speed,
proceed and be prepared to stop within one half range of vision, looking for other trains, personnel, signals, misaligned
switches, fouling equipment and any other obstruction to safe
train movement.” The northward train had a proceed signal
at CP-307 and was allowed to pass it, albeit at “slow speed,”
which at this location is 10 mph. The result was that they both
entered the curve and ended up looking at one another’s
headlights, stopping well short of colliding. This incident will
likely result in a new procedure where the first southward
train out of New Canaan must confirm with the Control Center that all northbound moves on the branch have indeed arrived at New Canaan and that the current of traffic of the
signal system has been changed to south. Moving the signal
at CP-307 to a location visible to the Engineer of a train
standing at the platform track would be a permanent fix but
would entail the hefty expense of relocating signal circuits
and wayside signal masts as well as complications in the

(Continued on page 10)
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wish to stay late in New York City on Friday and Saturday evenings and not have to run for the 10:42 PM out
of Hoboken. These changes will take effect on October
1. Blame for this “less for more” fare and service package landed on the State Legislature’s failure to add $56
million to NJT’s budget, which would have prevented
the fare increase, and New Jersey Governor Chris
Christie, who failed to take any leadership initiative and
simply signed the budget into law without offering any
additional relief to NJT. Contributing to the funding
shortfall was Governor Christie’s halt on the effort to
find new sources of revenue for the state’s Transportation Trust Fund (which supplies around $462 million to
NJT) and the fact that the gasoline tax (of which a portion goes toward NJT) has not been raised since 1988
while NJT fares have increased five times during the
same period. This may just be the tip of the iceberg that
lies ahead in 2016. NJT will likely be losing $295 million
in highway toll revenues that it receives from the New
Jersey Turnpike Authority as the agency has promised
investors that the cross-subsidization will end in 2016. If
the cross-subsidy continues, there could well be a lawsuit by those investors. In addition, contract costs loom
with labor unions, which are demanding an 18% increase over six years plus retroactive pay for the fouryear period where they worked without a contract and
were subject to a pay freeze. The cost to NJT would be
around $69 million, while a NJT counteroffer with a
5.2% raise for the same period would cost $20 million.
Concurrent with the announcement of the aforementioned fare hike and service cut, President Obama created a Presidential Emergency Board to address the
dispute with the 4,263 rail employees. If that mediation
process ultimately fails to wrangle out an agreement,
the rail unions will be free to strike in March, 2016. All of
these factors point to far larger and more painful fare
increases and service cuts as early as next year.
(lohud.com, July 12; Newark Star-Ledger, The Record,
WNBC-TV, July 15-16)
NJ Transit’s Board will approve a $7 million contract to
install 1,200 inward facing, “bird’s eye” view overhead
cameras in the ceilings of 353 all operating cabs on locomotives, cab control cars, and Arrow III EMU cars. A
recommendation by the National Transportation Safety
Board (NTSB), inward facing cameras would provide a
video record of the activities of the Engineer in the
event there was an incident or crash. The cameras had
been in NTSB’s recommendations since the two fatal
wrecks on Metro-North and Amtrak over the past two
years where the Engineer either could not recall the
minute(s) leading up to the wreck or may have become
unconscious while at the controls. (nj.com, July 15)
NJT’s summertime track work programs will result in
some rail services being suspended on the Morristown
Line and the Princeton Shuttle, otherwise known as the
“Dinky”. The “Dinky” will be suspended on weekdays
between 9:30 AM and 3:25 PM. Buses will replace
10

trains August 3-7. On the Morristown Line, weekday rail
service is suspended on the Gladstone Branch between
9:30 AM and 3:30 PM from July 6-August 28. These
trains will continue to operate between Hoboken Terminal and Summit. (NJT website, June 22 and July 19)
PKJI ARISKJNIT TJOPQ-HRUQKP CKJLKJOINKP
A PATH car that survived the collapse of the twin towers of the World Trade Center on September 11, 2001
and discovered relatively undamaged in the PATH tunnels adjacent to the site of the Center’s north tower was
donated to the Shore Line Trolley Museum in Branford,
Connecticut. It is one of 46 cars of the PA-3 class built
by Hawker-Siddeley in 1972. The car is scheduled to
arrive on August 6. (Branford Electric Railway Association website, July 17)
AXIJOY
An Amtrak train bound for Penn Station got stranded
for about five hours on June 23, leaving irate passengers without snacks, air conditioning or working bathrooms, according to weary customers caught on the
stalled train. Amtrak confirmed to the Daily News the
delay on Keystone train #654 from Harrisburg, Pennsylvania to New York City, saying it lasted four and a half
hours. The day’s stormy weather caused a power outage that started the delay, Amtrak representative Christina Lee said. Lee acknowledged that Keystone trains
do not offer food service.
The train was due at Penn Station at 8:15 PM. After
being pulled by another engine, the disabled train arrived in Philadelphia around 11:20 PM, where all riders
finally got off the disabled line. Those heading to New
York transferred to another train leaving at midnight.
Amtrak customers on several other Northeast trains,
mostly around the Washington, D.C. area, also complained on social media about hours-long delays attributed to "signal problems." Amtrak acknowledged
several delays but did not reveal the full extent of the
caboose congestion. (Editor’s Note by Sasha Ivanoff: I was
on a very late train #129 (New York Penn-Washington, D.C.)
that left 58 minutes late due to mechanical issues and lost
another hour sitting in Philadelphia because of the weather
and another hour and a half due to speed restrictions south of
Wilmington, Delaware.) (New York Daily News, June 24)
On behalf of the Departments of Transportation of the
States of Minnesota and Wisconsin, Amtrak is conducting feasibility studies aimed at increasing Saint PaulChicago service by adding a second midday train over a
route now covered once daily by the Empire Builder,
which operates all the way to the west coast of the nation. Operating costs, equipment needs, ridership, passenger revenue projections, infrastructure improvements, and scheduling reliability (especially in the eastward direction) all need to be factored into the study.
The states would be required to shoulder 85% of the
operating costs of the additional train service.
(Minnesota Department of Transportation, July 4)
OISHJ TJOPQNI STQIHXQ
V%&'()*
A major expansion of passenger rail service in Ver(Continued on page 11)
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mont is proposed as part of the state's new rail plan,
which identifies capital investment priorities for the next
20 years.
Vermont is currently served by two state-sponsored
Amtrak trains, the Vermonter from New York to St. Albans and the Ethan Allen Express from Washington,
D.C. to Rutland. New York is the key destination for
passengers on these services, accounting for around
three-quarters of ridership in 2013.
Vermont Transportation Agency's rail plan — the first
since 2006 — aims to support the goal set out in the
2011 Vermont Comprehensive Energy Plan, which
seeks to quadruple inter-city passenger rail ridership in
the state to 400,000 by 2030.
A core proposal is the long-planned extension of the
Ethan Allen Express from Rutland to the state's largest
city, Burlington, providing direct links to New York and
stations on the Northeast Corridor. This would require
the upgrading of the Rutland-Burlington Line for 60 mph
operation, and while $18.5 million is committed for improvements to the Rutland-Leicester section, the plan
anticipates a further $26.4 million would be required to
complete the project. Annual operating subsidies for the
service would also need to increase by around $1 million.
Another key proposal is the extension of the Vermonter from St, Albans to Montreal, Quebec, Canada, a
route that has been without passenger trains since the
withdrawal of the overnight Montrealer in 1995. The
plan suggests that reinstating passenger services on
this route will be made easier thanks to an agreement
signed by the U.S. and Canadian governments in March
this year that clarifies border crossing and customs procedures for cross-border trains.
More than $90 million has been invested in recent
years in upgrading the route used by the Vermonter in
the state, and given that the train would share much of
the route used by Amtrak's New York-Montreal Adirondack in Canada, the plan suggests no significant investment would be required in infrastructure. However, the
operation of the daily service would require a $2 million
annual increase in subsidies.
The second priority after these extensions is a completely new daily service between Burlington and Albany, which would run via Rutland, Manchester, North
Bennington, and Mechanicville. Currently there are few
public transport options on this corridor and the service
would be beneficial not just for residents of southwest
Vermont but the state's tourism industry. Capital costs
are estimated at $88 million, including new stations and
track, signaling, and level crossing improvements. Operating subsidies would be around $4 million per year.
The third priority identified in the report is to upgrade
all passenger lines to Federal Railroad Administration
(FRA) Class 4 standards, enabling 79 mph operation.
The total cost of this long-term proposal, which includes
upgrading lines to centralized traffic control (CTC) dis11

patching and some track-doubling on the Vermonter
route, is estimated at $255.9 million.
The rail plan envisages a total investment in freight
and passenger rail of $665 million over 20 years,
although additional funding will need to be sought to
fully implement the capital program as currently only
$380 million in state and federal funding is allocated to
the network over this period. (International Rail Journal,
July 15)
B(.*(), M1..1234.%**.
The Massachusetts Department of Transportation announced that it had completed the acquisition process
by the state of the 21-mile Framingham Secondary
Line, guaranteeing MBTA passenger train access to
Foxborough, home of the New England Patriots football
team. This line also provides a vital alternative routing
should the Framingham Line become blocked or be taken out of service for maintenance. A lot of upgrade work
needs to be done on this line before regular daily passenger service can begin, that date being estimated as
sometime in 2017. (Todd Glickman, MBTA, June 18)
Keolis, the company operating MTA’s commuter rail
services, reported that it had lost $9.7 million during the
six months it ran the services after taking over in July,
2014. The company has sought to reduce expenses
amidst a crisis atmosphere involving an unusually severe winter of 2015 coupled with an aging locomotive
and car fleet. Some of the losses stem from fines imposed by MBTA for late or dirty trains. A spokeperson
from Keolis stated that the company did not expect to
immediately turn a profit on its $2.68 billion, eight-year
contract with MBTA but did expect to eventually turn its
operation into a profitable one in the years to come.
(Todd Glickman, MBTA, June 17)
P36718%79361, P%)).:7;1)61
Member Bob Wright forwarded a link to SEPTA’s website detailing the agency’s plans for Pope Francis’ visit
to Philadelphia. SEPTA is to dramatically alter its services, ostensibly to better handle the anticipated crowds
the papal visit will generate during the weekend of September 26-27. One-day passes valid for travel on the
Regional Rail network will be sold online, but the quantity of passes will be limited in order to prevent the system from being overwhelmed. Schedules on the Regional Rail routes will be modified to double their capacity. This enhanced capacity service will serve only 18
outlying stations, with the rest of the stations closed for
the day. Passengers purchasing these “Papal Passes”
from SEPTA will have three designated stations by
which they will access the event in Center City Philadelphia and they will have to arrive and depart from the
same station. Listed below are the 18 stations that will
be open, grouped by the three stations which will provide access to the papal event:
Jefferson:
Norristown/Manayunk Line — Norristown Transportation Center
Lansdale/Doylestown Line — Pennbrook and Fort
(Continued on page 12)
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Washington
Warminster Line — Warminster
West Trenton Line — Woodbourne
Fox Chase Line — Fox Chase
Airport Line —Terminal A/B, Terminal C/D,
30th Street:
Paoli/Thorndale Line — Paoli and Radnor
Chestnut Hill West Line — Chestnut Hill West
Trenton Line — Levittown and Croydon/Cornwells
Heights
Wilmington/Newark Line — Wilmington and Marcus
Hook
University City:
Airport Line — Eastwick
Media/Elwyn Line — Media and Primos
(Editor’s Note by Ron Yee: Closing all but 18 stations will
dramatically shorten travel times by reducing the amount of
time each train spends at stations receiving or discharging
passengers. The faster each trip, the more quickly that set of
equipment can be “recycled” (sent back) for use as another
train to carry more passengers. Literally, SEPTA will be able
to “manufacture” more trainsets for this event by recycling
trainsets far more quickly than is possible during normal
operations. The drawback is that SEPTA’s regular customers
seeking to travel as they normally do will be severely inconvenienced that weekend. They literally may not be able to
travel on SEPTA Regional as they normally would. (Bob
Wright, SEPTA website, July 14, 2015)
SEPTA will also perform a 16-day “maintenance blitz,”
which will enable the operating agency to replace miles
of worn rail, make numerous repairs to stations such as
new LED lighting both in the stations as well as in the
tunnels around the 13th Street curve, heavy cleaning
and graffiti removal in stations and tunnels, repair and
cleaning of track drains to reduce flooding, and repairs
to the stairways and platforms at the 13th and 19th Street
stations. It will require the suspension of all operations
around the clock in the trolley tunnel between 40th
Street and Center City from 10 PM Friday, July 31
through Sunday, August 16. (SEPTA website, July 19)
PATCO will offer a $5 one-day farecard and a $10
two-day farecard for the Papal weekend with trains only
stopping at 9th/10th & Locust Street in Philadelphia and
at Lindenwold, Woodcrest, Ferry Avenue, and Broadway in New Jersey. (PATCO website, July 15)
A PATCO train made up of its first set of newly refurbished cars became disabled around 5 PM while traveling east on the Benjamin Franklin Bridge. Service was
delayed 20 minutes until the train could get moving
again. PATCO is investigating the cause but has already ruled out traction motors as being the culprit.
(Mass Transit, July 10)
To facilitate the installation of Positive Train Control
(PTC) systems aboard all of PATCO’s trains, many
trains may be operating a car short of the normal consist. Ten or more railcars will be shopped at any given
time as the agency strives to meet the December 31,
12

2015 deadline to install and cut-in a working PTC system designed to prevent wrecks from excessive speed
as seen on Amtrak and Metro-North in the past two
years as well as collisions due to Engineers failing to
comply with a signal. (philly.com, July 9)
W1.36)<*(), D.C. 1&%1
To address the long-term issue of excessive wait
times for Blue Line service, the Washington Metro
(WMATA) is proposing to reduce the headways from the
current 12 minutes to eight minutes. However, this improvement would come at the expense of service on the
Orange, Silver, Green, and Yellow lines which would
see their headways increase from six minutes to eight.
While the 7000-series cars now being delivered will allow capacity increases by lengthening consists to 8
cars, the true bottleneck in the system is the Rosslyn
Tunnel, which can only accommodate 26 trains per
hour. The 7000-series cars are also slated to replace
the 1000-series, the oldest cars in the fleet, dating back
to 1976 and deemed unsafe with regard to structural
strength for crashworthiness. As a side note, it was also
reported that the 4000-series cars, a small fleet of 100
cars, were out of service to correct an un-commanded
door opening issue while the trains were in motion. To
address fleet reliability issues, many 8-car trains will be
operating with reduced consists during the summer
months to allow maintenance workers to address ongoing issues with the poorest performing classes of
cars. (Editor’s Note by Ron Yee: the relatively young 4000series (1991-3) and 5000-series (2001-4) cars will not undergo mid-life overhauls and will be replaced by the 7000-series,
now totaling 748 cars, all to be delivered by 2020.)
(Washington Post, June 30)
Virginia Railway Express (VRE) exercised its option
with Keolis to extend its contract for operating its commuter trains for an additional five years. The original
contract dates back to 2010 and VRE has been quite
satisfied with how the system has been operated and
maintained. This contract will be in effect until 2020 at
up to $21 million annually in its first year, with Keolis
being eligible for yet another contract extension in 2020.
(Railway Gazette, July 14)
A*71)*1, G%(&<61
MARTA is about to unveil an $8 billion transit plan that
would transform the Atlanta region, possibly without an
increase in taxes to fund the expansion of the current
rail system. Under the leadership of MARTA CEO Keith
Parker, the transit agency has operated under budget
for the past three consecutive years. DeKalb County
would receive a new rail line linking the Centers for Disease Control and Prevention with as Emory University
as well as a line going eastward along I-20. Within the
city limits, a beltline would be constructed. A line extension farther northward into Fulton County could present
that county with enormous competitive advantages over
adjacent Cobb and Gwinnett Counties, both of which
have been long-time opponents of MARTA rail lines.
With the advent of the generally automobile-averse
“Millennial” generation into the workforce, MARTA is
(Continued on page 13)
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now being viewed as being an essential part of the
transit picture in Atlanta to make it competitive with other major cities with established rail transit systems.
(Atlanta Journal-Constitution, July 11)
C7%;%71)8, O36(
Construction on the replacement Brookpark station on
Cleveland’s Red Line (Rapid) began in late July with
demolition of the tunnel connecting the old station’s
east and west parking lots. The new station, costing
$16.5 million, replaces one that opened on April 20,
1969, about six months after a four-mile extension of
the line to Hopkins International Airport opened.
(Cleveland Plain Dealer via Ralph W. Deitrick, July
16, 2015)
C3621<(, I776)(6.
The South Shore Line’s new express service from
South Bend is an apparent success, having added at
least 100 new passengers to and from Chicago. The
Northern Indiana Commuter Transit District is now studying the possibility of adding more express trains and
reducing the travel time between Chicago and Odgen
Dunes to 45 minutes, Michigan City to 60 minutes, and
South Bend to 90 minutes within 5 years. This could be
achieved by moving the line’s terminus to the western
side of the South Bend Airport, saving up to ten minutes
of travel time, double-tracking key sections of the line,
and addressing the issues of slow trip times through the
streets of Michigan City. (WSBT-TV, July 9)
Metra began a four month, $530,000 rehabilitation of
the Waukegan station on the Union Pacific Northwest
Line. The work will include roof replacement, repair and
repainting of the ceiling and masonry walls and floor
tiles, new Americans with Disabilities Act (ADA) ramps,
and rehabilitation of two entrance vestibules.
(Progressive Railroading, June 3)
On July 9, Metra began a three-month-long project to
extend the platforms at the Mayfair station on the Milwaukee Line. Located just south of the intersection of
the two-track Milwaukee Line with the three-track Union
Pacific Northwest Line, the current station is only three
cars long and forces trains stopping there to spend
more time barding and disembarking passengers and
stop in a manner that does not occupy the track circuit
that controls the intersection with the UP line. The new
platforms will be seven cars long with new lighting and
shelters for the 350 riders who use this station. (Metra
website, July 9)
The Chicago Transit Authority (CTA) began a fourmonth, $30 million track renewal project on the express
tracks of the Purple Line between the Lawrence and
Jarvis stations. Commencing July 20 with an expected
completion date around the end of November, this will
be the first major track renewal project for this section of
track in 40 years and will involve the replacement of
ties, replacement of running rail where necessary, and
restoration of track alignment to eliminate the slow orders that have plagued the line for years, permitting the
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resumption of higher speeds. The work will be confined
to weeknights and weekends to minimize the degree of
service disruption to the riders as well as the neighborhoods along the line. (Chicago Sun-Times, July 9)
Metra dedicated its rebuilt Flossmoor station along the
former Illinois Central electric line. Costing around $4
million, the station’s platform and headhouse were rebuilt with a new foundation and the elevator was renovated along with the accessible ramp, stairs, and concrete support columns. New retaining walls and a
warming house for Chicago’s cold winters were constructed. (Al Holtz, June 27)
The six-week experiment that started on June 1 offering late evening express service on the Chicago Transit
Authority’s Purple Line to Evanston/Wilmette has not
attracted enough ridership to justify the costs of continuing it beyond the trial period. Only an average of 89 additional passengers rode each train; the break-even
point had been 468 passengers to justify its continuation. (Daily Northwestern, July 13)
M6))%19(76.-S*. P147 M6))%.(*1
After much controversy, the Southwest Corridor lightrail route has been shortened to save $250 million. This
spring, despite discussion, legislators took no action on
a request for $3 million in transit planning for the Gold
Line, a bus-rapid transit commuter route that will follow
Interstate 94 from St. Paul east to Woodbury. (Lacrosse
Tribune, July 4)
P3(%)6A, A&6B()1
Valley Metro Rail expects to open its line extension
into downtown Mesa seven months early, with a projected opening date of August 22. The three-mile extension
along Main Street is expected to attract 5,000 new daily
riders. (Metro, June 4)
T42.(), A&6B()1
Tucson’s Sun Link streetcar celebrated its first anniversary of service on July 25. Ridership has steadily
grown, exceeding projected levels and the line has carried over 1.1 million since opening in 2014, contributing
greatly to the economic growth and development in
downtown. (Metro, July 15)
S1) F&1)26.2(, C176D(&)61
Bay Area Rapid Transit (BART) has begun its testing
process on the subsystems of the “Fleet of the Future”
cars being built by Bombardier. If all goes well, the testing process will verify that all systems are functional
and will operate in an integrated manner on the cars.
Delivery of the first car is expected in November with
the other nine cars of the first ten-car set received by
BART by March, 2016. Testing will continue during the
overnight periods and eventually off-peak hours and
could be completed by as early as fall, 2016. As the
new trainsets are delivered, the older cars will be
phased out. All 775 cars are scheduled to be delivered
by 2021. (Al Holtz, June 27)
L(. A)<%7%., C176D(&)61
On Monday, July 13, Los Angeles' Metro marked 25
years of modern Metro Rail — and an astonishing 87
miles of rail built — by re-creating the opening of the
(Continued on page 14)
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Metro Blue Line at the same spot where it occurred 25
years earlier.
A Metro Blue Line train appeared from the 7th Street/
Metro Center station tunnel through a veil of smoke to
break through a banner as it did in 1990. From zero
miles of rail in 1990 to 87 miles today and with five major rail lines under construction, including two more set
to open next year that will add 17.6 more miles, modern
Metro Rail is an amazing accomplishment, according to
an agency statement. (Editor's Note by Sasha Ivanoff:
How amazing is that in 1990 the only passenger rail in the
Los Angeles Basin whatsoever was the San Diegans and today not only is there Metro Rail and the subway but Metrolink as well, quite a change from the car culture that Southern
California is quite often known for.)
Since 1990, the expanding Metro Rail system has carried 1.5 billion rides, which has led to a reduction of particulate matter in the air by 4,800 pounds per car for
each year that the car is left at home. Additionally, the
rail system has contributed to the positive reversal of
surrounding neighborhoods such as Hollywood, Long
Beach, Pasadena, and Little Tokyo. Better lighting, commercial development, and the in-and-out of travelers
have all made the surrounding neighborhoods more
prosperous and attractive to business and community.
In celebration of the Metro Rail event, 5,000 25th Anniversary commemorative TAP cards are being loaded
into ticket vending machines in Union Station and the
7th/Metro, Pico, and Willowbrook stations. A Metro website has been established at metro.net/25 with details
on upcoming 25th Anniversary events, including concerts and art and architecture tours of the rail stations,
scheduled for the next year, as well as a chance to
share stories through an interactive literary program
that is open to the public. (Metro Magazine, July 14)
S1)*1 A)1, C176D(&)61
The prospect of a light-rail streetcar traversing a segment of the county's urban core took another step forward recently when the county transportation board approved a framework agreement with the city of Santa
Ana.
Under the agreement, the Orange County Transportation Authority will bear responsibility for the construction, maintenance, and operation of the estimated $250
million Santa Ana to Garden Grove rail line.
The four-mile hop-on/hop-off service would carry commuters, shoppers, and tourists on a dozen stops to the
county seat, jobs, and entertainment. It is expected to
open in 2019.
There are still several steps to go. The agency must
submit a final plan to the Federal Transit Administration
in September, secure property along the rail line, and
hire a contractor to design the route. OCTA and the City
of Garden Grove also are expected to arrive at a framework agreement that will specify that city's role in operations.
Santa Ana Mayor and OCTA Director Miguel Pulido
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called the light-rail line a game-changer for car-centric
Orange County, providing much-needed public transit
for workers. Anaheim Mayor and OCTA Director Tom
Tait, who favors buses over light rail, cast the sole vote
against it. He questioned ridership estimates.
By 2035, the streetcar is expected to carry more than
6,000 a day. The fare would likely be $2 one-way and
$5 for a day pass. Fares are projected to cover 30 percent of the estimated $5 million annual operating cost.
Under the deal, Santa Ana will pay 10 percent of the
balance, while OCTA will cover the rest.
When complete, up to seven streetcars will run from
the Santa Ana train station, through downtown Santa
Ana, along an old right-of-way used in an earlier era by
Pacific Electric Red Cars. Streetcars would connect to a
new transit hub at Harbor Boulevard and Westminster
Avenue in Garden Grove.
In May, the project qualified for federal funding status
that could provide half its construction money, with the
rest coming from state, local, and other federal sources.
The streetcar is the county's second recent attempt at
light rail. The $1 billion CenterLine project, scuttled
about a decade ago, was to run from Santa Ana to John
Wayne Airport. (Orange County Register via Al Holtz,
July 15)
S1) D6%<(, C176D(&)61
The San Diego Metropolitan Transit System (MTS)
and UC San Diego Health announced the system’s
Blue Line trolley system, which is in the process of being extended, will be renamed the “UC San Diego Blue
Line,” to highlight the opportunity for all San Diegans to
seek medical care at UC San Diego Health facilities.
MTS is currently working in conjunction with the San
Diego Association of Governments, the California Department of Transportation, elected officials, and other
stakeholders to develop and complete the 11-mile Blue
Line extension (Mid-Coast Project) from Old Town to
University Town Center by 2019.
The 30-year agreement includes naming rights to
three stations on the line: the existing station at Old
Town, to be renamed Old Town UC San Diego Health
South, and planned stations at the UC San Diego main
campus and at the health campus in La Jolla, which
includes UC San Diego Jacobs Medical Center, slated
to open in 2016.
MTS will receive an annual fee, beginning at $675,000
with subsequent increases tied to Mid-Coast project
completion and the local Consumer Price Index. All
funding for the sponsorship is from non-state sources.
(Metro Magazine, July 17)
T(&()*(, O)*1&6(, C1)181
GO Transit operated its first trains carrying revenue
passengers on Thursday, July 9 from the James Street
North station in Hamilton, Ontario. This marks the return
of GO Train service to James Street North since service
was moved from the CN station at James Street in
1996. Two round trips will be operated during the rush
hours on weekdays, departing to Toronto at 6:16 and
6:46 AM and leaving Toronto at 4:47 and 5:23 PM arriv(Continued on page 15)
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ing at Hamilton at 8:30 and 9:00 PM respectively. This
service is expected to attract 200 new weekday passengers. Up to six additional trains served this station during the 2015 Pan Am Games between July 11 and July
26. Work is also continuing on constructing new elevators, staircases, and pedestrian bridges and a second
platform to enable connections to the Niagara Falls
summer seasonal services. Local people have complained that the station was hurriedly pressed into service just in time for the Pan Am Games and that much
of the station was not quite up to standards when it
opened. A station sign marked “West Harbour” was
seen being erected at the station as the train carrying
dedication ceremony dignitaries was enroute. This will
apparently be the station’s official name once construction work is completed. A third station named
“Confederation” is planned for Hamilton while GO continues construction of the Lewis Road layover facility,
which will accommodate equipment layovers. (CBCHamilton, July 6)
The Toronto Transit Commission (TTC) completed the
renovation of its Union Station complex, linking it to Union Station, serving Go Transit and VIA Rail. A second
platform with elevators for full accessibility was constructed to alleviate the overcrowding that had plagued
the station in its old configuration. The original platform
will no longer have to accommodate two trains unloading simultaneously or passengers waiting for trains in
both directions as one platform will be used for one direction while the new platform will serve the other. In
addition, there is now a new concourse encompassing a
single paid fare area, widened stairways and ramps, redesigned fare collection queuing area and Collector
booth, glazed partitions, and ceramic tile walls with an
artwork wall and improved signage. Throughout the project, TTC’s Union Station remained in operation, handling its normal ridership volumes exceeding 100,000
per weekday. Meanwhile, the renovation and modernization of Toronto’s Union Station, across the street, continues on. (Progressive Railroading, July 6)
F&1)2%
On July 7, Secretary of State for Transport Alain Vidalies presented the government’s proposals for reviving the Trains d’Equilibre du Territoire, SNCF’s network
of conventional long-distance passenger trains, which
have seen traffic fall by 20% since 2011. From €330
million in 2014, operating losses are expected to rise to
an “unsustainable” €450 million in 2016 if action is not
taken, according to the government.
The strategy has three main components, the first being a new TET operating agreement with SNCF Mobilités for 2016-20. This will see central government become “a true organizing authority” with the full powers
enjoyed by France’s regions for the TER network, able
to intervene more effectively alongside local partners.
In consultation with local authorities, SNCF, trade unions, and other parties, the government is to consider
how the TET network might be restructured to better
15

meet new transport needs. Taking into account the findings of the Duron report submitted in May, work is to
due to take place between January and May, 2016, and
should enable government “to make the necessary decisions.” Particular consideration will be given to overnight service where the need for change is urgent, according to the government.
The third strand of the strategy focuses on rolling
stock and service quality, where the government intends
to entirely renew the TET fleet by 2025 under a €1.5
billion investment program. This is due to get underway
by the end of 2015, and in the meantime 34 Alstom multiple-units ordered at a cost of €510 million are to be
deployed from the end of 2016 to replace locomotivehauled TET stock. (Railway Gazette, July 7)
G%&'1):
The light rail network in Freiburg has unveiled its new
fleet of CAF Urbos 100 LRVs, which have been ordered
as part of a €150 million investment in modernizing and
expanding the meter-gauge network.
Following a European tender, Freiburg Transport
(VAG) awarded CAF a contract in March, 2013 to supply 12 vehicles. The first six of these vehicles was to
enter service on July 27 and expand the fleet in readiness for the opening of the extension city's exhibition
center. The remaining six vehicles will be delivered in
2017, when the line to Rotteckring is due to be completed.
The 650-volt d.c. bidirectional vehicles are 42 meters
long and accommodate up to 241 passengers, 72 of
them seated.
VAG has not disclosed the purchase price for the vehicles, although it says the value of the contract, which
includes spare parts and maintenance, is "less than €40
million."
The contract is CAF's first order for LRVs from a German customer. (International Railway Journal, July 17)
R4..61
Russian Railways (RZD) announced that it was to introduce a Moscow-St. Petersburg-Tallinn service on
July 10, two months after Estonian operator GoRail
ceased operation of its remaining Estonia-Russia crossborder trains. The new train departs Moscow at 9:20
PM, arriving in St. Petersburg at 5:16 the following
morning, getting into Tallinn at 1:38 PM, a 16-hour journey. Service from Estonia to Russia also was to commence on July 11, with the train departing Tallinn at 3:20
PM, arriving in St. Petersburg a little after 11 PM and
arriving in Moscow around 9:30 AM, an 18-hour trip.
The train consists of four second-class coaches, third
class coaches, and a staff car, while the train will feature a compartment for passengers with disabilities.
The GoRail service was introduced on an experimental basis in May, 2012, but GoRail began cutting
back its offerings in February, blaming political tensions
and the declining value of the ruble for a reduction in
the number of tourists visiting Estonia. It operated its
final Tallinn-St. Petersburg train on May 11 and the
(Continued on page 16)
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from July, 2015 issue)
I got up bright and early the next morning, made and
consumed a hearty breakfast, and was out the door
before my companion from Belarus had even stirred. I
left my bag and took the key, figuring I had plenty of
time to get back before the noon checkout time. I arrived at the interurban terminal on this gloomy morning
at about 8:45, and then spied an annunciator listing the
departure times of the next cars. Uh, oh. While I knew
today was May 1, it hadn’t struck me until now that all of
Italy (if not Europe) would be celebrating Labor Day.
Perhaps this explained the hotelkeeper’s absence. Consequently Sunday/Holiday schedules were in effect with
service on the light rail line running only twice an hour. I
was going to suffer some long waits. I rode a virtually
empty 8:33 car to the end of the line, Albino, a 30minute trip (see http://www.urbanrail.net/eu/it/berg/
bergamo.htm).
Bergamo has a population of about 130,000. If this
was the United States the city would be considered to
be a suburb of Milan, which is only 35 miles to the
southwest. Its standard-gauge light rail line is doubletrack, and runs for about 8 miles over the route of the
former Valle Seriana Railway, which was abandoned in
1967. Its inner portion was rebuilt some 4 decades later
and electrified at 900 volts d.c. (do not ask me how they
came up with that number), opening in 2009. Interestingly, there had been a meter-gauge carline in a street
parallel to the railway that operated from 1912 to 1953.
It had been electrified at 800 volts d.c.
Eight Ansaldo Breda 100-percent low-floor units operate on the 16-station line, with just three needed to hold
down the 30-minute headway on Sundays. At most other times the frequency is every 15 minutes, which is
reduced to 7.5 minutes during weekday rush hours.
From a look at the timetable, it seems the rush hours
correspond with the opening and closing of schools, so

it is quite possible that many students use the line.
Fares are zoned, with most tickets being purchased
from vending machines. Interestingly, the time limit for
one-way trips varies depending on the number of zones
to be traversed, and ranges from 75 minutes to 2 hours.
There are 5 zones, and they appear to be part of a regional tariff, which includes the city’s bus lines.
The sun was now breaking through and I was feeling
better about things. I rode the same car (at 9:09) back
to a way station, Alzano Sopra, for photos, and then
took the next outbound for a couple of stops to Nembro
Saletti, where I photographed both my car and the following inbound arriving (the same car). I boarded it (the
9:39 out of Albino), which allowed me to get back to the
Bergamo interurban terminal at 10:09. The line is not
fast. There are some 30 grade crossings that are controlled by traffic signals or stop signs (not gates), with
LRVs slowing down for each. Thus the average speed
from one end of the line to the other is only 15 mph.
There were a large number of bicycles on the road this
holiday morning pacing the interurban cars.
Upon arrival back in Bergamo, I came across the start
of the May Day parade, with a festive group of marchers carrying musical instruments, flags, and banners.
By now it was time to photograph the next outbound car
(10:33) and inbound one (10:39), which I accomplished
from the right-of-way just beyond the station, and immediately after I rushed back to my B&B, arriving at about
10:45. I quickly picked up my bag, said goodbye to the
owner, who was now on the scene, left the key with her,
and hurriedly returned to the railroad station, just in time
to catch the 10:57 train to Milan. While my visit was a
bit rushed, and I did not have sufficient time to ride Bergamo’s two funiculars, I had a productive morning in
Bergamo.
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plex design that has been in service with French national operator SNCF since 1996, but adapted for local operating conditions.
They are to be used on Tanger–Casablanca trains,
using a 320-kilometer route including a 183-kilometer
high-speed line between Tanger and Kénitra that is being built for operation at up to 320 kilometers per
hour. From Kénitra to Casablanca the trains will use a
conventional line upgraded for speeds up to 220 kilometers per hour.
Opening of the new line was planned for December,
2015 when construction was launched by King Mohammed VI and French President Nicolas Sarkozy in Sep-

(Continued from page 15)

overnight Tallinn-Moscow train on May 19. In general,
the route has been discontinued on numerous occasions. (International Railway Journal, July 3)
AD&621
The first of 12 Alstom Duplex high-speed trainsets for
national railway ONCF was unloaded at the Port of Tanger on June 29. It had been shipped from the Port of La
Pallice near La Rochelle in France onboard Ville de
Bordeaux, a roll-on roll-off vessel custom-built to carry
Airbus A-380 aircraft sections.
The double-deck trainsets are based on the TGV Du-

(Continued on page 17)

(Continued on page 18)

NEXT OVERSEAS TRIP: SPAIN 2016 — LEAVE USA MAY 6, RETURN TO USA MAY 27
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Bergamo’s “interurban terminal” is adjacent to the railroad station.
An Ansaldo Breda low-floor Sirio LRV waits for its departure time in
a venue that cries out for an upgrade, or at least some paint. Note
the more traditional front end of this model, compared with the
units used in Florence and Naples.

The bumper block at Albino with the old railroad station alongside.

An outbound car enters the simple station facility at Alzano Sopra.
Note the graffiti on the shelter.

Car 13 approaches the inner terminal of the light rail line. At left is a
garage used by Bergamo’s bus system. All three cars on the line had
one of its 5 sections wrapped in advertising.

Italy tolerates a Communist party, which marched peacefully in the
parade. May 1 is the day to celebrate workers, and most businesses
were closed.

