ERA BULLETIN — JANUARY, 2016

The
Bulletin

Electric Railroaders’ Association, Incorporated
Vol. 59, No. 1
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
©2016
Electric
Railroaders’
Association,
Incorporated

In This Issue:
From
Recognition to
Dominance—
The New York
Connecting
Railroad
(Continued)
…Page 2

January, 2016

CONTRACT 4 SUBWAY CONTROVERSY
by Bernard Linder
(Continued from November, 2015 issue)
As soon as Gerhard Dahl became BMT’s
Chairman, he began to improve service. But
he was unable to relieve overcrowding on
several lines because the City refused to extend the 14th Street-Eastern Line and build
the Nassau Street Line. In his book, Transit
Truths, he explains how he urged the City
and Mayor Hylan to complete the construction planned under Contract 4.
Mr. Dahl states, “The 14th Street Line and
the Nassau Line were important parts of the
system in which the company agreed and
they are essential to rendering of proper service on the lines now in operation in Brooklyn
and Queens. Failure to complete these lines
for operation has resulted in the disgraceful
and dangerous operation that occurs at Canal Street station every morning and evening
of the week and has existed for years and
must continue for the period of years necessary to construct these lines unless your
Board or the Transit Commission can devise
or suggest some form of immediate relief that
has not occurred to this Company.
“As to the 14th Street Line, the subway portion, completed some years ago under contracts let in 1915, was put in operation on
June 30, 1924, as a shuttle line. The remainder of the line was, under the provisions of
Contract 4, to be of elevated construction.
The Transit Commission, however, at the
suggestion of City authorities, asked the attitude of this Company upon a proposed modification of this contract so as to provide for
underground construction. The Company
replied that it would agree to the modification
suggested provided certain physical conditions could be met. It thus replied in the
hopes that thereby definite steps would be
1

taken towards actual construction. It is still
willing to agree to a modification to a subway
as outlined to your predecessor. It is also
aware that a subway, if begun, will sometime
be completed. And conditions at Canal Street
are such that relief must be provided. The
completion of the 14th Street Line to East
New York, with proper connection, and of the
Nassau-Broad Line will allow a large diversion of travel that now congests the Broadway elevated and the Centre Street loop and
creates abnormal and dangerous crowding
and transferring at Broadway and Canal
Street.”
(Editor’s Note: To inform the public, Mr. Dahl
authorized the publication of an advertisement in
the leading New York newspapers. This advertisement appears on page 6.)
Construction started shortly after the contract was signed, but was delayed frequently.
Ground was broken on April 8, 1916. Construction was delayed by a shortage of materials during World War I and by the postwar
inflation. The original line, extending from
Sixth Avenue to Montrose Avenue, which
cost $23 million, was isolated from the rest of
the system. To transfer cars from the main
line, the roof was omitted from the Manhattan-bound track at the north end of the station and a temporary ramp was built southward to the street level just north of Montrose
Avenue. Third rail was not installed on the
track, which extended across Bushwick
Place and entered the Long Island Rail Road
yard. Cars were transferred from the main
line by a South Brooklyn locomotive, which
hauled the cars on McDonald Avenue to Avenue I. Then a LIRR switch engine hauled the
(Continued on page 4)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK CONNECTING RAILROAD (BRIDGING THE BAY AND CONNECTING
THE PIECES)
by George Chiasson
(Continued from December, 2015 issue)
Haven) operations into a single “Grand Central Depot.”
Harlem trains were actually the first to service the new
terminal in November, 1871, after which time its use of
the older Union Station was forsaken. Hudson River
trains followed a month later, and finally the New York &
New Haven in 1872, when it was merged with the Hartford & New Haven to assume its best-known corporate
identity: the New York, New Haven & Hartford Railroad
Company. To complete its Manhattan terminal project,
the New York Central executed the Fourth Avenue Improvement Contract in 1872, wherein all tracks leading
to Grand Central were depressed into cuts and tunnels
along what became Park Avenue, a task that was accomplished by May of 1876. So was the state of affairs
for railway access from Connecticut into New York City
as the Harlem River & Portchester Railroad came to
life.
Originally incorporated as a speculative venture on
April 23, 1866, the Harlem River & Portchester Railroad
was leased by the New Haven in 1873 to provide an
alternative terminal outlet, allowing it some latitude
through an ability to get into New York purely on its own
rails. This strategically-placed entity would assist in
sidestepping the thorny issues of dividing revenue with,
and completely relying upon, the New York & Harlem
Rail Road for market access, as had been the case
since its 1848 founding. For its part, the Harlem Line
was then entangled with its inevitable annexation by the
oversized and still-forming New York Central system,
whose long-term intentions were anything but apparent.
Otherwise, there was little to stop the surveying, grading and completion of HR&PC once it was financed, as
the new line was contained entirely within what then
was rural Westchester County, New York. For its eleven
-mile length, only farmlands and private estates needed
to be conquered as it passed across the tidal plain of
Long Island Sound, confronted only by three natural
water obstructions before reaching a terminus located
at as meaningful a location, short of Manhattan itself, as
was then physically possible. The most formidable of
these was Pelham Bay, at the origin of the Hutchinson
River, where a trestle of approximately 6/10-mile in
length was required to gain passage, with a navigation
draw span at its deepest point near Goose Island. Elsewhere, an abbreviated crossing of the busy Bronx River
also mandated the installation of a single draw span,
while the Bronx Kills itself framed the line at its southernmost extreme and provided a course of navigation
for the railroad to the Harlem River basin, precisely

PIECES TO CONNECT, PART 1—
THE HARLEM RIVER & PORTCHESTER
RAILROAD

From its beginnings as the New York & New Haven
Rail Road in December, 1848, what simply became better known as the “New Haven” was forced by written
agreement to perpetually and completely rely upon another company, the New York & Harlem Rail Road, for
its sole main line access to New York City. After merging
in the Westchester County municipality of Williams’
Bridge, initially it used the Harlem Line’s tracks on
Fourth Avenue down the length of Manhattan as far as
E. 4th Street, then followed the Bowery and Broome and
Centre Streets. At Canal Street the New York & New
Haven diverged west for one block to serve its first terminal at Broadway, which contained its offices and the
passenger station. By statute, the jointly-operated Harlem and New Haven Railroads were required to use
teams of horses in place of steam locomotion south of
14th Street, if not even farther north, nor were their
trains to exceed five miles per hour in speed. After the
New York City Council passed an 1854 ordinance barring the Harlem line from using steam power south of
42nd Street, effective June 1, 1856, both companies established a new 12-track “Union Station” as a compromise in 1857, fronting Madison Avenue between E. 26 th
and 27th Streets. At that facility the New York & Harlem
occupied the northerly half and the New York & New
Haven the southerly half, while all passenger operations
farther south were given up. By then, as Manhattan
continued its drawn-out pattern of northward development, steam engines were generally prohibited south of
32nd Street, again with teamed horses drawing trains for
their final few blocks into and out of the terminal. As for
the Council’s ordinance, it was in general disregarded
and ultimately overturned by the courts in July of 1858.
On April 1, 1873 the New York & Harlem Rail Road
was leased to form a key component of the New York
Central & Hudson River Railroad system, which was
created in 1869 and had legislation in hand authorizing
it to construct and occupy an entirely new, centrallylocated Manhattan railroad station, at the end of Fourth
(Park) Avenue where it intersected E. 42nd Street. This it
would access through the addition of a link, built upon a
franchise carried by the Spuyten Duyvil & Port Morris,
between the Hudson and Harlem Lines that followed a
natural “gorge” along Spuyten Duyvil Creek and the
Harlem River, which then formed the southern boundary
of Westchester County (and would later become part of
the Bronx). The end result was the union of most New
York Central (and as a consequence New York & New

(Continued on page 3)
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6.7 by the Bronxdale (White Plains Road) crossing. This
was really a theoretical and quite speculative site
named after a nearby farm. As it resumed a generally
southwesterly heading from there, the Harlem River &
Portchester Railroad next encountered West Farms,
where a depot was located at the eastern edge of the
Township on Watson’s Lane (at Milepost 7.6, that road
is now gone, but would be closely paralleled by Bronx
River Avenue and just north of E. 174th Street). This was
before it crossed the drawbridge at the Bronx River and
next encountered a station known as “Westchester
Turnpike” (now Westchester Avenue), at Milepost 8.3.
At that point the line again assumed a southerly course
and completed its journey by traversing lightly occupied,
former farmland on the periphery of Morrisania. There
one station was situated at the Hunts Point Road crossing (Milepost 8.9) and another at a vague spot on the
map titled “Casanova” (Milepost 9.6), which was then
somewhere between the present-day surveys of E.
149th Street and Leggett Avenue, and would now be in
the shadow of the Bruckner Expressway within CSX’s
Oak Point Yard. The line then seems to have passed
into something resembling an urban setting at last when
it entered Port Morris, where the East River makes its
final thrust toward Long Island Sound. A station so
named sat at Milepost 10.6 between E. 135th and 136th
Streets, just before the Harlem River Branch turned due
west on the alignments of E. 130th and 131st Streets
(the former non-existent, the latter partially so), then
followed the north side of the Bronx Kills to the end of
its trail at the mid-sized Harlem River Terminal, a tightlyfitted yard of a dozen or so tracks which covered a twoblock distance through Willis Avenue, where the company’s railhead and pier sat on the northerly bank of the
river.
South of that point the forms of conveyance available
in those early times are poorly documented, but aside
from a probable maritime connection that distributed
train passengers along the East River waterfront, the
closest transit alternative would have been horse car
lines on Third Avenue, one block away, which clipclopped across the “Harlem” (Third Avenue) Bridge to
the upper reaches of Manhattan. From E. 125th Street,
the Third Avenue surface car line could be reached for
furtherance to the City Hall area, while the more wellknown Third Avenue Elevated wasn’t to reach 129th
Street until December of 1878, or Mott Haven until the
middle of 1886. All in all, the onerous picture painted of
this potential secondary journey grants an understanding of the new railroad’s inherent and most irreconcilable failing as a viable passenger operation: its lack of
convenient access to the southern half of Manhattan.
By all apparent measure, the Harlem River Branch held
a secondary status throughout its service life in large
part because of this inadequacy, forever being subservient to the New Haven’s primary service to Grand Central across its 57 years as a local passenger operation.

(Continued from page 2)

where the new terminal was to be established. This location, at E. 131st Street and Alexander Avenue, in a
neighborhood then identified as “North New York” and
later recognized as Mott Haven, was about as far as
deep-water vessels could travel along the East River
before being confronted by a series of bridges across
the Harlem River, strung northward from the presentday Second Avenue up to E. 155th Street.
It is also worthy of note that at that time, the Harlem
River was only navigable by mercantile standards as far
as the “High Bridge” at 175th Street, which greatly impeded the region’s overall logistical mobility. It was not
until 1895 that the Harlem River Ship Canal opened its
namesake waterway to commercial navigation from
both ends, after five full years of construction. Planned
as early as 1829, this massive 2½-mile dredging project, a public works undertaking largely implemented by
the Army Corps of Engineers, was designed to save
many hours (if not a full day) of shipping time between
northerly points and New York Harbor. Its success and
utility remain readily apparent 120 years later, as boats
of all kinds continue to circle Manhattan many times
each day. The New York Central & Hudson River Railroad was finally realigned to a four-track right-of-way
along the northerly edge of this new waterway between
the Spuyten-Duyvil and Fordham Heights (now University Heights) stations in 1906, as part of the latter-day
Grand Central Terminal installation and corresponding
railroad electrification within New York City. As a result
the line’s original, winding survey through the “woods”
along the original Harlem River and Spuyten Duyvil
Creek was forsaken.
When it was finally opened on November 24, 1873
(the Monday before Thanksgiving), the Harlem River &
Portchester Railroad was owned and operated from the
beginning by the New York, New Haven & Hartford as
its “Harlem River Branch.” Double-tracked and entirely
at-grade, the line offered passenger service between
New Rochelle and the Harlem River Terminal as well as
localized freight haulage supplied by the maritime liter
trade, which was moved to and from all points on the
NYNH&H system. It diverged southwestward from the
original New York & New Haven main line just past
Webster Avenue, about a ½-mile west of the existing
station serving New Rochelle, and quickly passed into
rustic Pelham Township, which contained a station
called Pelham Manor at Milepost 1.7. This segment
curved south to the lengthy trestle and drawbridge
across Pelham Bay, from which the tracks were again
landed in the Township of Westchester, a lightly populated, true suburban setting. Two more station stops
were located in this municipality, one dubbed
“Baychester,” at Williams Bridge Road (Milepost 5.7)
and another pegged “Van Nest’s,” which lay at Milepost

(Continued next issue)
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Contract 4 Subway Controversy
(Continued from page 1)

Myrtle Avenue station, Canarsie Line, May, 1969.
Larry Linder photograph

Myrtle Avenue station, Canarsie Line, May 2, 1969.
Larry Linder photograph

DeKalb Avenue station, Canarsie Line.
Larry Linder photograph

Montrose and Bushwick Avenues, June 18, 1924.
Bernard Linder collection

Eighth Avenue station, Canarsie Line, May 2, 1969.
Larry Linder photograph
(Continued on page 5)

Sixth Avenue station, Canarsie Line, October 26, 1968.
Larry Linder photograph
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(Continued on page 6)
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running on a six-minute headway were in service during
the evening rush hour.
Construction beyond Montrose Avenue was delayed
because the residents objected to an elevated structure.
The company agreed to a change of plans and built a
subway under Wyckoff Avenue. In 1926, John F. Hylan,
who was Mayor of New York City from 1918 to 1925,
was succeeded by James J. Walker and the controversy ended. Trains started operating from Sixth Avenue to
Rockaway Parkway, Canarsie on July 14, 1928.

Contract 4 Subway Controversy
(Continued from page 5)

cars to the LIRR Bushwick Terminal Yard. A huge motor
truck hauled each car separately to the top of the incline, after which each car was attached to a cable and
lowered by a block and tackle down the 16.9 percent
grade of the incline.
Twenty cars were transferred to the line before trains
started running on June 30, 1924. Six three-car trains

STATUS OF NORTH AMERICAN TRANSIT PROJECT OPENINGS
SCHEDULED FOR 2016
by Randy Glucksman
Using the latest available information, the projects
listed in the table below are scheduled for completion
during the year 2016. The Metrorail 91 (Perris Valley
DATE

AGENCY

Line) Extension, did not open in December, 2015, and
was moved to February, 2016.

CITY

TYPE

LINE

DETAILS
Westlake to University of
Washington
3.15 miles, 2 stations
Dallas Union Station to Arts
District
0.7 mile, 1 station

January-March

Sound Transit

Seattle, Washington

SC

University Link LRT

Early

Dallas Area Regional Transit

Dallas, Texas

SC

Oak Cliff Streetcar
Phase II

Early

Los Angeles County
Metropolitan Transportation
Authority

Los Angeles, California

LR

Expo Phase II

Culver City to Santa Monica
6.6 miles, 7 stations

Southern California Regional
Los Angeles, California
Rail Authority

CR

Perris Valley Line 91

Extension from Riverside to
Perris
24 miles, 4 stations
Avalon-Westmont station
opens

Postponed from 2015
February
Postponed from Winter
2012-2013 Early

NJ Transit

Wood-Ridge, New
Jersey

CR

Bergen County

March 5

Los Angeles County
Metropolitan Transportation
Authority

Los Angeles, California

LR

Gold - Foothill Phase
2A (Pasadena to
Azusa)

March 19

Valley Metro Rail

Phoenix, Arizona

LR

Northwest Phase I

March

Kansas City Streetcar
Authority

Kansas City, Missouri

SC

KC Downtown
Streetcar Project

April 1

MTA New York City Transit

Staten Island, New York

HR

Arthur Kill Station

April 22

Denver RTD

Denver, Colorado

CR

A (East Rail)

Summer

Denver RTD

Denver, Colorado

CR

B (Northwest Rail) Segment I

Summer

Amtrak

Miami, Florida

LD

Tri-Rail

Trains begin serving Miami
International Airport station

August

Empire State Development
Corporation

New York, New York

LD

Northeast Corridor

Moynihan Station Phase I

Sierra Madre Villa to APU/
Citrus College
11.5 miles, 6 stations
19th Avenue/Montebello to
Dunlap Avenue
3.2 miles, 3 stations
Union Station to River Market
2.2 miles, 14 stations
Replaces Nassau & Atlantic
stations
Union Station to Denver
International Airport
22.8 miles, 8 stations
Union Station to Westminster
6.2 miles, 2 stations

(Continued on page 7)
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DATE

AGENCY

CITY

TYPE

September 15

South West Ohio Regional
Transit Authority

Cincinnati, Ohio

SC

Fall

Massachusetts Bay
Transportation Authority

Brighton, Massachusetts

CR

Fall

Trans Link (SkyTrain)

Vancouver, British
Columbia

ART

Fall

Denver RTD

Denver, Colorado

CR

Third Quarter

New Orleans Regional
Transit Authority

New Orleans, Louisiana

SC

Late

Sound Transit

Seattle, Washington

LR

Late

Chicago Transit Authority

Chicago, Illinois

HR

Late

Loop Trolley Transportation
Development District

St. Louis, Missouri

SC

Late

Sonoma Marin Area Rail
Transit

Petaluma, California

DMU

December

MTA New York City Transit

New York, New York

HR

December

Dallas Area Regional Transit

Dallas, Texas

LR

?

Sound Transit

Seattle, Washington

SC

?

Chicago Transit Authority

Chicago, Illinois

HR

?

Bay Area Rapid Transit

San Francisco,
California

HR

Winter

Denver RTD

Denver, Colorado

LR

Legend:
CR: Commuter Rail
DMU: Diesel Multiple Unit
HR: Heavy Rail

LINE

DETAILS
Findlay Market to Fountain
Cincinnati Streetcar
Square/ 5th Street
Phase I
3.6-mile loop, 18 stations
Framingham/
Boston Landing station
Worcester
(fill-in station) opens
Coquitlam to Lougheed
Evergreen
6.8 miles, 7 stations
Union Station to Wheat
G (Gold)
Ridge-Ward
11.2 miles, 8 stations
Rampart Street/St. Elysian Fields - Canal Street
Claude Phase II
1.6 miles, 6 stations
S. 200th Street Link SeaTac Airport to Angle Lake
Extension
1.6 miles, 1 station
Washington/Wabash station
Brown, Green,
opens - Replacing Randolph/
Orange, Pink, and
Wabash and Madison/
Purple
Wabash
Forest Park to University City
Delmar Loop Trolley
2.2-mile loop, 10 stations
Sonoma County Airport to
Phase I
San Rafael
43 miles, 10 stations
96th Street to Lexington
Second Avenue
Avenue/63rd Street
Subway Phase I
6.3 miles, 3 stations
Ledbetter to University of
South Oak Cliff Blue
North Texas
Line Extension
2.6 miles, 2 stations
Occidental/South Jackson to
First Hill Streetcar
Broadway/East Denny Way
2.5 miles, 10 stations
Midway to Ford City
Orange
2.3 miles, 1 station
Warm Springs to Warm
Warm Springs
Springs South Fremont
Extension
5.4 miles, 1 station
R - (Aurora/I-225)
Nine Mile to Peoria
Line
10.5 miles, 16 stations

LD: Long Distance
LR: Light Rai
SC: Streetcar

MELVIN ROSENBERG PASSES AWAY
The following is excerpted from the Pittsburgh PostGazette, October 19, 2015.
The Honorable Melvin Rosenberg, age 76, of Squirrel
Hill, passed away on October 18, 2015. He is survived
by his beloved wife of 40 years, Cecelia Peck Rosenberg, and two sons, as well as six grandchildren.
Judge Rosenberg received his Doctor of Law degree
from Cornell University in 1967, his BA degree from
CCNY, and was a graduate of James Monroe High
School in the Bronx, New York. He served in
the Army during the Vietnam War and was stationed in
Korea. He was a member of the American Legion and
the Jewish War Veterans. As a career government em-

ployee, he worked for the Internal Revenue Service, the
Interstate Commerce Commission, the U.S. Postal Service, and the Pittsburgh Office of Hearing and Appeals
for 20 years before his retirement in 2006. He was a
member of the National Association of Retired Federal
Employees, and was a Life Board Member of Congregation Poale Zedeck. As a transportation hobbyist from
the age of 13, he was a member of many transportation-related organizations.
(Editor’s Note: Mr. Rosenberg was a member of ERA for 63
years. About 25 years ago, he wrote several trolley histories
for the Bulletin. He was a transfer collector; we traded transfers and spoke on the phone frequently.)
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No. 326
by Ronald Yee and Alexander Ivanoff

Metropolitan Transportation Authority
MTA announced hat two milestones had been reached
concerning the LIRR East Side Access project. A ventilation facility on E. 55th Street between Park and Madison Avenues in Manhattan as well as infrastructure improvements and track reconfigurations at Harold Interlocking in Sunnyside, Queens were completed. Harold
is the busiest commuter rail switching complex in the
nation. The ventilation facility sports a new design “high
heel proof” design for its street level ventilation grates
with spacings just ¼-inch apart as to not capture the
thin high heels of passersby. (MTA website, December
7, 2015)
MTA Metro-North Railroad
The fifth of a series of seven planned yearly fare increases of 1% each were to take effect on January 1,
2016, covering all travel on the New Haven Line. Fares
between Connecticut and New York stations and intraConnecticut fares are the most affected. Due to rounding errors, some of the smaller intermediate fares may
not change. This series of fare hikes is designed to help
pay for the 405 new M-8 commuter railcars now plying
the line. (Metro-North website, December 2, 2015)
Contrary to initial official statements during the spring
of 2015 (upon completion of the M-8 contract deliveries
from Kawasaki) that Metro-North had retained 24 M-2
dual-powered electric multiple unit (EMU) cars, enough
to make up three, eight car trains as spare equipment to
make up for any shortages of M-8s that may arise, the
railroad actually retained 36 cars on its active roster,
more than enough to make up four eight-car trains. As
recently as Wednesday, December 9, 2015, a consist of
M-2s was observed by member Joe Calisi at Grand
Central Terminal on Track 21 at around 6:17 PM. One of
your Bulletin Editors and contributors was fortunate
enough to acquire a roster of the remaining active M-2
cars. The M-2 reserve fleet roster is as follows: 8510-1,
8522-3, 8700-7, 8714-5, 8720-1, 8726-9, and 8732-47.
(Editor’s Note by Ron Yee: While 32 cars are of the 8700series that were part of the second order of M-2s built by
General Electric and delivered in 1976, surprisingly, four of
the reserve fleet cars are from the original 8500-series built
in 1973 with car bodies manufactured by Canadian Vickers.
These car bodies apparently were afflicted with poor quality
Low Alloy High Tensile (LAHT) steel members in the structural framework and when they were sent in for rebuilding
around 2000, Morrison-Knudsen, the contractor performing
the work, advised MNR to never rebuild these cars again as
they were suffering from metal fatigue in key structural parts.
It is a surprise to this Editor that Metro-North elected to retain four such cars as part of its reserve fleet. I am surmising
that with the mass retirements in 2012-3 and resulting
knowledge pool drain, that message from Morrison-Knudsen
was lost.) (Metro-North Railroad Staff, Joe Calisi, Ron
Yee, December 9 and 14, 2015)

NJ Transit
Outgoing NJ Transit Chief Executive Officer Ronnie
Hakim ordered that NJ Transit employees have their
free transportation privileges restored as a response to
the November, 2015 terror attacks in France. It was justified as a means to increase security by having the employees act as added sets of eyes and ears on trains
and buses as well as serving as reporters for issues
such as dirty trains, toilet issues, etc. The employee
pass privileges had been suspended in 2013 as a costsaving measure. (Star-Ledger, December 7, 2015)
Amtrak
Amtrak’s President and Chief Executive Officer Joe
Boardman announced his intentions to retire from his
eight-year tenure in that position in September, 2016 in
a message distributed on a special employee advisory.
He is giving nine months’ advance notice so that Amtrak
will have an opportunity to search for and select the
best possible successor to take the reins. He also stated that he wanted to stay on long enough to see all 70
ACS-64 locomotives placed in service (56 of the 70
units ordered have been delivered by Siemens) and
Positive Train Control (PTC) implemented over the entire Northeast Corridor, and push for the implementation
of PTC on sections of Amtrak-owned lines outside of the
Northeast Corridor and for the railroad to place the order for the next generation of Acela consists. (Amtrak,
December 10, 2015)
The $300 billion FAST Act approved by Congress and
signed into law by President Obama will ease the path
toward funding the construction of the Gateway Tunnels, a vitally needed pair of tunnels to replace and
eventually supplement the former Pennsylvania Railroad tunnels damaged by Hurricane Sandy in 2012,
which will need to be taken out of service for critical repairs sometime within the next 10-20 years. The FAST
Act provides a clause allowing Amtrak to take its profits
from the Northeast Corridor (NEC) and reinvest the
monies into projects intended to improve the NEC instead of the current financial arrangement where the
NEC provides subsidies to support the long-distance
trains, which are losing money. There have been concerns that this redrawing of the financial formula could
lead to the demise of the transcontinental train, but it is
hoped that sufficient political pressure could be exerted
to prevent such an occurrence.
Industry
California, Illinois, and Maryland have ordered a combined 34 Charger diesel-electric passenger locomotives
from Siemens Mobility, bringing the number of state Departments of Transportation procuring these units to six
and the total number of units to 69. The locomotives will
be built at the Siemens rail manufacturing plant in Sacramento, California.
(Continued on page 9)
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anticipation that the Green Line extension would service
it when it is completed. An alternative option to the
Green Line extension would be to replace the line extension with a commuter rail station or shuttle service.
(Boston.com, December 10, 2015)
A follow-up to the December, 2015 Bulletin’s coverage
of the results of MBTA’s October, 2015 passenger survey, which will be used to determine the color scheme
of the next generation of rapid transit cars on the Red
and Orange Lines and Light Rail vehicles on the Green
Line: Artist’s renditions of the winning designs are displayed below. (Boston Globe, November 12, 2015)

(Continued from page 8)

The original procurement order (“framework contract”)
for 35 Charger locomotives worth $225 million was
signed in March, 2014 by the Departments of Transportation in Illinois, California, Michigan, Missouri, and
Washington State. The order included an option for up
to an additional 222 locomotives.
Adding to the original 35 units, the California Department of Transportation (CALTRANS) ordered 14
Chargers for the Amtrak Pacific Surfliner route along the
southern California coast from San Luis Obispo to San
Diego via Santa Barbara and Los Angeles. The Illinois
Department of Transportation (IDOT) will expand its
fleet by 12 locomotives. Maryland Transit Administration
(MTA) is the sixth agency to join the procurement process with eight units for the MARC commuter rail line
that serves Baltimore, Brunswick, Frederick, Martinsburg, and Washington, D.C. as well as Harford County.
With this order, CALTRANS, IDOT, and MTA have
brought the total to 69 Chargers.
The Siemens Charger is designed for a maximum operating speed of 125 mph. A microprocessor control
system manages performance and performs selfdiagnostics that automatically notify the locomotive engineer and maintenance facility about required service
measures. The locomotive’s carbody structure meets
the latest Federal Railroad Administration crashworthiness regulations, providing additional protection for the
locomotive engineer. The prime-mover is a 4,400-hp,
16-cylinder Cummins QSK95 diesel engine.
The Charger is also FRA and Federal Transit Administration Buy America-compliant with parts produced by
U.S. suppliers or offshore suppliers with domestic manufacturing facilities. This includes Siemens traction motors and gearboxes manufactured in Norwood, Ohio,
and Siemens power inverters made in Alpharetta, Georgia. Cummins builds the QSK95 in Columbus, Indiana.
(Railway Age, November 8, 2015)
Other Transit Systems
Boston, Massachusetts
With the project around $1 billion over budget, several
contracts for construction of the Green Line extension
from Lechmere to Somerville and Medford have been
abruptly terminated by MBTA. While this does not mean
that the project is being cancelled, Massachusetts Secretary of Transportation Stephanie Pollack stated that
the option to cancel the entire project is being left on the
table should costs continue to run out of control and not
be reined in. If that were to happen, up to $1 billion in
federal funding already approved would be forfeited and
around another $740 million would already have been
spent on this project. In the meanwhile, work will continue on contracts already underway. The manner in which
the contracts are being administered and overseen was
cited as being faulty, allowing costs to spiral upward
unchecked. MBTA will now seek to place these contracts out for a re-bid. In the meantime, Somerville’s
Union Square development is well underway with the

Red Line.

Orange Line.

Green Line.
(Continued on page 10)
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Shortly after 6 AM Thursday, December 10, 2015, a
MBTA Red Line train “ran away” without an Operator
aboard but with around 50 passengers aboard, running
out of Braintree and passing the Quincy Adams, Quincy
Center, and Wollaston stations before third rail power
was cut, bringing the train to a stop north of the North
Quincy station. No injuries were reported, but an investigation is underway as to how a train was able to move
without an Operator being aboard or at the controls. At
press time, it was reported that the Operator, a veteran
employee with many years of prior service, had stepped
off the train to complete a process of insuring the train
could still move during a signal failure. Procedures to
secure the train’s brakes may not have been properly
followed, resulting in the runaway train. (CBS News,
December 10, 2015)
Philadelphia, Pennsylvania
Member Bob Wright informs us of a major schedule
change for SEPTA’s regional rail services that became
effective December 13, 2015. Most significantly affected
is the line to Philadelphia International Airport, with all
trains departing the airport station two minutes earlier
seven days per week, and on weekends departing Center City up to 13 minutes earlier than previous timetables had them listed for. Connections to and from the
Airport line have an increase in waiting times during
transfers to allow a greater amount of time for passengers to transfer to other lines via Center City. (SEPTA,
December 12, 2015)
SEPTA plans to spend $700 million between now and
2027 to modernize the trolley network and within the
next five years, hopes to purchase a new fleet of light
rail vehicles (LRVs) to replace the 1980-vintage Kawasaki LRVs that are well past the end of their designed
service lives. The new cars would be low-floor and fully
accessible to the physically challenged and carry
around 100 passengers, 25 more than the present cars.
Service improvements could come in the form of passenger shelters at station stops and greater spacing
between station stops to speed up service. The 68-mile
trolley system is the largest in track miles in the United
States. (philly.com, December 13, 2015)
Las Vegas, Nevada
The Las Vegas Regional Transportation Commission
released its 30-year transit plan, which includes light rail
in the resort corridor, connecting McCarran Airport with
the famous Las Vegas Strip corridor and Fremont Street
in the downtown area as well as the University of Las
Vegas. Anticipating a diversified economy and employment base in the long-range future, the city is planning
major upgrades to the manner in which people will
move about the city. An expansion of the current monorail system is also on the agenda but will not offer sufficient capacity to meet the needs of a changing city that
a light rail line would provide. However, the cost of constructing such a line could ultimately be $7-12 billion in
planning, construction, operation, and maintenance.
10

Funding sources have not been fully identified but support from a sales tax on the region, a private sector
partnership, and significant federal funding would be
vital to the project going forward. Additional elements of
the transit plan include a possible high-capacity transit
line on Maryland Parkway and new transit centers. (Las
Vegas Sun, December 7, 2015)
Kenosha, Wisconsin
Any plans or hopes for an expansion of the Kenosha
streetcar line appears to have ended with the federal
government agreeing to the city’s proposal to permit a
re-direction of $8.8 million in Federal Transit Administration funding from the expansion of the current streetcar
line to a new bus system into neighborhoods not well
served by mass transit. The city is looking into three bus
routes, one connecting downtown Kenosha with Carthage College and the University of WisconsinParkside, a north-south route connecting the Anderson
Arts Center with the Sesquicentennial Bandshell in Pennoyer, Park and a third route linking the industrial parks
in the outlying sections of the city with downtown.
(Editor’s Note by Ron Yee: Some of the commentary to this
news article mentioned that the $8.8 million FTA funding was
originally purposed toward streetcar transit’s role in the revitalization of Downtown Kenosha, not the outlying areas,
where
this
bus
proposal
would
be
aimed.)
(Kenoshanews.com, December 12, 2015)
Toronto, Ontario, Canada
The Toronto Transit Commission Board of Directors
has voted unanimously to sue Bombardier Transportation for at least $50 million for failure to deliver new
streetcars on time, and without defects, according to an
Oct. 30, 2015 report in the Toronto City News.
The Toronto Transit Commission (TTC) was scheduled to have 67 of an order of 204 new Bombardier lowfloor Flexity streetcars in service by the end of October,
2015, but there are only ten currently on Toronto’s
streets. The vehicles, whose carbodies are fabricated at
Bombardier’s Sahagun, Mexico plant and assembled at
the Thunder Bay facility, have been plagued with mechanical and electric problems.
Bombardier's troubles are not confined to the rail sector. The company's aerospace division, also based in
Montréal, is late and over-budget with its C Series jet
aircraft. That program will get an investment from the
Province of Quebec worth approximately C$1 billion in
exchange for a 49.5% stake and as many as 200 million
Bombardier shares. But news of the deal with the province caused Bombardier shares to nosedive 17.4%.
Bombardier is the third-worst-performing stock in the
S&P/TSX this past year, with a 68% decline as of October. (Railway Age, October 30, 2015)
TTC commenced a policy of all-doors boarding on all
streetcar lines on Monday, December 14, 2015. Passengers with a valid MetroPass or proof of payment
such as a transfer from a subway, bus, or another
streetcar would be able to board the streetcars using
any available door at all stops. Persons needing to pay
an initial fare would continue to board at the front door
(Continued on page 13)
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TOUR OF TURKEY
by Jack May
(Continued from December, 2015 issue)
(Photographs by the author)
After a good night’s sleep we woke up bright and early
in drizzly weather in Kayseri. But we had work to do, so
there was no time for dillydallying. Our hotel was not as
nice as the ones in Istanbul and Samsun, nor was the
breakfast buffet as robust, but it was perfectly acceptable. On the other hand, the view from our window was
quite respectable, as we were directly opposite a splendid large mosque in a parklike setting. In fact it is reasonable to say that from a visual perspective Kayseri is
quite a bit more attractive than Samsun. That may be
because, Kayseray, the city’s new light rail line, is effectively integrated with the monuments and architecture in
its downtown area, not to mention the city’s profusion of
flowers. Kayseri has a population of about 800,000.
The light rail operations in the two cities are very similar, with Kayseri’s just a little bigger than Samsun’s. Its
single line is 11.1 miles long and contains 26 stations.
The rolling stock is very similar as well, with Kayseri
operating 22 AnsaldoBreda Sirio units, to Samsun’s 10.
These 100-percent low-floor double enders are also
painted in a red and white livery, but they have 60 seats
instead of the 68 in Samsun. The entire line is on reservation, mostly center of the road. In the city center the
tracks are laid in cobblestones, but further out, where
wide medians prevail, the tracks are in grass. The eastern end of the route is straight and pretty dull, except for
three underpasses. One has a very attractive station,
accessible by escalators, while the other two are excellent spots for photographing the line from above.
The trackage in the city center is elaborate, with the
line passing close to the Citadel, a 6th Century fort; the

The center of Kayseri sports a statue of Kemal Ataturk, surrounded
by parts of the original medieval city wall and a major mosque.

huge Hunat Hutun mosque, dating from the 13th Century; and the city’s signature clock tower (1919) and adjacent bronze statue of Ataturk on a tall pedestal. It was
very difficult to get all of these landmarks into the same
photo, especially as background for a streetcar. The
western portion of the line is more interesting, as it turns
sharply at several places, and also runs past a brand
new modernistic stadium. Just like in Samsun, there
were a number of posters displayed along the line,
these seeming to indicate that Kayseray had won a
grand prize, perhaps for its design.
The stations have a mixture of center and side platforms, which are accessible by turnstiles actuated only
by smart cards. The fare media can be purchased at
machines, but the instructions are only in Turkish. Nevertheless, they are intuitive, and thus easy to master,
and besides, a prospective passenger can always
watch another rider buy a ticket. Signage is very good
with the stops numbered and maps posted at all stations. Ridership is heavy and service is very frequent. I
had no problems with security personnel regarding photography. Oddly, some tourists asked me for directions.
I began my riding and photography in darkness and
drizzle, but gradually the skies got lighter and by midafternoon the sun had come out. As a result I doubled
back to some previous locations to take photos in better
light. I had noticed some restaurants along the line, and
Clare and I had a good dinner in one of them. Clare
spent the day visiting museums and shopping. All in all,
we had a very good time in Kayseri.

Of course Kayseri’s new east-west light rail line goes right through
the city center, past the Ataturk statue and a 19th Century clock
tower. And as in Istanbul, beds of flowers adorn the tramway’s
route.
(Continued on page 12)
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(Continued from page 11)

A three-quarter view of one of Kayseri’s AnsaldoBreda Sirio trams
in downtown Kayseri, alongside more of the city’s plantings.

Two of Kayseri’s modern low-floor Sirio trams are shown peeking
out of the underground Buyuksehir Belediyesi station.

A westbound AnsaldoBreda low-floor tram is shown running in the
center reservation of Sivas Blv., having just climbed the ramp leading from the Buyuksehir Belediyesi station, inside the underpass.

Signs posted along the light
rail line seem to indicate that
the project earned a major
award for design.

Kayseri’s brand new stadium is a major traffic generator for the
line.

The outer end of the line primarily consists of grassed central reservation. A westbound Sirio tram approaches the Stadyum station.

(Continued on page 13)
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(Continued from page 12)

The signage at the Stadyum station is modern and informative.

The window of a fish store and restaurant was very appealing, but
since we had fish in Samsun, we ate elsewhere in Kayseri.

The view outside our hotel room’s window early in the morning.