A view of one of the funiculars from the Internet.
Photo from lebaccanti.com.
(Continued next issue)
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Around New York’s Transit System
More Information About BRT/BMT Subway Anniversary Celebration
MTA New York City Subway held a special commemoration of the 100th anniversary of the subway line from
Manhattan to Coney Island via the Sea Beach Line (see
article in July, 2015 issue). Opened on June 22, 1915,
the initial line built by the Brooklyn Rapid Transit Company (BRT) in what would eventually become BMT
paved the way to the construction of many other lines,
forming the city’s first complete subway. This milestone
was celebrated during the weekend of June 27-28,
2015 with a gala “Centennial Parade of Trains” featuring
four vintage trainsets from the Transit Museum’s collection of operable cars. Three of the trainsets operated
back and forth between Brighton Beach and Kings
Highway on the two express tracks of the Brighton Line,
which had been reserved for their exclusive use between noon and 4 pm. The result of a Herculean effort
by the dedicated people who restore, and maintain this
fleet; for the first time in around 35 years, three B-Type
Standards (S-2390-1-2-N) carried passengers under
their own power. The last time the set operated in service was on the Nostalgia Specials of the 1970s. It operated on a two-station shuttle between Brighton Beach
and Ocean Parkway, traveling back and forth on its own
track. Also making their first appearance in passenger
service in 11 years were two sets of the D-Type triplex
articulated subway cars, 6112A on the north end and
6095A on the south end. They had last operated for the
New York City Subway Centennial Parade of Trains in
late October, 2004 when they had suffered a serious
mechanical issue which prevented them from operating
under their own power until now. Five R-1 to R-9-class
IND cars made an appearance: Car 1000 was parked at
Brighton Beach and was used as a traveling retail store
for the Transit Museum while a four car set of R-1 to R9s (N-381-401-1300-1802-S) operated in excursion service. Rounding out the vintage train operations was the
“Train of Many Metals” consisting of R-16 6387 on the
north end, R38s 4029-8, R42s 4573-2, and R-11/R-34
8013 at the south end to round out the museum operations. The Train Operators were most accommodating
to the multitudes of railway photographers lining the
platform edges between the Kings Highway and Ocean
Parkway stations. On some occasions, they even
stopped opposite the local platforms at Avenue U and
Neck Road to pose for individual pictures as well as to

pose for a “meet” with another vintage train as it passed
by on the adjacent track. There were even a few occasions where they posed on the express track so the
railfans could get a passing shot of the vintage train with
the current and newest model of subway car on that
line, the R-160. Even the weather cooperated for the
most part. It was cloudy on both days with rain at the
end of the day’s activities on Saturday, June 27, but the
sun did shine on the entire scene for about 90 minutes
on Sunday, June 28, making for even greater photos.
R-33 Tourist Information Center Out of Business
R-33 9075, which has been on display outside the
Queens Borough Hall and the adjacent courthouse
complex and used as a tourist information center on
weekdays for only four hours a day since 2008 was ordered closed on July 13, 2015 by Queens Borough
President Melinda Katz due to low patronage. Apparently, its only visitors were people on jury duty at the courthouse on their breaks. The fate of the car is unknown at
press time.
Station Closures Due to Parade
To prevent dangerous overcrowding during the tickertape parade on July 10 honoring the U.S. women’s soccer team winning the world championship, NYC Transit
closed the City Hall station (R) and may have temporarily closed the following five stations as crowds warranted. Fulton Street (45AC); Wall Street (45);
Chambers Street (AC); and World Trade Center (E).
Queens Boulevard Line to Get CBTC
The Queens Boulevard line, carrying EFMR trains,
will be the third NYCT line where CommunicationsBased Train Control (CBTC) signals will be installed.
The advanced signal system will permit trains to operate on closer headways, translating into more trains per
hour over each track, reducing delays and increasing
capacity. A $205.8 million contract to Siemens and Thales Transport & Security was given preliminary approval
by MTA. A side benefit of this system will be the installation of “countdown clocks,” a display of the status of
approaching trains and when they will arrive. Phase one
of the project will install the signal system on all four
tracks of the Queens Boulevard Line from just north of
the Union Turnpike station to the 47th-50th Street station
at Rockefeller Center on FM and the 50th Street station on E. It can be assumed that R would be covered
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The rolling stock contract worth almost €400 million
was signed by ONCF and Alstom in December, 2010.
The trainsets are to be maintained by Société Marocaine de Maintenance des Rames à Grande Vitesse, a
60:40 joint venture of ONCF and SNCF under a separate 15-year deal worth €175 million. (Railway Gazette,
July 1)

(Continued from page 16)

tember, 2011, but delays to the infrastructure works
mean this has now been put back to 2017.
ONCF expects the new line to reduce Tanger–
Casablanca journey times from 4 hours 45 minutes to
2 hours 10 minutes.
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THIRD AVENUE RAILWAYS’ PLOW PITS
by Bernard Linder
While looking through my newspaper clippings, I found a picture of a plow pit and I
decided to write this article explaining why it
was built. Plow pits disappeared with the trolley cars, but hardly anyone knew about them
when they were in service.
Because nearly all overhead wires were
blown down during the Blizzard of 1888, a
law was passed to prevent this disaster by
prohibiting overhead wires in Manhattan.
When the Manhattan lines were electrified,
underground third rails were installed and
plows were attached to the trucks. The plows
extended through slots between the track
rails and made contact with the third rail. Because he wanted to help develop the Bronx,
Manhattan’s Borough President allowed the
company to install trolley wire on Bronx lines
entering Manhattan for short distances on
135th Street, 155th Street, 181st Street, 207th
Street, Broadway north of the Kingsbridge
car house, both ends of the car house, and
217th Street.
In the 1930s, I was studying electrical engineering at City College and I rode the 149th
Street Crosstown frequently to Convent Avenue, a short walk to the college. When the
car stopped at the plow pit, I was able to
watch the crews, who were so efficient that
there was no congestion on this line, whose
cars ran on a 4-minute headway in the rush
hour and 5– and 6-minutes during midday.
Plow pits were located at E. 125th Street
west of First Avenue for Willis Avenue cars
and W. 145th Street west of Lenox Avenue for
the 149th Street Crosstown cars. At this plow
pit, Broadway and 145th Street cars also
switched from underground to overhead power. Then they operated beneath the trolley
wire a short distance, where they were

turned at the crossover east of Lenox Avenue.
At the plow pits, there was an overlap between the overhead trolley and the underground third rail. Cars stopped twice at white
lines painted on the pavement between the
track rails. Cars in this service were equipped
at one end with a single-pole double-throw
(SPDT) switch, which was adjusted manually
by the crew. Because the Willis Avenue cars
operated around the Fort Lee Ferry loop, the
SPDT switch could be at either end.
The man in the pit, the man on the ground,
and the Motorman all worked together to
avoid delays. Westbound cars stopped at the
first white line, where the plow was attached.
At the second white line, the man on the
ground pulled down the pole. If the SPDT
switch was at the front end, the Motorman
adjusted it. If it was in the rear of the oneman treadle car, the man on the ground
reached inside the car, pushed hard on the
treadle, entered the car, adjusted the SPDT
switch, and left promptly. The car continued
its journey in Manhattan. Eastbound cars
stopped at the first white line, where the man
on the ground raised the pole. The SPDT
switch was adjusted by an employee, depending on its location. At the second white
line, the plow was removed, after which the
car wended its way to the Bronx.
The 125th Street plow pit was in service
until 33 buses replaced 27 Willis Avenue trolley cars on August 5, 1941. The 145th Street
plow pit was no longer required after August
17, 1947, when buses replaced trolley cars
on the 149th Street Crosstown, the last trolley
line to receive power from underground third
rail in Manhattan.
(Continued on page 6)
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RAILS UNDER THE RIVER REVISITED —
THE HUDSON & MANHATTAN
by George Chiasson
(Continued from August, 2015 issue)
buildings around the Northeast. In 2015 its site across
from Military Park is occupied by the Victoria Theatre,
located near the present convergence of Park Place,
Centre Street, and Rector Street. What used to be
Saybrook Place survives as a driveway feeding onto
McCarter Highway, ½-block south of Rector. Since 2006
it has been crossed by the Broad Street Station branch
of NJ Transit’s Newark Light Rail (as that former “City
Subway” has been known of late), which in a convoluted way keeps its previous heritage of traction active.
By sometime in early 1912 New York H&M and Jersey
City-bound Pennsylvania Local trains were diverted
from “Shanley’s Cut,” to which main Track 1 had been
realigned in 1887-8, to a newly-laid iron positioned
through the original (1838) Bergen Cut and were passing through the abuilding station at Summit Avenue.
This facility was a rather elaborate undertaking even in
its earliest incarnation, consisting of three 374-foot (8car) platforms that were reached through the mezzanine of a fair-sized terminal structure suspended along
the Bergen Cut’s hand-excavated cliff side next to Hudson Boulevard (formerly the Hudson Public Road, now
JFK Boulevard). The three electrified tracks through the
new station were each designed to expedite the line’s
specialized traffic flows: the easternmost functioned as
a bypass for both the PRR and H&M trains to New York
(though the degree of express operation at that time
remains a mystery), while the other two (“middle” and
westernmost) were solely intended for use by H&M
trains (inbound and outbound, respectively), as revealed by their tight loading gauge, all complete with an
attached, specially-sized layup yard for future relays
and rapid transit equipment storage needs. To accomplish this in the limited space available, (westbound)
Track 2 of the Jersey City Branch was left in its existing
alignment through Shanley’s Cut, complete with third
rail, being chiefly used by the Pennsy’s local trains from
Exchange Place, but also by H&M when required to fly
past the new station. On April 14, 1912 all Newark H&M
trains added Summit Avenue as a station stop using
only the middle platform and its two surrounding tracks,
with eastbound traffic routed off Main Track 1 through
some of the new switch work associated with the future
storage yard. Extensive construction work was then
completed through the balance of that year and into the
next, with the remainder of the great Summit Avenue
station complex finally ready for use on February 23,
1913. At that time the station’s other two platforms were
placed in service along with a system of elevators to
link the mezzanine with each specific loading area,
such that it was advertised patrons could remain in the

MCADOO & MCCREA’S RAPID TRANSIT
TRAINS REACH NEWARK

On November 18, 1911 the new Centre Street Bridge
was opened to Pennsylvania Railroad and surface traffic, with a single track carrying the Centre Street Branch
across the Passaic River, as previous in common with
autos, trucks and horse-drawn wagons while pedestrians used sidewalks on either side. Built of riveted steel
beams with concrete piers, anchorages, and decking, it
actually incorporated two levels that could open as part
of a single, 230-foot swing span, with an upper deck of
18-foot vertical clearance that was devoted to use by
the Hudson & Manhattan. PRR had already given up its
steam-powered “shuttle” service across the bridge from
the Park Place station in Newark to Exchange Place by
this time, the railroad company having continued its operation for several years after September, 1902. The
Center Street Branch itself remained busy nevertheless,
with freight and switching moves on both sides of the
river several times a day. Until early 1910 these trains
had continued to cross the Passaic River on the original, 76-year-old New Jersey Railroad swing bridge,
which was replaced by a temporary wooden trestle that
had an even smaller moveable span until the new structure’s lower level was completed. After a minor property
dispute was settled on the Newark side of the river, rapid transit trains began making practice trips to and from
the new Park Place terminal on November 23 by extending the existing service from Manhattan Transfer,
and then finally began carrying revenue passengers
three days later, accompanied by a local media blitz
which glorified its “86 trips per day.” The entire extension was formed by a short two-track addition to the
steel elevated structure that already existed west of
Manhattan Transfer and followed the Center Street
Branch across Harrison to the Passaic River Bridge.
The Park Place terminal was composed of three stubend tracks at ground level (which had in turn descended
from the upper bridge) that were surrounded by a trio of
platforms staggered at three different lengths: the northernmost extended out 340 feet from the block, the middle reached approximately 319 feet, and the southernmost just 257 feet. There was also a short spur for the
U.S. Express Company protruding out of the terminal’s
easterly side, which had a separate side platform along
the southern edge that ran 165 feet out from the block.
All was contained within a mildly elaborate, three-sided,
single-story structure measuring 165 by 70 by 95 feet
across its brick frontage, which was fitted into the southeast corner of Centre Street and Saybrook Place. Architecturally, it embodied the Colonial Revival style then so
common to some of the Pennsylvania’s local station

(Continued on page 3)
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actually de-electrified (third rail removed) and a very
long, electrified siding installed where the original Track
1 once was, intended exclusively for Hudson & Manhattan equipment storage. Henceforth Track 2 was used
exclusively by westbound Jersey City passenger trains
(such as they were in later years), while those bound for
Exchange Place continued to pass around the “rim” of
Summit Avenue and later Journal Square on #1 as long
as they lasted. The Summit Avenue facility itself was
enjoying a great business, but had not yet truly matured. During the following decade the Hudson & Manhattan and its business partner would continue to flourish through ongoing development in that area and massive re-investment in its physical plant, eventually
reaching a peak that would only be stifled by unforeseen external events.
As for Hudson & Manhattan founder William Gibbs
McAdoo, he remained with the company until March 5,
1913, at which time he assumed the duties of U.S.
Treasury Secretary under President Woodrow Wilson.
He had actually attracted Wilson’s attention much earlier than that and served as national chairman of the
Democratic National Committee during the 1912 election. On December 26, 1917, McAdoo was also appointed to the post of Director General of Railroads with
the newly-formed United States Railroad Administration,
as war came to the U.S. and the American railway system was “nationalized” for military, commercial, and security purposes. This arrangement remained in effect
until the Armistice was signed in November, 1918
(though USRA didn’t finally relinquish its hold on the
country’s railroads until sometime in 1920). McAdoo
had by then relocated from New York to Southern California and faded into private law practice, vying unsuccessfully for the Democratic Presidential nomination in
both 1920 and 1924. He was also instrumental in aiding
the formation of United Artists studios in 1919, acting as
legal counsel on behalf of such motion picture notables
as Charlie Chaplin, Douglas Fairbanks, D. W. Griffith,
and Mary Pickford. By virtue of his new residence and
association with Hollywood elites, McAdoo made a successful bid for the office of U.S. Senator representing
California in 1932. There he lasted only one term, largely dogged by the effects of the Great Depression and
his own personal issues. Being beaten for renomination by Sheridan Downey, he resigned immediately after the November, 1938 election short of his
“lame duck” period. He then continued to be a background supporter of various (conservative-leaning)
Democratic causes until he died in Washington, D.C. in
February, 1941, succumbing to a heart attack while attending festivities associated with the third inauguration
of President Franklin D. Roosevelt. In 2015 he rests
eternally at Arlington National Cemetery.

Rails Under the River Revisited
(Continued from page 2)

warmth of the station house until their trains were literally ready to be boarded. Service was altered and enhanced as a result, with the line from 33rd Street to
Grove and Henderson Streets in Jersey City being extended into Summit Avenue, where its trains were discharged at the western side platform, relayed into the
storage yard, and pulled back to the easterly side platform to reload for the trip back to 33rd Street. Newark
and Hudson Terminal trains thus continued to use the
existing middle platform without interruption. The adjoining yard (Tracks 5-9) was also opened as of the same
date (if not earlier), while the prominent “Rocky Bluff”
that was originally created by the excavation of
Shanley’s Cut (and shows prominently in surviving photographs) remained as was. From that occasion forward
the system’s four basic routings, which have now survived for over a century, came to be: Hudson Terminal
to Hoboken; Hudson Terminal to Newark; 33rd Street to
Summit Avenue (later renamed Journal Square); and
33rd Street to Hoboken. On the other hand, in these
years after Penn Station’s opening the Pennsy’s degree
of local service to its own Marion station was concurrently curtailed; a surviving schedule of that era shows
only a handful of “franchise” trains stopping there on
weekdays (including Saturday) and Sundays while
many trains a day came and went from the Summit Avenue facility less than a block away.
On March 6, 1913 the last completely new station was
added to the joint H&M-Pennsylvania line in the modest
community of Harrison. It was located at Railroad Avenue, 1½ blocks north of the Pennsylvania’s 1904-built
“Harrison” station on the cut-off at 4th Street. Its sevencar outside platforms were installed on the steel elevated structure above the Centre Street Branch which connected Manhattan Transfer with the new bridge across
the Passaic River and had separate, manned fare control facilities with direct stairways and no mezzanine.
Despite all but being written out of PRR’s schedules,
the older location’s name was nevertheless adjusted to
“Harrison-4th Street” to avoid confusion with the new
rapid transit stop. After that occurrence H&M’s infrastructure remained in a relative state of tranquility
through the onset of World War I in 1917. A year and a
half later, on November 18, 1918, just after the Armistice was reached, Tracks 1 and 2 of the Harsimus
Cove Branch were extended west through the northerly
side of the original (1838) Bergen Cut between Waldo
Avenue and “SC” interlocking (Summit Avenue). These
were connected to the pre-existing trackage by slightly
widening out a piece of the original excavation along
the northerly face of the Bergen Cut and adding a concrete retaining wall. Their purpose was to remove the
freight traffic moving to and from the Harsimus Cove
Branch from the shared, cramped trackage through
“Shanley’s Cut,” which had become a bottleneck as
trains of all types sidestepped the Summit Avenue station. As part of this relocation the #2 main track was

THE GOLDEN AGE OF THE HUDSON
& MANHATTAN

As H&M came to grips with its post-World War I economics, so too did it begin to respond to the incredible
(Continued on page 6)
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THIRD AVENUE RAILWAYS’ CAR HOUSES

STREET AND 54TH STREET CAR HOUSES SOLD AT AUCTION NOVEMBER 20, 1946

53rd Street and Tenth Avenue Car House.
Bernard Linder collection

54th Street Car House, October 6, 1946.
Bernard Linder photograph

65th Street Car House, Third Avenue and E. 65th Street, October 6,
1946.
Bernard Linder photograph

65th Street Car House.
Bernard Linder collection

Single-truck convertible 121 at 65th Street Car House.
Bernard Linder collection

Harlem Car House, Third Avenue and E. 129th Street, October 6,
1946.
Bernard Linder photograph
(Continued on page 5)
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Amsterdam Car House, Amsterdam Avenue and W. 129th Street, July 28, 1946.
Bernard Linder photograph

West Farms Car House, Boston Road and E. 175th Street, November
12, 1946.
Bernard Linder photograph

West Farms Car House, Boston Road and E. 176th Street, November
12, 1946.
Bernard Linder photograph

Semi-convertible at West Farms Car House, 1934.
Bernard Linder collection

Yonkers Car House, Main Street and Buena Vista Avenue, Yonkers,
June 21, 1952.
Bernard Linder photograph
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Broadway and 145th Street service was extended on
Broadway from W. 181st Street to W. 242nd Street during
the summer months starting July 2, 1919 and continuing until September 11, 1921. Cars operated from W.
181st Street and Broadway to W. 145th Street and Lenox
Avenue until service was discontinued on June 29,
1947. Buses were not substituted because service was
provided by other buses.
Shortly after the Manhattan Bridge was opened, trolley cars started running from Flatbush Avenue and Fulton Street, Brooklyn, across the bridge and Canal Street
to Desbrosses Ferry, Manhattan. The plow pit at Canal
Street near the bridge was relocated to Flatbush Avenue Extension between Nassau and Concord Streets.
Cars 721-770 were operated on this line until service
was discontinued on October 4, 1919.

Third Avenue Railways’ Plow Pits
(Continued from page 1)

The following cars ran in this service since 1931:
UNTIL AUGUST 5, 1941

AUGUST 5, 1941-AUGUST 17, 1947

71-100

71-86

884-893

967-992 (16 cars)

967-994
1126-1145 ex-681-700
(renumbered 1939)

FORGOTTEN PLOW PITS
An old-timer recalled seeing a plow pit at W. 225th
Street and Broadway, and he was probably correct.

eral Electric — the PC-10 — which was quite capable of
working with the Type M control used on the older A, B,
and C Classes, and could also mix with the MP-38 variants used in joint operation. In actual practice these
most recent groups were mixed with Classes A, B and
C (after their door controls were retrofitted to match
starting in 1922) as well as each other because of the
standardization of Conductors’ door control arrangements. Thereafter, all cars were equipped with one
electric button for each door leaf (three overall) and
could be paired up, requiring only three persons instead
of five to operate the doors on a 6-car train (or 4 on a 7or 8-car train), plus the Motorman. Through time the
oldest cars also tended to be assigned to the two routes
serving Hoboken, where shorter trains were better able
to accommodate the never-ending ridership hordes.
This trend was even further abetted by the arrival of
H&M’s final 20 rapid transit cars (Class J’s 501-520)
from ACF in 1928, which were also of an identical nature and topped off the “Steel” or “Black” portion of the
fleet at a total of 255 units. By that time the older cars
had also been retrofitted with electric marker light clusters on either side of the storm door to match the morerecently-delivered editions, and the use of handmounted marker lights was otherwise discontinued.
Likewise, H&M and the Pennsylvania Railroad teamed
up once again to similarly expand the fleet of “Red cars”
assigned to the jointly-operated route between Hudson
Terminal and Newark. With a combined quantity of 16
cars built by ACF, the four delivered (and marked) for
the Hudson & Manhattan were designated as Class H
(numbers 801-804), while the dozen shipped in on behalf of PRR (numbers 1961-72) carried that railroad’s
“MP-38a” classification. Once again all newer cars were
universally interchangeable with the existing Class Ds
and MP-38s (and H&M’s own cars) in every way, but
the newer units did exhibit a slightly different window
line set in a “1+2+1+C+1+2+1” configuration, which
contrasted with the “2+2+1+c+1+2+2” arrangement of
the 1911 rolling stock. As a result the two body profiles
clashed a bit in general use and each subgroup was

Rails Under the River Revisited
(Continued from page 3)

ridership growth that had been ongoing since its beginnings a decade and a half previous. Its state was then
chaotic by nature, given that by design the system’s
maximum consist was fixed at six cars, and at that almost entirely during the rush hours with shortened
trains otherwise. This circumstance was owed as much
as anything to H&M’s ongoing financial unsteadiness
and the rising cost of labor. In 1920 the company’s selfassessment manifested itself in the form of an initial
equipment acquisition, 25 “Class E” cars (401-425) that
were built by American Car & Foundry and placed in
service starting in April of 1921. These were quickly
joined by 25 more from the same source over each of
the next two years, Class F units 426-450, which began
entering the fleet in September, 1922 and finally Class
Gs 451-475, which first appeared in November, 1923. In
the main these allowed H&M to adjust itself through the
addition of more service with longer trains, which from
that time forward were expanded to as many as eight
cars each (but most often remained at six or seven) in
peak periods. On the surface, all 75 of these latest units
were similar to those previously delivered, but for the
addition of electric marker lights and relocation of their
hand brakes to the interior. The only remarkable difference otherwise was an extra 2 feet 10½ inches in overall length to 51 feet 3½ inches, thanks mainly to a slight
enlargement of the vestibules that resulted from their
“wrap-around” end profile, a vital change given the system’s crush demands. Less obvious was that their updated body construction technique added 10,000
pounds to each car’s weight (for an average of 79,200
pounds light).
As one might have expected from such a steadfast
organization, all of the newer cars were universally
compatible with H&M’s existing fleet. This trait was reflected in the continued employment of two GE #76 motors (yielding the same 320 horsepower combined),
while the series also incorporated that era’s mosttypical version of a control group as provided by Gen-

(Continued on page 7)
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grand hotel, the Public Service terminal, and a number
of other commercial establishments, with Public Service’s trolleys otherwise weaving their own way through
the background from Summit (where they crossed
above the Pennsy on a sturdy overpass) to Sip to Bergen Avenues. Initial construction of the revised station
complex had barely begun by late 1926 and continued
for another 2½ years. Not only was the station itself rebuilt but so also was that tall, isolated “Rocky Bluff” beneath Hudson Boulevard leveled to accommodate the
new overpass and the addition of another five storage
tracks (10-14), which were collectively dubbed “Yard B.”
This up-to-date facility was centrally-controlled from
“WR” Tower, which was placed in service on January 5,
1928. It was inserted at the west end of Tracks 12-13,
and attached to the west side of the new Hudson Boulevard overpass.
The same installation would also handle the various
routings through the amended Journal Square station
after it was operational, an event that finally transpired
following a re-dedication ceremony on June 1, 1929.
While condensing its platforms from three to two slightly
wider installations, the number of tracks contained within the station was doubled from three to six, with a negligible associated widening of the overall right-of-way.
Thus were granted separate paths of travel for all three
varieties of service passing through the complex. North
to south on H&M this included westbound express
trains, trains to Newark, and terminating Journal Square
trains surrounding the northerly platform; and departing
33rd Street trains plus the eastbound H&M to Hudson
Terminal on either side of the southerly platform. As before, the southernmost track (Main #1) was used by
eastbound Pennsylvania Locals to Jersey City and
H&M expresses, both of which “went around the rim” to
bypass the Journal Square station entirely. Above the
station, the existing granite-faced head house from
1913 was altered substantially to meet the new platform
alignments, while the adjacent lobby building received a
new outward shell of sculpture-adorned red brick. Altogether, these changes established a day-to-day setting
at Journal Square that would endure for almost another
half-century. One final occurrence that should be noted
with regard to the Hudson & Manhattan during this time
period was the closure, or more accurately the discontinuance of utilization, at its power house in Jersey City,
which also took place sometime in 1929. Thus was the
company relieved not only of its manpower, maintenance, and fueling requirements, but was also free to
take advantage of the economics by then offered
through the mass availability of electric power through
common commercial sources (i.e., “the grid”). This
means had been nothing more than a supposition when
H&M so wittingly established itself smack in the middle
of one of America’s densest existing urban environments in 1908, but was now just coming into a graceful
maturation that would last far into the future, a standing
then truly representative of the destiny enjoyed by
Northern New Jersey and Greater New York itself.

(Continued from page 6)

readily recognizable. Whatever the case, these three
fleet elements (50 Class A, 255 and 112 “Red” cars)
carried on all service as it crested into the next decade.
It is said that the ultimate downfall of the Hudson &
Manhattan Railroad was precipitated by the opening of
the Holland Tunnel under the aegis of the publiclyoperated New York and New Jersey Bridge and Tunnel
Commissions in 1927. Precise analysis or not, the economic alternative this project provided and the onset of
the Great Depression eventually resulted in the system’s first significant ridership losses and a degree of
fleet attrition by 1933.
Another underlying thrust of H&M in the 1920s was
the execution of some station expansion and the
maintenance of a state of overall “good repair,” though
generally on a modest scale within and made most obvious without by a good coat of paint on facilities around
the system. One notable exception to this was the addition of passageways between the Erie station and the
Pavonia railroad terminal that was undertaken in 1924-5
to again facilitate the daily throng of interchange traffic.
Another important project, underwritten by the Pennsylvania Railroad, was a total reconfiguration of the original Summit Avenue facility. This had in fact become better known as “Journal Square” sometime in 1923, when
it was an emerging transportation hub for the various
motorbus lines that were sprouting up in the area to
meet both H&M and several trolley lines of Public Service Corporation (most notably the 7/Jackson, 13/
Greenville, and 17/Summit Avenue routes). The station’s second name was derived from the local newspaper, The Jersey Journal, whose new headquarters
building adorned the general redevelopment of the
heretofore modest combination of several streets as
they gathered to pass over the Pennsylvania, a union
that dated back to its beginning in 1838 when the first
wooden plank bridge was erected across the New Jersey Railroad’s Bergen Cut. At this time the area was
transformed into a prominent commercial district by a
partnership of the various real estate and transportation
companies, through the acquisition of abutting residential properties and a marked expansion of the
streetscape. When completed this redevelopment included a major off-street transfer station for Public Service trolleys and the local motorbuses that proliferated
the landscape by the mid-1920s.
Sometime during 1925 a finished wooden overpass
(mounted on steel supports) was added from Magnolia
Avenue on the residential (north) side of Shanley’s Cut
into the mezzanine of the Journal Square station, then
after various light commercial buildings had been completed at no less than five contiguous intersections, a
huge concrete overpass (spanning almost 200 feet between its curb lines) was opened on December 4, 1926
to replace the original steel-and-wooden-deck structure
carrying Hudson Boulevard across the cut. This in turn
opened to a plaza at its southerly end that fronted a

(Continued next month)
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No. 322
by Ronald Yee and Alexander Ivanoff

Metropolitan Transportation Authority
MTA is now expecting to reap an additional $1 billion
through 2019 from a combination of better than forecasted revenues from fares, tolls, and real estate transaction taxes as well as some cost savings realized from
worker pensions and fuel costs. These monies are expected to be applied toward supporting the unfunded
portion of the upcoming $32 billion capital program as
well as provide around $183 million to improve services
to meet changing and/or rising ridership volumes and
patterns as well as provide staff to handle service delays and support the expansion of Select Bus Service
(SBS). (New York Daily News, July 22)
An FRA status report revealed that both commuter
railroads operated by MTA, the Long Island Rail Road
and Metro-North Railroad, will not meet the December
31, 2015 deadline for the implementation of Positive
Train Control (PTC). (Star-Ledger , August 11)
MTA Metro-North Railroad
Rockland County Executive Ed Day sent a letter to
Metro-North Railroad President Joseph Giuletti requesting that the railroad provide a viable alternative to Pascack Valley Line Train #1601, which is slated for cessation of service on September 30. This train provides
post-midnight service from Hoboken to Spring Valley on
Mondays through Fridays. The first option would be to
operate a train exclusively for New York State residents,
bypassing all stops in New Jersey. While it would cost
$640,000 annually to operate, it would be a relatively
small added expense in the face of the $40 million gap
between what Rockland County pays in MTA taxes and
the services it receives. As this alternative may be too
expensive a bill for MTA to foot, a bus alternative may
prove to be more financially viable. It would involve an
MTA-sponsored connecting bus at Secaucus, New Jersey leaving at around 12:45 AM that would make the
run up to Rockland County, offering comparable travel
times. (Editor’s Note by Ron Yee: ERA Member Randy
Glucksman, Chairman of the Metro-North Railroad Commuter Council, had first presented this bus alternative to the MTA
Board.) (Journal News, July 28)
Connecticut United States Senator Richard Blumenthal called for the Federal Railroad Administration to
impose penalties on railroads not in compliance with the
Positive Train Control (PTC) mandate of December 31,
2015. Metro-North Railroad officials have stated that the
earliest they would be able to bring PTC to Metro-North
would be sometime after 2018. (The CT Mirror, August
12)
MTA Long Island Rail Road
LIRR officially rededicated its Massapequa station
after a two year, $20.5 million rehabilitation. The 12-car
platform, its waiting rooms, staircases, escalators, PA
system, lighting, and canopy were replaced and a stateof-the-art video security system installed. This station

was originally constructed in 1953 as part of the grade
crossing elimination project on the Babylon Branch.
This project was performed over several stages, enabling LIRR to keep the station in service during the twoyear project. (Progressive Railroading, July 29)
NJ Transit
NJ Transit rail commuters into and out of New York’s
Penn Station endured severe disruptions to their commutes on four of the five weekdays during the week of
July 20-24. Most of the delays stemmed from disruptions to the power supply to the catenary in the Hudson
River tunnels, highlighting the urgent need to fund the
Gateway Tunnels, which would enable the existing former Pennsylvania Railroad North River Tunnels to be
closed down in a planned manner, one at a time, for a
total overhaul and repair effort that would be expected
to take about one year each. In each instance during
this particular week, the Hudson River tunnels were reduced to single-track operations, creating 60-90-minute
delays and highlighting the need for the construction of
the Gateway Tunnels. Subsequent issues with feeder
cables resulted in limitations in the number of trains that
could be in the tunnels at once. This resulted in peak
period delays through July 31, when the cable in the
tunnels was replaced. (Star-Ledger, July 24)
Calling NJ Transit’s latest contract offer “utterly unacceptable”, the unions representing NJ Transit commuter
rail employees rejected the latest offer from management. The proposal from NJ Transit included a 10%
raise over a 7.5-year contract with increases in employee health care premium co-pays. The unions are demanding 17% over 6 years plus a cap limiting health
care co-pays to 2% of an employee’s base weekly pay.
They have been working without a contract for over four
years. An emergency board has already been appointed
by President Obama in an attempt to prevent a strike in
2016. NJ Transit is already raising fares in 2015 to cover a $56 million budget gap, which will grow far worse
as early as next year. (Fox Business News, August 5)
NJ Transit will offer only limited service on the Atlantic
City Line during the weekend of September 26-27 to
limit the crowds on its trains when up to 2 million people
are expected to attend the Pope’s visit in downtown
Philadelphia. In a move similar to SEPTA, passengers
must purchase a special ticket that went on sale August
15 to be able to ride NJ Transit trains to and from Philadelphia, Pennsylvania that weekend. NJ Transit Atlantic
City Line trains will operate non-stop between Atlantic
City and Philadelphia, skipping all intermediate stations.
Substitute bus service on Route 419 will cover
Pennsauken Transit Center to downtown Camden and
Route 450 will provide a connection between Cherry Hill
and Camden and Route 406 covering the CamdenCherry Hill-Route 70 corridor. (NJ Transit website, Au(Continued on page 9)
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Indiana since January, 2015. (Northwest Indiana Gazette, August 2)
After taking a month longer than expected, Pan Am
Railways completed a track maintenance program that
replaced 22,000 railroad ties on the tracks utilized by
the Downeaster services connecting Boston’s North
Station with Portland and Brunswick, Maine. Trains resumed regular timetabled service after August 1, eliminating the significant delays experienced by passengers
aboard morning and afternoon trains as well as the busing of passengers during the midday. Ridership is down
500 passengers daily and the Northern New England
Passenger Rail Authority plans on making a large marketing effort to lure people back onto the trains.
(Amtrakdowneaster, August 1)
Under the “no pain, no gain” mentality, buses will replace Amtrak train service on the 62-mile rail line linking
Springfield, Massachusetts with Hartford and New Haven, Connecticut between August, 2015 and July, 2016.
This is to accommodate a massive track work program
that will result in an increase in service from six daily
round trips to 17 between New Haven and Hartford with
12 going farther north to Springfield. Trains #470, 476,
479, 490, 493, and 495 on Mondays through Fridays
will be replaced by buses operating on the rail schedule,
except at Meriden and Wallingford, where the buses will
depart to New Haven 20 minutes earlier. A $88.5 million
project already underway at Springfield Union Station
will create an intermodal rail and bus hub there by Fall,
2016. Interestingly, Amtrak’s Vermonter, which plies
these tracks and continues north into Vermont will not
be affected by this project. (The Republican, August 3,
2015)
New York Senator Chuck Schumer proposed the formation of a new non-profit corporation to plan and finance the construction of two new Hudson River tunnels to relieve the damaged North River Tunnels currently used by Amtrak and New Jersey Transit (NJT)
trains. The proposed “Gateway Development Corporation” would coordinate efforts to formulate a financing
plan and coordinate such funds from the states of New
Jersey and New York as well as Amtrak, NJ Transit, The
Port Authority of New York & New Jersey, and ultimately, the federal government, which the Governors of New
York and New Jersey want to ultimately foot the lion’s
share of the bill, as the tunnel is seen as vital to the
economy of the entire Northeast and probably the nation. Planning and engineering for the tunnels would
also be coordinated though this one entity to avoid conflicting and/or overlapping efforts. (Asbury Park Press,
Crains New York, August, 11)
Amtrak’s Northeast Corridor (NEC) is among the 11
railroads that are on schedule to meet the December 31
deadline to operate their trains under the protection of
Positive Train Control (PTC). 189 of the 193 locomotives assigned to trains operating on the Northeast Corridor have already been equipped and all sections of
track will be equipped with functioning PTC by the
deadline date. Tragically, it will come too late to have

(Continued from page 8)

gust 14)
Amtrak
As Amtrak retires its AEM-7 locomotives, it is stripping
off key components that it feels would be collectible
items to railroad buffs and, in the process, earn back
more money than at the scrappers. Items such as number boards, bells, horns, and light fixtures are being removed during the decommissioning process at Wilmington, Delaware. Amtrak is selling these items on eBay
and while there is no set schedule of when and what is
being sold at any given time, prospective buyers can
view the offerings on eBay at www.ebay.com/usr/
amtrakofficial. (Al Holtz, July 27)
Amtrak began a two-year test of a prototype high-level
platform at its Ann Arbor, Michigan station. Because of
the freight trains which travel on the same tracks, platform edges must be set farther back from the tracks to
insure that they do not get damaged by wide freight
loads. The experimental platform, officially called a
“Setback Level Boarding Platform,” slides closer to the
tracks when a passenger train stops adjacent to it and
rolls back and away from the tracks once the passenger
trains are ready to depart. To meet Americans with Disabilities Act regulations, crews must still utilize portable
“bridge plates” to span the small gap that remains between the rail car door vestibule and the actual platform
edge. If this platform prototype (built by RLE International, based in Madison Heights, Michigan) proves successful in the upcoming two-year trial period, Amtrak
plans to install it at other stations. (Editor’s Note by Ron
Yee: It will be interesting how reliable this platform on
rollers is in dealing with the harsh Michigan winters, famous for heavy “lake effect” snows and ice storms.)
(Crain’s Detroit Business online, July 28)
The privatized Hoosier State began its first day of operation on August 2, 2015 operating between Indianapolis and Chicago. Indiana Department of Transportation
(INDOT) will pay around $225,000 per month to operate
the service. The Iowa Pacific trainset, painted in Illinois
Central-themed colors, will offer limited free WiFi on all
cars based upon available bandwidth from cellular carriers along the tracks, an ex-Santa Fe full length dome
car with café service on the lower level, and two heritage coaches featuring leg-rest seating powered by GP40-FH-2 locomotives on each end with operating crews
provided by Amtrak. This consist is scheduled to operate in both directions on Sundays, Wednesdays, and
Fridays with an overnight round trip to Indianapolis leaving Chicago on Monday evenings, returning on Tuesday
mornings to Chicago. Service had originally been expected to start in January, 2015 but has been postponed by a series of delays stemming from Federal
Railroad Administration rulings against the state of Indiana, liability insurance issues, and other political snafus,
and delays in finalizing agreements between Amtrak,
CSX, and Iowa Pacific. The Hoosier State had been
operating on contract extensions between Amtrak and

(Continued on page 10)
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prevented the May 12 fatal wreck at Frankford Junction.
SEPTA is one of the other 11 rail operators that will
meet the PTC deadline. (Star-Ledger, August 11)
Other Transit Systems
Boston, Massachusetts
MBTA is changing the way it is monitoring, rewarding,
and penalizing the performance of Keolis, the contract
operator for its commuter rail operations. In an effort to
improve Keolis’ performance to prevent a repeat of last
winter’s fiasco where services either shut down completely or were severely curtailed and the on-time performance and car cleanliness was lacking, MBTA will
assess penalties for poor performance under a daily
cap, replacing the old monthly cap, which may have
been the reason Keolis did not have much incentive to
improve performance once a monthly penalty cap had
been reached. That cap had been reached each month
from October, 2014 to June, 2015 for poor on-time performance and six out of nine months for other types of
performance penalties. The $7.5 million in penalties
MBTA has already received from Keolis is being reinvested back into the service in the form of service improvements and the hiring of additional fare agents to
work aboard the trains. Keolis plans to introduce an improved operating schedule on November 1 in preparation for the winter season. To reduce the possibility of
cascading train delays and cancellations systemwide,
efforts will be made to keep as many sets of equipment
confined to a limited number of lines instead of operating them on an interline basis where delays on one or
two lines could easily cascade across the entire system.
(Nashoba Publishing, July 23)
Providence, Rhode Island
In what may be a first in over 32 years, a private company is hoping to start up a commuter rail service between Providence, Rhode Island and Worcester, Massachusetts by 2017. The Boston Surface Railroad plans
to operate the train over 45 miles of Providence and
Worcester (P&W) tracks and would require $3-5 million
in infrastructure improvements such as a new passenger platform at Worcester as well as a passing siding on
the P&W line. Financing to establish this service would
be strictly private with no federal or state funding. The
service would be operated with a fleet of three used
locomotives and 12 former Amtrak coaches and take
around an hour for the trip. (The Herald-News, August
6)
Philadelphia, Pennsylvania
SEPTA recorded a milestone peak level of ridership
on its regional rail system. For fiscal year 2015 ending
on June 30, the system carried 37.4 million trips, two
percent more than in the previous fiscal year. Ridership
has increased from 24.8 million in 1998, an increase of
over 50%. As the system continues to attract greater
numbers of riders, SEPTA is investing in the network’s
future. Using the funds from the passage of Pennsylvania Act 89 in 2013 (which provides for long-term
10

statewide transportation funding solutions) will enable
SEPTA to begin to address significant portions of an
estimated $5 billion backlog of needed repairs and improvements to vital infrastructure such as power substations, bridges, track, maintenance facilities and passenger stations. (SEPTA website, July 24)
The upcoming visit by Pope Francis to Philadelphia
over the weekend of September 26-27 has resulted in
900,000 hits on the online sales website at SEPTA,
causing it to literally crash and shut down. In response,
SEPTA sold the “Papal Passes” on a new website in the
format of a one-day lottery held on August 3, with winners being notified on August 6 by e-mail, upon which
they would have three days to submit a valid payment.
Winners would be limited to a maximum of 10 passes
each and the passes mailed 2-3 weeks after payment
was received. SEPTA hoped that this sales format
would not result in ticket scalping, i.e. being re-sold by
the winners to others at substantially higher prices.
(Editor’s Note by Ron Yee: I do not recall any such restrictions on MTA transportation lines, commuter rail as well
as subways and buses, when Pope John Paul II visited New
York City. In fact, Metro-North published special “Papal Visit” timetables for all three lines, encouraging the use of mass
transit. SEPTA’s network and capacity is not as extensive,
forcing officials to limit the service to prevent a total meltdown of their transit systems. Like many events that draw
very large crowds (e.g. Belmont Park (LIRR), post-Super
Bowl at the Meadowlands in NJ (NJT)), it would seem that
the post-event period is the true test of how effective a transportation plan is in accommodating massive crowds.)
(philly.com, July 29)
SEPTA held a similar lottery for Papal Passes costing
$10 for adults ($5 reduced fare) and valid for three days
but limited to Routes 100, 101 and 102, Norristown, Media and Sharon Hill light rail lines, with a free transfer to
the Blue (Market-Frankford) Line for service to downtown. (SEPTA website, August 5)
Washington, D.C. area
Concerns have been raised about asbestos hazards
aboard Washington Metro’s (WMATA) oldest railcars.
WMATA has reassured the public that the asbestos is
limited to locations that do not expose them to any hazard. The only asbestos release risk would occur as the
1000-series cars are disassembled in the scrapping
process. An evaluation of the 4000-series cars that will
also be retired revealed that they do not contain asbestos. (The Washington Post, July 28)
A six-car train without passengers aboard derailed at
an interlocking between the Smithsonian and Federal
Triangle stations, disrupting the morning commute for
thousands of riders on the Blue, Orange and Silver
Lines on August 6. Six stations were closed until the
accident scene could be cleared up, with limited service
being restored to four of the stations for the evening
rush hours operating on a single track between McPherson Square and Federal Center. The Federal Triangle
and Smithsonian stations remained closed for the rest
of the day. (The Washington Post, August 6)
(Continued on page 11)
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A MARC commuter train struck a dump truck in Silver
Spring, Montgomery County, Maryland near the intersection of Seminary Road and Forest Glen Road
around 4:46 PM on July 20. The maintenance truck
driver was the only person injured; none of the 600
aboard the train were injured. Service on the Brunswick
Line was suspended for over two hours with trains held
in Washington D.C. until at least one track could be
cleared. Passengers aboard the train involved in this
accident were placed onto another train around two
hours later with service being resumed after 7 PM. (The
Washington Post, July 20)
MARC is seeking $58 million for eight new diesel locomotives to replace its aging and unreliable fleet of ten
electric locomotives. MARC is seeking to take advantage of economies of scale by piggy-backing its order onto an existing order of “Charger” class locomotives by Metra in Chicago with Siemens. Based on Siemens’ existing platform of Eurosprinter, Eurorunner, and
Vectron locomotives, the Chargers will have 4,400 HP,
16-cylinder Cummins QSK95 diesel engines compliant
with EPA Tier IV requirements. The four AEM-7s are 27
years old while the 6 HHP-8s are prone to mechanical
failure and are available for service less than 50% of the
time. Amtrak notified MARC that it plans to cease maintaining and supporting these ten locomotives after the
summer of 2016 as it has already retired its 15 HHP-8s
and expects to have retired all of its remaining AEM-7s
by then. The new locomotives will not be delivered until
Fall, 2017 and will require MARC to assume all electric
locomotive maintenance for their final year of operation.
(Railway Age, The Baltimore Sun, August 10)
Charlotte, North Carolina
An initial public consultation was to begin on August 11,
2015 on proposals to expand the light rail network in
Charlotte.
Charlotte Area Rapid Transit (CATS) is seeking feedback on plans for the 12.7-mile Lynx Silver Line, which
would link the city center with the suburb of Matthews,
which has a population of around 27,000.
Route options for the line are being evaluated as part
of the Lynx Silver Line/Southeast Corridor Transit Study,
which will conclude next June with recommendations to
the Charlotte-Mecklenburg Metropolitan Transit Commission. (Railway Age, August 6)
Florida
Commissioners of the Southeast Overtown Park West
Community Redevelopment Agency voted to commit an
additional $17.5 million toward a project that will link
CSX tracks near the Hialeah Metrorail station to the
tracks of the Florida East Coast Railway, enabling TriRail trains to travel directly to downtown Miami. Tri-Rail
passengers would no longer have to transfer to Metrorail at the Hialeah Metrorail station to reach downtown.
The full funding of the $70 million project would provide
two additional elevated platforms for Tri-Rail trains at
the Miami-Central station, which will serve the high11

speed trains operated by All Aboard Florida.
Meanwhile, All Aboard Florida, which is the inter-city
passenger subsidiary of Florida East Coast Railway
(FEC), moved another step closer to completing financing for its Miami-Orlando service on August 5, when the
Florida Development Finance Commission voted unanimously to allow the company to issue $1.75 billion in
tax-exempt bonds.
The first phase of the network from Miami to Fort
Lauderdale and West Palm Beach is due to open in
2017. The project is being financed through a mix of
debt and equity without federal or state grants. All
Aboard Florida says operation of the network will be
self-sustaining with no requirement for subsidies.
All Aboard Florida forecasts ridership of 5.3 million
and farebox revenues of $294 million by 2020. The project includes a $1.5 billion investment in upgrading
FEC's existing Miami-Orlando line and will reduce the
journey time for passenger trains on the 235-mile corridor to around three hours with 16 trips per day in each
direction. (Railway Age, August 7)
Chicago, Illinois
Metra has met its on-time performance (OTP) goal for
the fourth consecutive month. The commuter rail operator attained a 97% OTP in March, 2015 and 97.2% for
both April and May of 2015. June, 2015 saw an OTP of
95.8%, an improvement over the 93.1% back in June,
2014. Overall, the railroad averaged 95.8% for the first
half of 2015. (Metro, July 23)
The Northern Indiana Commuter Transit District’s
(NICTD) South Shore Line is planning to reconfigure
three cars by April, 2016 with bicycle racks capable of
carrying 25-30 bikes each, making it the last United
States commuter railroad to permit and accommodate
bicyclists aboard its trains. While original plans to accommodate bicyclists were contingent on a new car
order that was expected within five years with five
coaches retrofitted with bike racks, NICTD relented to
pressure from cycling interests and came up with an
interim solution of retrofitting three current coaches.
However, bicyclists will be restricted to the trains
equipped with the bike rack coaches and must board
and disembark only at high-level station platforms.
(Merrillville Post-Tribune, August 9)
Kansas City, Missouri
Kansas City Mayor Sly James says it is crucial that
the new downtown streetcar system can carry passengers in time for next March's Big 12 conference men's
basketball tournament. But city officials acknowledged
Tuesday that there may be a significant delay in the
delivery of the streetcars, which could adversely affect
that schedule.
While the actual track work is done and the electrical
wiring should be ready by the end of September —
plenty of time to test the system and begin public operations by early March — now the streetcar delivery is
becoming a worrisome problem, city officials admitted.
The vehicle manufacturer has said the cars may not
be ready until the end of this year, but Kansas City offi(Continued on page 12)
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cials say that is unacceptable.
The four streetcar vehicles are part of Kansas City's
$100 million, two-mile streetcar system that will run
from the River Market to near Crown Center.
Kansas City has a contract for delivery of Urbos 3
platform vehicles built by CAF USA Incorporated, a subsidiary of the Spanish rail firm Construcciones y Auxiliar
de Ferrocarriles. The four vehicles, which together cost
about $18 million, were begun in Spain. But final assembly is being done in Elmira, New York, in part to
comply with "buy American" requirements attached to
federal grants for streetcar projects.
The delays are partly due to the complications of
transporting parts from Europe and partly to worker
training in the United States.
City Manager Troy Schulte said the contract, signed in
November, 2013, called for the first car to be delivered
by June 10. City officials were notified shortly before
that time that delivery would be delayed until late September, but they were not terribly concerned because
they knew the downtown construction wouldn't be finished until about that same time.
Each vehicle must be tested for 300 miles along the
route, and Schulte said consultants had advised that a
late September delivery would provide ample time to
complete testing for a March 1 public operations start.
That time frame has not been met. Kansas City leaders
wants the cars in service in time for the NCAA competition in March which will be held there. CAF faces financial penalties of $1,000 per day for missing the June 10
delivery date, with the city pursuing those damages.
Concerns about the vehicle delay were apparent to
several individuals even as Kansas City held a public
rally July 29 to mark completion of track construction
and to let people view a finished streetcar stop. Several
hundred people turned out for a lively party and speeches in the River Market, but nothing was said about the
vehicle issue, an issue that since the public rally has
become noticeable in recent days.
CAF is a very experienced streetcar manufacturer, but
it normally makes the vehicles in Europe. Kansas City's
four vehicles, and five others that are going to Cincinnati, are the first being assembled in the United States.
The first two vehicles that were assembled are bound
for Cincinnati.
Cincinnati officials, also dealing with issues with CAF,
have fired off a letter to the company expressing frustration about the delay and threatening legal action, according to a story in the Cincinnati Enquirer from August
10.
There are a number of reasons for the delay, including
training of workers in New York and transportation of
parts from Spain. Schulte said one big delay occurred
when CAF failed to get parts onto a boat traveling from
Europe. Currently discussions are being held to speed
up work to get the schedule back.
Schulte noted the city could get by with just two vehi12

cles during the public start-up if it has to. (Kansas City
Star via Al Holtz, August 11)
New Mexico
A flash flood on July 31 washed out around 150 feet of
single track on the New Mexico Rail Runner commuter
rail line north of Algodones. A late-running westbound
Amtrak Southwest Chief operated over that section only
an hour before the washout occurred and a northbound
Rail Runner train had passed by a mere 30 minutes
prior. High water alarms set trackside to detect such
events were triggered, bringing trains to a halt before
they could enter the section of damaged track. 110 passengers on subsequent trains experienced delays. Passengers were bused between the Bernanillo and Santa
Fe County NM599 stations. The trainset that covers the
weekend Belen-Albuquerque-Santa Fe trains was
stranded by the washout in Santa Fe, resulting in the
cancellation of all Saturday and Sunday service, forcing
the postponement of the Rails, Trails and Ales Brew
tour that had been planned for that weekend. Amtrak
operated a bus bridge for the Southwest Chief between
Albuquerque and Lamy, New Mexico. The line was reopened August 3. (Albuquerque Journal, August 1)
Seattle, Washington
For three decades, mechanics at King County Metro
Transit kept their aging fleet of 1980s-vintage trackless
trolleys alive by mixing, rebuilding and cannibalizing
parts.
Finally, a new generation of vehicles have arrived to
sustain the agency’s popular network of wire-powered
buses for another 20 years.
The first five new trolley buses were to hit the streets
of Seattle on August 19, starting with routes 1, 2, 3, 36,
and 70. Over two years, Metro will deploy 174 new vehicles in the city, all of them purple. The federal government is covering $138 million of the $186 million price.
Metro is one of six North American agencies that operate trolley buses, which carry 74,000 of its 421,000
weekday passengers.
They accelerate instantly up Seattle hills, without
spreading noise and fumes to compact neighborhoods
such as First Hill.
The trolley buses, by New Flyer, offer low-floor entrances. They can travel briefly offline under battery
power, to bypass crashes and construction zones. The
new buses are also lighter and have power operated
power poles that can be adjusted by handheld ropes.
Meanwhile, Metro is testing rechargeable batteryelectric buses on Eastside and cross-lake routes. Batteries are mounted under the floor, like a Tesla electric
car.
They recharge in four minutes, using a docking device
that automatically descends to a roof-mounted port at
the Eastgate Transit Center. The estimated range is 23
miles per charge.
If tryouts succeed, Metro has an option to buy 200
vehicles from California-based Proterra, to replace diesel-fueled buses. (Seattle Times, August 18)
(Continued on page 13)
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San Francisco, California
San Francisco Municipal Transportation Agency
(MUNI) opened the E Line on Saturday, August 1, 2015.
The weekends-only line follows the Embarcadero and
connects Fisherman’s Wharf with the CalTrain terminal
and AT&T Park. Until a turn-back loop is built at 19th
Street, only double-ended streetcars are assigned to
this line. The vintage streetcars cannot stop at high level platforms and stop at street-level platforms just beyond the high-level platforms used by the LRVs on the
N and T Lines. Signage at both platforms clearly identify
where the cars for each line are expected to stop.
(Progressive Railroading, August 3)
Los Angeles, California
Active testing with light rail cars under their own power
commenced at the end of July, 2015 on the 6.6-mile,
seven-station extension of the Expo Line from Culver
City to Santa Monica. The test trains will be performing
evaluations of the catenary and platform clearances as
well as the function of the grade crossing traffic signals
and gates. Testing will be performed between 8 AM and
5 PM, Monday through Friday. The pre-revenue testing
phase will involve trains operating on a 6-12-minute
headway during simulated peak periods with 10-20 minute headways during the off-peak hours. Select weekends will feature five-minute headways. The line is
scheduled to open in 2016 and connect Santa Monica
with downtown Los Angeles for the first time since Pacific Electric’s Santa Monica Air Line closed in 1953. (LA
Times, July 30)
Ottawa, Ontario, Canada
Canadian Minister of Transport Lisa Raitt and Yves
Desjardins-Siciliano, President and CEO of Via Rail,
announced on July 31 that the Canadian government
will invest $C 102.5 million ($US 77.6 million) over two
years to improve the safety and efficiency of passenger
operations on the 187-kilometer Ottawa-Montreal corridor.
Via Rail will use the funding to modify Renaissance
coaches for use in Ottawa-Montreal service to provide a
consistent level of service, improve access for passengers with disabilities, and replace older equipment.
Track and structures will be upgraded, with continuous
welded rail replacing jointed track at various locations,
while a new passing loop will be constructed at Barrhaven to improve operations at the Ottawa end of the line.
Signaling and centralized traffic control will be modernized and Ottawa station will be repaired with increased
platform heights to improve access for passengers.
Desjardins-Siciliano says the enhancements will enable Via Rail to increase services from four to six trains
per day from 2017. (Railway Age, August 3)
British Columbia, Canada
The British Columbia government re-expressed its
commitment of $7.5 million to rebuild the rail line that
was the Esquimalt & Nanaimo Railway, with intent on
restoring passenger train services between Victoria and
13

Courtenay. The funds would be deposited with the Island Corridor Foundation, a partnership between local
native tribes and local governments as matching local
funds once the federal government commits $7.5 million
to the project, providing a total of $15 million to bring
the line up to standards that would permit the resumption of passenger train services by VIA Rail Canada.
However, there is an ultimate cap of $20.4 million on all
track and infrastructure work. (Al Holtz, July 30)
Vancouver TransLink passengers will soon see upgrades at three well-traveled stations. Construction
work is already underway at the Commercial-Broadway,
Metrotown, and New Westminster stations. The $66.6million Commercial-Broadway station upgrade is expected to be complete by spring 2017. It is the busiest
station on the network with 90,000 rapid transit trips per
day and 60,000 bus trips per day using the 99 B-Line
and two other frequent bus routes. Upgrades include a
new platform for westbound Expo Line trains, a new
pedestrian walkway over Broadway connecting to the
Millennium Line and the westbound 99 B-Line stop, widening of the walkway that provides access to the north
station platforms, new elevators and escalators, an expanded Broadway concourse, widened entrances to the
Broadway Station, and a new bike parkade. The $57.8million Metrotown SkyTrain Station and Exchange upgrade is expected to be complete by December, 2017.
This is SkyTrain’s second busiest station serving 50,000
rapid transit trips per day plus 25,000 trips from the bus
exchange. Upgrades include a rebuilt east stationhouse, new center and west stationhouses, new escalators, stairs, and three new elevators to improve access,
improved station design with better lighting and visibility,
improved bus connections, and a new bike parkade.
The $12.3-million New Westminster station upgrade is
expected to be complete by Summer, 2016. Upgrades
include a replacement elevator and escalators to improve access for customers, improved station design
with better lighting and visibility, and better integration
with the surrounding community. (Trains Magazine via
Al Holtz, July 30)
Mülheim, Germany
The Mayor of Mülheim, Dagmar Mühlenfeld, named
the first of 15 Bombardier Flexity City LRVs Mülheim an
der Ruhr at a ceremony on August 14 attended by the
CEO of Mülheim Transport (MVG) Wolfgang Michels.
Bombardier has already delivered the first six vehicles
to MVG and the NF2 units started to enter service in
July. The body shells are being built at Bombardier's
Bautzen plant, while the trucks are coming from its
Siegen factory and the electrical equipment from its facility in Mannheim.
The LRVs are 70% low-floor and are air-conditioned.
The three-section bi-directional vehicles are 30 meters
long and 2.3 meters wide and can accommodate 172
passengers. (International Railway Journal, August 17)
Oslo, Norway
Swedish national train operator SJ marked the launch
of its enhanced service between the Norwegian and
(Continued on page 18)
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TRACTION TOUR TO SOUTHERN EUROPE
by Jack May
(Photographs by the author)
(Continued from August, 2015 issue)
In the previous segment I should have mentioned that
this date, May 1, May Day, would be my last full day in
Europe and would mark the end of my journey. I would
be flying back to the U. S. the following morning. So my
trip on the 10:57 from Bergamo to Milan was my penultimate train ride. Upon arrival at Milan Centrale at 11:50
I found a locker quickly and reached the adjacent trolley
stop forthwith. I did not stop to admire the iconic stubend railway terminal, constructed in 1931 during the
fascist Mussolini era, as I have done that in the past
and could do it again later. The weather had turned
gloomy again, but that did not stop me from buying a
day ticket and using it for a number of hours. It would
stay dismal, but with only an occasional drizzle, but also
with the sun peeking through the clouds briefly from
time to time.
Milan is Italy’s second largest city, with a population of
1.5 million (3 million in metropolitan area). Despite the
construction of a 4-line heavy Metro system (soon to be
5), it still retains the status of being one of the favorite
cities of trolley enthusiasts worldwide, especially Americans. This is probably because it still operates a remarkable number of Peter Witt streetcars from the late
1920s over a network of 18 routes that stretches for
almost 80 miles (see http://www.urbanrail.net/eu/it/mil/
tram/milano-tram.htm). In fact 5 of Milan’s tram lines are
still exclusively served by the iconic Peter Witts.
My principal aim for the day was to ride Milan’s most
recent line, which extends to the north partly over the
alignment of an interurban route that was abandoned in
the early 1960s. I also wanted to pay my respects to the
Peter Witts, as well as get to ride the newest rolling
stock on the roster, the Siriettos, a short version of the
Ansalo Breda Sirio cars. If there were enough time, I
would also get to Milan’s last interurban rail line, a 7½mile-long side-of-the-road route to Limbiate.
The 5, 9, and 33 lines all serve the station, but I needed a 5 to get to the new Route 31. After photographing
one of the new five-section short Sirios in its new (retro)
yellow livery, a route 33 Peter Witt came by and finally a
similar route 5 car. Over the years that I have visited
Milan, I have seen a number of liveries on these venerable old cars. In 1960 they were painted two-tone green
and sported trolley poles, and with their large route
number signs closely resembled Philadelphia’s 8000series cars that had been replaced a mere 3 years earlier. Soon the poles gave way to pantographs and then
the green was changed to orange, a color that became
a standard for Italy, being applied to cars in Naples,
Rome and Turin as well. The color scheme has since
reverted to yellow, the same shade that was used when

the Peter Witts were introduced in the late 1920s.
(Interestingly, San Francisco has acquired 11 of these
cars for operation on its F line, and there are examples
in all three paint schemes.)
To get to the 31 I would have to change to the 7,
which is the only route that intersects it. The 5 and 7,
and later the 31, traverse a very wide boulevard, similar
to Ocean Parkway in Brooklyn, with local and express
automobile lanes separated by grassy, tree-lined islands. In this case each of these verdant traffic separators along Viale Fulvia Testa also contains a streetcar
track. It’s a very nice stretch of road for the traction photographer, although the trees cast shadows on the
streetcars. I took some photos where I changed from
the 5 to the 7 (they share four stops). Longer 7-section
Sirios were running on the 7 and I decided to make a
round trip to the end of that line. It had been the newest
line of the system, opening just a few months
(December, 2002) before Phil Craig and I rode it in
2003, and I wanted to see it again. One of its main features is a long tunnel at Trenitalia’s Greco Pirelli station,
where it runs under the beginning of the throat leading
to Centrale. Since our visit a tram station in the cut
leading to the long underpass has been placed into service, but I was very disappointed to see it totally covered with graffiti. It was as bad as the cars on the Catania metro, but fortunately this disease no longer affects
any of Milan’s streetcars.
After returning from the terminal at Precotto (location
of a car house) to Bicocca (the junction, also the inner
terminal of the 31), I transferred to a similar Sirio car on
the new line, which opened in 2009. The trackage continues up Viale Fulvia Testa, the wide boulevard, eventually running with both tracks in the westernmost reservation. The boulevard eventually runs along a nice park,
and then becomes a highway, with the 31 veering off
onto a local arterial street, continuing northward in the
pavement. This street is interesting, as it has some wide
sections where there has been redevelopment, but is
also very narrow amidst some ancient-looking buildings
in an old neighborhood. I have a feeling that we were
now off the route of the old Monza interurban, which I
suspect followed the alignment of what is now the highway. Anyway, the line eventually finds its way into the
center of Cincello Balsamo, where after a stop at the
town square, it embarks on a one-way loop through a
few adjacent streets, with cars laying over on a parallel
street. There are seven stops after the line leaves the
boulevard and eight stops on reservation along the wide
thoroughfare.
(Continued on page 15)

NEXT OVERSEAS TRIP: SPAIN 2016 — LEAVE USA MAY 6, RETURN TO USA MAY 27
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You might think it strange that this line starts out so far
from the center of Milan. But it is highly likely that most
of its traffic consists of passengers transferring from
Milan’s newest subway line, the M5, which runs under
the boulevard and its streetcar lines for 14 of its stops.
So on my return I transferred to the M5 at its northern
terminal, Bignami. I was now heading for Comasino, the
northern end of Metro line M3, and the inner terminal of
Route 179, the interurban to Limbiate.
The M5 line, which opened on February 10, 2013, is
very much like the new Brescia metro, but its trains are
longer, consisting of four units instead of three. But both
are totally automated and have platform doors at stations. The Ansaldo Breda rolling stock has huge “railfan”
windows in the front and rear, but the entire line is underground. Only the northern end of the M5 has been
placed into service.
I changed to the M3 at Zara, and upon arriving at Comasino I found the terminal of the line to Limbiate. But
nobody was waiting at the platform. Signs indicated the
179 runs with buses on Sundays, but rail cars would
operate on May 1 — although only until 14:00, after
which there would be no service at all. May Day had
stuck again. I saw the M3 would take me to the heart of
Milan, the Duomo, so I rode to the city center. On my
first visit Milan’s trams operated right in front of the entrance to the famous cathedral, but no more. At least
they run in the vicinity, in fact six routes operate within a
block or two.
So I hung around that area doing some photography
on streets that had little traffic due to the holiday. I then
rode the M3 for four stations from Missori, one stop below Duomo, up to Republica, just short of the railway
station. This location was once a highlight of a visit to
Milan, as there was a beautifully manicured grand union
at that point. Unfortunately, with the advent of the subway system, streetcar route realignments resulted in it
losing some of its grandeur. Nevertheless, it is still an
above average place for photography and I took some
slides before it began raining again. I finished my afternoon of Milan transit with a ride on a Route 33 Peter
Witt back to the railway station, accompanied by a
handful of passengers and a beagle.
Despite the on-and-off showers, it had been a good
day, and after retrieving my suitcase I soon boarded the
18:25 to Malpensa Airport. It was adjacent to an SBBCFF-FFS train to Basel, Switzerland, which I would
Around New York’s Transit System
(Continued from page 18)

Interim NYC Transit President Named
MTA Chairman Tom Prendergast appointed James
Ferrara as Interim President of NYC Transit on August
11, 2015, succeeding outgoing president Carmen Bianco, who retired on August 21. Mr. Ferrara was the Presi15

have preferred to ride. My train seemed to follow a circuitous routing, making a lot of turns, and I eventually
saw Nord Milano trains operating along the same rightof-way. It was a very slow, stop-and-go ride, and arrival
was at 19:26, nine minutes late. I had reserved a room
at a hotel in the area, and now needed transportation to
get there. I approached the Hertz Rent-a-Car counter
and asked the clerk if he would call the hotel for me. He
agreed, and soon a van was on its way to pick me up. I
left the airport at 19:53 and arrived at the hotel ten
minutes later.
I chose these lodgings because of the price, and I
guess you get what you pay for. In this case, the room
was clean and large enough, but the furnishings were
rather threadbare and I could feel the floor through the
carpeting. The hotel does not have a restaurant, but
instead there was a room service menu with small-plate
offerings, which no doubt, were heated in a microwave.
So my last meal in Europe was rather austere, but I did
not go to bed hungry. And on the positive side, unlike so
many hotels, my room was well-lit and I could read
comfortably.
The hotel rate did include a Continental breakfast,
which was quite ample, and it appeared that there were
a large number of customers partaking in the juice, cereal, bread and hot beverage offerings in the centrally
located hall. Shuttle service was scheduled every 20
minutes and I rode the 8:20 back to the airport in clear
weather. My United flight was announced soon enough,
and we pushed off at 10:40 (10:20), leaving the ground
eight minutes later. I had seat 26A in 2-3-2 configured
Boeing 767 widebody. We were fed a decent lunch and
some snacks, and entertained by a wide variety of movies and TV shows. Our route took us westward between
Paris and London, and then passed over the LabradorNewfoundland border, crossing northeastern Quebec
just south of Gaspe, and finally over northern New
Hampshire, southern Vermont and then right down the
Hudson River from about Rutland. Finally we veered to
the west, turning back between Middletown and Goshen, and followed routes 208 and 4 to the Hackensack
River, which we followed right in. We hit the ground at
12:54 and pulled up to a gate in Terminal C at 13:00,
thirty minutes early.
Clare was waiting in the car, and we were home by
14:00. It was an exceedingly great trip.
This completes my trip report. Thanks to many of you
for your comments and additional information, some of
which resulted in corrections and the addition of supplemental segments.

(Continued on page 16)

dent of MTA Bridges and Tunnels (B&T), having worked
his way up to that position since joining as a Bridge and
Tunnel Officer in 1977. Vice President and Chief Financial officer Donald Spero will assume the role of interim
president at B&T during this period. An international
search for a permanent NYCT President is already underway.
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Milan Peter Witt 1641, operating on Route 5, turns onto Viale
Fulvia Testa, joining the 7.

One of the new 5-section Ansaldo Breda “Sirietto” cars on a pullout from the carhouse at the end of route 7 is shown operating
inbound along Via Anassagora. The “DEP” on its destination
stands for Deposito, or carhouse. This will have to be changed
when the car begins revenue service.

Two views at the outer end of the new Route 31, showing seven-section Sirios in Milan’s green livery.

Milan’s famous Duomo, built in 1234, and the city’s most famous
landmark.

Had the 179/Limbiate interurban been operating during the afternoon of May Day, I would have come across this view when I arrived at Comasino, the line's terminal. In the fall of 2014, some 18
months after this trip, I got back to Milan and rode the line, taking
this photo.

(Continued on page 17)
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The most ecumenical location streetcars reach in the Duomo area
nowadays is Piazza Fontana, just behind this view of a Route 12
4900-series “Jumbo” car on Via Larga. These units were built from
1976-8 in two series, by Fiat (the first 50) and Stanga. In this view
of car 4875’s left side, note that the cab is offset to the right side.

On the other hand the right side of the Jumbo cars is straight,
giving these units their iconic asymmetric appearance. Fiat-built
4915 is shown at Missori, a major intersection just south of the
Duomo.

All of the Eurotrams I saw were in ugly advertising wraps. They
have been running on route 15 ever since their delivery in 2000
and 2001. This view is also at Missori.

Sirietto 7519 is shown operating on route 24 at Missori.

Peter Witt 1990 is working westbound on Route 33 as it
approaches Piazza de la Republica.

A contented passenger aboard a Peter Witt. What’s not to be
happy about?
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Around New York’s Transit System
NYC Transit’s Train Movement System Described
Member Dennis Furbush sent in an Internet link from
Devour.com (also available on YouTube) describing
how the current signaling and dispatch control of train
movements in the New York City Subway system, much
of which is over 80 years old, is being replaced by Communications Based Train Control (CBTC). It is a nineminute video describing the current fixed block signaling
system and the system of the future at NYCT, CBTC.
You can view the video at https://www.youtube.com/
watch?v=Mjx3S3UjmnA.
R-32s to Live Another Day
The 1964-5 vintage, Budd-built R-32 class subway
cars have apparently received a reprieve from their
scheduled encounter with the scrapper’s torch in 2017-

8. Contained within MTA’s 2016 Preliminary Budget report are identified financial and staffing provisions for
continued scheduled maintenance of the R-32 fleet
through 2019. It was reported that both ridership growth
necessitating a larger car fleet for revenue service as
well as the ongoing delays associated with the R-179s
that are slated to replace these cars, will result in the R32s soldiering on until 2022. The MTA budget is providing an estimated figure of $1.1 million in 2016, $15.9
million in 2017, $17.7 million in 2018, and $15.5 million
in 2019 in added costs to support this decision. No figures were provided for the 2020-2 time frame, but it
could be inferred that the annual numbers would be
similar until the cars are actually retired.

Commuter and Transit Notes

August 14, when the first three vehicles were introduced
on Line 3.
MPK Wroclaw awarded Pesa a contract to supply six
three-section bidirectional vehicles, and an option for
two additional vehicles was exercised in March, taking
the total value of the order to Zlotys 66 million (US$17.5
million). The first vehicles were delivered in June, but
alterations were required to platform faces at 15 stations before the fleet could enter service. The 30-meterlong standard-gauge LRVs accommodate up to 220
passengers.
In July MPK Wroclaw placed a Zlotys 23m contract
with Modertrans, Poland, for six Moderus Beta partially
low-floor trams with an option for a further 16 units. The
first of these vehicles will be delivered in December.
(International Railway Journal, August 18)
Harbin, China
China launched passenger services on its most northerly high-speed line on August 17 with the start of
commercial operations on the Harbin-Qiqihar Line in
Heilongjiang Province.
The completion of the 281-kilometer line has reduced
the journey time between the two cities to 1 hour 25
minutes.
Construction began in July, 2009 on the Yuan 36 billion (US$5.8 billion) line, which has eight stations and a
design speed of 250 kilometers per hour, albeit with provision for 300 kilometer-per-hour operation in the longer
term.
In the meantime, construction was officially launched
the week of August 10 on the Jinan-Qingdao highspeed line in Shandong Province. In a break with previous practice, China Railway Corporation will fund only
20% of the project, with the remaining 80% coming from
local government sources. (International Railway Journal, August 17)

(Continued from page 13)

Swedish capitals in a ceremony at Oslo Central station
on August 10, which was attended by Norway's
Transport Minister Ketil Solvik-Olsen, the Mayor of Oslo
Stian Berger Røsland, and SJ CEO Crister Fritzson.
SJ announced in January that it would replace the two
daily Inter-City trips between the Swedish and Norwegian capitals with three X2000 trips, reducing the journey time for the 572-kilometer trip from 5 hours 38
minutes to around four-and-a-half hours with intermediate stops at Karlstad and Arvika.
In June the plan appeared to be in jeopardy because
Jernbaneverket was planning two and a half years of
daytime closures on the Kongsvinger Line between
Lillestrøm and Kongsvinger from mid-2016 for catenary
renewals. However, Jernbaneverket subsequently
agreed to defer the start of these works until 2018 to
allow time for planning alternative arrangements during
the closures.
SJ previously operated X2000s to Oslo between 2000
and 2004 under its Linx 50:50 joint venture with Norwegian State Railways (NSB). However, competition from
low-fares airlines led to a 40% decline in ridership and
SJ decided to redeploy the trains on busier domestic
routes. SJ says around 1.1 million passengers fly between the two cities each year and it believes rail could
ultimately increase its share of the air-rail market on the
route to 20%.
SJ is offering free Wi-Fi onboard in both first and
standard class accommodation, with at-seat breakfast,
hot drinks, fruit, and newspapers in first class.
(International Railway Journal, August 10)
Wroclaw, Poland
MPK Wroclaw's new fleet of Pesa Twist low-floor
LRVs entered passenger service in the Polish city on

18

(Continued on page 15)

ERA BULLETIN - OCTOBER, 2015

The
Bulletin

Electric Railroaders’ Association, Incorporated
Vol. 58, No. 10
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.
ERA’s
website
is
www.erausa.org.
Editorial Staff:
Editor-in-Chief:
Bernard Linder
Tri-State News and
Commuter Rail Editor:
Ronald Yee
North American and World
News Editor:
Alexander Ivanoff
Contributing Editor:
Jeffrey Erlitz
Production Manager:
David Ross
©2015
Electric
Railroaders’
Association,
Incorporated

In This Issue:
Rails Under the
River Revisited
— the Hudson
& Manhattan
(continued)
…Page 2

October, 2015

CONTRACT 4 SUBWAY
CONSTRUCTION CONTROVERSY
(Continued from April, 2015 issue)
by Bernard Linder
As soon as Gerhard M. Dahl was appointed BMT’s Chairman of the Board in 1923, he
requested the City to live up to Contract 4,
which was signed March 19, 1913, and complete subway construction. He published a
book, Transit Truths, in which he discussed
BMT’s problems. We published excerpts
from his book in the April, 2015 issue and we
will continue this series in the current and
future issues.
Mr. Dahl explains how the company was
able to remain solvent while maintaining a
five-cent fare during the post-World War I
inflation.
“The cost of material and wages were 100
percent higher in 1923 when the BMT was
organized than they were in 1913. In the Way
and Structures Department (Surface Lines)
men who received 20 cents an hour in 1913
were receiving 47 cents an hour. Motormen
on rapid transit lines had their wages increased from 35½ cents an hour in 1913 to
78 cents an hour in 1923. Wages in the power plant jumped from 28 cents an hour in
1913 to 65 cents an hour in 1923.
“Modern steel subway cars which cost
$15,000 fully equipped in 1913 cost $85,000
in 1923. Rails for surface lines which were
$39 a gross ton in 1913 were costing $48
when BMT began business.”
Mr. Dahl discusses the company’s finances
and explains how the company remained
solvent during the post-war inflation.