Commuter and Transit Notes
(Continued from page 10)

of a CLRV or ALRV and pay at the farebox located next
to the Operator. For riders boarding the new Flexity light
rail vehicles (LRVs), passengers must purchase a ticket
from a vending machine aboard the LRV with their
Presto card, cash, or credit or debit card and remember
to validate it on the validator machine adjacent to it.
Ticket vending machines have been and will continue to
be installed at key stations with high passenger volumes. (680news.com, December 13, 2015)
The Board of Directors of MetroLinx, which oversees
GO Transit, approved a 5% fare increase to be effective
February 1, 2016 to offset increases in operating and
maintenance crews as well as fund new projects. To
encourage an increased shift of passengers using the
“Presto” farecard media, the current 10% discount will
be increased to 11.5%. Since April, 2015, the system’s
13

schedules have added 19 new train trips and the West
Harbour station in Hamilton has been opened. Beginning Fall, 2015, new cab control coaches from Bombardier have gradually begun appearing as fleet additions. (Globe and Mail, December 3, 2015)
The Union-Pearson Express (UPX), linking Toronto’s
Union Station with Pearson International Airport, will
reduce its fares to attract additional ridership on the line,
which has thus failed to meet its ridership expectations.
Recently, a two-for-one fare (free return trip on a round
trip purchase from the Ticket Agent window) was implemented and beginning January 1, 2016, children under
the age of 13 were not to be charged a fare. The C$53
round-trip fare was reduced starting November 30, 2015
to $44 and is discounted to $38 for persons using a
Presto Card, a fare many say is too high compared to
the base TTC one-way cash fare of $3, $6 round-trip.
Daily ridership levels are hovering at 2,500, just half of
(Continued on page 14)
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Around New York’s Transit System
Holiday Train Operated in December, 2015
The NYC Transit Holiday Train operated on Sundays,
December 6, 13, 20, and 27, 2015. It had been reported
in the December, 2015 Bulletin that it had been expected to commence operation on the usual Sunday
after Thanksgiving. However, this year, this run was replaced by a single round trip of the eight-car R-1 to R-9
set over the former Eighth Avenue IND to celebrate the
centennial of the birth of musical composer Billy Strayhorn, who created Duke Ellington’s famous song, “Take
the A Train” in December, 1938. The following Sunday,
the Holiday Train began its seasonal operation following
the route of M between Second Avenue and Queens
Plaza. The consist that operated on Sunday, December
6 was N-100-484-381-1575-1802-1000-1300-401-S. In
addition, D-Type triplex 6112A-B-C served as an annex
store for the Transit Museum offering souvenirs and
gifts for sale. This author observed a very brisk level of
business in the store and it appears that the concept will
prove to be quite successful. (Editor’s Note by Ron Yee:
The train was based in Brooklyn’s Pitkin Yard due to
planned track work that cut off access from Concourse
Yard to A during the December Sundays that this train
operated. In addition, a couple of members of the regular train crew that rides with the train mentioned that R7A 1575 is unlikely to be a head-end operating motor on
these holiday runs, ostensibly because it lacks a second
front window on the left side and results in shoving
matches amongst the “nose pressed to the glass” children’s railfan “club”.)
Record Subway Ridership
New York City’s subway system recorded 15 days
where its daily ridership exceeded 6 million. A new ridership record was set with 6,217,621 riders on Thursday October 29, 2015. Weekend ridership has increased as well, with 3,730,881 riders on Saturday, October 31, 2015, when the city hosted the annual Halloween parade and a New York Mets World Series game at
Citi Field. Ridership has increased 1.4% in the one-year
period since 2014.
NYC Transit Subway Head Retires
Joseph Leader, NYC Transit’s Senior Vice President
for Subways, retired on Friday, December 11, 2015 after
a 30-year career with MTA. During that time, he played

a major role in transforming the subway system from its
state of decay in the early 1980s to the system that it is
today. His most recent endeavor was an effort to get
trains to move through the congested system more
smoothly and with fewer delays with some operational
changes on 6, 7, and F, which included additional
Platform Conductors to move people in and out of trains
more quickly as well as boosting maintenance and inspections to reduce instances of road service failures of
trains. MTA representatives did not reveal any reason
for his decision, but it is known that he had been a candidate for NYC Transit President until it was announced
that the position was awarded to Veronique Hakim from
NJ Transit, which could have influenced his decision to
retire.
Capital Program Includes Funds for Test of Open
Gangway Trains
In a modification to the 2015-9 capital plan, NYC
Transit will spend $52.4 million for a test set of new concept subway cars featuring open gangways between
cars, that is, eliminating the doors between cars of unitized consists, much like those seen with Toronto’s newest subway cars and in various other places around the
world such as Hong Kong’s MTR. A part of the proposed R-211 contract, which is intended to replace the
1975-8-vintage R-46 fleet as well any remaining R-32s
not replaced by the R-179 class, this one conceptual
test train would provide up to 8-10% additional passenger-carrying space, an important feature in a system
straining at capacity on several lines, as well as permit
passengers to safely move about freely between cars
within these unitized sets.
Second Avenue Subway Status Report
The Second Avenue Subway is slated to open in December, 2016. However, there are four parts of the project that have not been completed: Permanent power at
the 86th Street station; construction of entrances at the
72nd Street station; installation of communication and
traction power equipment; and installation of track at the
72nd Street station. MTA’s Independent Engineering
Consultant has stated that there is a “moderate risk of
delay,” but MTA has been working with the involved
contractors to ensure that the line opens as planned.

Commuter and Transit Notes

to break even on operating costs, not including the $456
million it cost to build and equip the line with Diesel Multiple Unit trains. (Globe and Mail, November 30, 2015)

(Continued from page 13)

the target of 5,000, and the line needs 7,000 riders daily
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CONTRACT 4 SUBWAY CONTROVERSY
by Bernard Linder
(Continued from January, 2016 issue)
In 1913, the City and Brooklyn Rapid
Transit signed Contract 4, which provided for
the construction of certain lines and their operation as a unified system. Eleven years
later, most of the construction was completed, but the City failed to build the Nassau
Street Line. After the Board of Transportation
replaced the Transit Commission on June 1,
1924, BMT’s Chairman, Gerhard Dahl, sent
the Board a letter requesting that the City
complete construction of the items in Contract 4 in accordance with the terms of the
contract.
Following are excerpts from Mr. Dahl’s letter dated July 12, 1924:
“This company, as the present contracting
party with the City of New York under Rapid
Transit Contract 4 and related certificates,
desires to call certain matters to your attention in view of the jurisdiction conferred upon
your Board by Chapter 573 of the Laws of
1924. It is assumed that, because of public
need, you will take under early consideration
possible additional transit facilities. There has
already been very considerable public discussion of possible new routes. In addition
this Company has pointed out to your predecessor, the Transit Commission, the need of
completing the lines contemplated under
Contract 4. It is hoped, therefore, that it will
not be regarded as out of place if this Company now indicates to you its position on various transit questions so that you may have
them before you in an early consideration of
transit problems.
“These obligations are the completion of
the 14th Street Line, the construction of the
Nassau-Broad Street connection, the construction of shops and yards and the length-

ening of station platforms.”
During the last two years of the Hylan Administration, Mr. Dahl was persistent, but he
was unable to persuade the City to build the
Nassau Street Line. Fortunately, James J.
Walker succeeded John F. Hylan on January
1, 1926. About two years later, contracts for
construction of the line were awarded to Marcus Contracting Company for the portion
north of Liberty Street and to Moranti and
Raymond for the remaining portion. Work
was to be completed in 39 months and was
60 percent complete in March, 1929.
Underpinning of the buildings was one of
the biggest jobs ever undertaken in subway
construction. Because Nassau Street is only
34 feet wide and the subway floor is only 20
feet below the building foundations, 89 buildings were underpinned. During excavation,
massive jacks supported 25 columns supporting Third Avenue Elevated’s City Hall
station. Eventually the station was supported
on other beams. Another interesting job was
the excavation alongside and 20 feet below
the Lexington Avenue Subway while trains
were running. Between John Street and
Broad Street, the excavation revealed a
quicksand area with water seeping through
the ground from a spring that used to bubble
in Maiden Lane.
Because the employees in the Financial
District objected to loud noises during working hours, construction was done at night. In
the daytime the excavation was decked over.
This 0.9-mile extension cost $10 million,
$2,068 a foot, more than three times the average cost of building subway lines.
On May 30, 1931, trains started running on

1
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK CONNECTING RAILROAD (BRIDGING THE BAY AND CONNECTING
THE PIECES)
by George Chiasson
(Continued from January, 2016 issue)
Street at B Street North; its Philadelphia terminal was
then the brand-new “Centennial Station,” located on
Market Street between 32nd and 33rd Streets; and the
New York, New Haven & Hartford was serving the Massachusetts capital through its Boston & Providence affiliate, with a depot located at Park Square. On June 25,
1877 these through trains were joined by a Washington
& Boston or Boston & Washington Night Express
(depending on the direction of travel) and with a total of
four through trips, the Pennsylvania’s initial gateway to
New England became institutionalized.
In 1878, the Union Star Freight Line (a relatively
young fast freight company that was a “dark holding” of
the Pennsylvania Railroad) codified a haulage agreement with the New Haven for the movement of carload
freight through the Harlem River Terminal, and in so
doing established a formal rate. Nevertheless, Union
Star was merely a forwarding company with no transportation assets of its own, so it was not until 1883 that
the New Haven commenced its first true railway interchange through that facility, contracting with the Baltimore & Ohio’s syndicate (in the form of the Central Railroad of New Jersey and the Philadelphia & Reading) for
through, direct carload freight movement between western points, New England, and even eastern Canada via
the car floats at the Harlem River Terminal and the New
Haven system. Within a decade, by 1892, this initial pair
of interchange partners was joined by a score more,
including such luminary carriers as the Delaware,
Lackawanna & Western; Erie; Lehigh Valley; Atlantic
Coast Line; the still-forming “Seaboard” consortium; the
New York Central (in the form of its New York, West
Shore & Buffalo affiliate); and, last but not least, the
Pennsylvania Railroad itself. Needless to state, this
combination of traffic commitment and the volume it
generated served to keep the Harlem River Terminal
and the New Haven quite busy, prosperous, and contented over the longer term. It was not too long afterward that the original handling yard on the banks of the
Harlem River proved to be inadequate, and by 1896 the
railroad added an “outbound” classification facility near
the Van Nest station in the far-flung and still lightlypopulated “annexed district” of what would become the
Bronx. This was matched within two more years by an
equivalent “inbound” facility that was coined Westchester Yard, and situated near that passenger station. All in
all, by the turn of the 20th century the Harlem River
Branch had become a key component of a freight main
line that was second to none in the Northeast.

THE PENNSY’S FIRST NEW ENGLAND
GATEWAY

The inward portion of the virgin railroad did not retain
its bucolic character for very long, for during the next
year (1874) the Westchester County townships of Morrisania and West Farms were ceded to New York City,
then immediately transformed into Manhattan’s 23rd and
24th Wards. Just as eagerly, the Parks Department, as
official holders of the non-deeded properties therein,
transferred large plots of captured land between the
Harlem and Bronx Rivers into private hands. Meanwhile
an immense grid-work of streets was slowly designed
and constructed (a process that ultimately continued
well into the 1890s), upon which to support the resultant
residential and commercial development. The fates and
fortunes of nature shone upon the Harlem River Branch
during February of 1875, when an extended cold snap
iced over Long Island Sound and brought maritime
shipping in the area to a virtual standstill. With the new
railroad in place to provide a ready alternative, carload
freight from around the waterfront was diverted from its
usual transport by steamship to the Harlem River Terminal and on to the New Haven’s rails. Much of this business remained after the waters thawed and during succeeding months the terminal was expanded for additional capacity, adding a new yard between Willis and
Brook Avenues and pontoon-type (tide-sensitive) car
floats that would allow it to receive entire railway cars,
contents and all, for furtherance to anywhere the New
Haven could reach. These qualities were given a rigorous test during 1876 as they enabled the mass movement of supplies in support of Philadelphia’s Centennial
Exposition, and were magnified all the more by the
startup of through passenger service in cooperation
with the Pennsylvania Railroad. Specifically, a premium
Boston Express was inaugurated on April 17, 1876, also
in concert with the Centennial commemoration, which
used PRR rolling stock and was provided with “home”
crews as it traveled. This train operated along the Pennsylvania’s (Northeast Corridor) main line between
Washington and Jersey City, was transferred around
the length of Manhattan to and from the Harlem River
Terminal by the PRR-owned steamship Maryland, and
concluded its journey with a trip along the New Haven’s
“Shore Line” route to Boston. Two more such trains
were instituted on August 1, a Night Express between
Philadelphia and Boston that had through cars from
Washington, and another “day” train (the Philadelphia &
Boston or Boston & Philadelphia Express) serving the
same two points. At that time the Pennsylvania’s station
in Washington was at the “B&P” depot, situated on 6th

(Continued on page 3)
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URBANIZATION, THE HARLEM RIVER
BRANCH, AND THE NEW HAVEN’S “RAPID
TRANSIT” SERVICE

(Continued from page 2)

On May 31, 1880 the Pennsylvania Railroad began
using its New Haven gateway to forward passenger
cars from southern points to New England for the first
time. Referenced as originating in “Richmond,” they
may have actually begun their trips from cities as far
away as New Orleans, being carried north on the Pennsy’s newly-minted Southern & Boston Express. Return
carriage was then provided by the Fast Mail, both in
place of the former Night and Philadelphia & Boston
Express trains that had only traveled a portion of the
corridor. A true southbound counterpart, simply known
as the Boston & Southern Express, was not started until
January 18, 1892. Interestingly, this particular train initially made a somewhat convoluted routing while on the
New Haven system, from Providence to Hartford, Connecticut by way of the Providence, Hartford & Fishkill
Railroad (better known as the New York & New England), then as far as Waterbury before passing onto the
New York & New Haven main line at Bridgeport for its
trip to the Harlem River car float via New Rochelle. It
was modified to a more conventional course that subscribed to the Shore Line via New London and New
Haven on January 24, 1893 and both services stayed in
effect (though not always under the same names)
through the first years of the 20th century. As part of the
same service strategy, the existing Fast Mail was rebranded as the Southern Fast Mail in early 1892, then
again reverted to its original title on May 21, 1893. It
was then interrupted for various periods in 1894, 1895,
and 1896 before staying put for several years prior to its
“final” discontinuance on May 26, 1901. As the Boston &
Washington Night Express was eliminated on July 1,
1884 (its successor serving Jersey City only) there remained but two PRR trains running each way to Boston,
with no more added again until the Pennsylvania &
Shore Line Express was inaugurated on May 11, 1890.
This was another “day” train via the Harlem River Terminal that covered the Northeast Corridor between Philadelphia and Boston until it was extended to Washington
as the Colonial Express on January 18, 1892. A fourth
round trip was finally added back on June 3, 1900 in the
form of the Federal Express, and so the basic schedule
of New Haven passenger trains using the Harlem River
Branch remained through 1904. As might be deduced,
the quantity of such service varied over time as traffic
volumes rose and fell, a phenomenon that probably had
some relationship to the seasons and the degree of
novelty associated with public travel from time to time.
Nevertheless, the mere ability that the Pennsylvania
had attained in being able to go around the omnipresent
New York Central for direct access to New England, be
it to the benefit of shippers or passengers, gave it a paramount advantage over most of its competitors and was
of topmost importance to its overall enterprise.

Just as it grew into its role as a prolific freight-hauling
corridor, the Harlem River Branch was also constantly
being redefined by urban and suburban development in
its earliest years, as a reflection of the changing needs
of its surrounding populace. Four more stations were
added to the line during its first two decades, three of
them for use by the New Haven’s locals between New
Rochelle and the Harlem River. About 1880 or 1881
(certainly by the end of the latter), one new stop was
established on the former Bartow Mansion property at
Milepost 3.3, which was contained entirely in what is
now Pelham Bay Park. It originally carried the host family’s name, but later on, as that area became more open
to public access, was re-christened “City Island” to advertise its “closeness” (perhaps 2 miles) to this popular
summertime beach area. Secondly, after the actual
“Baychester” section had finally materialized in the
same time period, another new station holding that
name was laid at the newly-created crossing of St.
Mary’s Avenue at Milepost 4.3 (a site presently entangled beneath the New England Thruway). This resulted
in the line briefly having two stops with identical names,
a dilemma that was instantly cured by referring to the
existing station at Milepost 5.7 as “The Old Depot.” Language strictures being what they were in those times
soon dictated that the previous version of “Baychester”
be renamed “Westchester” (probably by the end of
1882), as that older community was also continuing to
spread rapidly through the former countryside. The third
and final new station on the Harlem River Branch was
added during the “four-tracking” project carried out on
the New Haven’s main line between 1890 and 1894.
Named “Woodside” for an emerging neighborhood
along the Old Boston Post Road in the westerly sector
of New Rochelle (now off I-95 at Kings Highway), it was
positioned at Milepost 0.7. This new stop was present
sometime by 1893, during which time the Harlem River
Branch also received quadruple trackage from New Rochelle Junction (Signal Station 22) to the Pelham Manor
station, which incorporated the line’s first two overpasses at Webster Avenue and the Old Boston Post Road.
Another station (of a sort) was added on August 20,
1889 in the form of a short spur, with attendant platforms, at Milepost 6.1 (currently approximate to
Bronxdale Avenue). It was intended to serve the Morris
Park Racecourse, a new horse-racing venue that
opened for business the very same day, and as such
the railway station was aimed at the high-spirited and
oft-exclusive seasonal and group activities that took
place at the track itself as opposed to the line’s overall
work-cultured, regimented ridership, whose needs were
centered around Manhattan commuting. Morris Park
Racecourse lasted for 15 years and hosted such prestigious meets as the Preakness and Belmont Stakes
during its time, the latter until August Belmont II opened
(Continued on page 6)
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Editor’s Note: This track
plan is probably a proposed layout, including
crossovers never installed.

(Continued on page 5)

4

ERA BULLETIN — FEBRUARY, 2016
Contract 4 Subway Construction Controversy
(Continued from page 4)

Broad Street-Nassau Street station, October 29, 1968.
Bernard Linder photograph

Fulton Street-Nassau Street station, October 29, 1968.
Bernard Linder photograph

Williamsburg Bridge, approaching portal in 1969.
Larry Linder photograph

Williamsburg Bridge in 1969.
Larry Linder photograph

Williamsburg Bridge in 1969.
Larry Linder photograph

Williamsburg Bridge approach in 1969.
Larry Linder photograph

(Continued on page 6)
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erated via bridge and Nassau Street, returning via tunnel to Brooklyn. Trains made express stops on Fourth
Avenue and bypassed DeKalb Avenue and Myrtle Avenue. Non-rush hour trains operating via tunnel between
Chambers Street and Coney Island made all local
stops. Culver elevated trains ran from Sands Street to
9th Avenue in non-rush hours and Coney Island in rush
hours with trains making express stops from Atlantic
Avenue to 9th Street to 36th Street. Rush hour West End
Locals from Bay Parkway or 62nd Street operated in the
reverse direction on Nassau Street and made all stops.
This loop operation was the most unusual service operated on the transit system.

Contract 4 Subway Construction Controversy
(Continued from page 5)

Nassau Street and a short extension on 14th Street from
Sixth Avenue to Eighth Avenue, completing construction
of lines under Contract 4, which was signed in 1913.
The Fulton Street station is an unusual station, whose
cross-section is shown on page 4. At the present time,
there are three levels; AC trains cross at right angles
on the lowest level.
For the first time, Culver subway passengers enjoyed
a one-seat ride to Lower Manhattan. During mild and
cold weather, rush hour trains from Kings Highway op-

Brooklyn end of Williamsburg
Bridge, looking west, April 1, 1969.
Larry Linder photograph

(Continued on page 7)

From Recognition to Dominance

mont Park sure to draw away the remaining privileged,
wagering clientele that the Morris Park facility preferred
but had been seeing in reduced quantity, its last races
were run on October 15, 1904. Both the site and the
railway station then remained for use during special
events that continued to take place on its grounds, lasting until September, 1909, when it was all turned over to
the city for redevelopment. Certain events continued to
find the otherwise abandoned station in use afterward,
with another version of the Morris Park station reemerging several years later as part of the line’s massive reconfiguration to accommodate the Hell Gate
Bridge. In that time frame (approximately 1914), a pair
of new platforms were laid alongside the “local” tracks
(3 and 4) near Bronxdale Avenue to create the latterday commuter station at Morris Park. (Continued next issue)

(Continued from page 3)

his own facility at the Queens-Nassau border in 1905.
This was apparently a delayed progression, as until his
death in 1890 Belmont’s father, August Belmont, Sr.,
had co-owned the Jerome Park Racetrack, located in
the northwestern part of what is now the Fordham section of the Bronx (and was then part of Fordham Township in Westchester County). The Belmont Stakes were
initiated there in 1867 and staged each year through
1889, when the race was first relocated to Morris Park.
This was part of an overall effort to phase the Jerome
Park track out of existence, as finally executed in 1894,
so the land could ultimately be used to install the Jerome Park Reservoir. With the inevitable opening of BelAround New York’s Transit System

closure would expedite the work but could still take up
to 40 months to complete. Any option taken by NYCT
will definitely require added service on M, adding two
cars to every G train to lengthen them to six cars, as
well as providing a fleet of shuttle buses to handle the
displaced riders. With the work slated to commence by
late 2017, NYCT has around a year or so to make its
selection and announce it to the public.