“The car rider is suffering daily. During the
past ten years no adequate measures have
been taken for his relief. The taxpayer has
contributed to the cost of transporting the car
rider. The city has invested in our (BMT) rapid transit lines $150 million and in the lines of
the Interborough (IRT) $100 million on which
it is not getting one cent of return. The taxpayer is paying the interest on $250 million of
bonds issued to produce the cash used for
building subways.
“During all of this time the car rider paid
five cents. If he had paid 7.31 cents, it would
have produced 6% on the company’s investment and actual interest on the city’s investment. The car rider, therefore, in the past ten
years has been getting a ride for five cents
which costs 7.31 cents.
“The investor recognizes the fact that the
car rider needs more and better service; he
cannot give 7½ or 8-cent service for 5 cents.
The BMT can live on a 5-cent fare because it
is the reorganized product of the old BRT.
The stockholders have raised $26 million in
order to protect their interests.”
Improvements made during Mr. Dahl’s first
year include the following: On August 30,
1923, the company conducted the Brighton
Ballot, a referendum among passengers regarding a proposed schedule change, which
was approved.
(Continued on page 6)
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RAILS UNDER THE RIVER REVISITED —
THE HUDSON & MANHATTAN
by George Chiasson
(Continued from September, 2015 issue)
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2

ERA BULLETIN - OCTOBER, 2015
Rails Under the River Revisited
(Continued from page 2)

(Continued on page 6)

3

NEW YORK
BULLETIN OCTOBER,
ERADIVISION
BULLETIN—OCTOBER,
2015 2000
Contract 4 Subway Construction Controversy
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Willoughby Street near Lawrence Street,
looking west, during station construction.
Bernard Linder collection

Lawrence and Willoughby Streets, looking
north, on opening day, June 11, 1924.
Bernard Linder collection

Lawrence and Fulton Streets, looking
south, believed to be on opening day.
Bernard Linder collection

Lawrence Street south of Willoughby Street, looking
north, on opening day.
Bernard Linder collection

Lawrence and Willoughby Streets, looking south, on
opening day.
Bernard Linder collection

NX train at 57th Street on last day of operation, April
12, 1968.
Bernard Linder collection

A-Type on the Manhattan Bridge.
Bernard Linder collection
(Continued on page 5)
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DeKalb Avenue, northbound platform, looking south, October 3,
1956.
Bernard Linder collection

DeKalb Avenue, February 10, 1969.
Bernard Linder collection

Myrtle Avenue, north mezzanine, June 25, 1956.
Bernard Linder collection

Myrtle Avenue, southbound platform, June 25, 1956.
Bernard Linder collection

Whitehall Street station under
construction.
Bernard Linder collection

Whitehall Street station under
construction: transformer being lowered
into subway.
Bernard Linder collection
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No. 323
by Ronald Yee and Alexander Ivanoff

MTA Metro-North Railroad
New Haven Line ridership continues to grow, increasing by 1.6% during the first six months of 2015 as the
line’s on-time performance improved to 93.6% during
the month of July. Overall, Metro-North recorded an
overall on-time performance of 95.7% during that same
month. (Hartford Courant, August 25)
Metro-North received a $20 million Federal Transit
Administration grant to upgrade the infrastructure along
the Hudson Line, protecting vital components such as
switch and signal systems as well as power supply systems from floods and storm surges from future hurricanes. The monies come from the Disaster Relief appropriation Act of 2013, which was aimed at helping local transit agencies “fix and fortify” their infrastructure in
the wake of Superstorm Sandy in 2012. (Metro-North
website, August 20)
Metro-North re-issued its New Haven Line schedule
folder with the same dates, April 26 through October 3,
with a simple note on its front page stating that it was a
“Revised” edition. A cursory comparative side-by-side
review of the two schedules by Editor Ron Yee revealed
no apparent differences and New Haven Line train
crews spoken to reported no changes in their employee
operating timetables. (Ron Yee, August 25)
Metro-North was to operate three extra trains to accommodate the crowds expected for Pope Francis’ visit
to New York City on Friday, September 25. One additional Hudson Line train would operate out of Poughkeepsie at 10:37 AM, making select station stops until
reaching Croton-Harmon and then running express to
Grand Central Terminal (GCT). The Harlem Line was to
see an added departure from Southeast at 10:08 AM,
making select stops until White Plains and running express to GCT. The New Haven Line was to have an 11
AM departure from New Haven making select stops to
Stamford and operating express to GCT. To provide the
equipment sets to operate the three Papal Specials,
three regularly scheduled peak period trains (Hudson
Line train #832, a Poughkeepsie through Beacon zone
express to GCT; Harlem Line train #612 from Southeast
through Mt. Kisco; and #1523, a New Haven through
Bridgeport super-express) were cancelled. As a means
to prepare for above forecast crowds, extra equipment
and crews were to be positioned in GCT as well as at
select outlying yard locations on standby to operate additional trains if necessary both before and after the
Central Park motorcade and Papal Mass at Madison
Square Garden. As the Pope was scheduled to arrive in
New York City from Washington, D.C. after 5 PM on
September 24, only holding an evening prayer service
at St. Patrick’s Cathedral which is a limited capacity
venue) at 6:45 PM, and depart New York City for Philadelphia at 8 AM September 26, no additional train services were scheduled to be operated on those two

days. (Metro-North website, September 20)
Metro-North will issue new timetables on Saturday,
October 3 for the Hudson Line and on Sunday, October
4 for the New Haven Line. On the New Haven line, the
temporary “Devon Transfer” station where the Waterbury shuttle trains connect with mainline services to
Grand Central Terminal and New Haven will continue in
service beyond its planned expiration date of October 3
due to some delays associated with the structural and
track work on the adjacent Devon Bridge. It is expected
that this station will be decommissioned November 15
upon completion of the bridge work. Passengers seeking to reach Greenwich, Connecticut on Train #1633, a
Shore Line East train from New London, Connecticut,
will now be able to get off at Stamford at its current arrival time at Stamford of 8:03 AM and transfer to Train
#1735 at 8:14 AM, which will have a Greenwich stop
added to its schedule. To accommodate this added
statin stop, the schedule of #1735 will be moved up by
two minutes. Weekend service on the Hudson Line will
be significantly changed for seven weekends to accommodate the renewal of a critical interlocking near the
Yankees-E. 153rd Street station. Two of the three tracks
will be out of service to accommodate the needs of this
project. Train operations will be dramatically altered to
accommodate a single-track operation between Marble
Hill and Harlem-125th Street. All diesel-powered service
north of Croton-Harmon will be provided by shuttle
trains operating only between Croton-Harmon and
Poughkeepsie and require passengers traveling south
of Croton-Harmon to make an across-the-platform
transfer. The local train service south of Croton-Harmon
operated with electric multiple unit (EMU) equipment will
continue to operate on their current schedules. However, the semi-expresses will only operate as far as Marble Hill. Anyone desiring to travel south of there will
have to transfer to the local. Travel times for these passengers will increase by six minutes for the duration of
this project. Trains #8822, 8826, 8846, 8841, 8845, and
8849 will not operate for the duration of this sevenweekend project. A November 16 timetable will be issued for the Hudson and New Haven Lines to return the
schedules to normal service patterns. On the Harlem
Line, Bedford Hills stops added this past spring to
Trains # 9644, 9648, and 9652 will be discontinued with
the new schedules effective October 4, 2015 due to
their interference with essential track maintenance
work. While not mentioned in the website, it can be assumed that the Harlem Line will have a new schedule
issued on October 4 and probably November 16 for the
holiday season. (Metro-North Railroad Press Office,
September 21)
MTA Long Island Rail Road
Service between Mineola and Hicksville was disrupted
(Continued on page 9)
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interesting how LIRR scheduled its extra train service to arrive in Manhattan 1-2 hours later than at its sister commuter
line, Metro-North Railroad. It is also interesting how New
York City had addressed the potential crowds for the Pope’s
visit on a Friday versus the manner in which the Philadelphia
area handled the anticipated crowds over a weekend with a
severely limited option ticketing lottery and offering of service on their entire commuter rail network aimed solely at
accommodating papal crowds to and from downtown Philadelphia while totally ignoring the needs of its regular customer base.)
NJ Transit
NJ Transit placed new schedules into effect on September 13 for the Pascack Valley, Main-Bergen County,
Montclair-Boonton, Morris and Essex, and North Jersey
Coast Lines. The Raritan Valley, Northeast Corridor, and
Atlantic City schedules remain unchanged but new
schedule folders were reprinted with updated fare tables
to be effective October 1. On the Pascack Valley Line,
Trains #1636 and 1647’s schedules were revised and
Train #2101/1601 will only operate on Friday, Saturday,
and Sunday as well as the night before major holidays.
On the Main/Bergen County line, Trains #64, 66, and 49
have revised schedules with #49 replaced by train #99
on holiday getaway days. A new westbound train, #47,
was added. On the Montclair-Boonton Line, shuttle train
#1043 linking Montclair State University with train #6201
will no longer operate. Ditto for train #405/701 on the
Gladstone Branch of the Morris and Essex Lines. On
the Morrristown Line, Train #6684 will no longer operate, Trains #6603/6909 will only run on Saturday, Sunday, and holiday nights and #6601/6907 will add a stop
at Highland Avenue. On the North Jersey Coast Line,
summer service 7300-series trains will cease operations
and weekend Bay Head shuttles will operate every two
hours with trains #4388 and 4389 being eliminated and
trains #4305/4705 only operating on Saturday, Sunday,
and holiday nights. (Editor’s Note by Ron Yee: While the NJ
Transit budget called for some cuts in service along with a
fare increase slated for October 1, it was originally believed
that the changes would be concurrent. Apparently not, as the
service cuts went into effect over two weeks before the fare
increase.) (NJ Transit website, September 13)
NJ Transit operated an early getaway service on the
Pascack Valley line in advance of the Yom Kippur holiday. Train #1663 was renumbered to #9653 and extended beyond New Bridge Landing to Spring Valley, making
added stops at River Edge, Hillsdale, Pearl River,
Nanuet, and Spring Valley. (NJ Transit website, September 18)
Four NJ Transit Conductors were arrested following
the conclusion of an internal audit investigation into a
case of ticket fraud. As these Conductors went about
their normal routines, they simply did not cancel the
one-way tickets they collected from passengers, pocketed them, and resold them at a deep discount to monthly
commuters whom they felt could be entrusted with
knowledge of the secret scam, which benefitted both
parties financially. The Conductors made extra money
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for two days by the derailment of a New York & Atlantic
Railway freight train on the afternoon of September 15
that resulted in one car of trash and construction rip-rap
ending up on its side, completely blocking the westbound track and damaging about 200 feet of rail and
third rail. A “bus bridge” between Mineola and Hicksville
was set up to transport riders on the Port Jefferson and
Ronkonkoma Branches around the wreck site while
crews worked to remove the derailed car and repair the
tracks. As the eastbound track was not affected or
fouled by the derailed freight car, that track was permitted to be open for peak period service that would have
presented real difficulties if most passengers boarded a
bus in the peak direction seeking to reach home or get
to their jobs. While it provided a transportation link between those two locations, it resulted in major delays
and commuting headaches, some delays exceeding two
hours. Service was suspended in both directions while
LIRR crews worked to remove the derailed freight car
and repair the track and third rail that had been damaged. Service was restored in time for the morning rush
hours on September 17. (Metro, September 16; CBS
News, September 17)
LIRR issued new schedules for the Fall season dated
September 8 through November 15. Of interest is the
retention of the usually summer season Friday-only
Cannonball through train service from Penn Station to
Montauk Point. In short, the Oyster Bay branch had the
two weekend trains restored that had been cut during
the 2010 financial crisis at MTA. They are the 7:19 AM
out of Oyster Bay to Jamaica and the 1:46 AM train out
of Jamaica to Oyster Bay on weekends. On the Port
Jefferson Branch, the 8:19 AM out of Jamaica added a
stop at Mineola at 8:30 AM to better serve reverse direction commuters. To allow for the Mineola stop, the
departure time from Jamaica was moved up to 8:18 AM.
Finally, the Atlantic Branch schedules are being entirely
overhauled to permit the operation of many trains filled
with attendees of the various events that the Barclay’s
Center is expected to host. Trains to the events there
will be timed to arrive 30-50 minutes prior to the games
and the two trains operated to Babylon will be scheduled to depart Atlantic Terminal back to Long Island
around 20 minutes after the conclusion of an event at
the Barclays Center. There were also a few minor
schedule changes to better accommodate construction
and repair work. (LIRR website, September 7)
To accommodate the crowds expected for Pope Francis’ visit, LIRR was to operate eight extra westbound
trains to Penn Station on September 25, 2015: three
from Babylon at 12:20, 12:43, and 1:20 PM; three on
the Port Jefferson Branch out of Huntington at 12:19
and 1:19 PM and Hicksville at 1:07 PM; and two departing Ronkonkoma at 12:40 and 1:40 PM. Extra trains
were to operate outbound from Penn Station on an asneeded basis at the conclusion of the Papal Mass at
Madison Square Garden. (Editor’s Note by Ron Yee: It is

(Continued on page 10)
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by reselling the tickets and the commuters rode at a
lower monthly cost than if they were to buy a regular
monthly commutation pass ticket. One Conductor had
already retired and the other three were arrested at their
homes or while on the job. NJ Transit Spotters, professional observers who ride trains and observe the performance of the crews in terms of revenue collection, detected a pattern where passengers who normally use
monthly tickets were paying for their rides with one-way
tickets. This prompted the investigation that uncovered
the scam. (The New York Times, July 31)
Amtrak
The Pennsylvania Department of Transportation has
requested that Amtrak operate a second train frequency
on the route of the Pennsylvanian between New York
City and Pittsburgh. Amtrak is studying the idea for feasibility with its current equipment and fleet cycling and
its agreement with host railroad Norfolk-Southern to see
if another passenger train timeslot could be accommodated on its busy mainline. A 2014 study by the Pittsburgh Downtown Partnership concluded that operating
three daily round trips between Pittsburgh and New
York could potentially almost double the ridership on the
existing Pennsylvanian run from 218,000 to 414,000
yearly riders as a second train frequency could make a
day round-trip possible where the current schedule
does not. Current Amtrak ridership into and out of Pittsburgh was 149,000 in 2014. (Pittsburgh Tribune Review,
September 16)
In response to the looming deadline of December 31
for the implementation of Positive Train Control (PTC)
covering all rail lines carrying passenger trains and
freight trains with select hazardous materials, BNSF,
CSX, and Amtrak have both begun to hint at a suspension of such train operations if the deadline is not extended and penalties for non-compliance suspended
until the railroads can actually comply with the regulation, most likely by December 31, 2018. The potential
for such a shutdown or curtailment of service first came
to light in a letter to U.S. Senator John Thune (R-South
Dakota) from the Surface Transportation Board (STB)
Chairman Daniel Elliott admitting such a possibility. This
could result in a suspension of most Amtrak service as
well as snarl the nation’s freight traffic with the railroad’s
refusal to carry the hazardous cargos that require PTC.
Amtrak’s Northeast Corridor is on schedule for full PTC
implementation by the Congressionally mandated deadline as are certain sections in Michigan. (Editor’s Note by
Ron Yee: The Washington, D.C.-Boston Northeast Corridor
will have one glaring gap in PTC, the 57-mile section on
MTA Metro-North Railroad between New Rochelle and New
Haven. That section is not due to be brought into compliance
for another 1-2 years, the current timetable MTA has for its
two commuter railroads, Metro-North Railroad and the Long
Island Rail Road.) (CNBC, September 10)

Other Transit Systems
Boston, Massachusetts
Ground was broken for the construction of a new $95
million railcar manufacturing plant at the former Westinghouse plant in Springfield, Massachusetts. The China Railway Rolling Stock Corporation expects this facility to be fully operational by 2018, producing new rapid
transit cars for Boston’s MBTA, 152 cars for the Orange
line and 132 cars for the Red Line, for a total of $566
million. The first cars are expected to arrive at MBTA in
early 2019. (Editor’s Note by Ron Yee: Given the issues
MBTA had during this past winter’s record-breaking
snowfalls, the aging carfleets of these two lines, especially the badly rusting Orange Line cars, will have to
soldier on at least another four possibly five winters.
These new cars cannot come soon enough. (Boston
Globe, Railway Gazette, September 3-4)
Philadelphia, Pennsylvania
PATCO mechanics are unable to repair or even maintain the cars that have been rebuilt by Alstom because
they have not received proper training or instruction.
Currently, six Alstom technicians are performing almost
all of the tasks required to keep these cars in service
and serve as advisors to the Operators who are troubleshooting the cars on the road. While the union representing the 39 mechanics and electricians who perform
maintenance and repair functions at PATCO has expressed concern that the agency is planning to outsource their work to Alstom, PATCO has assured them
that they will receive the proper training to take over the
maintenance of these cars once instruction manuals are
produced for the cars. PATCO employees will be expected to assume the maintenance of the rebuilt cars
once they are off their two year warranty. (Editor’s Note
by Ron Yee: this is a common practice in this industry — the
Bombardier M-7 commuter cars and General Electric Genesis dual-mode locomotives went through a similar hand-off
process from the manufacturer when the warranty ran out. If
anything went wrong with one of the new cars or locomotives,
Metro-North staff were told NOT to do anything that could
void the warranty.) Because of the extensive delays in
getting the pilot set of these cars in service, Alstom did
not have time to produce a maintenance manual. During the Pope’s visit, Alstom technicians were to ride the
rebuilt trains to insure that issues that arose would be
resolved quickly and effectively. (Philadelphia Inquirer,
August 27)
Florida
All 50 commuter railcars on Tri-Rail are now equipped
with free Wi-Fi. Work on installing Wi-Fi at the stations
is now underway along with the development of an app
that coordinates with GPS signals and informs users of
train status and location with up-to-the-minute accuracy.
The complete Internet package is expected to be completed by the end of 2016. The Miami Metro-Rail rapid
transit system already has offered free Wi-Fi for a number of years with very positive feedback from passengers. (Miami Herald, September 14)
(Continued on page 11)
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Texas
A federal study has endorsed the so-called utility corridor for the proposed Houston to Dallas high-speed rail.
The United States Department of Transportation and
Federal Railroad Administration released a report August 10 supporting Texas Central Railway’s decision to
use that pathway for the 240-mile line. The corridor to
be used will follow existing high-voltage electrical transmission lines.
Essentially, this would prevent TCR from having to
condemn more land, since utility rights-of-way already
exist, than it would if it had to go through the Interstate
45 corridor, for example.
The utility corridor goes through Dallas, Ellis, Navarro,
Freestone, Limestone, Leon, Madison, Grimes, Waller,
and Harris Counties, while bypassing Montgomery
County. The only two alternative corridors that go
through Montgomery County are the Interstate 45 and
BNSF options.
Only four options passed the “purpose and needs”
test, which were the BNSF, UPRR, Interstate 45 Greenfield, and Utility corridors. However, BNSF and UPRR,
two railway lines, declined to allow TCR to use part of
their rights-of-way. It also would be cost-prohibitive due
to the extra safety measures, or the amount of land that
would be needed to purchase from private land owners.
Therefore, FRA described those options as “infeasible.”
The Interstate 45 Greenfield corridor, which would run
through the Sam Houston National Forest, would be
“anticipated to create significant impacts to recreation
resources and managed habitat,” thus making that corridor routing unsuitable.
The report notes the utility corridor does not have
“adequate high-speed rail” rights-of-way, although it
would be able to parallel for more than 70 percent of the
electrical easements.
The utility corridor will go on to a second, more detailed screening analysis.
In July, Montgomery County and the city of Magnolia
formed a regional planning commission to monitor and
work against any high speed rail projects that may cut
through western Montgomery County.
The county and area communities have expressed
concerns about Texas Central Rail’s proposal to build a
high-speed rail line from Houston to Dallas; initially, one
of the proposed routes would have taken the train
through the western portion of Montgomery County, potentially cutting through large tracts of privately owned
land.
That route has since been rejected in favor of another
alternative west of Montgomery County, but the county
and Magnolia decided to form a regional planning commission in the event Texas Central Railway changes its
options and reverts to the Montgomery County route.
(Your Houston News, August 29)
Las Vegas, Nevada
A unit of CCRC, China's largest train maker, has
11

signed a deal to help build a high-speed bullet train railway linking Las Vegas and Los Angeles, a proposal that
was thought to be dead after a federal loan application
was rejected.
China Railway International USA inked an accord for
the project with XpressWest, a venture set up by Las
Vegas-based hotel and casino developer Marnell Companies.
XpressWest and the Chinese firm said in a joint statement that the agreement would accelerate the plan for a
230-mile high-speed line between the two cities, with
construction expected to start in September, 2016. Finer
details and financial terms were not disclosed, though
the statement said the project had initial capital of $100
million. No completion date was announced.
The high-speed railway project would have stations in
Las Vegas, Nevada, Victorville and Palmdale, California, and service throughout Los Angeles.
XpressWest said the trains would travel at speeds of
up to 150 mph, getting passengers from Las Vegas to
Los Angeles (and vice versa) in one hour 20 minutes,
versus about four hours by car. The deal was announced just days before China President Xi Jinping's
visit to the United States. (NBC News, September 17)
Portland, Oregon
Portland added a fifth line to its light rail network on
September 12 with the start of service on the MAX Orange Line from Portland State University (PSU) to SE
Park Avenue in Milwaukie.
The 7.3-mile line is effectively an extension of the Yellow Line serving two stations on the west side of the
Willamette River and eight on the east side and linking
Portland City Center with the South Waterfront, Milwaukie, and northern Clackamas County. The line crosses
the river on the Tilikum Crossing, which at 1,706 feet is
one of the longest transit-only bridges in the United
States. The Orange Line shares the bridge with the
Portland Streetcar, buses, bicycles, and pedestrians.
Service is operated by 18 Siemens S70 LRVs, which
are equipped with Sitras SES onboard energy storage
systems. Ten bus lines have been revised to feed into
the Orange Line and there are 446 new bicycle parking
and 719 car parking spaces, including nine with electric
vehicle charging points.
The total budget for the project was $1.49 billion, although Portland transit authority TriMet says it has
achieved savings of $48 million during construction.
Around $65 million was invested in new or improved
pedestrian and bicycle infrastructure as part of the project.
Average weekday ridership is forecast to reach 22,765
by 2030, when approximately 22,000 households and
85,000 jobs will be located within walking distance of
the line's stations.
The completion of the Orange Line expands the MAX
light rail network to nearly 62 miles and 97 stations.
(Railway Age, September 14)
Sacramento, California
On September 10, Sacramento RT commenced oper(Continued on page 12)
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ation of the first of 21 refurbished light rail vehicles
(LRVs) it had acquired from the Santa Clara Valley
Transportation Authority (VTA) in San Jose, California in
2003. A $7.1 million assist from the American Recovery
and Reinvestment Act of 2009 went toward the rehabilitation of these 21 LRVs, costing RT a fraction of what it
would have cost to purchase new LRVs. The cars will
be used to increase capacity with the expansion of the
RT system with the opening of the Blue line extension
to Cosumnes River College and enable RT to maintain
current service levels throughout the system. The refurbishment work is being conducted by Siemens at its
nearby manufacturing facility in Sacramento as well as
at the RT maintenance facility and involves an overhaul
of the trucks and support structures, installation of event
recorders, and upgrading of the communications systems as well as the heating, ventilation and airconditioning systems (HVAC). Cosmetic repairs and
upgrades to the exterior surfaces included a repainting
to the RT paint scheme. The overhaul is expected to
enable them to operate on RT for around 15 years.
(Editor’s Note by Ron Yee: These LRVs were originally
built by UTDC and placed into operation in 1987 in San
Jose but were sold to Sacramento when VTA acquired a
new fleet of 99 Kinki-Sharyo low floor LRVs in 2002-4 to
provide service on its greatly expanded rail network.
Rather than have two types of non-compatible equipment, the older class of LRVs not compliant with accessibility requirements, VTA sold off its entire UTDC fleet
at a relatively young age of 15 years. UTDC LRVs 830850 were sold to Sacramento RT, 802-829 were sold to
UTA/TRAX Light Rail in Salt Lake City, Utah and 801
was converted into a diesel-powered tow engine/
wrecker. (Metro Magazine, September 9)
San Francisco, California
San Francisco Municipal Transportation Agency
(MUNI) adopted a new format transit map co-created by
David and Primus Wiggins that uses graphics such as
the thickness of a line designating a route to convey to
a user that the line offers more frequent or less frequent
service. The thinner the route, the less frequent the
scheduled service. Light Rail lines are in bold red color
while the historic E and F lines are in yellow. Lines tracing each route as it courses through the city maintain
separation from other lines it may share a street with to
prevent users from losing track of where a particular
route runs to in common with another or several other
routes. While this rider-friendly map has been lauded by
most transit managers, advocates, and users alike,
there are some who fear that such maps will further discourage people from using the less frequent routes and
result in such routes losing what little ridership they
have, possibly resulting in ever poorer service levels to
the point of route abandonment. The maps were officially adopted as the official MUNI system map in April,
2015 and are already being revised and re-issued this
month to reflect some service updates that had been
12

placed into effect since the initial printing of the innovative map. (Atlantic Media CityLab, September 8)
Los Angeles, California
In a surprise move, MetroLink announced that it will
position a leased BNSF locomotive in front of the
Rotem-built cab control coaches out of concern that
these coaches may have a design flaw endangering
crews and passengers in the event of another grade
crossing collision such as the one that killed the Engineer of a MetroLink commuter train that hit a pick-up
truck and flipped over after the impact. While the Rotem
coach’s design likely saved many lives in this wreck,
many questions are now being raised as to the overall
safety of push-pull operations on passenger trains. Also
in question is how the couplers did not keep the derailed cars together and why the railcars tossed so
many passengers around during the wreck. While no
other commuter rail operation seems to have had such
issues, the overall question regarding the ultimate safety in push-pull operations in passenger rail operations is
being raised yet again. Locomotive Engineers and their
labor organizations have been touting the practice as
inherently unsafe and their concerns are being brought
out into the spotlight once again. For the time being and
probably for a year-long period while the issue is being
studied and evaluated, all 57 Rotem cab coaches will
not be used as head end cars in the push mode. (Los
Angeles Times, September 3)
Toronto, Ontario, Canada
Infrastructure Ontario and regional transport authority
Metrolinx have issued a request for qualifications seeking interest in the estimated C$1 billion contract to design, build, finance and maintain the Finch West Light
Rail Transit project in Toronto.
The project includes 11 kilometers of segregated light
rail line along Finch Avenue West between Humber College and the future Finch West station at Keele Street
on the Toronto York-Spadina subway extension. There
would be 18 surface stops and an underground interchange with the metro, plus a depot to maintain up to
75 LRVs for the Finch West and future Jane LRT lines.
Announcing the RFQ on September 8, Ontario’s Ministry of Transportation said the aim is to “help transform
Finch Avenue West into a vibrant community, accessible to motorists, transit riders, cyclists, and pedestrians.” The light rail service would be “faster, more frequent and reliable” than the existing bus service, which
includes some of the city’s busiest routes.
The project is to be undertaken through Infrastructure
Ontario’s Alternative Financing & Procurement model,
which aims to transfer “appropriate” design, construction, financing, and maintenance risks to the private
sector. The line is to be publicly owned, and will be operated by the Toronto Transit Commission (TTC).
Responses to the RFQ will be evaluated on the basis
of relevant design and construction experience and capacity to finance and deliver a project of the required
size and complexity. Pre-qualified groups will then be
invited to respond to a request for proposals.
(Continued on page 13)
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Financial close and the start of construction are
planned for 2017, and opening in late 2021. Ridership is
predicted to be 2 250 passengers/hour in the peak direction by 2031. (Railway Gazette, September 10)
England
A test bodyshell for the Class 345 electric multipleunits ordered for London’s Crossrail project has been
assembled at Bombardier Transportation’s Derby plant,
where it is being used to refine the design and manufacturing techniques ahead of full production of the 594
cars for 66 nine-car trainsets.
Transport for London and Bombardier are working
with designers Barber & Osgerby on the styling of the
EMUs, which is to be unveiled later this year.
Part of Bombardier’s Aventra family, the 25,000-volt,
50-Hertz EMUs will be more than 200 meters long, with
wide interconnecting gangways and capacity for up to
1,500 passengers. There will be three double doors per
car side to facilitate rapid boarding and alighting at the
busy central London stations.
The new EMUs are scheduled to enter service on the
existing lines between London Liverpool Street and
Shenfield starting in May, 2017, with the Crossrail tunnels through central London opening in December,
2018 and the full service from Reading and Heathrow in
the west to Shenfield and Abbey Wood in the east starting in December, 2019.
Bombardier beat bids from Hitachi and CAF to win the
£1 billion, 32-year Crossrail rolling stock supply and
maintenance contract in February, 2014. According to
Transport for London, the manufacture and delivery of
the trains and depot is supporting 760 United Kingdom
manufacturing jobs and 80 apprenticeships. (Railway
Gazette, September 10)
Liverpool regional transport authority Merseytravel is
to procure a new fleet of electric multiple-units to replace the 59 three-car Class 507 and 508 EMUs used
on Merseyrail services, which are now approaching 40
years old.
The higher availability and improved reliability of modern EMUs is expected to enable a smaller fleet of
around 52 units to be procured, while more standing
room would enable capacity to be increased from 303
to 480 passengers per unit.
The Merseytravel Committee was expected to approve the start of the procurement program at its meeting on October 1. The aim is to select a preferred bidder
in around 12 months, with the new EMUs to enter service starting in the early 2020s.
The 750-volt d.c. third-rail EMUs would be suitable for
easy modification to use 25,000-volt, 50-Hertz electrification, reflecting long-term ambitions to extend services
beyond the current Merseyrail network.
Merseytravel intends to buy the EMUs directly, rather
than through a leasing company. The estimated cost of
£400 million including associated depots and infrastructure works would be financed with £65 million from its
13

reserves plus public-sector borrowing and EIB loans.
(Railway Gazette, September 10)
The Department for Transport announced on September 11 that it would undertake public consultation on
proposals to secure the future of the 13.5-kilometer isolated line on the Isle of Wight by turning it into “a separate and self-sustaining business” during the life of the
next South Western franchise, which is expected to
begin in 2017.
Island Line is operated within the South Western franchise, and carries around 1.1 million passengers/year
on a fleet of small-profile ex-London Underground trains
dating back to 1938.
According to DfT the line “currently costs £4 million a
year to run, against an income of £1 million.” Bidders for
the next franchise will be asked to develop proposals to
reduce costs, which could involve securing an investment partner or setting up a social enterprise to take
over running of the line. Network Rail would be responsible for maintaining and upgrading the infrastructure.
(Railway Gazette, September 11)
Russia
Yaroslavl tram operator Yargorelektrotrans has announced plans for two fast tram lines. A feasibility study
is expected to be completed soon.
One route would link the main line station to the airport, southeast of the city. The other would be a northsouth route intended to serve the city’s busiest tram
corridor, which currently carries 40 million passengers
per year. This would involve the reconstruction of
6.8 kilometers of existing line as well as building
13.7 kilometers of new alignment. Trams would travel at
average speeds of 30 kilometers/hour, taking
80 minutes to complete the end-to-end journey.
As part of the plans, Yargoelektrotrans plans to buy 30
modern trams. (Railway Gazette, September 16)
China
Bombardier announced on September 2 that its Bombardier Sifang Transportation (BST) Chinese joint venture has secured a Yuan 2.4 billion ($US 381 million)
contract to supply 15 additional CRH380D high-speed
trains to China Railway Corporation (CRC).
The 350 kilometer/hour CRH380D is formed of four
trailers and four motor cars with a maximum output of
10 megawatts. It has a maximum design speed of 380
kilometers/hour and has achieved 420 kilometers/hour
during tests on the Chinese high-speed network. The
lightweight vehicles have aluminum bodyshells and an
axle load of 17 tons.
Each set is 215.3 meters long and 3358 millimeters
wide, which permits three-plus-two seating in second
class and two-plus-two in the single first-class coach,
which has 28 seats. Each train seats 518 passengers in
second class and 10 in a VIP area.
BST received an initial order in September, 2009 for
70 CRH380Ds, the first of which was delivered to CRC
this March. Engineering and assembly is taking place at
BST's facility in Qingdao with Bombardier's European
plants providing project management support and components. (International Railway Journal, September 2)
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At around 10:30 am Sunday September 13, the official
ribbon-cutting ceremony was held at the new station,
attended by New York City Mayor Bill de Blasio, MTA
Chairman Tom Prendergast, NYCT Interim President
James Ferrara, MTA Capital Construction President
Michael Horodniceanu, U.S. Senator Chuck Schumer,
and other officials and dignitaries. Two and a half hours
later, amidst great fanfare and enthusiasm from the riding public and transit enthusiasts, the first revenue service train to the new station made up of an R-188 trainset with 7877 on the south end and 7887 on the north
end departed Times Square at around 1:03 PM (about 5
minutes late due to crush load conditions in the first car
of the train — this author being one of the guilty folks
contributing to the beyond-crush load factors in that car
— resulting difficulties in getting the doors closed) and
arrived at around 1:08 PM at 34th Street-Hudson Yards.
As this train operated toward the new terminus, another
trainset, with 7843 on the south end and 7853 on the
north end, departed 34th Street-Hudson Yards toward
Times Square at around 1:04 PM, consist reported by
some ERA members who elected to ride the first revenue service train to depart from the new station. This
new line extension goes beyond the former bulkhead
located several hundred feet west of the Times Square
station that isolated it from the lower level of the Eighth
Avenue Line, cuts across that track (forever rendering
that unused lower level station at 42 nd Street-8th Avenue
useless) and continues in a deep tunnel bored under W.
41st Street beyond 10th Avenue where it curves southward under 11th Avenue to the new station at 34th Street
with two tracks and an island platform. Double crossover switches are located north and south of the station
to provide maximum operational flexibility. The two-track
tunnel continues southward under 11th Avenue to W.
26th Street, providing space for the storage of two trains
on each track, an added bonus that will enable the storage of more train sets underground during inclement
weather such as snow, ice, or extreme cold. When the
“pocket tracks” south of 34th Street are empty, this also
allows trains to enter the 34th Street station at full track
speed rather than be slowed for hundreds of feet on the
approach by timed signals leading to a bumping post as
is the case at the other end of the line at Main StreetFlushing, which is subject to delays from slow-moving
trains. This minimizes turn-around times at the terminal
station, a very important requirement of this highfrequency service line with some of the shortest scheduled headways at NYC Transit. When CBTC becomes
effective on the line around the end of 2017, 7 will be
capable of two-minute service headways, perhaps less
for a short period of time during peak of the peak periods. (Editor’s Note by Ron Yee: It should be noted that the
service on this line was scheduled for 90-second headways

14

during the 1964-5 World’s Fair using the standard wayside
signals and trip arm stops currently in use. With all of the
“progress” in signalization made since that era (speed enforcement through the installation of additional timer sequenced signals at more locations today than were in existence 50 years ago), the absolute minimum headway today is
two minutes, with 2.5 to 3 minutes being more the sustainable
norm during the peak 30-60 minutes of the rush hour period
without generating cascading delays.)
One of the five escalators linking the lower mezzanine
to the upper mezzanine at the brand new terminal was
removed from service the day after the station opened.
Contractors were working to correct the problem involving the tension settings on the moving handrails, which
had come off their track. The escalator was expected
back in service on Wednesday September 16. NYCT
officials chalked it up as simply “breaking-in” issues frequently seen with new equipment. It was also reported
that two transit employees had to be rescued by the
Fire Department from a stuck elevator an hour before
the official opening to the public.
G Train Derailment
The lead axle of the first car of a southbound G train
derailed around 700 feet north of the Hoyt Schermerhorn station at 10:34 PM Thursday, September 10 after
striking debris from a collapsed benchwall located along
the side of the tunnel. Fortunately, there were no serious injuries, although three passengers did sustain minor injuries. Around 84 passengers had to be evacuated
and G service was suspended between BedfordNostrand Avenue and Church Avenue with very limited
service between Court Square and Bedford-Nostrand
Avenue. Free transfers were made available for G passengers at Broadway to JM at Lorimer Street. At press
time, the cause of the collapse was under investigation,
although there are reports that this particular section of
benchwall had just been repaired from damage related
to water leakage with stabilizer brackets. As there was
no damage to the track, third rail, or signal system, service was restored after just prior to Friday evening’s
rush hour after the damaged subway car and loose debris was removed from the scene and the tunnel
benchwall was secured.
Straphangers Campaign Annual Survey Results
The Straphangers Campaign, a transit advocacy
group, released its annual survey rating the subway
lines. 7 scored the highest with 5 and B receiving the
worst marks. Chief complaints are frequent breakdowns
of equipment causing service delays, poor service frequency, and garbled PA announcements on B and irregular service and overcrowding on 5. 7 ranked the
highest in service frequency, service reliability and train
cleanliness. NYC Transit did not agree with these findings, citing other mitigating reasons for the poor grades
issued to the poorest performing routes.
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TOUR OF TURKEY
by Jack May
(Photographs by the author)
My wife Clare and I visited Turkey on two previous
occasions, in April, 2001 and April, 2006, and enjoyed
those trips so much that we decided to do it again in
April, 2011. Part of that decision was based on the advancement of the light rail revolution, which had come
to North America and Europe earlier, but is at full
strength in Turkey. We had seen its birth on our previous visits, but since 2006 no less than five more cities
opened new light rail or light metro systems. (Editor’s
Note: It should be pointed out that this report is almost 5
years old, and there have been more new lines and extensions
to the rail transit systems in this country since it was written.)
Thus we would visit these five cities, as well as some of
our previous favorites.
Because the localities are spread throughout the
Asian portion of the two continents that house Turkey,
we had to figure out how best to reach them. First
choice was rail, but trains do not serve all the cities, and
of those that are on rail lines, some can be reached only by circuitous routes with a number of transfers. The
advent of High-Speed Rail in Turkey was also upon us,
so it became incumbent to sample that country’s version. As a result we chose to use the rails as much as
possible, but we also had to settle on air for two legs of
our journey and a rental auto on another. The ability to
drive also allowed us to visit some interesting archaeological sites.
After arriving at Ataturk Airport in Istanbul in pouring
rain, we retrieved our bags and easily found the underground terminal of the Hafif Metro, now line M1, and I
bought jetons (plastic tokens) for the turnstiles from a
vending machine. We stayed at the Lausos Hotel in the
Sultanahmet neighborhood on the European side, a
short walk from Istanbul’s mainline tramway, now numbered T1. However, we did not want to take our luggage
aboard a low-floor streetcar, because we knew they can
be extremely crowded. Instead we rode a roomy M1
metro train to the inner end of the line at Aksaray, and
then took a waiting taxi at the exit of the underground
station to our hotel, a relatively short distance (about 4
tram stops). The Lausos is on a very narrow street in a
mostly pedestrianized area, and we could not be let off
directly in front of the door, because of traffic congestion. So despite no more than 100 feet of walking, we
got drenched. Fortunately, that was the last rain we saw
in Turkey.
As mentioned earlier, we visited Istanbul in 2001 and
2006, and with this trip, we have now observed a decade of changes in transit operations in this city of over
13 million. Here is a brief description of the urban rail
system, among the most interesting I’ve ever come
across, with a combination of subways, light rail, streetcars and funiculars--as well as suburban commuter ser-

vice. For a map see:
http://upload.wikimedia.org/wikipedia/commons/3/30/
Istanbul_Rapid_Transit_Map.png.
T1, the tramway. The tramway (called the Tramvay)
is the spine of public transportation in Istanbul. Since its
inauguration in 1992 it has been extended on both
ends. This was a gradual process, so we observed only
“snapshots” of the line on our three visits, as opposed
to witnessing a continuum of change.
In 2001 the stations had high-level platforms and were
served by rolling stock built by ABB in Sweden, which
had been shared with the Hafif Metro (now the M1),
which opened in 1989. The T1 was brought up to modern standards in 2003, when station platforms were lowered and 55 Bombardier Flexity Swift 100-percent lowfloor units were placed in service. Meanwhile the M1
was being extended, so the ABB cars released from the
T1 found immediate use. As the tramway was further
lengthened, additional cars were required, and before
the first of 37 new Alstom low-floor Citadis LRVs were
added (starting in 2010) the line received some used
Stadtbahn B cars from Koln (in 2007).
Unlike the earlier cars, which were painted blue, the
new Alstom units are red. They are known as the “lowfloor” cars, as the Bombardier LRVs have a slight step
inside. Unlike the Bombardier units, the railfan seats in
the front of the Alstoms are a little too low for good forward viewing. Similar to San Francisco LRVs, the
Duewag-built (1976) ex-Koln units can be loaded from
either low-level or high-level platforms, and operate in
small numbers on today’s M1, T1, and T4 lines.
Four stations were added to the eastern end of the
tram line in 2005, extending its route across the Galata
Bridge into the Golden Horn. Thus, after walking across
the structure in 2001, I was able to ride a streetcar between the same points in 2006. The western extension
of the line, some 8 stations long, was built in two sections, with the outer end coming first, in late 2006 (a few
months after our visit). Until a long curving viaduct connecting the two sections was finally placed into service
at Zeytinburnu (a few months before our current visit),
the outer portion of the line was designated T2, but the
entire route is now the T1. It is currently a little over 12
miles long and has 31 stations.
The T1 is crowded all the time. Running with a 6minute base headway from end to end, service is augmented with tripper cars over the busiest portions of the
route. Since its inauguration, the line has employed station fare collection, requiring passengers to purchase
plastic tokens and enter paid platform areas via turnstiles. Earlier these were sold in manned booths, but
now token vending machines do the job. And the turn(Continued on page 16)
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stiles have been equipped with electronic readers for
Istanbulkart smart cards. This works very well and the
line’s 2-car trains swallow their loads very quickly.
Most of the T1’s infrastructure consists of reserved
track, free from automobile interference. Much is in
pavement, with just short distances grassed in or ballasted. There are three places where the line operates
in mixed traffic, one, about midway, is very short but
highly congested. Automobiles also share the track at
the western end of the line, where only security personnel prevent riders entering station platforms from tracks
in the center of the street to avoid paying fares.
I rode the entire line on Friday, and much of it again
on Saturday afternoon, getting a number of good slides,
especially from some overpasses. The cars pass many
mosques, which make excellent backdrops for photography. At Zeytinburnu an overpass connects the streetcar platforms with a station of the M1, Istanbul’s Light
Metro.
M1, the Hafif Metro. This line, which starts downtown at the Aksaray underground terminal, was extended to the airport in 2002. The grade-separated system,
which also includes a short one-stop branch to a station
adjacent to its shops, is about 13 miles long and has a
total of 18 stations, of which six are underground. Its
initial portion opened in 1989, about two years before
the streetcar line, although both used identical ABB-built
rolling stock until the Tramvay was reequipped in 2003.
The only difference I saw between the squarish highplatform single-articulated cars used on both lines at
that time was that those in streetcar service operated
with their skirts removed. Now, as further extensions are
coming to fruition, the surplus cars released from the
Tramvay are used to expand service. A five-station addition to the stub branch is currently under construction,
and has been given the route number M3. A further extension will be the M5. Service operates every 7.5
minutes with most of the trains consisting of four blue
and orange units. We rode the entire line from the underground airport station to Aksaray upon or arrival in

Istanbul. I also briefly rode it on Saturday for a few photos.
M2, the subway. I did not ride the M2 on this trip. It
is entirely underground, running to the northeast with 13
stations along a 13-mile route. Its southern end was
extended one station beyond Taksim Square in 2009,
and construction is proceeding to bring it to the city center in the Yenikapi area, where it will connect with a one
-station extension of the M1, suburban rail service, and
various ferries. (Editor’s Note: This extension went into
service on February 15, 2014.) The current rolling stock,
built by Alstom for its 2000 opening, is very much like
the cars operating in Caracas. New equipment for the
extension is being built by Eurotrem, a joint venture of
local interests with Hyundai-Rotem.
T4, the light rail line. This is a brand new line,
opened in 2007. Even though it carries a “T” tramvay
designation, I am reluctant to call it a streetcar line, as it
employs high-platform cars and is entirely on private
right-of-way (similar to Calgary and St. Louis). It is similar in many respects to the M1 line, with three underground sections containing a total of seven stations, but
it differs by having grade crossings. Hyundai-Rotem
built the rolling stock for the T4, but the line also uses
some of the 1989 ABB cars and 1976 ex-Koln Duewag
units. It connects with the T1 line at Topkapi station
(nowhere near the Topkapi Palace), and first runs along
the ancient walls of Istanbul, parallel to a highway. The
nine-mile-long line has 22 stations, with the outer end
traversing a very busy, but somewhat rundown neighborhood. Cars operate in the fenced center reservation
of an arterial road that has very few pedestrian crossings between cross streets. The median is so slender
that the platforms of most stations would be too narrow
to safely serve passengers in both directions, so they’re
offset on either side of intersections. And the street is so
congested that it is difficult to get photos without traffic
in the way. Unfortunately the line is not very fast. Of interest was the employee with a switch-iron controlling
movements at the crossover just short of the inner terminal. The line is being extended for one more station
at its outer end. I rode it first thing on Friday morning.

Most service on the T1 is provided by low floor cars. One of the 37 Alstom Citadis cars built in 2010 is shown at left in both photos, while
one of the 55 Bombardier Flexity Swift units, built in 2003, is at right. Quite a difference in their profiles.
(Continued on page 17)
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The other cars running on the T1 are Stadbahn B LRVs, built by
Duewag for Koln in the 1970s and acquired by Istanbul in 2007.
These cars are limited to tripper service over the heaviest part of
the T1. 227 is shown running inbound in the center median of
Turgut Ozal Cd approaching the Findikzade stop.

The outer (western) portion of the T1 line runs in the street, where
the trams are mixed with motor traffic. The flower garden, to the
left of the Flexity unit, is small by Istanbul’s normal standards.

After leaving the street the inbound Bombardier car approaches
the Mehmet Akif station in the center median of a short viaduct
that had burst out in color. Goldenrods on the T1?

The outer portion of the T1 reaches the Zeytinburnu station, the
original end of the line and a transfer point to the M1, via a long
curving viaduct.

A view of a two-car train of Alstom Citadis cars, which has just
left the Findikzade station, from one of several pedestrian overpasses that cross Turgut Ozal Cd. and other arterial roads along
the T1 line.

Mosques are pervasive along the busy T1 route. This view of a
Bombardier Flexity train is just east of the market, near the beginning of the touristy Sultanahmet neighborhood. From this point
to the Sirkeci station, the line runs in a paved street that is only
open to tour buses, taxis, and official vehicles.
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Left: Duewag-built ex-Koln car 204 is shown on Alemandar Cd. between the T1’s Gulhane and Sultanahmet stops.
Right: A westbound Alstom Citadis car along the flower bedecked median in the center of Ragip Gumuspala Cd. This congested road is the
main thoroughfare for motor traffic using the Galata Bridge over the Golden Horn to reach Beyoglu, the tourist area containing Taksim
Square. The T1 Tramvay serves a group of ferry terminals between its Sirkeci and Eminonu stops, and one of the many ferries that take
passengers across the Bosphorus from the European side of Istanbul to the Asian side can be seen in the background.

Left: Zeytinburno is a way station between the center of Istanbul and the Airport, and is a major transfer point between the M1 Hafif Metro
and Tramvay line T1. As mentioned above, until 2003 the tramway was equipped with the same cars, although they operated on Istanbul’s
streets with skirts. The M1 contains a number of underground sections but also emerges to the surface at several points.
Right: A pedestrian overpass just outside the Bayrampasa Maltepe station is a good place to photograph M1 service.

The next two photos illustrate the similarity of the operating
infrastructure of the M1 Hafif Metro and T4 Tramvay lines,
as they show the ABB cars depicted in the photos right above.

However, when used on the T4, which has a section in the
center reservation of a street, the cars operate with skirts
covering their wheels.

Another train of these 1989-built ABB cars, proudly displaying
their skirts, this time painted in an attractive white and orange
color scheme, approaches the Vatan station of the T4 line.
(Continued on page 19)

A train of ABB equipment approaches the Fetihkapi station of the
T4 light rail line on an inbound trip to Topkapi. Note that the cars’
skirts are attached, in contrast with the first photo (above) of this
series.
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A second view of the elevated Vatan station, with an outbound
train of Hyundai-Rotem cars. 34 of these cars were built in 2007
for the opening of the line, and provide the bulk of the service.
Vatan is a transfer point to the M1 line, with the latter running in
a subway at this point.

224 is one of the 1976 Duewag-built ex-Koln cars, which is set for
high-level platform loading when used on the T4. It is shown on
the tail track just beyond the temporary terminal of the light rail
line at Mesoid-I Salam, on the outer section, where the line runs
in a fenced-in center reservation in the middle of an arterial
street.

RET2000, a one-of-a-kind locally-built experimental car from 2010,
is shown leaving the Fetihkapı station of the T4 line.

An inbound train of 2007-built Hyundai-Rotem cars approaches
the Fetihkapı station of line T4, one stop before the Topkapi terminal of the line.

An outbound train of Hyundai-Rotem cars pauses at the Metris
station in the center of a busy arterial road.

(Continued next month)
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Around New York’s Transit System
Flushing Line Extension Opens
After an almost two-year delay, NYC Transit opened
the 1.5-mile-long, $2.42 billion extension of the Flushing
Line from Times Square to its new terminus at 34 th
Street-Hudson Yards. It is the system’s 469th station and
features three levels that are open to the public. Planning began in 2007 and it is the first line extension to be
totally financed by the City of New York. Located 125
feet below the ground, the actual station is a two-track,
center island platform accommodating 11-car trains with
around 15 feet of additional platform length on either
end of the station. Directly above the station and connected by eight sets of staircases and one elevator is a
lower pedestrian mezzanine 109 feet below street level
that stretches the entire length of the platform below
and provides access points to the five escalators and
two inclinators to the upper mezzanine and fare control
area, which is 27.6 feet below street level. Another bank
of four escalators, an elevator, and two staircases connect this mezzanine to the street level entrance, which
features a glass-roofed “head house” located just west
of 11th Avenue in a park-like setting. The upper mezzanine features a domed ceiling beautifully adorned with a

glass mosaic art work by Xenobia Bailey. She has another similarly themed mosaic on the ceiling overlooking
the stairway and escalators from the street level that
presents itself to passengers entering the station. An
“air tempering” system is designed to keep the station’s
platform level at a constant 72-78oF and emergency
ventilation fans are capable of evacuating smoke and
fumes from any fire or smoke condition that may occur
in the station complex. The station is expected to serve
32,000 entries and exits on an average weekday with a
capacity of 25,000 during a peak hour and serve as a
rail transit anchor for the new Hudson Yards development zone around this station as well as the Jacob
Javits Convention Center, the High Line, and the newly
opened Hudson River Park, connecting it with 18 other
subway lines. While not yet equipped, Wi-Fi and cellular
phone service is expected to be installed soon after the
station opens. A link to a three-minute video of the new
station and the surrounding neighborhood which it will
serve can be found at: http://www.nytimes.com/video/
nyregion/100000003908776/no-7-train-opens-onmanhattans-west-side.html?.

Contract 4 Subway Construction Controversy

Broadway to Wyckoff Avenue and building an express
station at Wyckoff Avenue for convenient transfer to the
14th Street Line.
The middle track was tested on January 9, 1919 and
Chambers Street express service began on April 2,
1923. We do not know if these trains ran on the middle
track or when this service was discontinued. Because
expresses save only ½ minute for each station they
skip, this service probably saved only one minute.
When we rode there in 1936, portions of the middle
track had been removed.
The Lawrence Street station opened at 12:30 PM
June 11, 1924. A special train took the committee to
Prospect Park, then to DeKalb Avenue, where they
boarded a regular train.
Transit Truths contains lots of information about
subway construction and municipal operation of Williamsburg Bridge trolley cars, which will be published
soon.

(Continued from page 1)
LINE

FROM

VIA

MANHATTAN
ROUTE

TO

PREVIOUS SCHEDULE
Brighton Local

n/a

Bridge

Express

n/a

Brighton Express

n/a

Tunnel

Local

n/a

EFFECTIVE ABOUT OCTOBER 1, 1923
Brighton Local
Brighton Express

Coney
Island

Tunnel

Local

57th
Street

Brighton
Beach

Bridge

Express

Times
Square

In anticipation of the early completion of the 14th
Street Line, the company spent approximately $500,000
third-tracking the Myrtle Avenue Line from east of

(Continued on page 14)

SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED SEPTEMBER 13, 2015

LINE

AM RUSH

PM RUSH

LINE

1

10 R-62, 310 R-62A

10 R-62, 290 R-62A

5

340 R-142

2

340 R-142

320 R-142

6

260 R-62A, 130 R-142A 260 R-62A, 140 R-142A

3

250 R-62

250 R-62

7

99 R-62A, 297 R-188

88 R-62A, 275 R-188

4

220 R-142, 130 R-142A

210 R-142, 120 R-142A

10 R-62A

10 R-62A

S (42nd Street)

20

AM RUSH

PM RUSH
340 R-142

ERA BULLETIN — NOVEMBER, 2015

The
Bulletin

Electric Railroaders’ Association, Incorporated
Vol. 58, No. 11
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.
ERA’s
website
is
www.erausa.org.
Editorial Staff:
Editor-in-Chief:
Bernard Linder
Tri-State News and
Commuter Rail Editor:
Ronald Yee
North American and World
News Editor:
Alexander Ivanoff
Contributing Editor:
Jeffrey Erlitz
Production Manager:
David Ross
©2015
Electric
Railroaders’
Association,
Incorporated

In This Issue:
Rails Under the
River Revisited
— the Hudson
& Manhattan
(continued)
…Page 2

November, 2015

CONTRACT 4 SUBWAY
CONSTRUCTION CONTROVERSY
(Continued from October, 2015 issue)
by Bernard Linder
During his first year as BMT’s Chairman of
the Board, Mr. Dahl made several improvements that could be made quickly. In his
book, Transit Truths, he lists other improvements, including the controversial Ashland
Place Connection.
He states, “The proposed connection between the Fulton Street ‘L’ and the Fourth
Avenue Subway at Ashland Place (2 blocks
east of Flatbush Avenue) is the shortest cut
to additional rapid transit service for the people of Brooklyn and lower Manhattan.
“At the November, 1923 meeting of the
Board of Directors, a special committee was
appointed to study the proposed Ashland
Place Connection. As soon as we began to
study this problem, we discovered that it was
impossible to patch this system without giving patched service. This committee recommended, therefore, that the Ashland Place
Connection, the 14th Street-Eastern Line, and
the Nassau-Broad Street Line be considered
as a unit.
“The reasons for the DeKalb Avenue congestion are self-evident. While sixteen tracks
feed into this station, directly or indirectly,
from Brooklyn there are only six tracks of
outlet to Manhattan. Two lines pass through
Willoughby Street via Montague Street Tunnel, Whitehall and Church Streets, Manhattan to the Broadway Subway. Four tracks
pass over the Manhattan Bridge, two going
through Canal Street to a connection with the
Broadway Subway and two joining the Centre Street Loop, terminating at Chambers
Street station.
“This station has only two platforms for six

NEXT 1TRIP:

tracks, two of which are through tracks having no platform facilities. Because of these
limited facilities and because of the dam at
Chambers Street, Manhattan, due to the lack
of the Nassau-Broad Street Extension, the
BMT cannot operate more than 60 trains per
hour in one direction through DeKalb Avenue
station in the rush period when it should be
possible, if the city would carry out its contract, for this Company to operate at least 90
trains per hour during the rush periods in the
morning and evening.”
Editor’s Note: After reading Mr. Dahl’s statements, I checked previous schedules and I was
able to compare the service operated through
DeKalb Avenue at different times, as shown in the
following table:
RUSH HOUR TRAINS PER HOUR
LINE

OUR OLDEST
SCHEDULE, APRIL
27, 1950

CHRYSTIE
STREET
OPENS,
NOVEMBER
27, 1967

SERVICE
REDUCED,
AUGUST
30, 1976

Brighton
Local

10

5 QB

6 QB

BrightonNassau
Street

3

10 QJ

6 M (A)

Brighton
Express

10

15 D

12 D

Culver Express

7

West End
Express

10

Discontinued
15 B

12 B

(Continued on page 7)
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RAILS UNDER THE RIVER REVISITED —
THE HUDSON & MANHATTAN
by George Chiasson
(Continued from October, 2015 issue)

(Continued on page 3)
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Fulton Street and Hudson Avenue, June 26, 1956.
Bernard Linder photograph

Fulton Street east of Hudson Avenue, looking east, June 26, 1956.
Bernard Linder photograph

Hudson Avenue near Fulton Street, looking east, April 24, 1957.
Bernard Linder photograph

Looking north on Fulton Street near Flatbush Avenue, April 24,
1957.
Bernard Linder photograph

Another view looking north on Fulton Street near Flatbush
Avenue, April 24, 1957.
Bernard Linder photograph

Flatbush Avenue Extension and DeKalb Avenue, April 24, 1957.
Bernard Linder photograph

(Continued on page 5)
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Flatbush Avenue Extension south of DeKalb Avenue.
Bernard Linder collection

Southbound track north of Myrtle Avenue, looking north.
Bernard Linder collection

Tie replacement on the Manhattan Bridge.
Bernard Linder collection

Train on the Manhattan Bridge.
Bernard Linder collectiom

B train on the Manhattan Bridge, February 10, 1969.
Bernard Linder collection

N train on the Manhattan Bridge.
Bernard Linder collection
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK CONNECTING RAILROAD (BRIDGING THE BAY AND CONNECTING
THE PIECES)
by George Chiasson
With generous assistance from members of the Pennsylvania Railroad Technical & Historical Society; the Long Island
Sunrise Trail Chapter, NRHS; the New Haven Railroad Technical & Historical Association and Mr. Thomas Appelle.

western edge of Kings County into the heart of Long
Island. While it was to be located as close as possible
to a railhead on the New Jersey side, its route was specifically designed to reduce the required distance of
travel for inanimate goods from the rest of the country,
as opposed to meeting the social needs of its users,
thus to create a hedge against the basis of distance on
which freight rates were set. As was so often the case in
the formation of railway assets around Greater New
York, the best of intentions were met with the worst of
circumstances as the new company struggled to life,
subject to the whims of unforeseen, external forces. In
the end it would be several more years before the line
was actually brought to reality as the New York, Bay
Ridge & Jamaica, by which time it was more as a
means of convenience and summertime recreation for
city-bound New Yorkers than to establish a thrifty and
efficient economic bond with the interior of Long Island.
While this orientation was fine in its own right at that
time, the line’s original purpose was all but eviscerated
as a result, with the social and economic whirlwinds of
the 1870’s and 1880’s reducing its commercial importance relative to its urban utility in the continuous
provision of local transportation, roles for which its contemporaries were far better positioned when they were
converted to a system of rapid transit lines converging
on Coney Island at the start of the 20th century. By contrast, what by then was the Bay Ridge Branch of the
Long Island Rail Road was largely focused on the
movement of what freight there was on a year-round
basis, while still catering to a diminishing market of economically-advantaged leisure travelers during the warm
weather months. Limited though its prospects may have
seemed at the time, there was a greater opportunity
there for a prominent, well-capitalized partner, a function to which none other than the Pennsylvania Railroad
was ideally suited.
Once the Long Island Rail Road had established its
first, perfunctory waterside freight handling facilities at
Long Island City as part of its terminal relocation in
1861, it didn’t take long to become regular interchange
partners with the only other railways that then possessed their own terminal facilities on the other side of
Manhattan: the Erie and the Camden & Amboy, which
moved goods to New York Harbor on behalf of the
Pennsylvania Railroad. At that early stage, such transfers strictly involved the trans-shipment of freight car
contents as opposed to railway cars with the goods contained therein, a task performed in this initial phase by
independent and sometimes dubious boat operators
along with the longshoremen. Eventually the railroads
got around this problem by establishing marine divisions
of their own as the cross-harbor trade grew, but it wasn’t

THE PENNSYLVANIA RAILROAD GRASPS AT
NEW ENGLAND

In the annals of life as recorded long-ago on Long Island, the basis of its mercantilism was usually, in one
way or another, associated more with basic sustenance
than the inherent profligacy to which it has often been
attached in more recent times. Quickly recognized were
the island’s own limitations in the complete provision of
the necessities (food, clothing, fuel and the raw materials to meet shelter and transportation needs), which of
course resulted in a fundamental requirement that such
staples be imported from elsewhere around the nation,
if not the world. Through the first half of the 19th century
this inclination amalgamated nicely with the large maritime-based trading system that developed into one of
the economy’s basic underpinnings, given that Long
Island was relatively small in size, surrounded with favorable harbors and open to the Atlantic Ocean itself.
But as the inter-regional nature of trade around the United States matured in the time before its Civil War, commerce was expedited by the railroad industry through its
very nature, able as it was to overcome various types of
geographic challenges to haul bulk commodities of all
types on an otherwise equal basis. This in time gave
advantage to those areas blessed with land-based access to the nation, ever so gradually at the expense of
those which had traditionally used the sea as a commercial basis for life and livelihood. Though businessmen and civic leaders on “The Long Island” came to this
realization at an early date, and in fact used the potential haulage of goods in trade as one of the basic justifications for creation of its own very first railroad, Kings,
Queens and Suffolk Counties were still faced with the
irrefutable and quite permanent truth that they were
physically isolated from any kind of reasonable interplay
with goods and services obtained from elsewhere in the
U.S.A. by the waters that had abetted their civilization
from its beginnings. This in turn has made Long Island a
captive to the various bridging, tunneling and carfloating technologies employed through time to overcome nature’s eccentricities, with the latter providing a
platform for the projected establishment of a main commercial “artery” that would go around Lower New York
Bay to link New Jersey with Bay Ridge and open the
door to ready trade between Long Island, New England
and the American Heartland.
So was formed the embryonic “New York & Hempstead Railroad” in 1870, which charged itself with the
task of running trackage from the waterfront on the
6
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Between 1955 and 1960 the track layout at DeKalb
Avenue was rearranged, the double crossovers were
removed, and service was increased. But we do not
know whether all the scheduled rush hour trains passed
DeKalb Avenue during the busiest hour. This data,
which is usually not available, is occasionally published
in the newspapers.

(Continued from page 1)

RUSH HOUR TRAINS PER HOUR
LINE

OUR OLDEST
SCHEDULE,
APRIL 27,
1950

CHRYSTIE
STREET
OPENS,
NOVEMBER 27,
1967

SERVICE
REDUCED,
AUGUST 30,
1976

West EndNassau Local

7

Sea Beach
Express

10

10 N

12 N

Sea Beach
Express

—

5 NX (B)

Discontinued

Fourth Avenue
Local

10

15 RR

12 RR

Fourth AvenueNassau

3

5 RJ (C)

Discontinued

TOTAL

70

80

60

IMPROVED IRT RUSH HOUR SERVICE

A 1938 newspaper clipping reveals interesting information. The March 16 Transit Commission hearings
regarding the AM rush at Times Square and Grand Central were adjourned until April 28 when the company
promised to assign six more Platform Guards to Grand
Central, five more to Times Square, and one each to
157th Street, 168th Street, and 181st Street, BroadwaySeventh Avenue Line.
Between 8 and 9 AM, the six-day average of scheduled and observed trains is as follows:

Discontinued

TIMES SQUARE
LINE

(A) On January 2, 1973, M trains replaced QJ trains, whose running time was 82 minutes from Brighton Beach to Jamaica
(B) Running time from Coney Island to 59th Street was 19 minutes
for N trains and 11 minutes for NX trains. On April 15, 1968,
NX service was discontinued and rush hour N service was
increased to 15 trains per hour
(C) On July 1, 1968, RJ trains, whose running time from 95th Street
to Jamaica was 79 minutes, were replaced by Chambers
Street short-turns operating on a 12-minute headway. This
service was discontinued January 19, 1976

GRAND CENTRAL

TRAINS

LINE

Scheduled

Passing

Express
23

32

30

Local 1

30

27.3

TRAINS
Scheduled

Passing

Express
45

34

31.2

Local 6

33

30

(Continued next month)

NYC SUBWAY CAR UPDATE
Subdivision “A” News
Transferred from 6 to Kawasaki Rail Car-Yonkers for
CBTC/R-188 compatibility conversion since the last report were: 7431-45 in May; 7446-55 in June; 7456-70 in
July; 7471-85 in August; and 7486-7500 in September.
By September 30, cars 7501-5 were also out of service
awaiting movement from Westchester Yard to 239th
Street for transfer on to Kawasaki, while unit 7506-10
was still in passenger service on 6, where a total of
155 R-142As (15 trains) remained.
Returned from Kawasaki in this same period were: R188 (C)’s (“converted” R-142As) 7396-7410 plus R-188
(C1)s 7917 and 7918 in May; 7411-20 plus 7919 in
June; 7421-35 plus 7920 in July; 7436-50 plus 7921
and 7922 in August; and 7451-65 plus 7923 in September. There remained 12½ more 10-car sets of R-188
(C)s to come, along with their single R-188 (C1) companions. Entering 7 service during this time were R188 (C)s 7371-80 with R-188 (C1) 7915 on May 4;
7381-90 with 7916 on June 8; 7391-7400 with 7917 on
June 17; 7401-10 with 7918 on July 24; 7411-20 with
7919 on August 6; 7421-30 with 7920 on August 31;
and 7431-40 with 7921 on September 9.
On August 7, an Employee Bulletin noted that
“mixed” (non-consecutive) consists of “R-188s” could be

operated in passenger service on 7, including converted R-188 (C/C1) and R-188 (N) types. Almost immediately it became common to find non-consecutive mixtures of R-188 (C) and (C1) trains on 7, while there
were no changes noted through September 30 relative
to the R-188 (N) fleet (7811-98), but for the two trains
which had been “mismatched” since their placement in
service during 2014.
On or about May 26, R-142s 6691-6700 were transferred from 2 to 5, which (again) freed up 7081-90 for
return to 4, from which they had come the previous
January.
Oddly, there was just one set of R-62As moved over
from 7 to 6 since our last update, that being 2021-5
on July 7, while another (2156-60) was added from the
Broadway (1) fleet on June 24. On August 16 matched
single-units 1961-5 were pulled off 6 and sent over to
207th Street Shop, likely to become a linked, 5-car unit.
Quietly, the lone mismated R-62 that was stationed on
3 (1991 Union Square derailment survivors 1431-4
and 1438) was shifted to 1 on July 13 to become a
“spare” to the long-standing train formed by 1351-5 with
1456-60. In a similar manner, maintenance responsibility for the fleet of 14 single unit and six unitized R-62As
(Continued on page 14)
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No. 324
by Ronald Yee and Alexander Ivanoff

Metropolitan Transportation Authority
New York State Governor Andrew Cuomo, New York
City Mayor Bill de Blasio, and MTA Chairman Tom Prendergast announced an agreement that will fund MTA’s
capital program for the next five years. New York State
will provide $8.3 billion and New York City committed to
$2.5 billion toward the funding of a $26.1 billion program. The agreement has clauses that will insure that
New York City’s contribution will be applied to projects
that will serve the city and not be diverted to projects
outside of the five boroughs. Conversely, funding for
suburban projects will be overseen by representatives
of those regions in the MTA service district. The funding
guarantees by the state and the city will clear the way
for the MTA Board to approve the capital plan, which
includes work to continue toward the completion of the
LIRR terminal under Grand Central Terminal and the
expansion of the Second Avenue Subway beyond
Phase One that is expected to be completed in late
2016, as well as the continued funding of the Fix and
Fortify program designed to repair flood damages from
Superstorm Sandy and add severe weather protection
for MTA facilities from future storms that could bring
flooding to the region. Fares are still slated for increases
of 4% in 2017 and 2019 to match projected inflation
rates. (MTA press release, October 10)
NYC Transit placed a $3.2 million order for 660 displays with Daktronics, which will become a vital part of
the subway’s customer communications systems. Capable of displaying multiple colors, these LED signs will
convey information such as time remaining until the
next train(s), their destinations, and graphical information displays. They will also include a text-to-speech
function to assist visually impaired passengers in accessing the messages. (Metro Magazine, October 6)
MTA Metro-North Railroad
Member Joe Calisi observed and rode aboard the two
of the 24 M-2 cars, which can make up three eight car
trainsets, that were retained by Metro-North as spare
equipment if there were a shortage of M-8s. The M-2
class was retired from scheduled daily service at the
beginning of July. One set was operating as train #1378
on Monday, September 21 and another as train #1376
on September 28. (Joe Calisi, September 21 and 28)
The second of the two staircases leading from Grand
Central Terminal’s lower level to the Oyster Bar is now
undergoing a renewal process that is slated for completion by the end of 2015. The first staircase was restored
in a historically accurate manner in just 12 weeks during
this past summer. (Mileposts, October, 2015)
MTA Long Island Rail Road
The recent agreement between New York City Mayor
Bill de Blasio and New York State Governor Andrew
Cuomo may result in the MTA Board seriously considering funding the reopening of the Elmhurst station,

closed in 1985 due to low ridership at that time. In the
30 years since, the neighborhood has seen a major increase in population. The LIRR Committee of the MTA
Board meets on October 26 and the Board meets on
October 28, during which a decision about this station is
expected to be made. (DNAinfo, October 14)
ERA member Alexander Goldstein alerted the Editors
of the Bulletin regarding the anniversary of an historic
but tragic event on LIRR. November 22 will mark the
65th anniversary of the worst train wreck in LIRR history.
On the night of November 22, 1950, 78 people were
killed and 363 injured as a Babylon-bound train plowed
into the rear of a Hempstead train that had stalled with
stuck brakes on the four-track mainline one block west
of the Metropolitan Avenue overpass located east of the
Kew Gardens station. Subsequent investigation determined that the Engineer of the Babylon train had misread the wayside signals and the Brakeman who was
protecting the rear of the stalled train with a red lantern
had returned to his train, mistakenly assuming that the
brake issue had been resolved when in fact it had not.
The Babylon train’s Engineer had reduced his speed
based on signals indicating a train was ahead of him.
However, as he approached the stalled train, whose
marker lights were too small to be seen from a distance,
he saw a position light signal ahead of him for his track
that showed a clear aspect. Unbeknownst to him, he
was looking over the roofline of the stalled train ahead
of him and that signal was for that train, not his. He applied power and sped up to 35 mph before seeing the
rear of the stalled train ahead and putting his brakes in
emergency. He managed to bring his train down to 30
mph before impact, which killed him, shoved the Hempstead train forward 75 feet, and lifted its rear car 15 feet
into the air, separating the floor from the carbody. This
was the second fatal accident on LIRR following the
February 17, 1950 Rockville Center head-on collision,
caused by an Engineer running a red signal, killing 29
and injuring 115. The resulting public outcry for corrective action to prevent more such wrecks from occurring
led to the installation of Cab Signaling and Automatic
Speed Control on the mainlines and an infusion of $58
million over the next 12 years to correct the deficiencies
resulting from decades of neglect. (Editor’s Note by Ron
Yee: I remember one experience in 1984 at Metro-North Railroad when we were proceeding at restricted speed (not exceeding 15 mph prepared to stop within ½ range of vision
looking for other trains, obstructions, broken rail, misaligned
switches, etc.) after doing a stop and proceed at an automatic
block signal. It was in the days where we only had wayside
signals (cab signals and speed control had not yet been installed in 1984) on the newly-electrified Harlem Line to
Brewster North and it was acting up that day with dead circuits causing delays. I was doing schedule adherence checks
(Continued on page 9)
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from St. Albans to Washington, D.C. The 13-hour 45minute daily trip begins in St. Albans in northern Vermont. The train is supposed to pass through Essex
Junction, Vermont, Springfield, Massachusetts, and
New York before arriving in D.C.
Governor Peter Shumlin said rail service would continue, but passengers would be bused to and from Springfield, Massachusetts. Service was restored by the end
of the week, with the locomotive being brought out on a
flatbed. (WPTZ-TV, October 5)
New York Senator Charles Schumer issued a press
release that Amtrak is expected to announce that it will
select Alstom as the builder of the next generation highspeed trainsets for the Northeast Corridor, supplementing and eventually replacing the current fleet of Bombardier-built Acela trainsets whose leases from Bombardier expire during the 2021-3 timeframe. The Alstom
manufacturing plant is located in Hornell, New York and
this contract is expected to create 400 jobs in Hornell
and a total of 750 jobs project-wide. Financing is expected to come from loans made possible by the Railroad Rehabilitation and Improvement Financing (RRIF)
program at the U.S. Department of Transportation.
(Senator Schumer press release, September 21)
Amtrak is adding two new late evening trains on the
Hiawatha route serving Chicago and Milwaukee. Train
#343 will depart Chicago at 11:10 PM and train #344
will depart Milwaukee at 10:40 PM, both trains making
intermediate stops at Glenview, Illinois and Sturtevant
and Milwaukee Airport in Wisconsin. Trains #329 and
330 will only operate on weekdays while this “Fallholiday” schedule is in effect between October 3, 2015
and January 2, 2016. Ridership levels will be examined
to determine if this service continues beyond this trial
period. (Al Holtz, September 22)
After decades of train crews simply giving passengers
a wink and a wry smile when they boarded Amtrak
trains with excessive amounts of baggage, effective
October 1 the railroad has begun to enforce its existing
baggage regulations of two personal items not exceeding 25 pounds each and two carry-on bags not exceeding 50 pounds each without charge. Any bags or possessions exceeding that limit will be assessed a $25 fee
with exception of passengers with children under the
age of 2 where an additional personal item such as a
stroller or diaper bag may be brought aboard. Amtrak
states that the enforcement of the baggage rules is not
to generate additional revenue but rather to improve
safety by reducing the risks associated with excessively
heavy luggage that also takes up excessive space inside the coaches. It should be noted that if a baggage
car is assigned and available on a train, the checked
baggage service is free. The situation is certainly not as
draconian as seen with air travel, similar limits on
weight but a fee charged for all non-carry-on baggage
with some discount airlines now even charging for carry-on bags that cannot fit under the seat, generating
over $1.6 billion for the nation’s airlines over just the