(Continued from page 20)

as Williamsburg, that are now densely populated, are
few. One of the options (besides a long term total closure) being considered by NYCT is to keep one of the
two tubes open and operate a limited service. However,
the total time to complete the necessary repair and upgrading work would be significantly lengthened. A total
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Kent Avenue station, Broadway “L.”
Bernard Linder collection

Train leaving Williamsburg Bridge, September 13, 1989.
Bernard Linder collection

Marcy Avenue station, Broadway “L.”
Bernard Linder collection

Third-tracking the Broadway “L” at Montrose Street (Avenue),
January 26, 1916.
Bernard Linder collection

Flushing Avenue station, Broadway “L,” looking east in 1969.
Larry Linder photograph

Myrtle Avenue station, Broadway “L,” looking west.
Bernard Linder collection

(Continued next issue)
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No. 327
by Ronald Yee and Alexander Ivanoff

MTA Long Island Rail Road
Charles “Chuck” Hoppe, President of LIRR from 1990
to mid-1994, passed away on December 29, 2015 at
the age of 80 after a series of strokes. A life-long railfan,
he grew up in Rocky River, a suburb of Cleveland, Ohio,
where he fell in love with the sights and sounds of the
New York Central and Nickel Plate trains roaring by. He
is best known for overseeing the replacement of the 50year-old converted EMU diesel-hauled coaches and
1970s-vintage locomotives with a fleet of new bi-level
push-pull coaches powered by 46 new locomotives, half
of which were dual-mode, permitting through service
into Penn Station from non-electrified territories. He also
improved LIRR’s on-time performance and equipment
reliability and is credited with having successfully fought
to save the now 181-year-old LIRR name in the face of
pressure from MTA to re-name it Metro-East. He started
the marketing strategy of calling the riders customers as
a means to put more emphasis on the service aspect of
the railroad to the riding public. (Newsday, December
25, 2015)
New York State Governor Andrew Cuomo announced
an ambitious plan for the state to expand and improve
9.8 miles of the LIRR mainline between Floral Park and
Hicksville, notably adding a third track along this busy
corridor, which would finally permit the operation of reverse-peak commuter rail service. Currently, due to
heavy rail traffic, the two-track mainline on this corridor
is “fleeted” for over 90 minutes in the peak direction,
with both tracks set only for westward moves in the
morning and eastward moves in the evening. The third
track would also provide much greater operational flexibility in the event of a disabled train. Unique in this plan
would be the financial protections LIRR would offer the
50 property owners (20 residential, 30 commercial) who
would be impacted by the construction of the third track.
In most cases just a five foot wide strip of land would
need to be acquired. The railroad would offer compensation for the strip of land or a full buyout if the property
owner so chooses. LIRR would compensate commercial property owners and offer assistance from Empire
State Development so their businesses could remain in
their current community. With two out of every five LIRR
riders using this corridor and an anticipated significant
ridership increase when East Side Access opens under
Grand Central Terminal, this project would help LIRR
meet the needs in the years beyond 2022.
The Governor also announced a $3 billion plan to totally revamp and upgrade Penn Station to better meet
the needs of the 650,000 daily commuters and Amtrak
riders currently passing through its underground labyrinths. The original Pennsylvania Station was designed
for just 200,000 passengers per day, hence the congested pedestrian flow within the station today. The new
rail station complex would encompass the current Penn

Station complex as well as the James A. Farley Post
Office building and increase the overall size of the station by 50%. A new 210,000 square foot train hall- approximately the same size as the main room at Grand
Central Terminal, would be constructed at the Farley
Post Office building and would serve Amtrak, LIRR, and
NJ Transit customers as well as the new AirTrain to
LaGuardia Airport. It would be linked by wide passageways under Eighth Avenue (construction of these passageways is nearing completion) to the existing Penn
Station, which would be reconfigured with a vastly improved pedestrian circulation, new upscale retail, and
eatery venues. Wi-Fi would be available throughout the
complex with digital as well as standard ticketing facilities, 30 new escalators, elevators, and stairways providing a smooth pedestrian flow and access to the Eighth
Avenue and Seventh Avenue subway lines. Artist renditions show a complex that would be reminiscent of the
grandeur of the arching glass skylight ceilings of the old
Pennsylvania Station but with a 21st Century flair, functionality, and an environmentally efficient design that
would serve New York City rail users well into this century.
An unprecedented public-private partnership is envisioned to accomplish this monumental task and expedite its completion. It is expected that significant portions of the major construction work for this complex
would be completed within the next three years. In return for its investment, the private entities involved
would have interests in the long-term revenue streams
from commercial and retail rental income. Upon completion of this ambitious project, the Governor announced,
the entire complex would be renamed Empire Station.
Also mentioned in this announcement was New York’s
participation in a study of the future rail connections between Long Island and the Bronx, Westchester, or Connecticut as potential options to possibly relocate
Amtrak’s Northeast Corridor (NEC) along such an alignment to reduce travel times to Boston by bypassing a
large portion of the current routing of the NEC that must
negotiate the 50 MPH Hell Gate Bridge and viaduct and
a shoreline route with many speed inhibiting curves.
(New York State Governor’s Office, January 5, 2016)

NJ Transit
A West Side Avenue-bound Hudson-Bergen Light
Rail (HBLRT) train collided with the back end of a small
box truck at a grade crossing near the Newport Mall in
downtown Jersey City on Monday, January 18, 2016.
Six people of the 38 passengers sustained minor inju(Continued on page 9)
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with on the UP line. The Fort Worth Transportation Authority would underwrite the $1.07 million per year premium of a $21 million liability insurance policy to cover
the Texas Eagle’s operation over the TRE line through
September, 2025. This all came about as a result of
Fort Worth’s plans to operate a new 27.2-mile Tex-Rail
commuter rail line linking Fort Worth with Grapevine as
well as Terminal B (offering connections to DART’s Orange Line light rail) via the north entrance of the DallasFort Worth Airport. As this line would need to operate
over a two-mile stretch of UP tracks out of downtown
Fort Worth, UP demanded that in return for the trackage
rights, the Texas Eagle be rerouted off its heavily utilized freight line. If federal funding can be secured, the
Tex-Rail commuter rail line could open as early as 2018
using eight Diesel Multiple Unit (DMU) rail cars built by
Stadler Bussnang, AG, likely to be very similar to the
cars used on the Denton County A-Line and the Austin
Capital Light Rail. See map on next page. (StarTelegram, December 14, 2015)
Amtrak completed the activation process of its Positive Train Control (PTC) on the Northeast Corridor
(NEC) when the final stretch spanning Philadelphia to
New York City was “cut-in” over the weekend of December 19-20, 2015. PTC had been activated one week
earlier between Washington, D.C. and Philadelphia and
had already been activated between New Haven and
Boston. The stretch owned and controlled by MetroNorth Railroad between New Rochelle and New Haven
is expected to have PTC by 2018. No word on the status of PTC over the Hell Gate Line between New York’s
Penn Station and New Rochelle, but it can be assumed
that PTC will be activated for that section of the NEC by
the 2018 deadline. (philly.com, December 21, 2015)
Amtrak service between St. Louis and Kansas City
was resumed on January 3, 2016, four days after being
suspended due to near record-setting flooding on the
Mississippi River caused by over 10 inches of rain during a three-day period beginning on Christmas Day. The
high waters covered the tracks at some locations, forcing the shutdown. (Quad-City Times, January 4, 2016)
Museums
For over ten years, PATH PA-1 class “C” car 143 had
been stored inside of Hangar 17 at JFK Airport, where
artifacts from the old World Trade Center (WTC) were
stored after their recovery following the September 11
attacks in 2001. This car was part of the train that was
abandoned and trapped under the WTC when the twin
towers collapsed. On Tuesday, December 15, 2015, it
was moved by truck to its new home on static display at
the Kingston Trolley Museum located in upstate New
York, arriving the next day, Wednesday, December 16,
2015. Car 143 joins PA-3 car 745, which was sent to the
Shore Line Trolley Museum as part of its September 11themed displays. (The New York Times, December 17,
2015)
Miscellaneous
Congress approved a bill that would provide commuters on public transit, the ability to set aside up to $255

(Continued from page 8)

ries. The HBLRT train had the right-of-way and the truck
driver was issued several traffic citations by the police.
Service was briefly suspended until the accident scene
was cleared and investigators had completed their
work. (Editor’s Note by Ron Yee: No word on the LRVs involved or the extent of damage they may have sustained.)
(The Jersey Journal, January 18, 2016)
NJ Transit is planning to replace the 107-year-old
Raritan Bay Bridge, which was severely damaged by
the floods of Hurricane Sandy and errant boats and
ships striking it during the storm. It took three weeks to
repair the damage, which included misaligned tracks,
damaged bridge piers and spans, and destroyed transformer and electrical components. NJT has identified
$446 million in Federal Transit Administration Sandy
relief aid funds to pay for the new bridge. The current
bridge is a swing span that is increasingly unreliable,
getting stuck in the open position and delaying up to
10,000 daily riders on the North Jersey Coast Line. No
sketches of what the new bridge will look like, but one of
the objectives is to construct a bridge that will be able to
withstand future storms and not sustain damage.
(Asbury Park Press, January 14, 2016)
Port Authority Trans-Hudson Railroad
The Port Authority of New York & New Jersey announced that the World Trade Center Transportation
Hub Oculus will open to the public during the first week
of March, 2016. The soaring wing-themed design Oculus will provide a climate controlled station that will connect PATH’s 100,000 daily commuters almost seamlessly with 11 NYCT subway lines, east side ferries, and
access to the Wall Street area. Within the World Trade
Center complex, the transportation hub will also serve
to link One World Trade Center as well as Towers 3 and
4 and the future Tower 2, the WTC Memorial Site, and
Brookfield Place as well as the Westfield Mall, a massive shopping mall complex that will be located adjacent
to the WTC site. While work continues on constructing
PATH Platform B, when completed, the WTC Transportation Hub will be New York City’s third largest transportation center serving around 250,000 daily commuters
and visitors. (Port Authority of New York & New Jersey
press release, January 19, 2016)
Amtrak
The Texas Eagle will be rerouted in February, 2016
from the Union Pacific (UP) tracks it currently operates
over between Dallas and Fort Worth to the former Rock
Island tracks utilized by Trinity Railway Express (TRE)
commuter trains. The new routing will enable this train
to avoid the constant level of delays, some upwards of
one hour, resulting from it having to compete with the
numerous freight trains plying the UP route. This rerouting had been approved by the Dallas Raid Transit Board
after $7.2 million in federal funding had been spent to
upgrade the line and double-track it, allowing Amtrak to
operate over the TRE route without encountering the
rampant single-tracking delays that it had been plagued

(Continued on page 10)
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per month of their income tax free for 2016 if they work
for an employer with more than 20 employees. This
would match the tax benefit with those who drive to and
from work and use it to pay for fuel, tolls, and parking.
The transit tax benefit had been limited to just $130 for
2015. (Star-Ledger, December 18, 2015)
Other Transit Systems
Boston, Massachusetts
Citing significant safety and procedural rule violations,
MBTA fired the Train Operator who was involved in the
runaway train incident out of the Braintree terminal on
the Red Line. He is expected to appeal the action
through his union. (Metro, December 16, 2015)
After months of preparation for winter extremes during
the summer and autumn months of 2015, MBTA passed
its first test in the snow. Among the improvements made
were ten miles of new third rail on the Red Line and
third rail heaters on the Orange Line. A new de-icing
10

spray is now being used on the Blue, Orange, and Red
Lines to make their third rail more resistant to freezing
over. On the commuter lines, 40 new locomotives not
available last winter have replaced the oldest and most
unreliable engines. (7 News Boston, December 29,
2015)
Philadelphia, Pennsylvania
Closely following Amtrak’s full activation of Positive
Train Control (PTC) on its Northeast Corridor (NEC)
between Washington, D.C. and New York City, SEPTA
Regional’s commuter trains were expected to have operational PTC not just on the NEC but system-wide by
the end of January, 2016. The on-board equipment and
wayside line equipment already installed and tested on
SEPTA’s non-NEC lines needs to be certified by the
Federal Railroad Administration before it can be implemented. (philly.com, December 21, 2015)
(Continued on page 11)
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SEPTA is expected to roll out its Key Card beginning
in March, 2016, a smartcard fare media that will replace
the current systems of tokens and cash. Utilizing smartcard chip technology, users will be able to simply tap
and go on all buses, trolleys, and subways using scanning readers at the farebox or turnstile. The cards will
come in several forms, ranging from single ride to weekly and monthly passes, and personalized versions will
be automatically refilled from a registered bank card
with the ability to freeze the card and get replacements
if the original should be lost or stolen. This project has
been delayed by three years owing to technical issues
associated with its implementation, both software and
hardware, but SEPTA officials are confident the current
timetable for implementation will be met. The SEPTA
Key will also be used for rides on its regional rail system
at some point in the not-too-distant future. This project
was launched in 2011 with the signing of a $129.5 million contract between SEPTA and ACS Transport Solutions, a division of the Xerox Corporation, with costs
increasing by over $4.7 million stemming from 10
change orders to accommodate changing needs and
the need to address unforeseen issues during development and testing. (philly.com, December 29, 2015)
PATCO restored its full schedule of train operations on
January 2, 2016, following the completion of a $103
million, 18-month-long track rehabilitation project under
which all track as well as power, signal, and communications cables across the Ben Franklin Bridge were replaced and structural repairs were made where needed.
Track and rails were replaced where necessary in the
tunnels under Franklin Square in Philadelphia and Martin Luther King Boulevard in Camden, New Jersey. Service will return to 4-minute headways during the peak
periods and headway intervals will decrease from 15
minutes down to every 12 minutes during the weekday
off-peak periods. On Saturdays, trains will operate every 25 minutes instead of half-hourly. (Editor’s Note by Ron
Yee: That Saturday service “improvement” will likely result
in a schedule few customers will be able to easily remember.
They would be better off going to a 20-minute headway for
three trains per hour in each direction or just staying with a
30-minute headway. The train schedule would then have a
pattern that would definitely be easier to remember.)
(PATCO, December 30, 2015)
Atlanta, Georgia
The Atlanta Streetcar began charging fares on its 2.7mile, $98 million line on January 1, 2016. While it had
been free for its first year of operation, the fare structure
is now $1 per ride or $3 for a one-day pass. Ridership in
2015 was estimated at 900,000, short of the 1.1 million
rider goal. While a hit with tourists and visitors to the
city, residents have soured on the streetcars, which they
claim are obstructions to traffic flow on the congested
streets of downtown Atlanta. Proponents have stated
that ridership will grow as the system is expanded but
recently, the City Council removed streetcar plans for
11

Peachtree Road in the popular retail and dining Buckhead district. The $1.5 billion in economic benefits to
the City of Atlanta generated by the streetcar system
could end up being overstated. It remains to be seen if
the end of the free-fare introductory trial period will depress ridership numbers. (Editor’s Note by Ron Yee: Various reports from railfans who rode the line in 2015 indicated
that the streetcars had become havens for some of Atlanta’s
homeless population, discouraging people from riding the
streetcars. With the charging of fares, the streetcar agency
will likely have greater authority to order the police to legally
remove such persons from the streetcars.) (The New York
Times, January 1, 2016)
Miami, Florida
French transportation consortium Alstom made an
unsolicited bid to take the lead in constructing a light rail
line referred to as “Bay Link,” linking Miami with Miami
Beach via the MacArthur Causeway across Biscayne
Bay. Miami Beach had been seeking a means by which
to jump-start the effort to build a light rail line that would
ply the streets of South Beach. The proposed 14-mile,
two-line system could run from Miami across the causeway to 5th Street, up Washington Avenue to Dade
Boulevard, and along Alton Road south to 1st Street and
north to 17th Street with five stops in the South Beach
entertainment district. Trolleys last operated on the
streets of Miami in 1939 and the proposed Bay Link is
envisioned to be a wireless system. Miami Beach would
foot about $148 million or around 28% of the $532 million cost to build the system using funds from a halfpenny transit sales tax approved by Miami-Dade voters
back in 2002. Alstom and its partners have proposed
financing the construction costs up front and recouping
their investment by operating the system for 35 years.
Funds from the transit tax and other sources would fund
the capital and operational expenses. The Bay Link LRT
would be a welcome alternative to the traffic-clogged
MacArthur Causeway for residents, employees, and
tourists alike (Miami Herald, December 23, 2015)
MetroDade County Transit operated two limited-stop
express trains on its Metro Rail line during both the
morning and afternoon peak periods as an experiment
to improve service for its customers. The pilot program
ran from December 7 thru December 30, 2015.
(Progressive Railroading, December 30, 2015)
Chicago. Illinois
The Chicago Transit Authority (CTA) announced that
the project to provide seamless 4G Wi-Fi service within
CTA’s subway tunnels promised to commuters by
Mayor Rahm Emanuel was completed and placed into
service on December 28, 2015. The $32 million project
partnered with Verizon, T-Mobile, Sprint, and AT&T
Wireless to design and install antenna systems that
would be totally compatible with today’s 4G wireless
phones and other mobile devices. A total of 22 miles of
subway tunnels (13 miles on the Blue Line and 9 miles
on the Red Line) were equipped with the new infrastructure and systems. (CTA, December 29, 2015)
(Continued on page 12)

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
— FEBRUARY,
2016 2000
Commuter and Transit Notes
(Continued from page 11)

Houston, Texas
14 of the 39 CAF light rail vehicles (LRVs) have been
removed from passenger service due to a wheel issue
with the new cars. The wheels are apparently working
their way loose from where they are pressed onto the
axles. The wheel separation issue was first discovered
during a routine inspection on December 10, 2015 and
a fleet-wide inspection has identified 14 cars with this
defect. As a result, the entire Metro system is experiencing a car shortage, causing overcrowding during the
peak periods. Engineering staff from CAF are working
with Metro to resolve this issue and get the cars back
on the road as quickly as possible. (Houston Chronicle,
December 18, 2015)
Denver, Colorado
New fare rates were put into effect for 2016 for the
local as well as regional services of the Denver RTD,
which will see the first of the new electrified commuter
rail lines open on April 22, 2016, linking downtown Denver with the city’s airport. By the summer of 2016, additional commuter rail lines will open. The basic fare
structure is $2.60 per ride or $5.20 for a day pass covering the light rail and city buses, or $4.50 per ride or
$9.00 for a day pass that is valid over the entire regional system. Seniors get a 50% discount on all ticket
types. Also, the new Rotem EMU commuter cars are
now undergoing testing on the A-Line and have been
approved for a maximum speed of 79 mph. (Denver
RTD Website, January 1, 2016)
Salt Lake City, Utah
A fast-moving car crashed into a TRAX train with such
force on January 4 that the impact knocked the train off
its tracks and left it teetering on the North Temple overpass, killing an Ogden man and injuring 18 others.
The driver, Jose Delrio Cabral, did not slow as he barreled through the railroad crossing arms and slammed
into the train. A warrant was issued for Cabral's arrest
Monday just a few hours after the victim died, according
to court records. Police say Cabral was also involved in
a separate accident shortly before the crash.
Detectives believe the car was traveling at a high rate
of speed.
On board the train, at least 18 people were injured.
Seven, including the Operator, were transported to local
hospitals. Nine people were treated at the scene and
then released. Two others initially refused transportation
to the hospital but later drove themselves there. All injuries to people on the train were minor, most suffering
from cuts and bruises.
Four people were briefly trapped inside the front of the
train after a pole fell onto the train, preventing the train
doors from opening.
A warrant for Cabral's arrest was issued in 3rd District
Court after 3 PM January 4, according to court records.
Cabral had failed to pay restitution after pleading guilty
to assault against a Police Officer, a class A misdemeanor. Additional charges of failure to stop at the com12

mand of law enforcement and interference with an arresting officer were dismissed in exchange for the plea.
Cabral was arrested in North Salt Lake in April after
police found him walking on top of concrete dividers
separating U.S. 89 from the frontage road. He ran from
an officer and began swinging his arms at oncoming
traffic on an I-15 on-ramp and resisted arrest, charging
documents state.
In 2015, Cabral pleaded guilty in two separate cases
to reduced charges of attempted possession of a controlled substance. He pleaded guilty in 2014 to criminal
mischief.
The Utah Transit Authority set up a bus bridge to connect passengers from the Arena and Fairpark TRAX
stations, later adjusting it to run instead from Salt Lake
Central to the Fairpark. Officials hoped the Green Line
would start running again that evening, but a bus bridge
remained in place throughout the night. Officials did not
immediately say when full service would resume.
The last case of a TRAX derailment occurred in
March, 2015, when a switching error led to a slowspeed crash between two trains. (Deseret News, January 4, 2016)
Seattle, Washington
The Seattle-Tacoma region’s Sound Transit has selected the route, stations, and expanded operation and
maintenance facility for its Tacoma Link Expansion light
rail extension project.
The 2.4-mile Tacoma Link Expansion will serve riders
traveling between Tacoma’s Theater District and Stadium and Hilltop neighborhoods. It will run primarily instreet along Stadium Way, North 1st Street, Division Avenue, and Martin Luther King Jr. Way, and will include
one relocated station in the Theater District and six new
stations. The existing 1.6-mile light rail line serves six
stations between the Theater District and the Tacoma
Dome. Trains run every 12 minutes and provide nearly
one million rides per year.
During the next two years, Sound Transit staff will advance engineering work on the $175 million expansion.
Assuming all project funding is secured, construction
would begin in 2018. To date, the city has secured $33
million in federal and state grants toward the expansion
and has committed to identifying an additional $7 million
to complete its $40 million contribution to the project.
The Sound Transit Board unanimously selected former Federal Transit Administrator Peter Rogoff as the
agency’s new CEO. Rogoff will start in January 2016
following board confirmation of contract details in December. Current Sound Transit CEO Joni Earl, who has
been on medical leave, will retire in March following the
opening of the University Link LRT line. Deputy CEO
Mike Harbour, who did not apply for the CEO position,
will continue to serve as the agency’s acting CEO until
Rogoff’s arrival. (Railway Age, November 25, 2015)
Los Angeles, California
An initial report from the ongoing investigation of the
February 24, 2015 fatal crash involving a Metrolink train
and a pick-up truck and trailer that strayed onto the
(Continued on page 13)
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tracks indicates that the cowcatcher as well as two couplers failed during the collision, causing three cars to
break away from one another. The cowcatcher, the purpose of which is to deflect away debris and prevent it
from working its way under the wheels of the train, was
supposed to be designed to withstand at least 100,000
pounds of force before failing. It did not and the pickup
truck became lodged under the front wheelset of the
train, causing it to derail and begin to depart on a sideward direction from the tracks. The couplers were discovered to have had metallurgical issues stemming
from manufacturing defects in the form of cavities left
behind by bubbles that formed during the casting process. As a result, they broke, enabling the individual rail
cars to separate and re-collide with each other, worsening the overall collision forces on the occupants of the
train. In June, 2013, Rotem had completed delivery of
137 bi-level commuter coaches for $263.3 million, 57 of
which were cab cars. All of the cars were designed with
the latest in safety features, including energy-absorbing
crumple zones at the cab end, breakaway tables, fireretardant materials, and improved emergency egress
points. As an interim measure to further improve safety
until the final results of the investigation are released,
Metrolink will be placing its newer safety cab cars behind leased locomotives from BNSF at the cost of $23.9
million. As of press time, these former freight locomotives were undergoing testing to verify compatibility with
commuter rail passenger coaches and their operating
needs. (Los Angeles Times, December 16, 2015)
The Los Angeles County Metropolitan Transportation
Authority has awarded Ansaldo STS a $31.5 million
contract to supply signalling and train control equipment
for the first phase of the Purple Line extension. Ansaldo
STS is to supply signalling with ATP, ATO, and ATS
functionalities, as well as train-to-wayside systems.
Due to open in 2023, the 3.9-mile first phase will extend the Purple Line west from Wilshire/Western to La
Cienega Boulevard, with two intermediate stations.
Construction of the underground route is being undertaken by a joint venture of Skanska, Traylor, and Shea,
and began in November, 2014.
Two further phases would extend the route by a total
of 5.5 miles to Westwood by 2035. (Railway Gazette,
January 5, 2016)
Toronto, Ontario, Canada
The Toronto Transit Commission (TTC) placed the 13th
Bombardier Flexity Light Rail Vehicle (LRV) into service
on its Route 510/Spadina light rail line. Bombardier and
TTC have been embroiled in a long-running dispute
over the excessive lateness in the delivery of the 204
LRVs in the total order. A modified delivery schedule for
the remaining LRVs was agreed upon after the labor
disputes at Bombardier’s Thunder Bay, Ontario manufacturing plant and car body shell manufacturing plant in
Mexico. However, due to pre-delivery quality control
issues, that schedule, which had called for 23 new
13

LRVs to be plying the streets of Toronto by the end of
2015, could not be met. (Editor’s Note by Ron Yee: The
original schedule had called for 67 LRVs to be in service by
the end of December, 2015.) (Transit Toronto, January 1,
2016)
On January 3, 2016, TTC began providing an improved level of service on its Route 501/Queen streetcar line. Headways will be 10 minutes or less over the
entire route stretching from Neville Park to Long
Branch. This will be achieved by splitting the line at
Humber Loop and assigning the articulated ALRV to the
Neville Park Humber Loop portion and operating only
CLRVs on the Humber Loop to Long Branch section of
the line between the hours of 5 AM and 10 PM on
weekdays. Between 10 PM and 2 AM, streetcars will
operate over the entire route (with some short-turns at
Humber Loop), one of the longest streetcar routes in
North America. (cbcnews, December 31, 2015)
Georgetown, Ontario, Canada
VIA Rail on November 14, 2015 commissioned CTC
(centralized traffic control) on its entire North Mainline
(Guelph Subdivision) between Georgetown and London, Ontario.
In conjunction with the Genesee & Wyoming’s Goderich-Exeter Railway, which leases the right-of-way from
CN for freight service, and GO Transit/Metrolinx, which
recently purchased the Kitchener-Georgetown section
of the line from CN, VIA Rail fully funded the C$25 million upgrade program. PNR Railworks contracted to
perform the work.
The CTC project includes new wayside signals; new
crossing protection (conforming to Transport Canada
regulations), upgrading all crossings to automatic warning devices; automatic remotely controlled switches;
and switch heaters at three passing sidings (Kellys,
Stratford, and Kitchener). Railterm will continue to dispatch the line.
CTC is expected to increase capacity on the line, allowing VIA and Metrolinx to increase train frequencies.
Metrolinx plans to add two more departures to/from
Kitchener by 2016 or 2017. VIA Rail initially planned to
add up to three departures when the project was
planned some 8 years ago, but delays due to disagreements with freight operator Goderich-Exeter, and the
recent addition of GO Transit departures out of Kitchener may curtail VIA's plans.
CTC also has the potential to increase safety. In 1999,
a deadly accident caused by a misaligned switch occurred at Thamesville, Ontario, in what was then dark
territory on the CN Chatham Subdivision. As a result,
upgrades to busy passenger lines in Ontario were
quickly completed to avoid a repeat, but the North Mainline remained dark territory. In 2006, two near misses,
both involving freight and passenger trains, occurred on
the North Mainline. They are the likely catalyst to finalize funding and construction of this project. (Railway
Age, November 20, 2015)
Mexico
The Jalisco state government has selected Bom(Continued on page 14)
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bardier as preferred bidder for a contract to supply 12
two-car trainsets for Line 1 of the Guadalajara light rail
system operated by SITEUR. According to the state
government, 13 companies responded to the call for
tenders where the winning bid of 752.2 million pesos
represents a saving of 24% on the expected cost. With
deliveries due to commence in 2017, the new trains are
expected to increase peak capacity by 50% on Line 1.
They will be compatible with the existing fleet and will
enable trains to carry up to 900 passengers.
Platform extensions had been completed at five stations on the central underground section of Line 1, at
Washington, Mexicaltzingo, Juárez, El Refugio, and
Mezquitán, with work nearing completion at Ávila
Camacho and División del Norte. The tunnel that will
extend Line 1 from Periférico Norte to Auditorio was
89% complete, and work at Auditorio, including new
stabling facilities, 86% complete. (Railway Gazette,
January 5, 2016)
England
A card reader fault that affected buses and Tube stations on January 2, 2016 had passengers on London's
transport network traveling for free after a technical
glitch left people unable to use their Oyster cards. Passengers were waved through barriers free of charge by
Transport for London (TfL) staff.
The failure, linked to a fare increase, did not prevent
people using the Tube, bus, and rail networks. TfL said
it was the first such problem with the card readers in 10
years.
About 100,000 free journeys are believed to have
been made between 4 and 10 AM, which TfL estimated
to be worth about £250,000 in lost revenue.
People using pay-as-you-go Oyster cards were able
to travel for free while the card readers were down as
the machines were unable to deduct the correct fare
from the pre-paid cards.
Season ticket Oyster card users were unaffected as
travel is not paid per journey. (BBC News, January 2,
2016)
France
On behalf of Paris regional transport authority STIF,
SNCF has ordered a further 15 Citadis Dualis tram-train
vehicles from Alstom. The order announced on January
5, 2016 is worth €75 million and forms the second option on a framework contract signed in 2007.
The vehicles are to be delivered starting in October,
2017, with entry into revenue service planned for 2019
on the extension of Route T4 from Gargan to Montfermeil.
The tram-trains are to be manufactured at Alstom’s Valenciennes site, where the supplier is currently building
15 Citadis Dualis vehicles for STIF. They will feature
traction motors supplied by the Alstom plant at Ornans,
trucks from Le Creusot, other traction equipment from
Tarbes, and passenger information systems from Villeurbanne. (Railway Age, January 5, 2016)
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Luxembourg
A full-sized mock-up of the tram that CAF is to supply
to Luxembourg City went on display on December 7,
2015. It was to remain in the Kirchberg district for public
viewing until January 31, 2016.
At 15 meters the model is one-third of the length of
the 21 Urbos trams that CAF will supply under an €83
million contract signed earlier this year. The trams will
be 2,650 millimeters wide and 3.6 meters high, with capacity for 450 passengers. Styling has been undertaken
by Avant Première.
Production of rolling stock is due to begin next year,
along with construction of the line. The first vehicles are
scheduled for delivery in early 2017, ahead of commissioning of the initial section of the route in the second
half of that year.
No catenary is envisaged on the 3.6 kilometers between Pont Rouge and the main line station, so the
trams will be equipped to operate using CAF’s ACR
Freedrive ground-level charging system on this section.
Total cost of the project is expected to be €345.78 million. The first section will link Pont Rouge and Luxexpo.
Extensions at both ends, from Luxexpo to the airport
and Pont Rouge to Cloche d’Or, are envisaged to open
in 2020-1, taking the line to 16.2 kilometers. (Railway
Gazette, December 7, 2015)
Germany
“The ICE 4 will launch a new era for inter-city travel,”
said Deutsche Bahn CEO Rüdiger Grube on December
4, 2015, at a ceremony at Berlin Südkreuz to unveil the
first pre-series ICx trainset. He was joined by Federal
Transport Minister Alexander Dobrindt and Siemens
Mobility CEO Dr. Jochen Eickholt to “baptize” the ICx,
which has been rebranded as ICE 4 and designated
Class 412.
Ordered in 2011 under a framework contract for up to
130 trains, two pre-series units are currently undergoing
commissioning trials on the national network; they are
due to start a 14-month testing phase in the Fall of
2016, including 12 months carrying passengers. The
first seven series-built trains are expected to arrive in
Fall, 2017 and enter revenue service with the timetable
change in December of that year.
According to DB AG Board Member, Traffic, Berthold
Huber, the modular ICE 4 trainsets, with their “platform
concept and flexible application,” are intended to form
the backbone of DB’s future long-distance fleet. Under
its customer offensive launched last March, DB expects
to increase its long-distance operations by 25%, providing more frequent and faster trips to connect regions
and cities across the country. As well as replacing locohauled Intercity stock, the new trains will gradually replace the ICE 1 and ICE 2 sets. With each motored car
electrically independent, the units are designed for easy
reconfiguration to suit changing market requirements.
Designed for operation at up to 250 kilometers per
hour, the 12-car trainsets are 346 meters long, with 205
first- and 625 second-class seats. Each unit has two
driving cars and eight intermediate vehicles plus a res(Continued on page 17)
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TOUR OF TURKEY
by Jack May
(Continued from January, 2016 issue)
(Photographs by the author)
We arose quite early on this sunny morning and Although the line was single track, most of the stations
“opened” the breakfast room prior to checking out of our had at least two tracks and platforms, but we always
hotel. This time we made the hotel-to-station trip by taxi stopped adjacent to the station building. Our train, the
instead of walking. When we arrived in Kayseri on Mon- Erciyes Express, like the others we had ridden, reday night we had not seen the plinthed steam locomo- mained clean throughout the journey, helped by ontive in the station forecourt, but this morning I was able board custodians. We arrived in Adana at 13:29 (13:16).
to record the 0-8-0 for posterity along with the attractive
A taxi dropped us at the hotel and we freshened up
building’s façade.
quickly, as we had only a few hours to ride and photoWe quickly bought tickets and found the train waiting graph Adana’s new light Metro. The 8.4-mile long line in
as we reached the platform at about 7:20. Its consist this city of 1.6 million opened in 2009 and circumscribes
was a diesel locomotive and 4 air-conditioned reclining- the downtown area in a subway tunnel. Our map
seat picture window coaches with 2-and-1 seating, vir- showed it running reasonably close to our hotel, but
tually identical to the coaches we had ridden on the pre- when we asked about walking to the nearest station, we
vious two trains (although I
were discouraged from dobelieve the one from Saming so by confusion about
sun to Sivas may not have
where it was. So we ended
been air conditioned, as its
up taking a taxi, which
windows could be easily
turned out for the best, as
raised and lowered). Althe route it traversed was
most immediately after our
complicated and the station
7:41 (7:40) departure, we
was somewhat camoustarted descending through
flaged — I do not know if
grasslands surrounded by
we would have been able to
snow-covered
mountain
identify the entrance on our
peaks. The weather would
own.
change quite often as we
Clare accompanied me for
made our way from the Ana round trip on the longer
atolian Plateau to sea level.
leg of the line, bailing out
Kayseri is at an altitude of
when we arrived back at
about 3,500 feet and Adana
A westbound train exits one of Adana's subway portals prior to our boarding station, while I
entering the Hastane terminal. All of the rolling stock was built by went on to find some good
is at sea level. We were
Siemens. locations for photography.
traversing the steppes of
Asia Minor, viewing rocks of
The sky was a mixture of
every dimension along with
clouds and sun, and with a
some interesting scenery.
15-minute headway, I had
The landscape changed
to wait awhile between phofrom arid to tropical as we
tos. Ridership was not very
wound our way for 200
high, even as the rush hour
miles through some heavy
approached, probably begrades. Just outside of
cause the line really doesn’t
Kayseri we paused almost
serve the heart of the city.
15 minutes for a freight
The light Metro sports high
train to pass, but thereafter
platforms, with 3 of its 13
there was little interruption.
stations located underBut we did stay almost a
ground. The 36 Hyundai
quarter-hour late at every
Rotem cars serving the line
station along our route.
reminded me of the equipMany of the freights conment running on the T4
A portion of Adana's Metro runs in the center of Alparsan Turkes route in Istanbul. The articusisted almost exclusively of
Blv. This view is near Anadolu Lisesi station in a residential neigh- lated units have slanted
containers, the majority
borhood.
lettered “Hamburg Sud.”
(Continued on page 16)
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(Continued from page 15)

A train of Adana Metro cars on the elevated structure near the
Koçavezir station.

The scene at Kayseri’s railroad station, with a plinthed steam locomotive,...

a beautiful façade,...

and the diesel locomotive of our TCDD train.

The view out of one of our train’s picture windows. First snow on the mountains and eventually rugged features with warm weather.