(Continued from page 8)

for the Operations Planning Department on the then-new M3 EMUs that afternoon. There was a layer of dense fog that
blocked our view of the tracks down into a small valley ahead
and we could see the tracks rise back out of the fog bank on
the other side. We could also see a green signal at the top of
the next hill indicating clear track ahead. One could assume
that we were the victims of a downed signal circuit and the
signal far ahead showed the way was clear for us to resume
the track speed of 60 mph. As we were on brand new M-3
cars and passengers could see what we saw out the railfan
window, we were immediately barraged with calls from them
for us to resume speed as everyone wanted to get home without further delay. The rule book called for us to maintain restricted speed until the rear car of our train had passed that
green signal before resuming normal speeds. We started taking abuse from the passengers, who accused us of being a
pair of incompetents trying to rack up overtime pay, despite
us telling them about the operating rules. Good thing the
rules were followed. As we reached the bottom of the foggy
valley, picking our way through the fog at 10-15 mph, suddenly the hulking form of a soot-blackened end of the rear
coach of a FL-9-hauled train appeared out of the mist. At that
speed, we had plenty of time to stop on the wet rails. That
train had stopped with brake issues and the crew was unable
to radio anyone that they had broken down. Radio dead spot,
bad radios, we will never know. No one was flag-protecting
the rear as the Conductor was trying to fix the leaking air
hose with duct tape and the Engineer was in the FL-9 cab
ready to recharge the air. The Assistant Conductor for that
train had been “blanked” (not covered due to a staffing
shortage that day). Company policy dictated that an assistant
was only required if a train had six or more coaches. That
train had four coaches, allowing MNR to let it operate Conductor-only that day, so no one was available to flag-protect
the rear. Just like the LIRR Kew Gardens wreck, the green
signal far ahead was actually for the train that was stalled
out in front of us. Had our Engineer not followed the rulebook despite being delayed by signal issues, badgered by
irate passengers, and in a hurry to complete the last run of
his day, and decided to immediately resume speed to 60 mph,
I would not be typing this commentary today. I used that example at many book of rules classes as an Operations Supervisor. It should also be noted that today’s red marker lights
must be visible from a distance of at least 3,000 feet.) (Kew
Gardens Civic Association, May 6, 2010; Rockville Center Herald, July 9, 2014.)
Amtrak
Seven people were taken to the hospital after an
Amtrak train derailed the morning of October 5 in Northfield, Vermont. Rescue crews said several train cars
derailed in the area of Route 12A and Bull Run Road
about 10:30 AM.
First responders swept the train to ensure all passengers and crew members were accounted for. Vermont
State Police provided access and traffic control. Route
12A was reduced to one lane at the scene.
Amtrak tweeted that Train #55, the Vermonter, derailed in the area. The Vermonter carries passengers

(Continued on page 10)
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first quarter of 2015. (Metro Magazine, CNBC, September 30)
Amtrak completed the full restoration of its services
that it had suspended due to the flooding caused by
Hurricane Joaquin’s moisture stream resulting in a “500year” flooding rainstorm that pummeled South Carolina
with over 20 inches of rain during the October 3-4 weekend. Auto Train #52 and 53 were restored on October
11 as was #89, the southbound Palmetto. That consist
turned for train #90, the northbound Palmetto, on October 12, the same day that trains #97 and 98, the southbound and northbound Silver Meteor, resumed service.
CSX had resumed freight train operations earlier that
week. (Amtrak, October 12)
Miscellaneous
Member Jon Graham reports that New York City has
begun the process of designing the next generation of
Staten Island Ferries connecting South Ferry in Manhattan with St. George in Staten Island. The Elliott Bay Design Group, the company that has designed ferries for
the states of Washington, Alaska, and Massachusetts,
is designing what is expected to be a three-ship class of
ferries to meet the anticipated ridership and operational
needs of the Staten Island Ferry for the next 35-40
years, the expected service life of a typical ferry boat.
The new boats would carry about 4,500 passengers,
somewhat less than the current two-ship Barberi-class
boats that are already 34 years old. From an engineering standpoint, they will incorporate the best features of
the nearly 50-year-old John F. Kennedy boat above the
main deck and the best features of the Andrew J. Barberi and Samuel I. Newhouse boats below the main
deck. Passenger preferences of layout, indoor as well
as exterior seating, food and drink service, mechanical
reliability issues, and increased security features will
figure large in the design of the new boats. However,
increased speeds will not be in the engineering specifications of the new boats; they will continue to sail at the
same speeds, taking around 20 minutes to make the
journey as the time required for such high-capacity ferries to make a turnaround at their terminals is THE constraining factor given the configuration of the recently
rebuilt ferry terminals at each end. The current fleet of
three boats can provide peak period service headways
of 15 minutes. (Tribeca Tribune, March 11)
The Federal Emergency Management Agency (FEMA)
will issue a $1.2 million federal grant to the Shore Line
Trolley Museum at East Haven, Connecticut. The monies will go toward the repair of up to 53 historic trolleys
damaged by Hurricane Irene in 2011. The original funding had been delayed by a requirement for flood insurance by the museum that has since been dropped. The
museum has built two large structures that will house a
large part of its collection indoors on higher ground less
prone to storm surge flooding and eliminate the requirement for flood insurance, clearing the way for the funding to be re-issued, now to be applied toward repairing
10

damage from both Hurricanes Irene and Sandy. (Mass
Transit Magazine, October 9)
Other Transit Systems
Boston, Massachusetts
MBTA commuters will be able to travel between Boston and Worcester in less than one hour aboard a new
non-stop express service slated to begin in May, 2016.
Leaving Worcester at 7:55 AM, it will arrive at Boston
Back Bay in less than an hour. An evening counterpart
will operate non-stop from Back Bay to Worcester in
less than 60 minutes, a half-hour faster than the current
trips, which have up to 16 local stops enroute. Two other express trains will be added to the schedule on the
Worcester/Framingham Line and other capital improvements such as rail replacement will eliminate the need
to reduce train speeds during weather extremes, allowing for greater service reliability. Winter timetables will
be issued by MBTA for its commuter rail lines in November reflecting several operational changes after this past
winter’s service melt-downs. (Boston Globe, October 7)
MBTA announced a two-week survey, during which
the public can select one of three color schemes that
could be applied onto the next generation of Red and
Orange Line subway cars and Green Line LRVs. This
survey, which runs through November 2, can be accessed on the Internet at the following link: https://
www.surveymonkey.com/r/vehiclesurvey2015. (Metro
Magazine, October 21)
Baltimore, Maryland
Maryland Department of Transportation contracted
with Siemens for eight new “Charger”-class diesel locomotives to replace the ten AEM-7 and HHP-8 electric
locomotives that MARC currently operates on the Penn
Corridor (Northeast Corridor). They are scheduled for
delivery starting in the Fall of 2017. Amtrak notified
MARC this past summer that it will no longer maintain
these ten electrics after July, 2016, the anticipated date
when all of Amtrak’s AEM-7s are expected to have been
replaced by the 70 new Siemens ACS-64 electric locomotives currently being delivered as they will be oddballs at Amtrak’s Wilmington Shop with their unique
parts requirements. These new units, costing a total of
$58.1 million, will be built for MARC at a “volume discount” as they will be added to an existing order of 32
units already on the books from Chicago’s Metra as well
as the states of California, Michigan, Missouri, and
Washington. (Railway Gazette, September 25)
Washington, D.C. area
The venerable paper farecard, ubiquitous to the
Washington Metro since it began operations in 1976, is
being phased out and will no longer be valid starting
March, 2016. At a cost of over $9 million, WMATA is
retrofitting over 400 farecard vending machines to only
issue SmarTrip cards, which use a smart-chip embedded farecard the size of a standard credit card. Persons
holding paper farecards with value still stored in them
wil be able to transfer their value to an existing or new
SmarTrip card. WMATA will no longer use the 1960s
technology faregates featuring belt-driven transport
(Continued on page 11)
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mechanisms, which require labor intensive and expensive maintenance. (The Washington Post, October 7)
The National Transportation Safety Board (NTSB) is
asking that the U.S. Department of Transportation redefine WMATA as a “commuter authority” so the Metro can
be placed under Federal Railroad Administration (FRA)
safety oversight. Currently, WMATA is overseen by the
Tri-State Oversight Committee (TOC), which is totally
reliant on WMATA providing access to its facilities as
well as complying with its recommendations and lacks
enforcement power over the transit agency. This is in
response to the spate of incidents and accidents Metro
has suffered in 2015, notably the arcing third rail fire
that resulted in the death of one passenger from smoke
inhalation. The NTSB investigation of that fatal accident
revealed that little progress had been made in the
“safety culture” at WMATA since the fatal Fort Totten
rear-ender collision that killed nine people. While FRA
oversight and jurisdiction may be welcome, there are
concerns that it could hamstring Metrorail operations,
cause delays, increase costs, and contribute to the recent trend of declining ridership (Greater, Greater
Washington, September 30)
U.S. Secretary of Transportation Anthony Foxx directed the Federal Transit Administration (FTA) to assume immediate oversight of WMATA’s Metrorail operations, taking over for TOC, which had been ineffective in
properly overseeing WMATA’s safety practices. FTA will
have the authority to conduct unannounced inspections
of all rail facilities and issue directives to rectify deficiencies as they are discovered. (Alexandria News.org, October 12)
The 2.2-mile Washington, D.C. Streetcar may open by
the end of 2015. However, there are still some outstanding issues that are being worked on and need to be resolved prior to the line being certified as safe to operate,
both for its passengers and the communities through
which it operates. (The Washington Post, October 18)
Florida
Member Larry Sell reports that $93 million in federal
funding has been committed to the extension of Sunrail,
the Orlando region’s commuter rail line, southward to
Poinciana in Osceola County. The southern terminus of
the line is currently at Sand Lake Road. The extension
will continue 17 miles southward with four new stations
(at the Meadow Woods community in south Orange,
near the Tupperware business campus, in downtown
Kissimmee, and, finally, Poinciana) and is expected to
open by December, 2017 serving an estimated 2,000
new passengers. The Amtrak station at Kissimmee and
a Sunrail train provided the backdrop for the public announcement. The federal funding will be matched dollar
for dollar by the State of Florida and Osceola and Orange counties to finance the total cost of this $186 million extension. At press time, no mention was made of
the planned extension northward to DeLand, which
would require an additional federal grant of $35 million

with matching local funding. (Orlando Sentinel, September 28)
Indianapolis, Indiana
The Indiana Department of Transportation, Iowa Pacific Holdings, and online communities on October 9 announced a unique business-class service for the Hoosier State train four days per week between Indianapolis
and Chicago. Business-class service includes table
seating, a hot meal served on a white tablecloth, and
alcoholic beverages.
Now only business-class passengers have access to
the upper level of a unique dome lounge and its curved
glass windows that extend overhead. Bringing the dome
lounge and a private, ADA-accessible business-class
car into revenue service doubles the maximum seating
from 88 to 184 ahead of fall foliage and the busy holiday
season.
The Hoosier State train combines with Amtrak’s longdistance Cardinal service, which includes sleeping-car
service, to provide daily round trips between Indianapolis and Chicago.
State and local governments contracted with Iowa Pacific to provide new amenities on board the Hoosier
State train and make it more competitive. Passengers
can stay productive or enjoy the journey with limited
free Wi-Fi service and power outlets in both coach and
business class. The Hoosier State’s Wi-Fi network uses
available bandwidth from cellular carriers along the
tracks.
Food service has been upgraded with full dining service, a feature missing from the Amtrak-operated Hoosier State. Northbound passengers can enjoy a variety of
breakfast dishes and southbound passengers can enjoy
dinner on the train.
Travelers can also enjoy a sweet treat, other snacks,
and alcoholic beverages as options. Hot meals are
cooked fresh on board and served with real dishes and
silverware. All of the above menu items are offered to
coach passengers, as well, at affordable pricing.
Paper tickets, eTickets, and reservations continue to
be issued by Amtrak and are subject to discounts and
two rewards programs, Amtrak Guest Rewards and the
Rail Baron Club. Iowa Pacific’s Premier Rail Collection
travel rewards program, the Rail Baron Club allows frequent train travelers to earn complimentary upgrades
and additional onboard amenities.
Amtrak serves as the operator, working with host railroads, providing train and engine crews, and managing
reservations and ticketing. Iowa Pacific is the state’s
contractor to provide the train equipment, train maintenance, food service, and marketing. The communities of
Crawfordsville, Lafayette, Rensselaer, Tippecanoe
County, and West Lafayette are contributing funding
and have a vested interest in improving performance
and ensuring accountability. (Mass Transit Magazine
via Indiana Department of Transportation, October 9)
Chicago, Illinois
The Chicago Transit Authority (CTA) completed its
major renovation of the Clark/Division station. The $50
(Continued on page 12)
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million project was done in two stages, Stage One constructing a new 8,800-square-foot mezzanine at LaSalle
and Division Streets featuring a new entrance, new
stairs, escalators, elevators, and fare control areas.
Stage Two involved the modernization of the LaSalle
Street entrance and Clark Street mezzanine. New granite flooring, artwork, communication systems, lighting,
and security systems along with new wall and ceiling
tiles will add to the positive passenger experience as
they pass through the station going to or coming from
Red Line trains. Together, the improvements will allow
this 16th busiest CTA station to handle a greater number
of passengers. (ABC News7, September 29; Chicago
Architecture Blog, September 30)
Metra will begin allowing its customers to split their
methods of payment among up to three different
means, tax deductible Transit-Chek account debit
cards, bank debit cards, and credit cards. Formerly possible only at Ticket agent windows, the split payments
are now possible for on-line purchases. The reason for
the need for some customers to “split” their payments
occurs when the monthly commutation fare is greater
than the $130 monthly cap on the tax deductible
“Transit-Chek” program. They end up using their Transit-Chek benefit to purchase their ticket and make up the
difference with a regular credit or debit card. (Metro
Magazine, September 30)
The Chicago Transit Authority announced an October
30, 2015 date for the restoration of its Yellow Line
(Skokie Swift) service. Construction work for a water
reclamation plant being built alongside the tracks at
McCormick Boulevard caused an embankment to fail in
May, resulting in a total suspension of rail service with
shuttle buses providing replacement service during this
outage. (CTA press release, Mass Transit Magazine,
October 19)
While making every effort to minimize the need for a
fare increase by controlling costs, Metra proposed a 2%
fare increase, passing on to the commuter, the costs
associated with the installation and implementation of
Positive Train Control (PTC) systemwide by 2019.
(Progressive Railroading, October 16)
Kansas City, Missouri
Herzog Transit Services has signed an operations and
maintenance agreement with K.C. Streetcar Authority
and the City of Kansas City. The fixed-price agreement
covers operations and maintenance for the first five
years of passenger service on the Kansas City Streetcar, which is due to start in 2016.
Herzog Transit Services will also be involved in startup activities and support before the service becomes
operational. It is part of the rail activation workgroup,
which was to carry out testing once the first vehicle arrived from CAF’s factory in Elmira, New York, which
was scheduled for October 29.
The value of the five-year contract is $15.8 million,
with $2.6 million covering the first year of operations
12

and maintenance.
A joint venture of Herzog Contracting Corporation and
Stacy & Witbeck is building the north-south route that
connects Union Station with the River Market district.
The 3.1-kilometer line has 10 stops, including three on
a single-direction loop at the northern end.
Service will be operated with a fleet of four 100% lowfloor bidirectional Urbos 3 cars. Initial ridership is expected to be between 2,700 and 2,900 passengers per
day. Cars would operate every 10 to 12 minutes during
weekday peaks and every 18 minutes off-peak.
(Railway Gazette, October 9)
Denver, Colorado and Minneapolis-St. Paul, Minnesota
Siemens has been awarded to build additional light
rail vehicles (LRVs) for Denver Regional Transportation
District (RTD) and Metro Transit, which serves the Twin
Cities region. The over $110 million contract expands
the Siemens fleet operating on the RTD light rail system
by 29 SD-160 type LRVs. This order will bring the number of Siemens light rail vehicles to over 200 vehicles.
The delivery of five additional S70 type LRVs to the
Twin Cities region will add to the existing 59 Siemens
LRVs currently in operation on the Metro Green and
Blue Lines, which serve the cities of St. Paul, Minneapolis, and Bloomington. This order is worth around $20
million. All light rail vehicles will be built at the Siemens
rail manufacturing facility in Sacramento, California. The
RTD new vehicles are set to be delivered in early 2018.
The success and the increase in overall ridership with
Denver's system over the past few years have prompted RTD to expand their fleet. The new vehicles will be
completely interoperable with the current system, allowing Denver RTD to achieve lower operational and
maintenance costs.
In Minneapolis, Metro Transit will use the new trains to
enhance service on its light rail lines, which are experiencing record ridership. The new vehicles are designed
and built specific to the needs of the Twin Cities. The
vehicles include improved insulation for both noise reduction and comfort during the summer and winter
months, enhanced braking technology for improved
safety, and internal and external LED lighting for reduced energy consumption and extended service life.
(Editor's Note by Sasha Ivanoff: this is an add-on order to the
Siemens cars that ERA members rode on during the 2014
Convention.)
The Sacramento plant, which has been in operation
for almost 30 years, is powered up to 80 percent by two
megawatts of solar energy and currently employs over
800 people. Siemens is currently the leading supplier of
light rail vehicles in North America. (Siemens Mobility
press release, October 12)
Dallas, Texas
Dallas Area Rapid Transit (DART) has selected Vix
Technology, a global provider of smart ticketing and
payment technology solutions, to implement a new,
comprehensive fare payment system, the transit agency
announced October 5. The contract is worth $30 million.
(Continued on page 13)
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The solution will be delivered through Vix's easy and
open product—an account-based, open architecture,
and PCI compliant fare collection platform. This new
system will allow DART customers the flexibility to pay
via NFC-enabled smartphones, third party or agencyissued transit cards, or EMV contactless cards.
Open architecture fare collection systems are rapidly
becoming a focus in large urban cities with growing
public transportation needs due to scalability, ease of
integration with other systems already in place, and the
opportunity to add surrounding regional transit partners,
DART says. Forward-thinking transit agencies like
DART recognize that account-based systems are the
new standard for modern fare collection as they provide
flexibility and ensure future-proof solutions that reduce
costs. The ease of the new systems is also a catalyst to
drive people to use the system.
Unlike card-based systems of the past, account-based
systems allow riders to use the type of payment that is
most convenient for them, including traditional agencyissued transit cards, EMV contactless bank cards, and
NFC-enabled smartphone payments such as Apple Pay
and Android Pay. This approach expands the available
forms of fare payment media and also provides flexibility to implement complex fare policies since fare calculation and settlement occurs in the back office. (Railway
Age, October 6)
Santa Ana, California
California’s Orange County Transportation Authority
(OCTA) has appointed HTNB to design a 4.16-mile
streetcar line linking Santa Ana Regional Transportation
Center, through Downtown Santa Ana and the Civic
Center, along a former Pacific Electric Railway right-ofway, to a new multimodal transit hub at Harbor Boule-

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

the National League Division Series (NLDS) on October
15, the supervisors and staff who are in charge of museum train operations made a herculean effort (you
know who you all are - THANK YOU!) to transfer 9306
out of the Transit Museum to 207th Street Shop where
five pairs of NYCT's "movie" train made up of R-33 cars
were quickly inspected and brought up to operational
standards. An 11-car consist was quickly put together
and just over 24 hours later, the TOMC was dispatched
at noon from 207th Street Yard to Corona Yard on the
Flushing Line, arriving around 2 PM. At 5 PM, the
TOMC made a light move from Corona Yard to 34 th
Street-Hudson Yards where it laid up on one of the
pocket tracks south of the station (each track capable of
accommodating 24 cars plus a work locomotive). At
6:25 PM, the train moved north into the station, picking
up passengers and briefly posing for pictures of its first
visit to the new station. At 6:30 PM, the TOMC departed
13

vard and Westminster Avenue in Garden Grove.
Cars will operate at 10-15 minute intervals on the 10station line, which will connect with 18 bus routes as
well as Metrolink regional/commuter rail and Amtrak
Pacific Surfliner trains at the Santa Ana station. Construction is due to start in 2017 with commissioning
scheduled for 2020.
The environmental approval process for the $289 million project was completed in March. (Railway Age,
September 28)
Los Angeles, California
A follow-up on the October Bulletin’s coverage of Metrolink’s decision to discontinue use of the Rotem-built
cab control coaches at the lead end of a train operating
in the push-mode until some questions regarding the
overall safety of these cars are fully answered: An Engineer was killed in February when his train struck a small
truck, jackknifed, and flipped over after the impact, injuring 33 people. Concerns have arisen since that accident regarding the safety of these cars, which were designed to reduce the physical forces of crash impacts
on the train’s occupants and reduce injuries and prevent deaths. The Metrolink Board voted 11-0 to provide
$19 million to lease 40 freight locomotives, modify them
to be fully compatible with all relevant systems on Metrolink trains, and place them at the leading end of
trains operating in the push mode. They will supplement
the use of Metrolink locomotives assigned to this role
and it is expected that all of these locomotives will be
used for at least a year until the questions over safety
issues regarding the cab cars are resolved. (Orange
County Register, September 27)
Toronto, Ontario, Canada
The Toronto Transit Commission (TTC) is contemplating suing Bombardier for the continued delays in delivering the 204-car order of light rail vehicles (LRVs). The
(Continued on page 16)

34th Street and made a normal express run to FlushingMain Street, dropping off all of the baseball fans at
Mets-Willets Point at 7:04 PM. The TOMC consist was
N-9306, 9011-0, 9207-6, 9017-6, 9068-9, 9586-7-S. As
of press time, this trainset is staying in Corona Yard until the weekend of October 31-November 1 for Games 4
and 5 of the World Series because the Mets won their
Division Series and went on to win the National League
Championship Series without playing another weekend
game at Citi Field. The TOMC would be expected to
operate on that Saturday and Sunday, departing 34th
Street around 90 minutes prior to game time. (Editor’s
Note: If this is indeed the sequence of events, the TOMC will
likely reside at Corona Yard until Sunday night, November 1,
when it will leave the Flushing Line and head back to 207 th
Street with R-33S 9306 headed back to the Transit Museum,
where it is one if its star displays. The inside word on future
vintage train operations on the Flushing Line once Communications Based Train Control (CBTC) is implemented - Not
possible. Get your pictures and videos of the vintage trains
now!)
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operated on the S/42nd Street Shuttle was transferred
from Westchester Yard back to its former base at Livonia in Brooklyn for a third time on August 29. This was
reportedly attributed to a lack of available shop space at
the Pelham Bay facility.
The opening of the 7 extension from Times Square to
34th Street-Hudson Yards on September 13 has been
well-covered elsewhere and had a minimal impact on
7’s rolling stock assignment and utilization. The only
added factoid from this quarter is an observation, albeit
an important one, that the new trackage as opened employs automatic block signals, despite the signage proclaiming that “Automatic Train Operation Is In Effect.”
The new signal system has a “chain” identification of
“CC,” which expands on the “C” chain that existed in the
Steinway Tunnel from Times Square northward. In the
advent of future CBTC implementation, this will probably be the next-to-last ABS system to be installed new
by MTA NYC Subways; the coming Q extension under
Second Avenue stands to be the very last.
Subdivision “B” News
Instead of the usual “Summer Swap” involving C and
J/Z that has occurred annually since 2011, this year
there was an all-out reassignment of equipment that is
supposed to remain permanent, as a lead-in to the anticipated arrival of R-179s scheduled to enter the fleet
by 2018. Between May 22 and 25, some 92 R-160As
were transferred outright from East New York to 207th
Street and assigned exclusively to C: 8593-8652 and
9943-74. Initially, 102 Phase I R-32s were reciprocated
from 207th Street to East New York for service on J/Z.
On June 15 there were 106 Phase Is at East New York
and by July 2 that fleet was split at 110 on C and 112
on J/Z, remaining as such through September 30.
June 1 found Jamaica-assigned R-160As 9423-7, late
of the flooding from Sandy, back on the road serving
EF and (sometimes) R. At about the same time, work
was continuing to restore R-46 derailment victims 57425 and R-160B flood cars 8738-42 at Coney Island
Shop. On June 14, weekend J service was restored to
its full terminal at Broad Street in Manhattan’s Financial
District. While seemingly a questionable weekend destination, Lower Manhattan has become one of the
world’s trendiest residential zones in recent years. This
also returned off-peak activity to that component of the
many trunk lines inter-connected by the new Fulton
Street Transit Center: 23 under William Street; 45
under Broadway; J/Z beneath Nassau Street; R under Church Street; and AC beneath John Street.
Starting on July 30, a handful of R-143s began to appear daily in J/Z service. Despite their age of 14
years, this is the first regular assignment for this series
other than their home L, being necessitated in part by
the mass migration of non-CBTC R-160As to C that
occurred between late May and early July.
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The same 10 R-160Bs that had returned to Queens
(EF and sometimes R) from Coney Island last September (9183-92) were again back on the lines out of
Coney Island (NQ) as of August 10.
The issue of cars being equipped for CBTC
(Communication-Based Train Control) or not is gaining
in importance in 2015, with NYC Transit having awarded a contract during late July to provide same on the
Queens Boulevard Local tracks, as well as the southern
end of the Eighth Avenue Subway. By the time of its
anticipated activation in 2021, this will require that all
routes serving this portion of the system, at this time
including CEFMR, use New Technology Trains in
total (that is, R-143 class or newer). On the surface this
strategy would dovetail nicely with the proposed R-211
subway car acquisition, which initially called for 940 60foot cars to replace the 752-car fleet of R-46s dating
from 1975-8. In the present time, NYC Transit is constantly working to keep pace with the CBTC technology
it does employ on L (soon to be joined by 7) and is in
the early stages of converting its input/output mode
from analog (as since 2001) to digital on the R-143 and
R-160A cars (8317-76) that now use this method of
semi-automated operation. Another R-160A test train
composed of cars 8313-6 and 8377-80 has also been
separately stationed at Coney Island since late 2014
and is sometimes found wandering the express tracks
between Bergen Street and Church Avenue on F. This
particular set is engaged in developing and evaluating
yet another generation of CBTC operation, which will
become the norm under the Queens Boulevard implementation in the next few years. In effect this would create three sub-groups of CBTC routes (L, 7, and
Queens Boulevard Local routes), though the operation
of each is actually quite standard.
Aside from those changes noted on J/Z and C, official Subdivision “B” car assignments have now largely
remained unchanged since 2010’s final R-160 deliveries and retirement of the R-44s. Through September 30,
exceptions have included the lone set of R-68/68As
from B that runs on A to Lefferts Boulevard weekday
afternoons; a rare Phase I R-32 that might pop up on
A; Yankees’ Ballgame Extras of R-68s or R-68As from
Concourse Shop that run as D (at that often on the
Brighton Line). Continuing, consistent variations in recent months have included R-46s on F, R-68As on G,
(now) R-143s on J/Z , and R-160s on R. One to
three trains of R-68s and/or R-68As have also appeared on N most weekdays from May through September, with a lone consist of similar equipment observed on Q June 10, July 10, August 6, and August
28. A mixed R-160B train of Alstom and Siemens propulsion equipment was also sighted in N service on
June 1, and was believed to be yet another compatibility experiment (the two types have remained separated
in day-to-day operation since delivery).
(Continued on page 20)
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(Photographs by the author)
T5, the Nostalgic tramway. This single-track line
runs from Taksim Square, atop the Golden Horn, where
it connects with the M2 and the F1, the latter an underground funicular that carries passengers up to the
Square from Kabatas, the inner end of the T1 tramway
(I just missed the opening of this funicular by a couple
of months in 2006). Taksim Square, the northern terminal of the heritage line, is the center of activity in the
Golden Horn, sort of Istanbul’s equivalent of New York’s
Times Square. It has a park at its center that contains
the intricately carved Monument of the Republic statue,
which looks out at some of Istanbul’s most expensive
hotels, including the Hyatt Regency and the Inter Continental. The one-mile long heritage streetcar line has a
single passing siding and uses cars preserved from Istanbul’s original streetcar system, which quit on the European side in 1961 and then totally succumbed five
years later. On my first visit the bright red motor cars
were hauling trailers, but on this day they were running
solo — and were quite crowded. That meant the tiny
double-enders, 47 and 223, were bursting at the seams
with passengers, while the two trailers were in the barn.
There is a loop at the northern end of the line (Taksim
Square), where the track circles around a big park, and
a passing siding at the southern end (Tunel), where motors can run around trailers.
F2, the Tunel. The lower end of the T5 connects
with the F2, Istanbul’s original underground counterbalanced funicular. The short line (only 573 meters
long) was opened in 1875, which makes it the oldest
subway line in continental Europe and the second oldest in the world (London, 1863). The single-track Tunel
(with a passing siding) has grades of over 15 percent.
Originally horses pulled the cars uphill, but electricity
replaced the equine creatures in 1910. Rubber-tired
units took over for the original wooden cars in 1971.
The ride takes a mere 90 seconds Both terminals are
gloomy, but the upper one is a little brighter because
outside light filters through some of the windows. Both
the T5 and the F2 are operated independently of the
IEEE, Istanbul’s public transit system, and charge
slightly higher fares. The line’s lower terminal is at Karakoy, around the corner from the Galata Bridge and a
stop on the T1 tramway, so the Tunel actually connects
two streetcar lines. I rode the F1, T5, and F2 on Friday
afternoon.
T3, the Moda tramway. On Saturday morning we
took a 25-minute ferry ride across the Bosphorus from
Eminonu to Kadikoy (in Asia) for a visit to the T3 heritage tramway. The European and Asian parts of Istanbul
are connected by a host of ferry lines, as well as two

road bridges. In addition a rail tunnel is under construction. Called Marmaray, the project consists of a onemile-long earthquake-proof underwater tube connected
to eight miles of new underground trackage. It will have
a couple of intermediate stations and will connect Istanbul’s stub-end railroad lines, resulting in an S-Bahn. It is
scheduled to open in 2015.
Istanbul’s second heritage streetcar line is named after an upscale neighborhood in Kadikoy, which contains
many expensive shops and residences. The 1.6-mile
clockwise single-track loop was instituted in 2004 and
its official terminal is a short stroll from the ferry landing.
It has a simple car house and a wye, used occasionally
to turn the double-ended cars. There are 12 stops and it
takes a little over 20 minutes to make a complete trip.
Since there were no original cars left to equip the Moda
line, three surplus Gotha/Reko units from Jena in (East)
Germany were acquired. The single-truckers were refurbished and originally painted bright red, much like the
vintage cars on the European side. But since our first
visit to the line in 2006 the cars have been painted with
various advertising messages. The ambiance of the
operation alongside sidewalks through the inner pedestrianized zone, crowded with shoppers, appears to have
remained the same. Other than a small number of tourists, ridership mainly consists of residents of the neighborhood atop a steep hill, who want to avoid walking up
from the port. Fares are no longer collected by operators and only smart cards and passes are accepted.
Because Clare and I did not have any fare media other
than tokens, a local rider swiped her card twice for us,
and then refused to take payment. Two cars were operating and a third was sitting in front of the car house.
Istanbul is clearly quite fond of streetcars and is even
planning a third heritage line. As a result additional Gotha/Reko cars have been acquired from Jena and also
Schoeneiche. A similar line in Bursa was opened in
2011 using equipment from the same pool. I should also
mention that there were large billboards near the
Kadikoy ferry terminal highlighting the construction of
the M4, a totally underground 17-mile, 19-station subway line running to the southeast. It was due to open
early in 2012, using 144 cars built by CAF.
B1 and B2, the suburban commuter lines. The only
rail operations in the Istanbul area that I have yet to
mention in detail are the suburban railway services. I
did not have a chance to ride either of the lines on this
trip, but covered both in the past. On the European side
mainline commuter trains operate from the Sirkeci station to Halkali (18 stations, 50 minutes), while across
(Continued on page 16)
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the Bosphorus, suburban trains from Haydarpasa operate as far as Gebze on the Ankara mainline (26 stations, 75 minutes). Both routes are electrified at 25 kV
a.c. with catenary extending well past the suburban district. Electric MU service began out of Sirkeci in 1955
with the wires pushed beyond Halkali to the Bulgarian
border in 1994. Commuter trains started to serve Haydarpasa in 1969 with electrification to Ankara not completed until 1993. The big news, however, is Marmaray,
the $1.6 billion cross-Bosphorus tunnel that is being
funded by the Japanese. As mentioned earlier, the project consists of a one-mile-long earthquake-proof underwater tube connected to eight miles of subway. The existing commuter line will duck underground at Yenikapi
on the European side and surface at Sogutlucesme in
Asia. It will have intermediate stations at Sirkeci and
Uskudar on either side of the Bosphorus. In conjunction
with the tunnel, a third track will be added to the remaining 40 miles of the suburban system to separate freight
and long-distance services from intensive local passenger service. The plan is to eventually operate peak-hour
service every two minutes with a fleet of 544 electric
MU cars. At this time service runs every 20 minutes on
both lines.
In 1955 28 MUs were built by Alsthom (now Alstom).
These cars, with direct a.c. drive, were still in service 51
years later. They were supplemented by 71 locally-built
cars, which were delivered starting in 1979. In 2009
Hyundai Rotem began supplying the first 33 of the Marmaray motors. Unfortunately, I have not ridden or photographed them.
As you can gather from the above, I spent time on the
four tramways and the Hafif Metro. The weather was a
mixture of clouds and sun on both days, although there
were some long dark periods. But the city was abloom
with flowers, mainly tulips, with carpets of the colorful
sprays integrated with the T1’s right-of-way in many
places. Clare spent a great deal of time at archaeological and art museums on her own during these days, but
we rode the ferry together to Kadikoy on Saturday
morning after checking out of our hotel and leaving our
bags with the desk clerk. Our two dinners in the Sultanahmet area were excellent, the first at a restaurant
we had patronized on a prior trip, and the second recommended by the hotel’s desk clerk. We liked our hotel
very much, as our room was large and clean with functioning air conditioning and a view. The spread at the
Commuter and Transit Notes
(Continued from page 13)

latest excuse that Bombardier is citing is the discovery
of crimping in electrical connectors manufactured in
Mexico. As a result, it has added a third shift of workers
at its Thunder Bay plant to speed up the inspection process of the defective wire bundles. Only ten of the new
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buffet breakfast was abundant and tasty, and the hotel’s
staff was very gracious and personable.
We met back at the hotel at 16:00 for the first leg of
our journey to Samsun, which would involve a flight
from Istanbul’s secondary airport, Sabiha Gokcen, located on the Asian side of the Bosphorus. The cost of
going by taxi would have been outrageously high, so we
decided to take the Havas airport bus, which runs every
half hour from Taksim Square. While the combination of
the T1 and F1 would have gotten us there in less than
30 minutes, the crowds usually aboard the streetcars
made us think that using public transport with luggage
might be a little dicey. With our flight scheduled to depart at 19:50 we aimed at getting the 17:00 bus for the
60-minute ride. The desk clerk indicated a taxi would
enable us to reach the bus station in 15 to 20 minutes,
but no vehicle appeared even after several phone calls.
As a result we walked down the hill to a busy intersection and felt very lucky when we were able to hail a cab
immediately. It was now 16:25 and we thought we
would easily make the bus at 17:00. But traffic was extremely congested and we became very anxious as we
crawled along the arterial streets in bumper-to-bumper
traffic. It looked like we would miss the motor coach, but
our driver saw it parked at the curb and cut it off at
17:02. The bus driver was still loading luggage into the
vehicle’s underbody and we just added ours to the pile.
We found a pair of seats in the back of the almost full
coach and departed at 17:04 (17:00), very relieved. Arrival at the airport was at 18:10 (18:00), also due to traffic
congestion, especially on the Bosphorus bridge.
But that was fine. If we had been forced to take the
17:30 bus we would have still made the plane, but we
wanted a larger cushion, not knowing how much time it
would take to get through security. We had dinner (of a
sort) at a Popeye’s in the airport food court. Our SunExpress flight was called at 19:40 and the B-737 was
about 90 percent full when we pushed off at 20:04
(19:50), leaving the ground at 20:12. The flight was uneventful with the flight attendants selling beverages and
snacks. We touched down at 21:12, climbing down to
the tarmac near the gate at 21:16 (21:05) — in rain.
We took a taxi to our centrally-located hotel, which
was quite a long ride, costing us a good $40. I later
found out the airport is about 15 miles from the city. Despite the rain, or perhaps to make up for it, our room in
the skyscraper was a little hot, but it was clean and
modern, and best of all, offered us a view of Samsun’s
light rail line.
(Continued on page 17)

LRVs are in service at press time and that total will only
grow to 16, not the expected 73 that were originally
scheduled to be in service by the end of 2015 under the
original contract. TTC had already stopped major
maintenance on its articulated ALRV fleet in anticipation
of their being replaced by the new LRVs and has al(Continued on page 17)
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original single-truck cars, saved when the legacy streetcar
system closed in 1966. The busy 1-mile-long line runs on
Grande Rue de Pera, also known as Istikial Caddesi, the
main pedestrian street in the touristy Beyoglu section of the
city, north of the Golden Horn.