(Continued on page 17)
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taurant car and a service car with crew compartment,
wheelchair spaces, and a family area. With an empty
weight of 670 tonnes, the ICE 4 is expected to achieve
a 22% reduction in energy consumption per seat compared to a refurbished ICE 1 formed of 12 coaches and
two power cars. (Railway Gazette, December 7, 2015)
Romania
The European Commission has confirmed that it is to
provide funding towards the modernization of infrastructure and rolling stock on metro Line M2 in Bucharest.
The modernization is being carried out in two phases.
The first phase covers the procurement of 24 new trainsets. The Commission is contributing €95.5 million of
the €112.3 million cost; its share is being backdated to
the 2007-13 budget. The procurement includes the 16
six-car CAF trainsets ordered by operator Metrorex in
November, 2011 for €97 million, which started to enter
service in July, 2014.
The second phase covers modernization of infrastructure on the 18.6-kilometer north-south line. The cost has
not been announced, but EU’s contribution is to come
from its 2014-20 budget. (Railway Gazette, January 5,
2016)
Saudi Arabia
President of Saudi Railways Organization Mohammed
bin Khalid Al-Suwaiket attended a ceremony in
Dammam on December 7, 2015 to mark the start of
faster passenger services to Riyadh using four pushpull trainsets supplied by CAF of Spain. Designed for a
maximum speed of 200 kilometers per hour, the trains
will operate at up to 180 kilometers per hour, “even during extreme weather conditions,” according to SRO.
Designed to meet a demanding performance specification, each train has 274 seats in two classes spread
over five cars with stainless steel body shells, the sixth
vehicle being a diesel power car. Passengers have acTour of Turkey

(Continued from page 16)

ends and are painted traction orange. Unlike the T4,
however, the line is entirely grade separated, with portions on elevated structures as well as at grade. From
an infrastructure point of view, the line is a heavy metro.
Photos are not allowed, as per pictograms posted in
stations depicting a camera overprinted by a big red
diagonal stripe. And security personnel were all over the
place. Film photography from the platforms would have
been tricky anyway, as the stations are somewhat dark.
Just for the heck of it I approached one of the guards
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cess to Wi-Fi and video and audio entertainment channels, and a dedicated area is provided for passengers
with reduced mobility. The trains are fitted with ERTMS
(European Railway Traffic Management System), event
recorders, and smoke detectors.
The trains are entering service following completion of
SRO’s project to double-track the 449-kilometer
Dammam–Riyadh main line, which will allow an increase in the number of trips from the previous five daily
return workings plus additional trains at weekends.
(Railway Gazette, December 7, 2015)
Australia
New South Wales Premier Mike Baird, Minister for
Transport and Infrastructure Andrew Constance, and
Minister for Planning Rob Stokes announced the preferred route for the Parramatta Light Rail project on December 8, 2015.
The 22-kilometer line in the western suburbs of Sydney is intended to connect Westmead and Strathfield
via the Parramatta business district and Sydney Olympic Park. The 7-kilometer Clyde-Carlingford Branch,
now operated by Sydney Trains as Line T6, would be
converted to light rail. A frequent tram service would
replace the current half-hourly shuttle using a four-car
electric multiple-unit.
In October, 2014 the NSW government announced a
shortlist of four routes, and the preferred alignment
combines two of these.
Work will now begin on a final business case and assessment, which will include detailed design and the
final cost.
The NSW government has committed A$1 billion to
the project, and is to discuss funding contributions with
the federal and local governments. It will also consult on
a dedicated levy, expected to be around A$200 per
square meter of gross floor area of new residential developments, to fund the light rail network and associated infrastructure. (Railway Gazette, December 8, 2015)
and pointed to my camera and the tracks, and he gave
an unmistakable signal, waving and crossing his arms,
signifying no! But I was able to get photos very easily
from the street, and since the line is a bit boring I did
not need many pictures to illustrate it.
We ate an acceptable dinner at a kebob house across
the street from the hotel. One item quite prevalent on
Turkish menus, including those here in the U.S., is Adana Kebob. Thus we tried the dish, which is fashioned
from spicy ground lamb, in its namesake city, but did not
notice any real difference between the local version and
the one served by our local Turkish establishment.
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RAILS UNDER THE RIVER REVISITED—
THE HUDSON & MANHATTAN
by George Chiasson
(Continued from December, 2015 issue)

(Continued on page 19)
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Around New York’s Transit System
7 Service Changes Announced
NYC Transit announced the specific dates of eight
planned service outages between Queensboro Plaza
and Times Square for 2016. The weekends are: January 22-25, March 18-21, April 1-4 and 15-18, October
21-24 and 28-31, and November 11-14 and 18-21. A
limited shuttle service will operate between Times
Square and 34th Street-Hudson Yards during these
weekends. There will not be any 7 closures during the
regular baseball season when the New York Mets baseball team is scheduled to play at Citi Field, the U.S.
Open Tennis tournament is being held around the Labor
Day weekend, and the Asian Lunar New Year celebratory periods during the month of February. The service
disruptions are required to complete repairs to the
Steinway Tunnel, which were damaged by flooding from
Hurricane Sandy. The replacement of the deteriorated
duct bank and bench walls, which needed replacement
prior to being flooded by Sandy, will be completed along
with new discharge lines and elevated pump rooms,
raised drains, as well as waterproofing and making
flood-resistant vital components of the tunnel. After this
work is completed at the end of 2016, the need to suspend service through the Steinway Tunnel for nonCommunications Based Train Control (CBTC) work will
become far less frequent. The work in 2016 will also
complete the installation and testing of CBTC in preparation for the new signal and control system to be activated in 2017. CBTC would not only permit an increase
in the maximum number of trains per hour during the
rush hours, but also increase safety and system reliability, replacing 50-90-year-old signal systems. CBTC will
also provide the background database upon which
countdown clocks can be installed at all 7 stations,
keeping passengers at every station informed as to
when the next train would arrive. The track work program for 2016 will focus on track panel replacements
between 46th Street and 52nd Street and the tracks west
of the tunnel portal leading to Main Street, Flushing. At
both locations, three tracks will permit service to operate through the work area and not require a partial line
closure.
Avenue X Station Rehabilitation
The Manhattan-bound platform at the Avenue X station on F reopened to the public at 5 AM Monday, December 28, 2015. The platform had been closed for six
months since June 29 for a total rehabilitation of the
station. Work included new pre-cast concrete platform
panels with edging and tactile warning strips; new windscreen panels, windows, doors, stairways, railings, and
light fixtures; and re-painting. Concurrently, the Brooklyn-bound platforms were closed at the 80th Street and
111th Street stations on A to permit an overhaul effort
identical to that completed on the Lefferts Boulevardbound platforms, which had been reopened on December 12, 2015.
20

Holiday Train a Big Hit
NYC Transit reported that the annual Holiday Train,
often referred to as the Shopper’s Special, carried over
100,000 people during the four Sundays that it operated
on the Sixth Avenue Line between Second Avenue and
Queens Plaza. While it was estimated that 25,000 rode
it on the first three Sundays, the final Sunday recorded
over 30,000 riders, with many of the nostalgic trips carrying over 1,000 each. The train became so crowded
that some people had to ride regular service trains to
reach Second Avenue or Queens Plaza in order to
guarantee a ride on the eight-car 1930s-vintage R-1 to
R-9 consist at its origination point. The train attracted
crowds akin to the throngs packing aboard the famed
cable cars of San Francisco. Business was also reported to be brisk at the Transit Museum Annex store that
was housed in a D-Type subway car parked at the
south end of the northbound express track at Second
Avenue, from which the holiday train operated.
Sea Beach Line Station Rehabilitation Begins
The $395.7 million project to reconstruct the nine 100year-old stations along the Sea Beach Line (N) began
on Monday, January 18, 2016 with the full-time closings
of the northbound or Manhattan-bound platforms at Fort
Hamilton Parkway, New Utrecht Avenue, 18th Avenue,
20th Avenue, Kings Highway, Avenue U, and 86th Street.
Manhattan-bound trains will operate over the northbound express track and stop at the temporary platforms located at 8th Avenue and Bay Parkway to provide
a ride-back capability for passengers at bypassed stations. The scope of work will include the installation of
ADA elevators at 8th Avenue and New Utrecht Avenue,
new platform stairways, lighting, signage, communications and security systems, canopies and columns, improved fare collection areas, and a fresh coat of paint.
This is expected to take around 14 months, and after a
brief preparation period, the southbound platforms will
undergo a similar rebuild. The project, which will also
restore the historic station head-houses at street level,
is expected to take a total of four years.
Canarsie Line Tube Rehabilitation Coming
Efforts to repair the Hurricane Sandy flood-damaged
14th Street-Canarsie Tubes carrying the Canarsie Line
(L) under the East River may involve a total shutdown
of the line between the First Avenue station in Manhattan and the Bedford Avenue station in Brooklyn. Unfortunately, the long-term damage to the tunnel’s infrastructure will require a level of repair similar to what had
to be done to the Montague St tunnel carrying R trains
from Brooklyn to lower Manhattan, which was closed for
one year with R split into two sections. However, there
were several alternative subway lines riders could use
to get across the East River. In the case of L, alternative travel options for the closer-in neighborhoods such
(Continued on page 6)
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CONTRACT 4 SUBWAY CONTROVERSY
by Bernard Linder
(Continued from February, 2016 issue)
We have been publishing excerpts from
BMT’s Chairman Gerhard Dahl’s book,
Transit Truths, in which he urged the City
to complete the construction specified in
Contract 4.
Following are excerpts from his July 12,
1924 letter to the Board of Transportation.
“It is useless, however, to buy additional
new cars if there is no place to equip or
maintain them. If there is inadequate maintenance or inadequate equipment, it is because of the default on the part of the City for
eleven years in its obligation to supply us
with shops and yards.
“Under our Contract with the City made in
1913, we included shops and yards as a part
of the entire system to be operated on one
fare, but the City was obligated to supply
new shops and yards required as the system
might develop after 1913. Since that time we
have purchased 950 steel cars at a total cost
of $20 million. For the maintenance of these
cars the City has not spent one dollar in supplying shops and yards.
“The Company is now completing the
equipment of fifty new steel cars at an expense of $1.2 million. These were purchased
since the reorganization took place in June,
1923. The work on these new cars is proceeding under the grave handicap of shops,
inadequate even for routine work. It is plain
that there is no use in buying new cars if
there is no place to which to keep them in
efficient operating condition.
“So serious is the situation that the Company cannot consider the purchase of new cars
for use on any part of the system, unless, by
the time such cars are ready for delivery by
the car builders the City shall have adequate

shops available in which to equip such cars,
and, therefore to maintain equipment.”
(Editor’s Note: The following is an interesting
excerpt from Mr. Dahl’s August 26, 1924 article,
which was published in the newspapers.)
“The B.M.T. today is operating 950 steel
cars. To appreciate the significance of this
statement it should be pointed out that in
1913 when the Dual Contracts were signed it
was estimated that only 600 steel cars would
be required after the construction work was
fully completed. But to date the City has not
completed this work. It has not finished the
14th Street-Eastern line. It has not even started the Nassau-Broad Streets extension. It
has not built the shops and yards. Thus the
Company today is operating 350 more steel
cars than it was estimated would be necessary. Furthermore, these 950 steel cars now
tax the capacity of the shops and yards. Only
recently the Company spent $150,000 on its
shops because, in the public interest, it could
not wait for the City to live up to its contact
and build the shops and yards agreed upon
in 1913.”
To accommodate the expanding fleet, the
Company enlarged and rearranged the
shops and yards. Fresh Pond Shop was converted from an elevated to a trolley inspection shop. It was closed and razed after the
Richmond Hill trolley was converted to bus
on April 26, 1950. A new Fresh Pond Bus
Depot was opened on July 27. 1960. The
entrance to the East New York Elevated
Shop was originally near the main line as
shown on page 4, The entrance was relocated to the opposite end and the shop was extended closer to the main line at an unknown
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
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(Continued on page 3)

2

ERA BULLETIN — MARCH, 2016
From Recognition to Dominance
(Continued from page 2)

(Continued on page 7)

3

NEW YORK
BULLETIN
OCTOBER,
2000
ERADIVISION
BULLETIN
— MARCH,
2016
Contract 4 Subway Construction Controversy
(Continued from page 1)

39th Street Elevated Yard and Shop, around 1910.
Bernard Linder collection

36th Street Shop.
Bernard Linder collection

36th Street Yard, January 4, 1916.
Bernard Linder collection

East New York Shop before rebuilding.
Bernard Linder collection

East New York Yard, circa 1916.
Bernard Linder collection

Alabama Yard, bounded by Pitkin Avenue, Williams Avenue,
Alabama Avenue, and Belmont Avenue, circa 1910.
Bernard Linder collection

(Continued on page 5)
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Fresh Pond Elevated Inspection Shop, circa 1910.
Bernard Linder collection

Fresh Pond Depot, September 25, 1950.
Bernard Linder photograph

Two vintage views of Fresh Pond Yard.
Bernard Linder collection

Fresh Pond Yard, September 25, 1950.
Bernard Linder photograph

Fresh Pond Yard, looking west, November, 1968.
Larry Linder photograph
(Continued on page 6)
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On July 23, 1925, the first train operated on the Brighton Line. On September 22, 1928, D-Types appeared on
the Sea Beach Line. Meanwhile, steel cars were transferred, replacing the wooden cars on Centre Street, as
shown in the following table:

Contract 4 Subway Construction Controversy
(Continued from page 5)

date. Your Editor-in-Chief’s supervisor told him about
this alteration, but he was never able to find any published information.
The 36th Street Shop was no longer needed when the
Fifth Avenue “L” ceased operating at Unification, June
1, 1940 The huge Coney Island Shop and Yard, which
was opened in the 1920s, provided adequate space for
storage and repairs.
At about the same time, the Company ordered the
following D-Types:
CAR NUMBERS

DATE

BUILT BY

6000-3

1925

Pressed Steel

6004-70

1927

Pressed Steel

6071-6120

1928

Pressed Steel

DATE

WOODEN CARS

1922

250 cars

1924

20 “L” trains

1925

10% on Myrtle-Chambers

August 22, 1927

None

With the opening of the Nassau Loop and the 14th
Street Extension on May 30, 1931, Contract 4 construction was completed. The new Mayor was not hostile and
the Company was able to give frequent and reliable service.

AN ELECTRIC TRACTION TREASURE:
HENRY RAUDENBUSH MARKS 50 YEARS WITH LEADING FIRM
by Julien Wolfe and Jack May
When we normally hear about national treasures, we
think of authors or composers, or perhaps some famous
ballet dancer. Few who ride public transit ever consider
that behind the cars and trains they ride has been the
hand of a national treasure, but one truly exists today at
the firm of Louis T. Klauder and Associates — namely
ERA member Henry (Hank) Raudenbush.
On February 1, 2016 George Dorshimer, President of
LTK, announced that Henry had completed a halfcentury of service to that company, describing him as "a
human encyclopedia of the rail passenger industry" and
a "positive role model for another generation of future
leaders."
Those with long memories can remember the good
old days of New York Division ERA meetings held at the
old New York Penn Station YMCA auditorium and how
sometimes raging arguments erupted over some item of
electric transit history or technology. Generally, after
several of the more vocal members continued to
scream at each other, someone would say, “…let’s ask
Henry,” after which he would stand up and quietly say
something like, “…in 1917 the Third Avenue ‘L’…,” and
that would end the discussion. Prior to his service with

LTK, Henry worked for the New York City Transit Authority in its car department, but in 1966 left New York
City and moved to the Philadelphia area, joining the firm
of Louis T. Klauder and Associates, where he greatly
contributed to the creation of the revolutionary M-1 EMU
car design that quickly yanked the Long Island Rail
Road out of the World War I era and into the modern
era of electric railroading. For the next 50 years he continued to offer his know-how to scores of other electric
traction projects — and still does so as his LTK career
continues.
His technical expertise ranges from the esoteric to the
sublime, from modern complex electrical engineering
techniques to practical problem-solving. For example,
when traveling with him aboard a sleeping car in 1963,
he demonstrated how to stop the annoying squeaks and
rattles in the roomette by forcing strips of cardboard into
the gaps between wall panels. Never one to guard his
expertise, he has always enjoyed educating all of us by
sharing his vast knowledge of all things rail, and now, at
the age of 80, continues to use his knowledge and experience to improve the lot of the transit rider.
Congratulations, Hank, and keep up the good work.
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No. 328
by Ronald Yee and Alexander Ivanoff

Metropolitan Transportation Authority
In reaction to the numerous incidents of spontaneous,
uncontrolled combustion of their lithium-ion batteries
(severe battery fires), MTA issued a total ban on
“hoverboards”, futuristic devices that have become the
latest fad among the younger crowd. The devices may
not be used or even carried aboard any MTA trains,
buses, or facilities over fears of exploding or burning
batteries. Hoverboards have already been banned from
Amtrak, Los Angeles Metrolink, and Chicago Metra as
well as most U.S. airlines. NYPD has been instructed to
strictly enforce the ban, which New York City has extended to all city streets, sidewalks, and parklands. Violators will face fines and confiscation of their hoverboards. (New York Post, January 27)
MTA announced that ridership at the Long Island Rail
Road (LIRR) and Metro-North Railroad (MNR) reached
historic highs. Even more significant was the fact these
ridership volumes were attained as gasoline prices fell
to new lows during this time period. LIRR carried 87.6
million passengers in 2015, a new record level that was
2.1% higher than 2014, its highest ridership since 1949,
re-securing its place as the largest regional passenger
railroad in the United States, surpassing the 87.4 million
rides set in 2008 before the economic downturn. MNR
carried 86.1 million passengers, a 1.6% increase over
2014, double the number of annual passengers it carried during its founding year, 1983. Coupled with a refocusing of the railroad on safety and service reliability,
increases in ridership across all categories have been
recorded. Non-commutation ridership increased 2.3%
while traditional commutation ridership was up 1.0%.
The west-of-Hudson lines saw a ridership increase of
4.9% to 1.8 million riders. MTA Chairman Thomas Prendergast attributed the increases to an improved and
more reliable quality train service, new rail cars, better
customer communication, and a new generation of people who value and seek out public transit as their first
choice of travel mode. (MTA press release via Ernest
Windschauer, February 2)
MTA Metro-North Railroad
Because of the January 23 blizzard (see above and
page 20), service was ordered suspended after 4 PM by
New York State Governor Cuomo. The last train to depart Grand Central Terminal was at 4:20 PM. Reports
from employees on the line indicated that the service
suspension came just in the nick of time, with the last
trains into and out of Grand Central Terminal encountering significant difficulties in pushing through the growing
snowdrifts being rapidly built up by the heavy snowfall
and high winds. Service on all three lines and branches
was restored the following afternoon, with inbound
trains departing their origin stations after 12 noon and
outbound services restored at 3 PM operating on a Sunday schedule (with exception of southbound service at

the Melrose and Tremont stations on the Harlem Line,
where third rail power problems on the southbound local
track would not allow trains to stop at those stations).
Tickets were cross-honored on NYC Transit Bx41 buses
between Fordham, Tremont, and Melrose until 2:40 PM
Tuesday, January 26, when full power and local train
service was restored on that track. (Metro-North website, January 23-26)
Member Joe Calisi has observed, on a fairly regular
basis, the operation of at least one consist of M-2 Cosmopolitan EMU cars on the New Haven Line since they
were officially “retired” from daily service after the evening peak of July 2, 2015 had concluded. They have
been seen during the AM as well as PM peak periods.
Given that the 32 M-2s have been retained by the railroad for use as spare and back-up equipment, this is
testament to the fact that the M-8s are still having some
issues preventing them from reaching their expected
reliability rates in terms of Mean Distance Between Failures. A shortage of M-8s still exists from the May, 2013
derailment and collision at Fairfield (up to 16 cars) as
well as a grade crossing accident involving a snow plow
truck being struck by a set of M-8s operating on the
New Canaan Branch without passengers aboard, clearing the rails of snow after the January 23 blizzard.
(Joseph Calisi, January 27)
Grand Central Terminal suffered a power outage
shortly after 9 AM on Monday, February 15 when a pipe
burst (probably from the record cold temperatures the
preceding day when it dipped to -1oF in New York City)
on the lower level, flooding a transformer that supplied
power to the lighting and auxiliary power systems of the
terminal. While traction and signal power was not affected, all power to the lower level was cut off, plunging it
into darkness. All retail outlets were also left in the dark.
Train service was rerouted to the upper level and police
and National Guard troops kept everyone out of the
darkened lower level. The power outage affected all
ticket vending machines, leaving the ticket office as the
only location for ticket sales. This forced Metro-North to
permit the sale of on-board fares without the usual onboard surcharge. Power was restored in time for the
Tuesday morning rush hour. Fortunately, this occurred
on President’s Day, when the railroad was operating a
reduced schedule for the holiday and was carrying far
fewer passengers than on a normal Monday. (New York
Daily News, February 15)
MTA Long Island Rail Road
While service was restored to most of the system on
Monday morning, January 25 with exception of the Atlantic Branch to Atlantic Terminal in Brooklyn following a
blizzard (see page 20 for NYC Transit details), the Far
Rockaway, Long Beach, Hempstead, West Hempstead,
and Montauk Branches east of Speonk, which remained
(Continued on page 9)
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eliminate the possibility of stuck or stalled trains with
passengers aboard during the storm and to facilitate the
snow removal efforts once the storm had passed. Service resumed on the commuter rail lines as well as the
Newark Light Rail and Hudson-Bergen Light Rail at or
around 12 noon on Sunday, January 24 on Sunday
schedules. The RiverLine was restored between Trenton and 36th Street in Camden. There was no service to
the Walter Rand Transportation Center and points south
until Tuesday, January 26. Regular weekday service
was restored on Monday, January 25 with the exception
of the RiverLine, which operated a limited service due to
snow-clogged streets, and the Gladstone Branch of the
Morris & Essex Lines, which remained suspended due
to extreme snow conditions. However, while the services were restored rather quickly given the extreme
snowfall, delays in service were abundant, fueling the
ire of many commuters (NJ Transit, January 23-25)
NJT commuter rail services may be hit with a strike
beginning Saturday, March 12. That is the date when
the second Presidential Emergency Board expires. The
unions representing the rank-and-file employees have
taken a position where they are willing to fully accept
the pay packages recommended by the two PEBs, 248
and 249, which call for an average annual pay increase
of 2.6%, comparable to what was agreed upon by the
unionized employees of LIRR and Metro-North. Health
insurance and new higher 401K contributions are also
on the table. The unionized workforce has been working
without a contract for five years. It is expected that
President Obama will order the striking employees back
to work by Monday, March 14. However, railway labor
laws limit that action to just 30 days. The last strike to
hit NJT was in March, 1983 and lasted 34 days, While
NJT Bus Operators have a contract, they may end up
honoring the railway workers’ picket lines, preventing
NJT from utilizing its buses to blunt the effects of a rail
strike. (Star Ledger, February 3)
Amtrak
Amtrak operated a modified schedule on its Northeast
Corridor between Washington, D.C. and Boston, Massachusetts during the blizzard on Saturday, Sunday,
and Monday January 23-25. Acela services were suspended Saturday and Sunday but five Northeast Regional Service trains were operated to provide a basic
service between Washington, D.C. and Boston, Massachusetts. Delays ranged from 6 minutes to 2 hours,
timekeeping improving after the storm had passed
through by Sunday morning in Boston. All services
south of Washington, D.C. were suspended on Sunday,
January 24. On that day, the Auto Train, Silver Meteor,
and Palmetto were cancelled, the Silver Star operated
only between Miami and Jacksonville, the Crescent operated only between New Orleans and Atlanta, the eastbound Capitol Limited operated only as far as Pittsburgh, the westbound Capitol Limited was cancelled,
the Cardinal and Hoosier State operated only between
Chicago and Indianapolis, the southbound Carolinian
operated only between Charlotte and Raleigh, North

(Continued from page 8)

suspended for Monday. However, the return of service
on LIRR was not smooth, the morning commute
plagued with massive delays and overcrowding as commuters flocked to the lines that were declared operational. LIRR President Patrick Nowakowski stated that
LIRR’s return to normal service was hampered by the
decision to wait until 4 PM Saturday for Governor
Cuomo’s order to shut down the railroad. While outbound service out of Penn Station and Atlantic Terminal
ceased by 4 PM, some inbound trains to Penn Station
were scheduled to arrive near 5 PM and with the delays
systemwide, some arrived after 5 PM. Unfortunately,
that was after the peak of the blizzard had arrived several hours earlier. This was done as an attempt to get
as many people who had come out that morning to return home and not become stranded in the city. Due to
operational issues, contrary to Monday morning press
reports, the Port Washington Branch did not return to
service for the morning commute and was resumed at
2:46 PM. Passengers seeking to attend Monday night’s
Islanders game at Barclays Center were directed to ride
to Penn Station and take the NYC Transit 23 trains to
Atlantic Avenue. Full service was restored on all lines
for the Tuesday morning rush hour but delays plagued
the railroad for several days after the storm. (New York
Daily News, January 25; ABC News, January 26)
The town of Hempstead will be adding 4,009 parking
spaces at the Bellmore, Seaford, Wantagh, Merrick, and
Baldwin stations beginning in April, 2016. These spaces
are existing spaces that will become restricted to use
only by Hempstead town residents. The town of Hempstead controls the parking lots and will sell parking permits for a mere $10 to persons presenting proof of residency by showing their vehicle’s registration to verify
their home address. Violators will be subject to a $135
fine for each offense. No word as to where the nonresidents currently using these spaces will park their
vehicles. (Long Island Newsday, February 4)
Port Authority Trans-Hudson Corporation
The January 23 blizzard prompted PATH to shut down
operations on the outdoor running portions of its system. Beginning at 11:52 AM on Saturday, January 23,
service was suspended between Newark, Harrison, and
Journal Square. All trains were turned at Grove Street in
Jersey City. The underground portions of the PATH system remained operational throughout the duration of the
blizzard. Service to Journal Square and onward to Harrison and Newark was restored at 2 PM Tuesday, January 26 after as many as 650 employees dug through
snow drifts as high as 14 feet in the Jersey Meadows.
(ABC News, The Star Ledger, January 26)
NJ Transit
NJT suspended all commuter rail, light rail, and bus
services at 2 AM Saturday morning, January 23 as the
previously mentioned blizzard was forecast to hit the
State of New Jersey at its maximum force shortly after
that time. The shutdown was a preemptive move to

(Continued on page 10)
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Carolina, the northbound Carolinian was cancelled, and
Piedmont Service Train #73 was cancelled. This level of
long-distance service south and west of Washington,
D.C. was maintained through January 26. Full service
was restored on January 27. (Amtrak, January 24-26;
WBAL 1090 News Radio, Al Holtz, January 27)
The Federal Railroad Administration (FRA) completed
its environmental assessment and preliminary engineering, which will permit final design to commence, followed by the start of construction. The plans call for a
fourth track to be added to 9 miles of the Northeast Corridor between Grove Interlocking near Odenton, northward to Winans Interlocking near Halethorpe, Maryland.
The Baltimore/Washington International Thurgood Marshall Airport rail station will be reconfigured to have two
platforms serving all four tracks to provide maximum
operational flexibility at the 13th busiest Amtrak station in
the nation. (Federal Railroad Administration news release, February 4)
Other Transit Systems
Boston, Massachusetts
The Government Center “T” station is scheduled to
reopen on March 26 after being closed for two years to
undergo a total rebuilding. This is the only station that
offers a direct connection transfer between the Blue and
Green Lines. Its closure has been a major inconvenience for “T” riders. The $82 million project has added a
new glass entrance at street level featuring 40-foot-tall
glass walls, wheelchair accessibility, and improved station’s platforms with a new surfacing featuring colored
terrazzo tiles. (Boston Globe, February 3, 2016)
MBTA suffered two major service disruptions on its
rail systems within a 48-hour period. Just after 8:30 AM
Tuesday, February 16, a 1-foot-by-12-foot section of
paneling (Editor’s Note by Ron Yee: possibly a cover
panel over one of the auxiliary systems mounted below
the car body such as the “coffin box”) on the lower portion of an Orange Line subway car fell off as the train
approached the State Street station. The panel struck a
wall and then contacted the third rail, causing an electrical arc that created a smoke condition. As that train was
already in the station, passengers were discharged
there and evacuated from the station. Another Orange
Line train following this train also struck the same debris
and became disabled in the tunnel. Passengers aboard
it self-evacuated as smoke filled the cars via the end
doors as well as by kicking out the windows. Fortunately, no injuries were reported. Subsequent inspection of
all Orange Line subway cars revealed a need to resecure similar panels on 13 of the 120 cars checked.
Early in the morning of Thursday, February 18, an
Amtrak signal systems failure crippled all train operations into and out of Boston’s South Station, snarling the
morning commute for thousands of passengers as well
as hampering Northeast Corridor service. MBTA commuter rail service was cut back to the Back Bay station,
where most trains were terminated and turned back to
10

their origins. MBTA offered free rides at Back Bay and
South Station to accommodate their inconvenienced
travelers. Only a few trains were able to operate into
and out of South Station using Signal Department crews
to manually hand-crank and line up the switches and
spike them so they could set a limited number of routes.
The signal system was finally repaired in time for the
morning rush hour on Friday February 19. MBTA is investigating both incidents for causative factors and preventive steps to avoid future incidents. (Boston Globe,
February 16 and WBUR, February 16 and 18)
Buffalo, New York
The Niagara Frontier Transportation Authority (NFTA)
is currently exploring options to extend its light rail line
west of its current terminus at the Special Events station
at First Niagara Center to the former Delaware, Lackawanna & Western Railroad terminal building. Alternative
A, called the South Park option, would bring the line
along South Park Avenue to the north side of the DL&W
terminal. Option B, the Buffalo River alternative, would
allow the NFTA line to serve a new station platform on
the ground floor of the terminal building, which is adjacent to the Buffalo River. Plan B would best serve the
planned transit oriented development that this line extension would serve. (Railway Track and Structures,
January 25)
Philadelphia, Pennsylvania
SEPTA reported that it would activate Positive Train
Control (PTC) systems on all of its regional rail commuter lines in February, 2016. A three-phase project, SEPTA was to cut-in the PTC on the single-track Warminster
Line first, followed by its two-track lines and, finally, for
lines with more than two tracks. Final testing of the PTC
hardware and software aboard SEPTA trains and their
interfacing with Amtrak’s PTC system used on the
Northeast Corridor was on-going at press time.
(Progressive Railroading, January 27)
Baltimore, Maryland
Baltimore’s MTA halted all light rail, rapid transit, and
commuter rail services at midnight on Friday, January
22, 2016 in preparations for the aforementioned blizzard. Service was suspended all weekend, with partial
MARC commuter rail service restored on Tuesday, January 26. (Metro, January 22; WBAL 1090 News Radio,
January 27)
Washington, D.C. area
WMATA rapid transit operations were suspended in
the Washington, D.C. area after 11 PM Friday evening,
January 22, due to the blizzard. Bus service was suspended at 5 PM that afternoon. All services were suspended system-wide on Saturday and Sunday and on
Monday, January 25, WMATA restored limited underground service on the Red (Medical Center to Union
Station), Orange (Ballston to Eastern Market), and
Green (Fort Totten to Anacostia) Lines. Service remained suspended on the Blue, Silver, and Yellow Lines
until Tuesday. Like NYC Transit, WMATA provided a
“Snowzilla Service Map” on its website to indicate what
lines and stations had service and which ones did not.
(Continued on page 11)
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VRE and MARC commuter rail services were also suspended through Monday, January 25, resuming on
Tuesday, January 26. (Metro, January 22)
After years of delay, the Washington, D.C. Streetcar
opened to the public on Saturday, February 27 with an
opening ceremony at 10 AM. Connecting H Street NE
with Union Station (albeit a bit of a walk from Union Station itself), the streetcar will operate 6 AM-midnight
Monday-Thursday, 6 AM to 2 AM Friday, 8 AM to 2 AM
Saturday, and 8:00 AM to 10 PM on holidays. The
streetcar line will be closed on Sundays. This marks the
return of streetcars to Washington, D.C. after a 54-year
absence. Almost typical of the manner in which this
streetcar line was planned, designed, and constructed,
no fares will be charged during the initial service period,
ostensibly because a fare collection plan has yet to be
finalized by the D.C. Department of Transportation.
Once a fare structure is finalized and approved, fares
will be charged at some point in the future. Meanwhile,
plans are afoot to extend the streetcar line eastward to
the Benning Road Metro station and westward to
Georgetown. The alignment would include several
stretches of dedicated right-of-way, avoiding the myriad
of issues that had beset the starter portion of the line.
(WTOP News, February 18, 2016)
Florida
Siemens completed the first passenger carbody shell
built for the Florida East Coast Industries “Brightline”
high speed rail service, scheduled to commence in mid2017 with service between Miami and West Palm
Beach utilizing five four-car, 250-passenger consists.
The cars are unique in that they are being touted as the
only flat-metal-sided passenger car with curved sidewalls to provide greater room at the hip level while still
meeting standard railroad clearance profiles. The ongoing Viewliner order being completed for Amtrak by CAF
uses a fluted skin under a Budd license. When the
tracks and facilities are completed to Orlando International Airport, a total of ten seven-car consists will ply
the rails between there and Miami. Siemens will also
provide the motive power for these trains in the form of
their new “Charger” class locomotive. 10 units have
been ordered with options for an additional 11. This locomotive is currently on order by Amtrak for use on its
corridor services in California, Washington, and several
Midwestern states as a means to expand and upgrade
their locomotive fleets. Florida East Coast Industries
also reported that the foundation for the running repair
facility at West Palm Beach was poured in January.
(Railway Age, January 26)
Chicago, Illinois
Metra rolled out the first example of a totally refurbished gallery coach (7437, built new 1996-8 by
Amerail, formerly Morrison-Knudsen, with carbody
shells manufactured in Japan), featuring new seating
with higher seatbacks, lumbar supports, armrests, cup
holders, and electrical outlets shin-high every other row
11

of seats. Metra plans to introduce approximately 30
such refurbished cars by the end of 2016. One feature
that will only be a memory will be the flip-flop reversible
seatbacks — the new seats are fixed, a few being permanently arranged to face each other. (Al Holtz, January 29)
The Northern Indiana Commuter Transportation District (NICTD) is proposing to increase fares by 2.5% for
each of the next two years on its South Shore Line. The
additional $1 million of fare revenue would be assigned
to a capital fund, which would be used in conjunction
with matching federal grants to finance a double tracking plan for the line between Gary and Michigan City,
Indiana. This funding would enable the continuation of
the “Sunrise Express” and its afternoon counterpart, a
limited-stop super-express between Chicago and South
Bend. Other capital projects include providing Wi-Fi on
all passenger cars, bicycle racks aboard seven cars,
and the launch of a weekend bicycle service. NICTD is
set to vote on the matter on March 18 to be effective on
July 1. Currently, NICTD is allocating all of its selfbonding authority to raise revenue to pay for the expenses associated with the installation and implementation of Positive Train Control, a federally mandated project that will cost NICTD $80 million. The fare increase
is the only means by which to raise revenue for additional improvements to the South Shore Line.
(Chesterton Tribune, January 27)
Member Jack May reported that the last regularly
scheduled passenger run of the Illinois Central
“Highliner” electric multiple unit gallery cars occurred on
February 12. It departed Randolph Street at 10:30 AM
and arrived at University Park at 11:30 AM. The consist
was then taken out of service and deadheaded to KYD
Shops, where they were officially retired. The early
1970s-vintage “Highliners” will have been totally replaced by a new generation of “Highliners” built by Nippon-Sharyo. (Jack May, February 5)
El Paso, Texas
As trolley service returns to the Downtown area,
the city is also going to look into the possibility of extending streetcar service to Juárez – just like it did in the
1970s.
The City Council recently authorized City Manager
Tommy Gonzalez to proceed with the initial research
and to contact the appropriate agencies needed to
begin a dialog for the next design phase for the streetcar project, which includes transnational/multimodal
transportation solutions.
No funding was authorized as part of the motion,
which passed 5-2 with some hesitation. The $97 million
El Paso Streetcar project being funded through the Texas Department of Transportation will restore trolley service to areas within and near Downtown El Paso. Construction on the tracks and street infrastructure began in
January for the 4.8-mile route.
Six vintage PCC streetcars that were used in El Paso
until 1974 are currently being restored in Pennsylvania
while the tracks are being built. The first phase, which
(Continued on page 12)
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includes the track construction and trolley restoration, is
expected to be completed by mid-2018, officials have
said.
The City Council in January approved an 8-year
rollout for the next phase of the 2012 bond issue projects totaling $416 million including $204 million for the
three Downtown signature projects (arena, children’s
museum and cultural center), $155 million in parks and
parks improvements, $46 million for the zoo, $10 million
for libraries, and $1 million for museum and cultural
arts.
City officials said about $28 million in projects were
completed from the initial 3-year rollout approved in
2013, and another $62 million in projects are in some
phase of progress.
City Representatives Peter Szvarzbein and Cortney
Niland said the city needs to take advantage of the relationships and support officials currently have for improving the international border region.
Niland said she wants Gonzalez and city staff to be
creative in finding ways to possibly fund the second
phase of the streetcar project.
“If you look back at how we were able to accomplish
(funding) phase one,” Niland said. “We were able to get
$97 million – not on the backs of El Paso taxpayers.”
She also reiterated she is just asking that the city
begin the dialog and that both sides of the border have
to be willing to try to find solutions before anything can
be done. If officials in Juárez are not interested the conversation ends there, she said. (El Paso Times, February 10)
San Francisco, California
Sonoma-Marin Area Rail Transit (SMART) diesel multiple unit (DMU cars are now being tested at speeds up
to 50 mph. 79 mph testing will occur later this year,
along with simulated service runs. The Operations Control Center was completed in January. Safety campaigns are being instituted to familiarize the public
along the line to the presence of the new rail line, with
special focus on grade crossing safety and trespassing
issues. Service is expected to commence around the
Fall of 2016. SMART is expected to start service this
Fall between downtown San Rafael and Sonoma County Airport in Santa Rosa with 14 Sumitomo/Nippon
Sharyo DMUs arranged in A and B sets, the A cars being restroom equipped and the B cars having snack and
refreshment service. The cars, which are similar to the
DMUs used on Toronto’s Union-Pearson Airport Express, will each have space for 12 bicycles and have on
-board Wi-Fi and power outlets. The trains will be
crewed by an Engineer and a Conductor who will handle fare enforcement, and the entire line will be
equipped with Positive Train Control (PTC). Maximum
speed on this line will be 79 mph. (North Bay Business
Journal, January 28)
Service on the F surface streetcar line along Market
Street was suspended to accommodate the festivities
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during the weekend of Super Bowl 50, which was
played in San Jose on February 7. Market Street was
converted into a pedestrian-only mall and plastic piping
was inserted into the grooves of the flanges a streetcar
would operate over. While that reduced the possibility of
anyone tripping over the flange-grooved tracks of the
old streetcar line, it forced MUNI to limit streetcar operations to the portion of the F line between Embarcadero
and Fisherman’s Wharf and convert the Castro Streetto-Embarcadero section of the line to bus operations
and operate them on Mission Street, one block to the
south. BART and MUNI Metro services under Market
Street continued to operate that weekend. (SFMTA
website, January 21)
Los Angeles, California
Metrolink announced that the first F-125 “Spirit” locomotive has been released from the EMD shops in
Muncie, Indiana. Powered by a Caterpillar C-175-20
diesel rated at 4,700 horsepower, these 125 mph units
will be capable of propelling up to 10 cars. They will
have regenerative braking directed to the head-end
power systems with blended dynamic brakes and utilize
a urea-based catalytic reduction system to meet the
Tier IV emissions standards. The streamlined car body
design with advanced crash management/energy absorbing technology is manufactured by Vossloh Rail
Vehicles of Spain (a company that has since been acquired by Stadler Rail). While 29 units are on order from
EMD, Metrolink’s long-range fleet plans may add another 11 units for a total of 40 locomotives for $280 million.
(Railway Gazette, January 21)
Metrolink began full-scale service simulations on the
extension of Route 91/Perris Valley between Downtown
Riverside and Perris over BNSF tracks with test trains
operating at full track speed (79 mph) on February 13.
The weekend testing has also been stepped up to include all weekdays. Full-scale testing simulating regular
service is expected to continue until service commences later in 2016. (Al Holtz, February 15)
Metrolink reported a major increase in delays to its
trains, reducing its on-time performance from 93% in
2014 down to 85% in 2015, most notably after August. It
was concurrent with the implementation of Positive
Train Control (PTC), resulting in higher-than-anticipated
delays stemming from the PTC systems stopping trains
due to software issues causing system oversensitivity.
PTC issues resulted in a total of 613 delays, with system resets taking up to 20 minutes. Metrolink is currently analyzing the reasons as to why the PTC systems
are overly sensitive and taking measures to “tweak” the
software. Other factors resulting in late trains were interference from freight train operations on the shared
tracks, track work, mechanical issues with the system’s
aging fleet of locomotives, police activity, and trespassers on the tracks. The use of leased freight locomotives
to replace cab cars for safety reasons was also a factor
for the final ten days of 2015, when Metrolink began
using them. The use of these locomotives has resulted
in delays stemming from their slower speeds and larger
(Continued on page 13)
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size and length causing train crews to have to reposition their trains when making station stops to match the
coaches to the station platforms. (Editor’s Note by Ron
Yee: It seems that Metrolink may not have provided wayside
car markers to indicate to Engineers where to stop their
trains so that their coaches are properly “spotted” on the
platforms. Prior to the need to use these locomotives to replace the cab control cars, the Engineers would simply line
up the lead car with the end of the platform. A simple car
marker mounted on a post positioned the length of one locomotive off the end of the platform would solve this problem.
As for the PTC issues, I suspect that all railroads will have
teething problems with PTC that will require some degree of
adjustment to the basic system as installed (tweaking) to get it
to work properly. One major concern for this Editor is not
toward impacts on passenger trains, but the effects of unexpected penalty brake applications on long, heavy freight
trains on curving mountainous territory and whether they
could actually result in derailments from excessive slack action on cars carrying varied loads throughout a long consist.)
(Los Angeles Times, February 1)
Montreal, Quebec, Canada
On February 7, STM placed into service the first ninecar consist of the next-generation Metro cars built by
Bombardier. After a ceremony held at the HenriBourassa station on the Orange Line, the MPM-10
“AZUR” Class train went into service, to the delight of
unsuspecting passengers. Two years late, the C$1.2
billion, 468-car order built by the Bombardier-Alstom
consortium features advanced-technology propulsion
systems as well as improved passenger amenities such
as larger windows, wider doors, trip information
screens, better lighting, improved ventilation systems,
air suspension, wheelchair accessibility, and an open