(Continued from page 16)

T5 is operated independently of Istanbul’s transit system,
and was the first heritage streetcar line to open in Turkey —
in 1990. The line from Taksim to Tunel uses a small fleet of

Car 223 approaches the Galatasaray stop, about halfway along
the Taksim-Tunel tramvay, amid a horde of pedestrians.

Single-truck car 223 is shown loading passengers at Taksim
Square, where the heritage T5 line connects with underground
stations on Metro route M2 and Funicular line F1.

The Tramvay
Café and Restaurant, on the
Grande Rue de
Pera, takes advantage of the
popularity of the
heritage streetcar
line.

Single-truck car 410 is shown just short of the end of the line at
the Tunel station. A group of tourists pauses to get their picture
taken in front of the streetcar, with a rectangular arch in the background announcing the Istanbul Film Festival. The upper terminal
of the independently-operated F1 funicular is around the corner
behind the photographer.

Istanbul’s desire for nostalgic streetcar lines led to the creation of its second heritage route, the Moda Tramway, on the
Asian continent in 2003. The T3 line is a short 1.6-mile single
-track loop with 10 stations that operates in a clockwise di-

rection in the Kadikoy section of the city.
The quickest way to get to Kadikoy from the Sirkeci section
of Istanbul is by ferry from Eminonu.
(Continued on page 18)
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ready made plans to overhaul a number of the aging

1980-vintage CLRV fleet as a interim measure and may
operate buses on some streetcar routes if it runs short
of functioning LRVs. (The Star, October 16)
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(Continued from page 17)

Seagulls tend to accompany the ferries in the hope that some
food may be thrown overboard.

The ferry to Kadikoy has just pulled away from its terminal when
this photo was taken. The Galata bridge, which carries T1 streetcar tracks over the Golden Horn is shown on the left, while the
Taksim (Galata) tower dominates the Beyoglu section of Istanbul.

The Moda tramway has been given the route T3 designation. It uses single truck Gotha-built cars that formerly operated in Jena and Shoeneiche in East Germany. All are now in

A white car advertising shopping in Istanbul pulls away from the
Carsi station, closest to the ferry. The Route 20 designation recognizes the fact this route was the last one to operate in Istanbul —
in 1966.

advertising color schemes, but originally they were painted
bright red.

The light blue single trucker rounds the last curve of the loop
heading toward Carsi, the main Kadikoy stop on the line. Avea is
a major supplier of mobile phone services.

Another car, waiting for a chance
to be operated, is shown alongside the small carhouse near the
end of the line. Anadolujet is one
of Turkey’s domestic air carriers,
which we used on part of our
trip.

Another white car, advertising Istanbul’s Doubletree Hotel. The
hotel is located near the Moda tram’s carhouse.
(Continued next month)
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Around New York’s Transit System
Sea Beach Line Station Rehabilitation
For more than two years starting January, 2016, seven Sea Beach (N) Line stations will be closed for repairs. The Manhattan-bound platforms from 86th Street
to Fort Hamilton Parkway (except Bay Parkway) will be
closed for 14 months, after which the Coney Islandbound platforms of the same stations will be closed for
another 14 months. Both platforms of the Eighth Avenue
station will remain open while a wheelchair ramp is built
on the Manhattan-bound side. The Seventh Avenue
entrance should be reopened before the work is completed.
Work on this $500 million contract includes an elevator connecting the D and N trains to the street at 62nd
Street-New Utrecht Avenue. Work also includes cleaning the stations, restoring lighting and windows, shoring
up retaining walls and deteriorating I-beams on the platforms, and removing graffiti.
On September 19 and November 7, weekend riders
got/will get a preview of their 2016 and 2017 trips when
Manhattan-bound N trains were rerouted, probably on
the West End (D) Line. All stations were closed on Saturday, October 3.
Lo-V Train Operated for Yankee Wild Card Game
NYC Transit operated its four car Lo-V museum trainset as a non-stop express from Grand Central to 161st
Street on Tuesday, October 6 for the New York Yankees
baseball playoff game. It ran light (a deadhead run) to
Manhattan out of E. 180th Street Yard earlier that afternoon so it could be positioned to pull out into the northbound train traffic stream at the proper time to reach
Grand Central for its scheduled 7 PM departure. Because of the short notice in operating this train, many
railfans and the general public were unaware of it. The
crowds aboard this train were made up mostly of Yankees fans with relatively few of the regular railfans usu-

ally seen at such events. Unfortunately, the New York
Yankees lost that one game playoff game, ending their
season.
“Train of Many Colors” Operates for Mets Playoff
Games
NYCT operated its vintage Transit Museum subway
trainset made up of representative former IRT cars from
the early 1960s in commemoration of the New York
Mets baseball team making it into the National League
Championship playoff series. R-33S 9306 in 1964-5
World’s Fair colors of powder blue, white band, and
striping with black trim, led the way east (north) representing a class of 40 single-unit cars that were placed
into passenger service starting in mid-October, 1963
and operated over the Flushing Line for just over 40
years. The other cars in the museum consist were R-33
cars that date back to 1962-63 and are painted up in
representative paint schemes and colors that they appeared in over their service lives (Hence its nickname:
Train Of Many Colors (TOMC)). These cars represented
the fleet of "Redbird” subway cars in passenger service
until early November, 2003, ending the era of painted
steel cars on NYCT. On the Flushing LIne, baseball
specials such as the TOMC are not permitted to operate
on weekdays due to concerns of overcrowding and train
service headway scheduling that is not conducive for
operating an extra train in its midst. Co-Editor Ron Yee
personally saw how crowded the train became at Grand
Central and jam-packed once it reached Queensboro
Plaza, despite this train being an extra service headway
added to the enhanced weekend services for the
games. We can thank the TV and Internet news for getting the word out for this special train to not only the
railfan community but also the general public, who was
given a rare treat on the rails. Upon the Mets winning

NYC Subway Car Update

tioned next to Queens Borough Hall as an “Information
Center” for over a decade, was summarily closed by the
start of July and appears to be on its way to eventual
disposition. Hints are that NYCT will soon contract out
conversion of the four remaining R-110A “A” (cab) cars
(8001, 8005, 8006, 8010) to yet another “Reacher” set,
but in a self-propelled manner of some kind whereas
the first two sets of “B” cars (P8002-4 and P8007-9)
require external help to move.
Corona-assigned R-62A single units 1911 and 1925
were assigned to the 239th Street refuse train across the
summer of 2015.
On August 21, R-110B “B” car 3008 was discovered at
the FDNY Academy on Randall’s Island (near the Hell
Gate Bridge approach), freshly delivered from 207th
Street Shop. This leaves just four of the nine longretired prototypes stored in the yard: 3002, 3003, 3007,
and 3009.

(Continued from page 14)

A G train composed of 2902-3-1-0 derailed on September 10 when it encountered a collapsed bench wall
in the tunnel near Hoyt-Schermerhorn Streets and suffered truck damage, with some minor injury to passengers. G was disrupted for a few days while the mess
was investigated and cleaned up, with a subsequent
inspection of the R-68s forcing some sudden repairs
that yielded a small (short-term) shortage of equipment.
As a result R-46 units 5558-9-61-0 and 5630-1-3-2 were
borrowed from Jamaica and re-introduced to the Brooklyn-Queens Crosstown between September 11 and 17,
the first such occurrence since the aftermath of Superstorm Sandy in 2012.
Work Cars and Miscellaneous
Retired R-33 “Redbird” 9075, which had been sta20

(Continued on page 13)
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The $59 million Sixth Avenue Subway
opened at 12:01 AM December 15, 1940.
Mayor LaGuardia cut a red, white, and blue
ribbon stretched above the turnstiles at the
north end of the 34th Street station. Shortly
before midnight, guests with tickets, including
your Editor-in-Chief, were allowed to board
two special trains. Officials were allowed to
ride on the train on the local track while the
other guests boarded the train on the express track. Shortly after midnight, the trains,
with 2,000 guests, proceeded non-stop to 4750th Street, where the guests enjoyed a free
show at Radio City Music Hall.
The midnight ceremonies were preceded
by a supper party sponsored by the Sixth
Avenue Association at Gimbel’s Restaurant.
Mayor LaGuardia and Board of Transportation Chair Delaney were present.
To store the additional trains that were required for service in the new subway, Concourse Yard, which was originally built north
of Bedford Park Boulevard, was extended
south of Bedford Park Boulevard.
153 R-9s numbered 1650-1802 were all
operating before the opening date. The first
cars were in service on March 23, 1940 and
the last car, 1801, started operating on October 25, 1940. The R-9s were placed in service regularly as shown in the following table:
1940

PLACED IN
SERVICE

1940

PLACED IN
SERVICE

March

5

July

20

April

10

August

27

May

16

September

25

June

15

October

31

TOTAL

153

Because subway construction started while
the Sixth Avenue “L” was still running, the
elevated’s columns had to be underpinned.
At regular intervals, there is a concrete wall
connecting a pair of columns between the
express tracks. These concrete walls, which
are still visible on several Sixth Avenue and
Eighth Avenue Harlem stations, must have
supported the Sixth Avenue “L” columns.
When Samuel Rosoff’s corporation was
awarded the contract for building a portion of
the Sixth Avenue Subway, it was the fifth
since 1925. It is said that Samuel Rosoff,
nicknamed “Subway Sam,” built more miles
of subway tunnels than any other man in the
world. Details are as follows:
ROSOFF SUBWAY CONSTRUCTION CORPORATION
CONTRACT
DURATION
LOCATION

FROM

TO

($MILLIONS)

St. Nicholas Avenue, W. 122nd-W.
132nd Streets

March 5,
1925

March 5,
1928

$5.2

Eighth Avenue, W.
28th-W. 38th Streets

January
19, 1926

October
19, 1928

$5.8

Church StreetSixth Avenue, Park
Place-W. 3rd Street

January
15, 1927

October
15, 1929

$14.0

Nassau StreetMidtown South

December 26,
1929

October
26, 1932

$8.8

ROSOFF-BRADER CONSTRUCTION CORPORATION
Sixth Avenue, W.
February February
40th-W. 47th Streets 7, 1936
7, 1939
TOTAL

1

VALUE

$6.0

$39.8

(Continued on page 4)

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
— DECEMBER,
2015 2000

RAILS UNDER THE RIVER REVISITED —
THE HUDSON & MANHATTAN
by George Chiasson
(Continued from November, 2015 issue)

(Continued on page 3)
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World’s Fair station.
Bernard Linder collection

Stairway at Hoyt-Schermerhorn Street
station with sign announcing opening
of the new subway.
Bernard Linder collection

Concourse Yard, looking south, ramp to Jerome Avenue Line in
background.
Bernard Linder photograph

Portal at Concourse Yard, August 31,
1946.
Bernard Linder photograph

Concourse Yard, looking north from Bedford Park Boulevard
Bridge, August 31, 1946.
Bernard Linder photograph

Concourse Yard, looking north from Bedford Park Boulevard
station, Jerome Avenue Line, August 31, 1946.
Bernard Linder photograph
(Continued on page 5)
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R-1 to R-9-type.
Bernard Linder collection

Concourse Yard, July 4, 1969.
Bernard Linder collection

Delivering cars at 207th Street Yard.
Bernard Linder collection

R-1 to R-9-type, January 31, 1969.
Bernard Linder collection

New R-16 6400.
Bernard Linder collection

R-10 3035 and train at Stillwell Avenue, December 5, 1967.
Bernard Linder collection

(Continued on page 14)
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STATUS OF NORTH AMERICAN TRANSIT PROJECT OPENINGS
SCHEDULED FOR 2015
by Randy Glucksman
The projects that were listed in the January, 2015 Bulletin have been completed or are scheduled for
completion by the end of 2015 or in 2016. The good
news is that were many completions, but again, due to
numerous reasons, most were delayed by at least sevDATE

AGENCY

CITY

December 30, 2014

City of Atlanta/Atlanta
Downtown

Atlanta, Georgia

Holdover from 2014
February 8

Chicago Transit Authority

Holdover from 2013
April 5

eral months. Changes to those not in service will be
reported in the January, 2016 Bulletin. At the top of the
list is one holdover from last year – the Atlanta Streetcar. If you compare the January and December, 2015
lists, there have been a few additions.

TYPE
2014 Leftover

LINE

DETAILS

SC

Atlanta Streetcar Project
Phase I

2.7 mile loop
12 stations

Chicago, Illinois

HR

Green

Cermak-McCormick station opens

South Florida
RTA

Miami, Florida

CR

Tri-Rail

Miami International Airport station
opens

Holdover from 2014
April 13

Dallas Area
Regional Transit

Dallas, Texas

SC

Oak Cliff Streetcar

May 23

MTA Houston

Houston, Texas

May 23

MTA Houston

Houston, Texas

June 6

Metrolinx

Toronto, Ontario, Canada

July 14

Charlotte Area Transit
System

Charlotte, North
Carolina

August 1

San Francisco Muni

San Francisco,
California

Dallas Union Station to Oak Cliff
1.6 miles, 4 stations
Theater District to
East End (Green) Phase
LR
Altic/Howard Hughes
I
3,.3 miles, 3 stations
Convention District to Palm Center
LR
Southeast (Purple)
6.6 miles, 11 stations
Union Station to Pearson Airport
DMU Union Pearson Express
1.86 miles (new), 1 station
Charlotte TC to Hawthorne Lane
LR
Gold Phase I
and 5th Street
1.5 miles, 6 stations
Opens for weekend service
LR
E/Embarcadero
18 stations

August 11

Greater
Cleveland
Regional
Transportation Authority

Cleveland, Ohio

HR

Red

August 22

Valley Metro Rail

Phoenix, Arizona

LR

Central Mesa

August 24

Sacramento RTD

Sacramento, California

LR

Blue Phase II

Holdover from 2014
September 6

Edmonton Transit

Edmonton, Alberta,
Canada

LR

North

September 12

Tri-Met

Portland, Oregon

LR

Orange

Holdover from 2013
September 13

MTA New York City
Transit

New York, New York

HR

7 Extension

Times Square to Hudson Yards
1.4 miles, 1 station

November 15

Southeastern Pennsylvania Transportation
Authority

Lansdale, Pennsylvania

CR

Lansdale-Doylestown

9th Street station opens

Late

Metrorail

Los Angeles, California

CR

91

Extension from Riverside to
Perris
24 miles, 4 stations

2015

Little Italy-University Circle station
opens

Sycamore Road to Mesa Drive
3.1 miles, 4 stations
Extension from Meadowview Road
to Cosumnes River College
4.3 miles, 4 stations
Churchill to Nait
2 miles, 3 stations
PSU South/SW 5th and
Jackson Street to SE Park Avenue
7.3 miles, 10 stations

(Continued on page 7)
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NJ TRANSIT TO LENGTHEN LRVs
by Jack May
(Photographs by the author)
NJ Transit and Kinkisharyo will soon be starting the
roll-out of a project to extend the length of many of the
three-section Light Rail Vehicles used on the HudsonBergen and Newark light rail lines. The $54 million program was authorized in July, 2014 after one HudsonBergen car was fashioned into a prototype and had operated successfully for a full year (since 2013). The two
100-percent low-floor sections to be added will expand
the length of 35 of the 73 existing 90-foot long cars to
127 feet. Their total passenger capacity will be increased by 50 percent, with the number of seats per
unit being raised from 68 to 102. Of the fleet of 52 Hudson-Bergen cars, 25 will be lengthened, while 10 out of
the 21 Newark Light Rail cars will get the same treatment.
The savings accrued from this approach to increasing
the capacity of the lines are significant, as the cost of
the retrofit is about one-third that of buying new cars,
and it also avoids the necessity of extending certain
platforms on the Newark City Subway to accommodate

two-car trains. But more important to the cash-starved
agency and the New Jersey politicians who are unwilling to provide adequate funding for capital improvements, 80 percent of the cost is federally funded
through the Congestion Mitigation and Air Quality Improvement (CMAQ) Program, which is jointly directed
by the Federal Highway Administration and the Federal
Transit Administration.
The prototype car, 2054 of the Hudson-Bergen Line,
has now been carrying passengers for about two years.
At present it tends to run in rush hours on the HobokenTonnelle Avenue service, adding capacity to a route
served by single units, and occasionally can be ridden
on weekends on the Hoboken-Bayonne route, substituting for a regular two-car consist.
While the sight of these extended units will soon become commonplace, I decided to photograph them on
several occasions this summer. These photos are displayed on page 18.

(Continued on page 18)

Status of North American Transit Projects
Scheduled for 2015
(Continued from page 6)
DATE
Delayed from 2013
November 16

AGENCY
Virginia Railway Express

CITY

TYPE

Spotsylvania, Virginia

LINE

CR

Fredericksburg

DETAILS
Spotsylvania station opens
5 miles

Moved to 2016
Postponed from Winter
2012-3

NJ Transit

Wood-Ridge, New
Jersey

CR

Bergen County

Avalon-Westmont station opens

Early

Bay Area Rapid Transit

San Francisco,
California

HR

Warm Springs Extension

Warm Springs to Warm Springs
South Fremont
5.4 miles, 1 station

March

Kansas City
Streetcar
Authority

Kansas City, Missouri

SC

KC Downtown
Streetcar Project

Early

Valley Metro Rail

Phoenix, Arizona

LR

Northwest Phase I

April 1

MTA New York City
Transit

Staten Island, New
York

HR

Arthur Kill Station

South Florida RTA

Summer

Union Station to River Market
2.2 miles, 14 stations
19th Avenue/Montebello to Dunlap Avenue
3.2 miles, 3 stations
Replaces Nassau and Atlantic
stations
Trains begin serving Miami
International Airport station

Miami, Florida

LD

Amtrak

?

Los Angeles County
Metropolitan
Transportation
Authority

Los Angeles, California

LR

Gold - Foothill Phase 2A
(Pasadena to Azusa)

Sierra Madre Villa to APU Citrus
College
11.5 miles, 6 stations

?

Sound Transit

Seattle, Washington

SC

First Hill Streetcar

Occidental/South Jackson to
Broadway/East Denny Way
2.5 miles, 10 stations

?

District DOT

Washington, DC

H Street/Benning
Road

2.4 miles, 8 stations

Delayed Until Further Notice

Legend:
CR: Commuter Rail
DMU: Diesel Multiple Unit
HR: Heavy Rail

LD: Long Distance
LR: Light Rai
SC: Streetcar
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No. 325
by Ronald Yee and Alexander Ivanoff

Metropolitan Transportation Authority
The MTA Board approved its 2015-9 Capital Program
of $29 billion, clearing the way for the purchase of thousands of new subway cars; spending $2.8 billion for
station improvements; completing the installation of
Positive Train Control (PTC) on its two commuter operations, the Long Island Rail Road and Metro-North Railroad; beginning phase II of the Second Avenue Subway
into East Harlem, re-establishing the Elmhurst LIRR
station with a new station facility on the site of the original station; and constructing four new Metro-North Railroad stations at places such as Co-Op City along the
Hell Gate Line, a portion of the existing Northeast Corridor connecting the New Haven Line with Penn Station,
New York; and providing the remainder of the subway
system with countdown clocks to inform customers of
when the next train is due at the station. This Capital
Program will continue the MTA policy of replacing deteriorated components as the need becomes critical. This
effort will now expand to include items such as power
supplies and structures. (Metro Magazine, October 29)
MTA Long Island Rail Road
LIRR issued new schedules dated November 16,
which will be in effect through December 13, showing
the extra services for the Thanksgiving holidays. (LIRR
website, November 15)
As part of the East Side Access project, a LIRR station
is being built under Grand Central Terminal’s lower level. To build stairways, elevators, and escalators connecting the new station to the old one, a 1,920-squarefoot seating and dining area was closed on October 26.
Workers will break through the floor to build the housing
for the elevators and escalators. A 10-block-long,
350,000-square-foot LIRR Concourse and an eighttrack terminal station are under construction. Opening
date has not been set. (Bernard Linder, November 6)
MTA Metro-North Railroad
Metro-North took possession of the first GP-35R work
locomotive rebuilt by Brookville Equipment Corporation.
Taking eight months for the total overhaul, locomotive
105 is the first of six existing MNR units (road numbers
101-106) to be rebuilt. As the project nears completion,
a seventh GP-35R (107) will be added to the roster. In
addition to a complete rewiring, rebuilt brake system,
and new seats and windows, the rebuilding project will
equip the GP-35Rs with Positive Train Control apparatus, cab air conditioning, automatic engine start technology that will reduce idling times, an automated emailing system that communicates fault indications to
Mechanical Department supervisors, and a “battery jog”
that will permit the engine to switch over to battery power when entering or leaving the confines of the shop.
They are rated at 2,000 HP. Listed below is the MetroNorth Railroad roster of GP-35Rs:
MNR 101, built as Reading 3641

MNR 102, built as Pennsylvania 2271
MNR 103, built as Pennsylvania 2310
MNR 104, built as Pennsylvania 2250
MNR 105, built as Reading 3637
MNR 106, built as Pennsylvania 2274
MNR 107, built as Soo Line 728 (new unit to be added
to the MNR stable of work locomotives)
(Al Holtz, October 29)
Metro-North issued a new set of timetables effective
November 16. On the New Haven Line, the temporary
station named Devon Transfer was closed and connections between mainline services and the Waterbury
Branch shuttle trains were returned to their usual location, the Bridgeport station. The transfer location had
been changed to the temporary station located on the
west leg of the wye where the Waterbury Branch split
away from the mainline to facilitate repairs to the northernmost track of the mainline. On the Hudson Line, the
new timetable ended a temporary construction schedule
that had been in effect on weekends requiring passengers on select trains to transfer at Marble Hill for service
to Manhattan so that CP6, an interlocking just south of
the Yankees-E. 153rd Street station, could be rebuilt as
quickly as possible. On November 8, a new timetable
was issued for the Port Jervis and Pascack Valley Lines
of MNR’s west-of-Hudson services in conjunction with
the new schedules issued by NJ Transit. (Metro-North
website, November 6)
NJ Transit
NJ Transit issued new timetables for the Atlantic City,
Main-Bergen County, Montclair-Boonton, Morris & Essex (M&E), Northeast Corridor (NEC), North Jersey
Coast, Pascack Valley, and Raritan Valley Lines effective November 8. Most notable was the restoration of
two late night service trains to the M&E Lines, Train
#6601 departing New York’s Penn Station at 12:56 AM
and arriving in Dover at 2:30 AM and Train #684 departing Dover at 11:30 PM making all stops to Summit and
then operating express to Newark Broad Street and Hoboken, arriving at the terminal at 12:40 AM. These trains
had been cut from the M&E Lines as part of the September, 2015 service reductions that were vehemently
protested by transit advocates and local politicians. Other service changes on the M&E Lines were: Train #453
departs Hoboken 8 minutes later at 11:52 PM, arriving
at Summit at 12:42 AM and connects with Train #6683
to Gladstone arriving there at 1:35 AM; Train #438 departs Gladstone 45 minutes earlier at 9:01 pm and arrives in Hoboken at 10:36 PM. Raritan Valley Line Train
#5504 operates 10 minutes earlier out of Raritan at 4:31
AM and arrives at Newark at 5:29 AM. MontclairBoonton Line train #6201 operates 6 minutes earlier,
leaving New York at 12:34 AM. NEC Line train #7846
leaves Trenton 6 minutes earlier at 3:22 PM and makes
(Continued on page 9)

8

ERA BULLETIN — DECEMBER, 2015
Commuter and Transit Notes

structure such as a $1.5 million station to serve the
Southwest Chief as an acknowledgement of the line’s
permanency. (Denver Post, November 8)
Amtrak’s Silver Star (Trains #91 and 92) will operate
without a dining car through April 30, 2016, a threemonth extension of the original pilot program coupling
an offering of only a basic level of food service on the
train in the form of a café car with a reduction in sleeping car accommodation rates. As of press time, no indications of the program’s success or unpopularity based
on bookings and food sales volumes have been released. Ostensibly, Amtrak is claiming that withholding
the 4 dining cars normally assigned to the Silver Star is
providing much-needed relief for a fleet of heritage dining cars that are desperate need of replacement. New
Viewliner II dining cars are currently being built by CAF
at its factory in Elmira, New York and are expected to
begin revenue service testing during Spring, 2016.
(Amtrak.com, November 18)
Miscellaneous
President Obama signed legislation extending the
deadline for Positive Train Control (PTC) to December
31, 2018, a three-year extension that will avert a disruptive shutdown of the nation’s passenger train services
as well as transport of hazardous materiel by the
freight-carrying railroads. BNSF and NS had already
gone on record as refusing to carry hazmat cars over
their lines if the PTC deadline were not extended and
Amtrak, VRE, and Metra had also stated that they
would be forced to suspend all passenger services.
While all railroad operations receive a three-year reprieve, this legislation also has provisions mandating
that all railroads file a credible plan of action to bring
themselves into full compliance with the PTC requirements within 90 days and file an annual update on PTC
progress beginning in March, 2016. This legislation will
also provide railroads unable to meet the new deadline
the ability to apply for an extension of up to two additional years. Amtrak issued a statement that it is still on
schedule to have a fully operational PTC system protecting all of the sections of the Northeast Corridor that
it owns and operates. Thus far, the railroads have spent
$6 billion on PTC and expect to spend another $4 billion
to reach full operational status nationwide, where required. (Metro Magazine, October 29)
Other Transit Systems
Boston, Massachusetts
A contest was held during October by which MBTA
would get a firm indication of rider preferences regarding the exterior paint schemes of the next generation of
rapid transit railcars and light rail vehicles on the Red,
Orange, and Green Lines. Respondents would choose
among three distinct paint schemes for each line, giving
riders a voice in how their future rail vehicles will look
from the outside. Upon conclusion of the survey on November 2, the votes were tallied and some obvious
anomalies with voting patterns were detected. The survey results were carefully reviewed and it was determined that a few computers had been programmed to

(Continued from page 8)

stops up to 8 minutes earlier all the way to New York.
Finally, there are some minor service adjustments to
and from New York during the morning peak period. (NJ
Transit website, November 3)
President Obama signed an executive order on November 12, creating a Second Presidential Emergency
Board (PEB) to help resolve an ongoing dispute between NJ Transit and the labor organizations representing the rank and file employees. The first PEB formed in
July was not successful at resolving the dispute. The
second PEB will have 60 days to evaluate the case
from both sides and select a recommended offer that
would be the most fair and equitable for both sides.
However, while the side whose offer is rejected by the
PEB can lose certain benefits if a strike does occur, the
recommendations are not binding on either party.
(Editor’s Note by Ron Yee: If no settlement is attained by the
second PEB, the labor organizations are free to call a strike
unless a presidential emergency order is issued for a maximum of 30 days.) (Railway Age, November 13)
Repairs to the former Pennsylvania Railroad tunnels
under the Hudson and East Rivers now used by Amtrak,
NJ Transit, and the Long Island Rail Road apparently
will not begin until around 2020. The engineering and
planning effort to stage the repairs are only about 30%
complete and it is hoped that the planned Gateway Tunnels will be open before the reconstruction efforts for
the Hudson River Tunnels requires one of them to be
shut down one at a time for around one year. Closing
one of the four East River Tunnels would reduce the
capacity under the river from 48 trains per hour to 35
while the shutdown of one of the two Hudson River Tunnels would reduce the number of trains from 24 down to
just 6 per hour. Federal officials have committed to
funding at least 50% of the cost of constructing the two
Gateway Tunnels, the balance will be funded by Amtrak
and the states of New Jersey and New York. The Gateway Development Corporation, a concept first proposed
by New York State Senator Charles Schumer, will be
created under the Port Authority of New York & New
Jersey to oversee the entire project. (Star-Ledger, November 5 and 12)
Amtrak
The current 100+-year-old route of Amtrak’s Southwest Chief through New Mexico and Kansas will be retained, thanks to the collaborative efforts by three major
towns along the line; Trindad and Dodge City, Kansas
and Lamy, New Mexico, to raise over $50 million in federal and matching state and local grants to fund capital
expenditures to perform repairs to the track to allow it to
support passenger train speeds. Host railroad BNSF
has agreed to cover most of the future maintenance
costs of the line, which no longer carries much freight,
most of it now operating over its primary transcontinental mainline south of this historic line, mostly parallel to
Interstate 40. The towns of La Junta and Lamar are seriously considering making investments toward infra-

(Continued on page 10)
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generate thousands of votes. One single computer had
been programmed to submit hundreds of votes, skewing the raw results. Working with SurveyMonkey, the
website that had hosted the survey, the votes were reviewed and invalid or suspicious one removed. The vote
total was reduced from 177,000 raw votes to just 25,000
valid and verifiable votes and while the results remained
the same for the Orange Line, the choices for the Red
and Green Lines were changed.
In summary, both the Red Line and Orange Line trains
will have the bottom one-third of the carbody side
stretching from a few inches below the side windows to
the bottom of the carbody sill with the cab end having a
bonnet-band of the same color framing the black carbody end. A “T” symbol of the same color is applied just
forward of the first passenger side door. On the Green
Line LRV, a simpler color scheme was selected, a gray
carbody with a light green band running along the sides
to match the levels of the side windows and a small
trapezoidal patch of green between the headlight and
marker light panels below the Operator’s window.
(Boston Globe, November 12)
Philadelphia, Pennsylvania
SEPTA’s Route 101 and 102/Media and Sharon Hill
(light rail) Lines will be equipped with CommunicationBased Train Control (CBTC) supplied by Ansaldo STS,
a Hitachi group, which was awarded a $53.2 million
contract. In addition to the increased safety the system
will offer, it will enable a central dispatching center to
better control line operations, adjusting schedules as
needed to meet changing situations. (Editor’s Note by
Ron Yee: While some may view CBTC as overkill for what is
often seen as a streetcar line, both lines do have long sections
of reserved rights-of-way, often operating at upwards of 50
mph on a curving track with limited sight lines, protected
only by wayside signals with no on-board systems to override
an errant Operator. Along this path of reasoning, Route 100/
Norristown Line, operating at even higher speeds on an exclusive right-of-way, will also need to be equipped with some
form of Positive Train Control as well.) (Railway Age, November 13)
Florida
U.S. Representative John Mica suggested that Daytona Beach in Volusia County be a candidate for an expansion of the All Aboard Florida passenger rail service
along existing Florida East Coast Railway (FEC) tracks.
This is not a new idea, as there were proposals and
plans 15 year ago and earnest efforts starting in 2009 to
bring Amtrak service onto the FEC, linking Jacksonville
and Miami with eight station stops: St. Augustine, Daytona Beach, Titusville, Cocoa, Melbourne, Vero Beach,
Port Pierce, and Stuart, restoring passenger service not
seen since the 1960s. The station site at Magnolia Avenue near Daytona Beach’s City Hall would be restored.
However, despite $118 million in state funding allocated
to the initial stages of establishing that service and
available until 2013, federal funding was not forthcom10

ing and that opportunity slipped away. Other local politicians mention the building of an intermodal transportation center at the Daytona Beach International Airport
for this proposed service as well as a long-range proposal to bring SunRail commuter rail service to Daytona, linking it with Orlando. Currently, All Aboard Florida
is on schedule to begin service in 2017, linking Miami
and Orlando International Airport with two intermediate
station stops at Fort Lauderdale and West Palm Beach.
(Daytona Beach News-Journal, November 2)
SunRail’s proposed Orlando Airport connection has
been moved into “Project Development” status by the
Federal Transit Administration. While funding is not yet
identified or in place, this stage will initiate the planning
process of selecting options such as light rail diesel
multiple-unit shuttle trains operating over an airport spur
line that would connect the new All Aboard Florida Orlando International Airport terminal to the SunRail
(former CSX) mainline or heavy rail diesel push-pull
commuter rail trains directly serving the airport station.
This spur line currently carries coal trains serving the
Cutis Station power plant east of the airport. It would not
be difficult to secure the right-of-way connecting that
spur to the $213 million All Aboard Florida rail terminal
that is being built at the airport, due to open in 2017.
Cost estimates for this extension range from $100-225
million. If such a service were established, SunRail
would change from its current weekdays only, primarily
peak hour service into a daily operation of at least 18-20
hours per day, requiring adding equipment to its current
fleet of ten trainsets, crews, and expenditures such as
fuel. (Orlando Sentinel, October 30)
“Brightline” will be the name of the high-speed rail service operated by All Aboard Florida between Miami and
Orlando International Airport. The brightly colored consists will be built by Siemens at its plant in Sacramento,
California and powered by Siemens “Charger” locomotives, similar to the ones already on order by California
for the Pacific Surfliner, Missouri, Washington, Illinois
(Metra), and Maryland (MARC) (Railway Age, November 9)
Milwaukee, Wisconsin
The City of Milwaukee agreed on terms with rolling
stock manufacturer Brookville Equipment Corp on November 13 for the supply of four Liberty Modern Streetcars to operate its starter line. The $18.6 million contract includes options for up to 20 more vehicles.
The three-section bidirectional trams will be
20.4 meters long and 2,600 millimeters wide with capacity for 150 passengers. There will be 32 seats, including four tip-up seats, and two doors per side. The
trams will be equipped with bicycle racks and air conditioning, and will be powered by four 99 kW a.c. traction
motors. They will be “majority low-floor,” with floors to
be supplied by Milwaukee Composites.
Deliveries are scheduled to take place between late
2017 and early 2018. The order is funded from federal
grants, which means that the vehicles are mandated to
meet Buy America requirements specifying at least 60%
(Continued on page 11)
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U.S. content and final assembly in the United States.
The trams will run in mixed traffic on the 3.4-routekilometer standard gauge route between Burns Commons and Clybourne Street.
The city’s Joint Committee on Downtown Streetcar
Implementation has also authorized the Department of
Public Works to exercise an option for a fifth vehicle,
which will be required for the 1.2-kilometer Lakefront
Line branch. In October the Department of Transportation announced that Milwaukee is to receive a $14.2
million TIGER grant for construction of this extension.
(Railway Gazette, November 16)
Chicago, Illinois
Metra placed the first of three F-59PH locomotives in
service on November 6. Metra is the third operator of
these EMD units, built in 1988 for GO Transit, the Toronto area’s commuter rail system, and later sold to
Montreal’s commuter rail system. The newly acquired
units, numbered 97, 98, and 99, will be assigned to
trains operating on the Milwaukee North, Milwaukee
West, and North Central Lines. (Metra website, November 10)
Five months after an accident at the construction site
for a water reclamation plant at McCormick Boulevard
caused an embankment supporting the tracks of the
CTA’s Yellow line (formerly known as the Skokie Swift)
to collapse, resulting in the immediate suspension of
service, the line was reopened on October 30. CTA offered free rides during the first week of operation.
(Chicago Tribune, October 30)
Cleveland, Ohio
The Greater Cleveland Regional Transit Authority
(GCRTA) is seeking federal and state assistance in
funding a new fleet of rail vehicles to replace its current
fleet, most of which are about 30 years old. The
timeframe GCRTA is looking at to replace 65-70 aging
railcars by is 2025 at an estimated expense of $280
million. (Metro Magazine, November 3)
Kansas City, Missouri
Kansas City welcomed its first streetcar vehicle to
town on November 2, transported from a manufacturing
facility in Elmira, New York.
A crowd of about 75 to 100 people were on hand for
the arrival. The vehicle arrived about 9:30 AM, even a
little earlier than expected.
The vehicle traveled more than 1,000 miles and arrived with no incidents along the way. By 10:20 AM, it
was being eased onto the tracks at Second Avenue and
Grand Boulevard, from where it was to be towed to the
Singleton Yard maintenance facility.
It will be examined for any maintenance issues and
actual testing on the route was expected to begin early
on the morning of November 6.
This is part of the $100 million, two-mile route from the
River Market to close to Union Station.
It’s the first streetcar in Kansas City since the old system shut down in June, 1957. It’s been assigned No.
11

801, picking up from numbering where it left off nearly
60 years ago, with streetcar series 725-799.
This is not your father’s streetcar. It is a sleek, modern, bi-directional vehicle assembled in New York from
components fashioned in Spain. It is climate-controlled
and Wi-Fi enabled. It is approximately 77 feet long,
weighs 78,000 pounds, and can carry a maximum of
150 passengers, most of them standing.
But it will not be carrying any passengers for some
time. The city purchased four CAF USA vehicles, which
must undergo extensive testing before the line opens to
the public, which city officials hope will be in time for the
Big 12 basketball tournament in March, 2016.
Kansas City officials are still clarifying the prospective
arrival times of the remaining three streetcar vehicles.
(Kansas City Star, November 2)
El Paso, Texas
Camino Real Regional Mobility Authority has awarded
Brookville Equipment Corporation an $18.8 million contract to overhaul and modernize six PCC streetcars dating from 1937 for use on the future 7.7-kilometer El
Paso Streetcar Project in Texas. Brookville said the aim
would be to provide “a modern transit solution wrapped
in a nostalgic, historical package.”
The trams were manufactured by the St. Louis Car
Company for the San Diego Electric Railway, and later
sold to El Paso, where they ran to Ciudad Juárez in
Mexico until being stored in 1974.
Refurbishment will involve stripping down the vehicles,
repairing and replacing structural carbody components,
and undertaking complete rewiring. Trucks are to be
remanufactured, doors upgraded, and modern equipment installed including air conditioning, a wheelchair
lift, Wi-Fi, cycle racks, and fareboxes. The vehicles will
repainted in heritage liveries.
Brookville is currently undertaking a PCC rebuilding
project for San Francisco Municipal Transportation Authority, and including the El Paso project will have
worked on 56 PCC and 32 other heritage streetcars.
(Railway Gazette, October 28)
Denver, Colorado
Wabtec Corporation has signed a $27 million contract
with Regional Rail Partners to provide Phase I signaling
and communications systems, including Positive Train
Control (PTC) equipment, for the new North Metro Rail
Line in Denver, the company announced November 9.
The line will eventually be integrated into Regional
Transit District (RTD) commuter rail services.
In 2011, Wabtec was awarded a $63 million contract
with Denver Transit Partners to provide PTC equipment
and services, a dispatch office system, wayside signaling and communications systems, and related integration and project management services for three other
commuter rail lines that are part of the overall project. In
2012, Wabtec was awarded a $25 million contract to
provide brakes, couplers, PTC equipment, event recorders, and doors for 50 new transit cars for the system.
The Denver North Metro train control system will meet
the requirements of the U.S. Rail Safety Improvement
(Continued on page 12)
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Act of 2008, and will use PTC products that Wabtec is
providing to freight railroads and other transit systems.
(Railway Age, November 9)
San Francisco, California
The first car of Bay Area Rapid Transit’s order of new
railcars (3001) is scheduled to be shipped from Bombardier’s manufacturing plant in Plattsburgh, New York
by the end of December. Three cars have been built
and will be sent to BART’s test track in Hayward, California, the location of its main shop and repair facility.
The cars must pass a rigorous testing program that is
expected to take most of 2016 with an anticipated service inauguration date of around December, 2016. The
new cars are being touted as being a vast improvement
over the current fleet of cars, many dating back to the
system’s opening in 1972. They will be quieter, with the
use of micro-plug doors (three doors per side, which will
reduce station dwell times), cooler for all passengers by
having conditioned air sent directly to ceiling vents to
improve air circulation (especially for standees), comfortable and clean with padded seats covered with wipe
-able fabric to ease cleaning, and the destination signs
will be color-coded to match the color of each line in the
system, with automated announcements and digital information screens. If BART is able to fund and purchase
the 1,081 railcars it wants, all trains should be able to
operate with ten-car consists, increasing total seating
capacity by up to 49%. (BART website, November 16)
On the topic of common sense prevailing over lunacy,
a plan to temporarily remove the overhead trolley wires
on Market Street to accommodate the vertical clearance
needs of the Super Bowl City festival being held during
the run-up to the 50th Anniversary Super Bowl was
nixed. The venue’s organizers, Super Bowl 50, met with
MUNI officials who had been bombarded with e-mails
and calls protesting the draconian plans that had recently come to light, which would have caused severe
disruption to the Market Street F Line and trolley coach
operations on Market Street for at least two weeks. Various options were discussed and in the end, an agreement was reached that would reconfigure many of the
venues to stay below the wires and for those venues
not capable of being “lowered,” those would be relocated a short distance off Market Street. Had the original
plan gone through, MUNI riders would have had weeks
of inconvenience and service diversions with many trolley coach lines having to be converted to motor coaches and the suspension of the F Line streetcar service, a
vital link from downtown to the Embarcadero that
serves as a relief line for the overburdened cable car
system. Removing and then restoring the overhead
wires could ultimately require more than the stated two
weeks of service disruptions to accommodate this
weeklong event celebrating a Super Bowl that is not
even being held in San Francisco, but rather many
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miles to the south in Santa Clara, which the San Francisco 49ers football team now calls home. (San Francisco Examiner, November 19)
Nova Scotia, Canada
VIA Rail could start operating a smaller regional passenger rail service within Nova Scotia and New Brunswick as early as next Spring. The regional service would
run between Cambellton in New Brunswick and Halifax.
It would be in addition to VIA’s much longer Ocean run,
which is three times weekly between Halifax and Montreal. It is all part of a plan by VIA to attract more passengers, a service which is highly subsidized.
For the holiday period, VIA will increase the frequency
of the Ocean service, with the hope of drawing more
customers to the train in this region. Normally, VIA operates the Halifax-Montreal train only three times a week
in each direction. That is going up to six times a week in
each direction during the period of December 19, 2015
to January 3, 2016. By doubling the number of runs,
VIA will be adding a total of about 2,000 spaces. A bit
more than half will be beds and the remainder will be
seats. Part of the market trying to be captured includes
millennials, who are more interested in being connected
online than owning a car. (The Chronicle-Herald
[Halifax], November 9)
France
Opening of the 106-kilometer second section of LGV
Est-Europénne between Baudrecourt and Vendenheim
for commercial services is likely to be delayed, following
the high speed derailment of a TGV test train on November 14.
Instrumented TGV 2N2 EuroDuplex set 744, which
had been undertaking commissioning tests on the new
line since September, left the tracks at high speed on a
curve near Eckwersheim, shortly before the junction at
Vendenheim about 12 kilometers north of Strasbourg.
Around 50 people were thought to be on board, of
whom 11 are confirmed killed and 37 injured, including
12 seriously hurt. The train was reported to be carrying
unauthorized guests including children, who were understood to be family and friends of the test team.
Around 3:10 PM, the TGV had been traveling towards
Strasbourg on the southern track, which will mainly be
used by westbound service. It overturned on a curved
embankment before striking the parapet of a bridge
over the Marne-Rhine Canal. The vehicles were flung
into adjacent farmland and the rear power car ended up
in the water. Three inquiries are in progress to determine the cause of the derailment.
Dominique-Nicolas Jane, Head of the Cabinet Office
of the Alsace Préfet, said the train had “derailed because of excessive speed.” The commissioning program for the new line includes 200 overspeed test runs
at 10% above the 320 kilometers per hour line speed,
which is a standard procedure. The accident mars the
excellent safety record of the TGV, which stretches
back to the launch of commercial service on LGV SudEst in 1981. (Railway Gazette, November 16)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
Editor’s Note: Because of a production error, last month’s
installment was cut off in the middle. Here is the remainder.
...until 1866 that the first “pontoon” type car floats were
placed in service by the Central Railroad of New Jersey
at its terminal in Jersey City. It was quickly joined there
by the Pennsylvania Railroad and for the very first time
it became possible for a railroad car to get beyond the
physical end of its track, though there were likely few
off-line “landing” places for them to go in either Manhattan or Long Island. The car float concept truly gained
acceptance nine years later upon the addition of a pontoon-type installation at the Harlem River Terminal of
the New York, New Haven & Hartford. Coupled with the
Pennsylvania’s like modification of its Paulus Hook terminal and its deployment of the famed steam ferry Maryland in 1876, as well as the 1873 addition of Harsimus
Cove Yard, the first New York area infrastructure intended for the physical transfer of carload freight from one
railroad to another by water was now in place. The Maryland was not new to this role; it had been freed up by
the bridging of the Susquehanna River at Havre de
Grace in 1866, and its presence bestowed a new capability upon the Pennsylvania to move both goods and
passengers between New Jersey and New England
points in partnership with the “New Haven.” Though it
was in the freight-handling business from its beginning,
Austin Corbin’s New York & Manhattan Beach Railroad
could not provide a suitable basis for freight car interchange until June of 1883, owing to its standing differences in both purpose and track gauge. By the time that
its earliest, standard gauge freight facilities were established at the erstwhile “65th Street Ferry” in Bay Ridge
terminal, Corbin was in command of LIRR itself and that
company’s yard expansions focused on the Long Island
City waterfront. Meanwhile, more advanced car floating
technologies continued to evolve, with the Pennsylvania
introducing the rugged “Overhead Suspension” (Cable
Gantry) car floating system at its Harsimus Cove terminal in 1888.
Whereas a clearly defined and seemingly permanent
pattern of cooperative intra-harbor freight handling had
emerged between the Pennsylvania and the New York,
New Haven & Hartford by the mid-1880s, for the latter
this represented but one of many interchange points
around the compass at which its geographicallycompressed and industry-laden system interacted. For
their part, neither the Pennsylvania nor the Long Island
then had other options available to reach the rails of
New England. The former’s indirect “Northern Division” (a 1955 term) routing from Harrisburg to WilkesBarre, which in turn accessed the New Haven’s gateway at Maybrook, New York and the Poughkeepsie
Bridge to Danbury, Connecticut, would not materialize
13

until 1889, while simple geography gave LIRR no
choice but to remain a water-locked “terminal” road that
was itself of little value for through traffic. This dilemma
eventually spurred some initial planning to create an
alternative system of lines that would enable both the
competing Pennsylvania and New York Central to interject assets in this growing corridor, thereby to maintain
a balance of pricing. Indeed, the Pennsy and New Haven had already been entertaining the concept of a
physical connection between the Harlem River Branch
in New York and the Long Island Rail Road’s lines in
Queens, though the bigger company did not as yet have
direct corporate control of its potential bridge line. One
end result was the incorporation of the “New York Connecting Railroad,” in its first form, on April 21, 1892 at
the behest of one Oliver W. Barnes, a noted civil engineer of the day who was allied with the Pennsylvania
Railroad. Conceived purely as a means of “connecting”
the four component railroads together, the two-track
route as initially drawn up escaped LIRR’s lines radiating from Brooklyn and Queens by way of a bridge
across the notorious “Hell’s Gate” channel (more or less
as it was actually built in time), but did so to join both
the New Haven’s yard at Oak Point (as built) and the
New York Central’s Harlem Division at Williams Bridge,
which it would have reached by continuing along the
Bronx River basin, similar in manner to the alignment
later attained by the Bronx River Parkway. Granted,
these traits were all then very subjective points on a
map, being vulnerable to great revision when meshed
with the ever-shifting engineering and municipal realities
that would surely emerge. It should also be noted that in
1892 the New York Central’s Harlem and Hudson Lines
were still legally contained within Westchester County
as far as that very point; only the Bronx’s western and
southern portions (originally pieces of Westchester) had
been ceded to New York City in 1874 while those lands
in the “annexed district” (east and north of the Bronx
River) did not follow suit until 1895. Though by appearances this distinction was minor, its legal ramifications
were significant in terms of creating and operating any
railroad, as it could serve to expand the jurisdiction of
municipal governing authorities, along with their sometimes-inherently-corrupt policies. Given that consolidation of the entire “borough” of the Bronx was formally
instituted just three years later, following a long period
of anticipation, this might explain the evident repudiation
of the New York Connecting proposal on the part of the
New York Central system. As events soon transpired,
this might have been a prescient decision on their part,
at least in the short term.
(Continued on page 14)
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Rails Under the River Revisited
(Continued from page 13)

In the early 1890s there were a half-dozen or so key
maritime interchange points dotting the map around
New York, with innumerable variations in utility that kept
both the Hudson and East Rivers, as well as New York
Bay itself, churning with liter vessels of every size and
type, all day and night. Such remained the case as
Samuel Rea undertook his detailed study of the Pennsylvania’s Manhattan terminal potential at that time, with
the possibilities for improving the movement of goods
around the area considered as one of the many factors
in his overall undertaking. Unfortunately, this and all
other aspects associated with the Pennsy’s desired extension into Manhattan were soon swept away in the
greater economic tides that resulted from the Panic of
1893, the same forces that ultimately brought down
Gustav Lindenthal’s prized Hudson River Bridge proposal. It is probable that the Pennsylvania’s hierarchy
Around New York’s Transit System
(Continued from page 20)

Hudson Yards. She assumes the position of NYCT
President on December 28.
Train of Many Colors Operates for World Series
The Train of Many Colors, a vintage consist of subway
cars built between 1962-3, operated for a second weekend in commemoration of the New York Mets baseball
team competing in the World Series. It had operated on
7 over the weekend of October 17-18 for the National
League Championship Series and the same consist
(see the November, 2015 Bulletin) operated for World
Series Games 4 and 5 on October 31 and November 1,
running from the new terminus at 34th Street-Hudson
Yards to Main Street-Flushing, making all express
stops, including Mets-Willets Point. The vintage consist
departed 7 and returned to 207th Street Yard on November 4. R-33 9306 (and R-16 6387) was returned to
the Transit Museum in Brooklyn on November 15.
Sixth Avenue Subway Opened 75 Years Ago
(Continued from page 5)

Samuel Rosoff was an immigrant who rose from rags
to riches. This 12-year-old Russian boy traveled alone
and arrived in New York in 1894. At first he found shelter in the Newsboy’s Home behind the World Building.
He paid 8 cents for a bed and a clean night sheet, followed by oatmeal, coffee, and a roll for breakfast. If he
was still hungry, he could order beef stew, which cost 3
cents. He sold newspapers under the Brooklyn Bridge
and then sold candy on the Albany train. Advancing rapidly, he became a millionaire at age 30 and was building
highways in the mid-1920s. Rosoff said, “Work is the
only way to enjoy yourself.” He had no formal education, but was a Practical Engineer. When he was award14

was able to cage its own “educated guess” as to an optimal outcome for the ongoing issue of moving rail
freight into, out of, and through New York City in an efficient, timely manner. Unfortunately, the effecting of such
a great scheme was to be put off for another day and
resumed after the complexities of birthing a terminal for
its passenger trains could be addressed, which gives
strong indication of the company’s principal business
orientation at that time. In the meanwhile, the Pennsy
would have to be content with its rapidly swelling network of busy freight yards on the New Jersey side (by
then expanded to include the Meadows, Waldo Avenue,
and Waverly facilities); the marine and transfer services
associated with its Exchange Place and Harsimus Cove
terminals; and its big Manhattan pier at W. 37th Street.
Then there was the easy access it enjoyed through its
firmly-rooted, albeit water-bound exchange partners to
the east of the city: the New York, New Haven & Hartford via the Harlem River terminal and the Long Island
Rail Road through its huge Long Island City terminal
and somewhat diminutive Bay Ridge quay in Brooklyn.

(Continued next month)

Holiday Train to be Operated
The NYCT Holiday Train is operating on Sundays from
November 29-December 27. The train will likely operate
on the same schedule as the last few holiday seasons,
following the route of M departing Second Avenue at
10:05 AM, 11:33 AM, 1:03 PM, 2:33 PM, and 4:03 PM,
and departing Queens Plaza at 10:44 AM, 12:14 PM,
1:44 PM, 3:14 PM, and 4:44 PM. Sources close to the
museum train operations have hinted that operational
conditions permitting, the usual Holiday Train consist of
R-1 to R-9 equipment may be joined by a D-Type triplex
that would be operated with the train to and from 207th
Street Yard and positioned on one of the express tracks
at Second Avenue to assume the role of mobile Transit
Museum annex on static display. The coupler at one
end of a D-type triplex was modified this past summer
to enable it to operate with the R-1 to R-9 consist during
the Transit Museum’s summer excursion train to Coney
Island.

ed the contract for building the Eighth Avenue Subway,
he admitted that he knew absolutely nothing about subway engineering. He did not need a college education
because he was able to hire college graduates.
Rosoff was a shrewd businessman who was able to
make a profit after subway construction ceased during
World War II. He bought two Manhattan bus companies,
East Side Omnibus Corporation and Comprehensive
Omnibus Corporation, and operated them until he was
no longer able to make a profit on a five-cent fare. After
the Board of Transportation acquired the buses in 1948,
Sam Rosoff was quietly forgotten. But the Sixth and
Eighth Avenue Subways built by his corporation have
furnished regular service for more than half a century
and should continue for the foreseeable future.
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TOUR OF TURKEY
by Jack May
(Continued from November, 2015 issue)
(Photographs by the author)
Sunday morning dawned dull and dark, but at least
the rain had stopped. As the day wore on it got brighter,
although we never saw the sun. The hotel’s buffet
breakfast was excellent and we soon began our day’s
activities. Samsun is some 400 miles east of Istanbul
(as the crow flies) with a population of about a half million. With a shallow harbor, it is a busy Black Sea port,
served by good highways and a major branch of the
Turkish Railways (TCDD). Because it is surrounded by
fertile ground it is a center for the shipment of agricultural products, but it also has a base of light industry. Samsun is most famous for having been the headquarters of
Mustafa Kemal Ataturk’s Turkish liberation movement.
The father of modern Turkey (which is what the name
Ataturk means) began the Turkish War of Independence
in Samsun on May 19, 1919. The city is not very large
and we didn’t see any poverty or poor housing. The
downtown area was quiet on this Sunday morning.
Samsun’s 10-mile standard-gauge light rail line had
been opened only a few months earlier, and it was already quite busy, with a Sunday schedule calling for 10minute headways. Ansaldo Breda constructed 10 Sirio
100-percent low-floor vehicles for the tramway, similar
to the ones operating in Athens, Milan, Goteborg, and
various other cities. The red-and-white 5-section modernistic-looking double-ended units are stylish, and contain 68 seats. The entire line is on paved reservation,
much in cobblestones, but also with some raw concrete.
It is almost entirely fenced off to discourage trespassers, using either bushes or attractive low decorative
railings in the city center, but more traditional wire fences beyond. There are 21 stations, all equipped with
turnstiles that accept passes and jetons (tokens). They
are sold from manned booths, although a few of the
lightly-used stations had no kiosks. The cars accelerate
quickly, and run from 35 to 40 mph between stops.
The inner terminal is Gar, the railroad station, where a
small outdoor museum featuring a steam locomotive is
located. The outer terminal is Universite, an important
traffic generator. Both are double track stations with
crossovers and long lay-up tracks extending beyond the
platforms to bumper blocks. At both stations security
personnel indicated that photos were not permitted
(after I had taken some), but I was not bothered anywhere else, including the busiest station, Cumhuriet
Meydani, a block from our hotel.
I would characterize the line as an economic engine
for the city. Brand new high-rise housing developments
are being built shoulder to shoulder along its outer sections. Grade crossings are few and far between, with
most located at stations where LRVs run slowly anyway.

Traffic policemen are present at these crossings — perhaps because the line is so new. In the new high-rise
neighborhoods pedestrian overpasses have been erected to allow the public to access stations and cross from
one side of the line to the other. Billboards erected
alongside the tracks speak to safety awareness and
also advertise the new apartments.
Samsun’s light rail line has been implemented in an
intelligent manner, and I believe it will be very successful.
Clare spent the day visiting the history and archaeological museums, as well as the Sunday market. Our
guidebook suggested a restaurant located above a fish
store, and we were rewarded with one of the best dinners of our trip.
After a good breakfast the next morning, we checked
out of the hotel and headed to the Gar for our 8:20 train.
The day did not actually work out the way we planned
—right from the start. In the first instance, we could
have easily rolled our luggage to the light rail station
and ridden one stop to the end of the line, but since the
weather looked threatening we decided to take a taxi to
the nearby railroad station. But it turned out we had a
communication problem with the driver, as while we
headed in the correct direction at first, we then turned
north toward the sea, crossing the railroad tracks and
began working our way back toward the hotel. Of
course it eventually became clear we were not being
delivered to the station, and we finally got the driver to
go back. Apparently (although we will never be sure),
the driver thought we said “Pier” instead of “Gar.” But it
turned out only to be a short scare and we eventually
alit at the station in plenty of time for the train — or as
we soon found out, more than plenty of time.
I had wandered into the station building on the previous day but did not notice the large signs posted on the
entrance door and on the ticket window that indicated
beginning a few months earlier the train had been rescheduled to leave at 9:20, an hour later than we expected. Since we had a 2¾-hour connection at the end
of the branch line at Sivas, we decided that this would
probably not be a problem (although had we known we
could have had a more leisurely breakfast). I had double-checked the schedule on the TCDD website from
home less than a week earlier and confirmed that our
schedule would be:
Lv Samsun 8:20
Lv Sivas 19:49
Ar Sivas 17:04 240 miles Ar Kayseri 23:45 140 miles
Nobody at the station spoke English, and when I
showed the agent this schedule he sold us tickets, but
(Continued on page 16)
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they were for a train leaving Sivas at 23:05, which
would not arrive at our destination, Kayseri, until 2:30
the following morning. With no good way to communicate we decided we would worry about our connection
when we got to Sivas, as the projected 2:30 arrival in
Kayseri was clearly not to our liking. So while riding I
thought about buses or even hiring a taxi once we arrived at Sivas, rather than waiting around doing nothing
for five hours.
The train pulled up to the platform about 15 minutes
before departure time, with a diesel locomotive followed
by 5 cars. Three contained 10 compartments with 6
seats each, and two were open “saloon” coaches with
20 rows of 2-and-1 reclining seats, all facing in the proper direction. It surprised me that first-class rolling stock
was being used on this branch line train, but we were
very pleased with the comfort (and the second class
fare). The day was grey, and the scenery a mix of hills
and flatlands, with a short mountainous section. We
arrived at Amasya, 84 miles from Samsun, about 10
minutes late (based on the “new” schedule), but paused
there for an extra 20 minutes waiting for a northbound
diesel railcar, a freight train and our opposite number to
pass. I was able to take photos while our train was halted. Thus we were now about 1½ hours off our initial
schedule. Despite being denoted as an express, 40 intermediate stations were shown in the timetable, but
some must have been flag stops that we skipped. We
certainly stopped at many stations, but not 40. There
was a large amount of on-and-off traffic, mostly people
dressed like peasants carrying goods in canvas bags.
Our train is the only one carded to cover the entire
branch, but a few short distance diesel railcars are also
operated.
There must have been some make-up time in the
schedule as we picked up 21 minutes into Sivas and

arrived at 18:13 (17:04). Upon walking into the station
building we saw the arrival and departure board, which
indicated that our connecting train, the Guney Express,
was not scheduled for 19:49 as we originally anticipated, but instead for 23:42. So the agent in Samsun was
correct, and we saw the next train out would be a secondary train at 23:05. A woman and a man occupied the
two-window ticket booth and we went up to the lady,
trying to find out if there was a bus that we could take to
Kayseri. She spoke no English and was singularly unhelpful. However, when we tried to explain our plight to
the other agent, he indicated that the Dogu Express,
which was scheduled for a 16:57 departure, was running two hours late. He happily exchanged our tickets
for ones on the Dogu, and we breathed major sighs of
relief. Having found such a sympathetic agent, I had
him sell us the tickets for our April 27 journey over the
new high-speed line from Ankara to Eskisehir and then
on to Istanbul for later in the same afternoon.
At 18:48 (16:48) the Dogu pulled in and we boarded. It
pulled away at 19:05 (16:57), and further serendipity —
it had a diner. We had not eaten anything but snacks all
day, and now ended up with excellent dinners of lamb
and chicken shish kabob, with salads of eggplant and
peppers. In addition to the diner, which was manned by
a crew of 3, there were 4 first class coaches and 2
sleeping cars. (See http://www.tcdd.gov.tr/home/detail/?
id=495 for photos of the equipment on the Dogu Express.) As it turned out we sat across from two teachers
whose English was very good, and so had an enjoyable
conversation all the way to Kayseri, where we arrived at
22:59 (20:33). This turned out to almost an hour earlier
than we had originally planned, so we were quite
pleased. Google had indicated that our hotel was three
blocks down the main street leading from the station,
but the walk turned out to be extensive, as the blocks
were long and interrupted by a number of driveways
that interfered with the smooth rolling of our luggage.
But we were in bed before midnight.

Our first glimpse of Samsun’s new Light Rail system was from the
window of our room at the Otel Yafeya. A portion of the harbor
leading to the Black Sea is in the background.

AnsaldoBreda Sirio tram 3 lays up at the bumper block just beyond
the Gar terminal. Gar means railway station, but the letters, SBB,
painted on the car does not refer to the Swiss Federal Railway.

Tour of Turkey
(Continued from page 15)

(Continued on page 17)
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(Continued from page 16)

A steam locomotive is usually part of the furniture at major railway
stations in Turkey, but in Samsun the engine is attached to a few
cars housing railroad artifacts that serve as a museum.

19 Mayis Blv is one of the city’s principal streets, but has been
blocked off since the advent of Samsun’s tramway, thereby converting the area along the Black Sea into pedestrian-friendly territory. Flower boxes line both sides of the tracks, improving the appearance of both the barriers and tramline. The view is just west of
the city’s principal downtown station, Cumhuriyet Meydanı.

Two views of the tramway from just
east of the Baruthane station. The entire right-of-way is paved, using a
pleasant mixture of materials. Cable
cars rise from the station to reach the
hills above the city and some archaeological digs.

The light rail line crosses Ataturk Blv on an attractive overpass, and
then runs parallel to the arterial road.

Makromarket is a store serving the new dwelling units along the
tramway. It was also a good place to pick up a snack for lunch.
(Continued on page 20)
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(Continued from page 7)

Two views of 2054 northbound heading to Tonnelle Avenue, along Port Imperial Boulevard in Weehawken, between the line's Liberty Harbor and Port Imperial stations. These views were specifically chosen to highlight the positioning and length of the car's five sections. The
orange building in the photo on the right houses some Port Authority of New York & New Jersey personnel and also serves as an air shaft
for the Lincoln Tunnel.

The northbound Tonnelle Avenue-bound unit is actually running
eastward toward the Hudson River in this view from the Hoboken
end of the Willow Avenue viaduct, which connects that city with
Weehawken near the mouth of the Lincoln Tunnel.

Five-section car 2054 heads southbound toward the Baldwin Avenue overpass. The busy thoroughfare, which starts under the Lincoln Tunnel access helix, links automobile traffic from Route 495
with the many high-rise apartments, town houses, and commercial
developments along the Hudson River waterfront that came as a
result of the construction of the light rail line. The land directly
above the "Bergen Shield" or Palisades in this view was the dueling
ground made famous by Aaron Burr and Alexander Hamilton.

A Bayonne-bound 2054 is shown operating southward from Newport-Pavonia station to Harsimus Cove. The parking structure in the
background serves Newport Centre Mall, one of the major traffic
generators on the Hudson-Bergen light rail system.
(Continued on page 19)
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way in 1915 (called BRT at that time). The 10-foot wide,
67-foot long units have been referred to as BMT Standards and B-types over the years (and by many other
One might wonder why the Hudson-Bergen Light Rail names by subway passengers, that are not being reLine has a car numbered as high as 2054 if it has a fleet peated here to avoid an X-rating). I rode in these cars
of only 52 cars. That is simple, as the numbers are not often while growing up in the Bronx as I was a Brooklyn
continuous. Kinkisharyo built 55 cars for the system, but Dodgers baseball fan and headed out to Ebbets Field
3 of them were later transferred to the Newark Light Rail on many occasions.
(Newark City Subway) Line
The number 2054 also reto provide the necessary
minds me of a PCC purcapacity resulting from the
chased by the Philadelphia
addition of its Broad Street
Transportation Company in
Branch.
1940. Having attended colBut why are the cars numlege in the City of Brotherly
bered in the 2000 series?
Love, where these airThat is also simple if you
electric
streamliners
know Al Fazio, who had a
crossed the campus and
major role in the design of
connected with other trolley
the final HBLRT system and
lines, I am sure I rode it on
its rolling stock. He is a stumany occasions. In those
dent and admirer of New
days it was painted in the
York City's BMT Subway
standard PTC green and
and as a Professional Engicream color scheme in
neer, has written extensivewhich it was delivered, but
ly about the advanced-forlater, during a period in the
its-time technology of some
early 1990s when SEPTA
of its infrastructure and rollrecognized the historical
ing stock. Thus he was in a
aspects of streetcars and
position to have certain as- Sea Beach Line at Kings Highway, Brooklyn on June 11, 1915, show- their value as a tourist atpects of BMT referenced to ing BMT A/B-Type Standard car 2054 operating as a single unit prior traction, it was restored to
to the start of through service to Manhattan via the Fourth Avenue
corresponding facets of Subway. The Sea Beach Line was the first BMT route to use the fleet resemble the colors of the
HBLRT. For example, the
of steel cars. original 20 PCCs that came
Edward B. Watson collection, later the Arthur Lonto collection and then from St. Louis Car in
junction of the lines from
the Frank Pfuhler collection, via nycsubway.org 1938. SEPTA operated speTonnelle Avenue, Hoboken,
and Liberty State Park is
cial services in that all-toocalled DeKalb Interlocking
brief period, such as the
after BMT's DeKalb Avenue
Chestnut Hill Trolley and the
station. But probably more
Holiday Trolley, and even
significant, one of the priheld weekend Trolley Fests.
mary features of BMT was
In addition to 2054, it paintits first steel subway cars,
ed other PCCs into PTC
which were considered by
green and cream, as well as
many as a marvel of their
a pseudo-Red Arrow livtimes. So why not number
ery. Many fantrips were opthe Hudson-Bergen cars in
erated in those days, includthe 2000 series? Done, alting some with traditional
hough Al claims it was
Peter Witt-type 8534. I rode
"coincidental," and wrote
several of them and took
that the numbering "was
many slides, but I have not
recognized later as an ausPTC (later SEPTA) PCC 2054. digitized them, so I found
Barry Moore photograph this Barry Moore photo on
picious sign of the new railway's success." In Newark
the Internet. 2054 is now
similar cars are numbered in the 100 series.
preserved at the Electric City Trolley museum at
Car 2054 was part of the initial fleet of the BMT sub- Steamtown in Scranton, Pa.
(Continued from page 7)
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Around New York’s Transit System
Subway Service Will Be Increased in June
In 2014, New York City’s subway system transported
nearly 5.6 million passengers and it expects to exceed
this record in 2015. To provide additional service, NYC
Transit will add 31 weekday and 3 Sunday round trips
on the following routes in June, 2016: The biggest increase is scheduled for S/42nd Street Shuttle on weekdays between 9:30 and 11:30 PM. Frequency will be
increased from 10 to 5 minutes. On C, frequency will
be increased from 17.3 to 12 minutes from 8 to 10 AM
Sunday. Weekday evening service will be increased
slightly on 123456E and J. These schedule
changes will cost $5.8 million annually.
MTA Passes Capital Program—What About Second
Avenue Subway?
MTA’s recent passage of its five-year capital program
may result in yet another delay in the construction of the
Second Avenue Subway. With an original goal of
around $32 billion, half of which had been unfunded
until New York City and New York State came to an
agreement on a funding plan of around $29 billion, the
“slight” reduction may directly impact the progress at
which the Second Avenue Subway will be extended
north of the initial section terminating at 96th Street
when it opens in late 2016. While initially supportive of
the capital plan when the agreement was reached with
the state, Mayor DeBlasio expressed surprise when
hearing of the $1 billion cut to the funding for this project. MTA responded to intense criticism by stating that
the money allocated to the line extension project must
be spent on required planning and design, environmental reviews, property acquisition, and relocation of utility
lines and infrastructure before tunneling can even
begin. Local politicians are accusing MTA and Chairman

Tom Prendergast of being anti-New York City as billions
of dollars are still being allocated to LIRR’s East Side
Access project while the Second Avenue Subway languishes, with a mere $335 million over the next four
years devoted to extending the line initially serving Second Avenue at 72nd, 86th, and 96th Streets by three stations at 106th and 116th streets on the way to its planned
northern terminus at 125th Street and Park Avenue, connecting with Metro-North Railroad’s station there. Accusations of MTA being racially biased were flung about
as the opening of the section into East Harlem could be
postponed until 2025 or possibly 2030 while the relatively wealthy Upper East Side south of 96th Street
would receive its long-awaited subway line next year.
Even so, late 2016 would still be almost 100 years after
the Second Avenue Subway was first envisioned in the
1920s as a six-track -replacement for the original elevated line, which eventually morphed into the current
two-track line with station spacing of 10 blocks or more.
NYC Transit Has a New President
Veronique Hakim, the Executive Director of the New
Jersey Turnpike Authority from 2010-4 and appointed as
Executive Director of NJ Transit in March, 2014, just
over a year and a half later has been appointed the
eighth President of MTA New York City Transit (NYCT),
overseeing the city’s subways, buses, paratransit service, and the Staten Island Railway by MTA Chairman
Tom Prendergast. She returns to MTA, where she
served 23 years as Special Counsel at NYCT and Executive Vice President and General Counsel at MTA Capital Construction, providing policy and legal advice on
projects such as the Second Avenue Subway, LIRR
East Side Access and the extension of 7 to 34th Street(Continued on page 14)

Tour of Turkey

(Continued from page 17)

The tramway has been a driving force behind the creation of brand new residential neighborhoods
in the northwestern portion of Samsun. A sign advertising new opportunities for housing is followed by a close-up view of one of the apartment houses and the right-of-way through the neighborhood.

While our southbound train to Sivas
paused at Amasaya, a DMU rolled
by heading back toward the Black
Sea. 30 of these self-propelled units
were built by Fiat in 1993.
(Continued next month)
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