gangway design with no doors between cars to increase passenger capacity. This train will undergo a 61day revenue service test during weekday off-peak hours
to prove out its components followed by an evaluative
period where officials will gauge passenger response
and customer satisfaction. A second trainset that was
outfitted with full instrumentation during its testing
phase was returned to the Bombardier plant at La
Pocatiere, Quebec to be outfitted with seats and other
passenger amenities before being returned to the Metro
and placed into service. 12 trainsets are expected to be
in service by the end of 2016, providing one-for-one
replacement of the original 50-year-old MR-63 rolling
stock built in 1966 for the 1967 Exposition. Additional
trainsets will be placed into service upon the successful
completion of this 61-day test without significant defects. The Orange Line will be the first line to be fully reequipped with the new cars. (CBC News, February 8)
Toronto, Ontario, Canada
The Ontario government wants to see a proposal
completed for a Toronto-to-Windsor high-speed rail project by October, according to a London-area Member of
Parliament.
The governing Liberals were consulting with various
stakeholders along the Toronto-to-Windsor corridor during February, as they map out what the proposed rail
project could look like.
In October, 2015, the provincial government appointed
David Collenette as its special adviser for high-speed
rail.
Collenette, who was at the meeting in London, has
been tasked with looking at economic development opportunities, as well as with looking at the experience of
high-speed rail in other places around the world. The
government says he will also give advice on possible
(Continued on page 14)

The Metrolink EMD F-125 Spirit Locomotive.
Metrolink photograph via EMD website
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Mayor Bill DeBlasio proposed a major transit project for
Brooklyn and Queens in the form of a $2.5 billion, nearly 16-mile-long streetcar line from Sunset Park in Brooklyn through Red Hook, Brooklyn Heights, the Brooklyn
Navy Yard, Williamsburg, Greenpoint, Long Island City,
the Queens Plaza area, Ravenswood, and northward to
Astoria, ending near the Triborough (Robert F. Kennedy) Bridge. Called the Brooklyn Queens Connector or
BQX, it would connect over 15 subway lines, 30 bus
routes, 10 ferry landings, and 13 public housing projects
with over 40,000 residents. Artist’s conceptions show
the proposed streetcar running on a parallel track under
the Gowanus Expressway, past Atlantic Terminal, Jay
Street MetroTech. The line could reduce a current transit trip of 51 minutes between Greenpoint and DUMBO in
Brooklyn to just 27 minutes. Initially, the line could attract 24,000 riders and as transit oriented development
is generated by this line, ridership could top 49,000 by
2035. Construction could begin as early as 2019. The
line would be financed by property tax revenues based
upon the expectations that as the values of residential
and commercial properties increase because of the
streetcar line making the areas served more valuable,
tax revenues would increase and help pay for the line’s
construction. (Editor’s Note by Ron Yee: Lacking in all of
the artist’s conceptions is any trace of catenary or other
means of power transmission. There are just two running
rails on the streets — it is as if the cars will be batterypowered.) (Editor's Note by Sasha Ivanoff: This would be a
lifelong dream for streetcar/light rail proponents and a major
shift in NYCDOT policy. Who would operate the line would
be debate in itself, but it can be assumed MTA would. Longtime ERA members, including the late Jimmy Mattina, have
said for years that the city should reexamine the feasibility of
Commuter and Transit Notes
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financing models for this project.
The government says the rail project will be part of the
$130 billion the province is spending on infrastructure
over a 10-year period (CBC News, February 9)
Hamilton, Ontario, Canada
Daily, year-round GO train service between Hamilton
and Niagara is one step closer to becoming a reality.
Niagara politicians are stepping up their campaign and
committing $40 million needed for the rail service, which
they say would cost a total of $100-120 million. The region has pledged a third of that, but is still waiting on
commitments from both the provincial and federal governments.
The proposal calls for year-round train service between Niagara and Hamilton that would tie into the existing Lakeshore West line to Toronto. There would be
seven trains in and seven trains out. They would make
stops in Grimsby, St. Catharines, and Niagara Falls.
Officials say they worked through 17 obstacles since
14

streetcars and light rail in the Big Apple.)
Crane Collapses in Manhattan
A massive 580-foot-tall “crawler” crane collapsed onto
Worth Street on Friday morning, February 5, 2016,
prompting an emergency closure of the Franklin Street
1 and Chambers Street 123 stations. Service was
maintained on the routes, but trains did not stop at
those two stations until after 3 PM. On the surface, one
person was killed and three others injured by the falling
crane, which may have been toppled by high wind gusts
as it was being lowered into its “safe” position. An investigation was underway by New York City authorities as
this Bulletin went to press.
Second Avenue Subway Update
With the Q train set to be rerouted to run on the new
Second Avenue Subway at the end of this year, MTA will
hold a public hearing this Spring about resurrecting the
W train — a victim of the 2010 budget cuts that eviscerated subway and bus service. If approved, the change
would occur this fall in preparation for the opening of the
Second Avenue Subway.
If the plan is approved, when Q is rerouted to the new
line in December, W will reappear to take its place in
Queens. NYC Transit plans to run W on local tracks
weekdays from Astoria into Manhattan, ending at the
Whitehall Street station in Lower Manhattan. (Editor's
Note by Sasha Ivanoff: this change would happen BEFORE
the Second Avenue Subway opens, allowing for acclimation
before the opening.)
The N train, meanwhile, would run express in Manhattan between Canal Street and 34th Street-Herald
Square on weekdays during peak hours, midday, and
evenings, according to MTA.
Bringing back W and making the other service changes for the Second Avenue Subway project would cost
MTA about $13.7 million a year, officials said.
their last meeting with the province in March, 2015. One
of them included the Welland Canal crossing. City officials managed to get commitment, in writing from the
St. Lawrence Seaway management corporation for dedicated crossing times.
The other major hurdle, using the existing Canadian
National Railway lines without coming into conflict with
freight shipments. CN has agreed to the GO train proposal, but it would cost $50 million to make the necessary track improvements, a cost officials have accounted for in their overall budget.
The new GO train line is projected to have an economic impact of about $195 million and the Niagara GO
team is hoping for a fully functional system as early as
2017. The proposed plan will be presented to the province in April and decision on whether the new train line
is a go would come no later than June, when the province is set to announce its next phase of GO rail projects. (CHCH-TV, February 9)
Edmonton, Alberta, Canada
The City of Edmonton, Canada, has awarded a public(Continued on page 18)
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TOUR OF TURKEY
by Jack May
(Continued from February, 2016 issue)
(Photographs by the author)
We rented an automobile for the next 5 days, as we
would continue our tour through areas that did not have
much in the way of intercity rail service. First on the
schedule would be a round-trip to Gaziantep, some 140
miles east of Adana. Gaziantep is a city of 1.3 million
residents with a brand new light rail line, called Gaziray
(what else?). We would return to our hotel in Adana for
one more evening before embarking on the next day for
our mainly westward trek. We taxied over to the Avis
rental location and found a very disorganized agency.
But they did have our car, a new Hyundai, and knew we
had prepaid (through Auto Europe in Maine), but they
had no paperwork to give us. “No problem. Here is my
card. Call me if you need anything.” We asked about
how to pay highway tolls and were told, “No problem-we’re out of toll cards but you can buy one at any gas
station — you can’t pay tolls with cash.”
So off we went and headed for the open highway. The
Turkish word for motorway is otoyol. Their limited access highways, like our expressways and interstates,
may be free or require toll payments. We followed signs
marked “Gaziantep” from a nearby arterial road, the D400, to the O-52, a toll road. The trip was fast and uneventful — except the gas stations on the highway did
not sell toll cards. We had rented a car for a week on
our 2001 trip, but at that time there were not any toll
roads. Clare did all the driving then as I had gotten my
pocket picked in Istanbul, losing my credit cards and
driver’s license. As the first tollgate came into view we
pulled up to a manned booth, where we were told to
drive through, park on the shoulder, and walk over to
another booth where cards were being sold. That was
as easy as pie, and they even accepted my credit card
to pay for the toll card (nominal) and the amount I wanted to load into it (like a prepaid debit card or gift card). I
then walked back to the toll booth at which I originally
stopped and the collector took my card and deducted
the [presumably] right amount of money. Most of the
traffic was speeding through lanes that had equipment
to read transponders, much like our E-ZPass.
There were several exits for Gaziantep, but the
Google map I had printed out indicated the specific one
we wanted and we arrived at the Gar, in view of the light
rail station, very quickly. It was now about 12:15, and
we had covered the 140 miles in 2½ hours. I saw an
open space along the curb, in front of a TCDD office
building, where a lot of cars were parked. I did not see
any No Parking signs, and I even asked a pedestrian if
it was OK to park there. I mention this because when
we returned to the car a little after 16:00 it had been
“keyed,” with scratches all over the trunk and rear fend-

er. Needless to say we were not happy campers. I
guess I should not have parked in Joe Boardman’s
spot.
It was cloudy-bright (no shadows) in Gaziantep, but you
take what you get — there is no other choice. Fortunately the LRVs are painted in a bright orange and
white color scheme, so my photos came out reasonably
well — and I was able to shoot in all directions. Clare
and I bought smart card tickets from a booth and we
first rode out to the outer end of the line. At that point
Clare returned to downtown to visit museums and I began stopping for photos at several places along the
route.
The line is a little over 17 miles long and has 13 stops.
Unlike the other new tramway systems we visited, Gaziantep’s was budgeted in a frugal manner. As a result
second-hand rolling stock was acquired — from Frankfurt, Germany. The 17 refurbished double-ended
Duewag-built Pt-class units have high floors, and so the
line is very much a traditional streetcar operation, albeit
exclusively on private rights-of-way. Much of it consists
of grassy center reservation, although it is possible that
due to its saturated color in certain places, some of the
green may be Astroturf or a variation.
Gaziantep suffered a great deal of trauma in preparing
for the inauguration of its streetcar line. During the test
period there was an accident resulting in the death of a
pedestrian. As a result the opening was delayed for almost a year, and even when operations finally got started, service was severely limited to slow speeds and 15minute headways. Thus we experienced extremely
crowded cars. But much worse, I had to wait a long time
between cars for photos. This probably explained the
large number of safety posters displayed along the line.
The university is served by two stations, just short of
the end of the line. The inner stop, Facultesi, is
equipped with an overpass that allows for some good
views. Gaziray traverses the heart of the city center,
which is partially pedestrianized. Photographic opportunities abound in this area of office buildings, as few of
the sweeping views are obstructed by traffic. And at this
time of the year, the experience was enhanced by beds
of flowers adding color to the scene.
As mentioned earlier we met around 16:00 and headed back to Adana in a slightly damaged automobile. We
were back at the hotel before 19:00 and after the desk
clerk directed me to a nearby parking garage, we rested
for a short time and then went out for dinner. We were
tired and so we dined across the street at the same Kebob restaurant we patronized the previous evening.
(Continued on page 16)
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We were quite satisfied with our hotel in Adana, as it
was clean and modern, and provided us with excellent
buffet breakfasts. But now it was time to get on the
road. It would be a 250-mile drive to Konya, but we
were going to take a slight detour to visit Catal Hoyuk,
which would add some additional time to the trip. Catal
Hoyuk (http://www.catalhoyuk.com/) is an archaeological site about 40 miles southeast of Konya containing
the remains of one of the oldest human settlements ever discovered on this earth.
This time we turned westward onto the D-400 and at
the outskirts of Adana found our way onto the O-51 and
O-21, toll highways that would take us north into the
Anatolian Plateau, through some of the same mountains we traversed by rail a few days earlier. The multilane limited access road is only partially completed, and
will eventually run all the way to Turkey’s capital, Ankara. But the toughest part of the route (from a topographical point of view) must have been opened recently, as
the roadway was incredibly smooth and the rocky outcroppings in cuts looked newly scraped. In places the
grade was very steep and the road ate into the mountains on elevated structures and tunnels. It seemed like
a great engineering marvel.
In addition to their Turkish route numbers, the roads
we traversed also carry the designation E90, or Europe
90, a route that stretches all the way from Gaziantep
and even beyond, to Lisbon, Portugal. (The E90’s route
is conceptually similar to U.S. 2, which runs from Houlton, Maine to Rouses Point, New York, and then picks
up again in St. Ignace, Michigan to continue to Everett,
Washington. In the case of Route 2, Canada separates
the two portions, while in Europe, the Mediterranean
Sea divides the E90 between Spain and Sicily, with the
Adriatic doing the same beyond Italy to Greece.) We
eventually branched off onto the D-330 to Konya, but
then turned onto some local roads to reach Catal
Hoyuk. Fortunately, as we got close there were signs
directing us to the site, as we were in an incredibly rural
area with narrow roads, some only partially graded. We
had to be especially watchful for escaped barnyard
creatures, like cows, chickens, ducks and geese. Nevertheless, we arrived at our destination in good shape at
about 14:00, some 5 hours after leaving our hotel.
The parking lot was virtually empty and we immediately realized we were not in the most touristy part of Turkey. In fact we had to use a telephone mounted on a
pole to inform the staff that we were here to visit the
archaeological site. A docent soon arrived and we were
on our way across hill and dale for a private tour of the
excavations. The site was discovered in the 1950s
(within our lifetimes), but reflects man’s activities during
the Neolithic period, between 7400 and 6000 B.C. — in
other words from 8,100 to 9,500 years ago. The mudbrick buildings that were dug out are very small, and,
oddly enough, have no doors. Apparently people entered their homes from the roof, and climbed down lad16

ders to reach their kitchens and other rooms. The rooftop openings also provided ventilation, allowing smoke
from open hearth ovens to escape. And with the houses
close together, the roofs also served as paths allowing
residents to circulate within the area, which was supposedly home to some 8,000 people. Thus one could
say the streets were elevated! And what was underground below the houses? The burial plots of the dead,
of course. It was incredible to see how much we progressed in almost 100 centuries while retaining some of
the basic styles of living.
Because the entire area was covered to protect it from
the elements, the only light we could use to view the
interiors came in from the sides, and so it was quite
dark. As a result I could not get any slides, but Clare
took some digital photos. We were told that the rooms
were decorated with wall paintings and murals, and we
saw replicas of them once we were taken to the site’s
Visitor’s Center. We also saw reproductions of other
artifacts found when the mounds were dug out, including such objects of daily life like figurines (statues) and
pottery. The actual objects, which seemed to be wellcrafted, are now displayed in Ankara’s archaeological
museum.
We left Catal Hoyuk about 16:00 for the one-hour
drive to Konya. I was quite concerned about being able
to find our lodgings. The Ulusan is a truly budget hotel,
more like a B&B, with very little in the way of amenities.
But other accommodations conveniently located in the
city center are quite expensive, and the reviews of the
Ulusan on Trip Advisor were profusely positive. Thus we
decided to save money and stay there, arranging our
one-night visit through email correspondence, as the
hotel is not listed on the usual search engine sites.
(Reservations for all of the other hotels we patronized
were accomplished electronically using search engines
like Booking.com, Expedia, etc.) Anyway, the Ulusan is
located on a narrow street in the old section of town,
and it wasn’t clear whether we could find it easily, even
with the Google map I printed from our computer.
Konya revolves around Aladdin Hill, a man-made minimountain that formerly housed the city’s Citadel and its
first mosque, and now is a park that presents a challenge to those flabby tourists desiring to climb it. It is
circumscribed by a wide roadway that sheds arterial
roads and tiny byways in all directions. The inner end of
Konya’s only streetcar line traverses a single-track loop
on private right-of-way along the inside of the counterclockwise roadway, stopping at two stations.
It was easy to find Aladdin Hill but difficult to find the
correct street to turn on, and we ended up rounding the
rotary twice before venturing off into spaghetti-like narrow roads and alleys, which were thronged with shoppers. After making a few twists and turns we miraculously found the hotel, and the owner came out to help
us unload our bags, as we could not park without tying
up traffic. He spoke excellent English and directed me
to a municipal parking garage a few blocks away, which
I found easily. When I got back Clare was already en(Continued on page 17)
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sconced in our room, which had large, clean bathroom
facilities across the hall and a salon-lounge housing a
personal computer next door. And we were served tea
as a welcoming gesture.
We had to walk a few blocks to find a restaurant, and
ended up consuming very tasty low-priced local cuisine
among a blue-collar clientele. Back at the hotel I spent
some time catching up on emails and met quite a few
English-speaking guests, most of whom were traveling
with backpacks and using public transportation. Oddly,
my last Commerce Bank ballpoint pen had just run out
of ink, and I was not happy to have to convert to one
from its successor, the TD Bank, which had changed the
color of the ink from blue to black. Lo and behold there
was a Commerce Bank ballpoint pen in the cylindrical
container on the desk — and I quickly purloined it. Who
would have thought I would find a pen from a local New
Jersey financial institution in a B&B in Konya, Turkey!

The stub-end Gar terminal of Gaziantep’s tramway has two side
platforms, but one is short and does not extend the length of an
LRV, although it may be sufficiently long to cover both doors.

The light rail line runs right through the center of town on Prof
Muammer Aksoy Blv. The center reservation on most of the system
is not grass, but rather a dark artificial turf.

An inbound tram passes a planter full of blooming flowers after
veering right along Prof Muammer Aksoy Blv in the center of Gaziantep, near the intersection of Kibris Cd.
Gaziray’s opening was delayed because of a pedestrian accident, so
the company is very safety conscious, and has posted warning signs
along its entire route.
(Continued on page 18)
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The University in Gaziantep is very large and hosts two stops along
Universite Blv. The Tip Fakültesi station is endowed with an overpass, from which this photo of an outbound tram was taken.

Two Gaziantep trams pass along Zubeyde Hanim Blv.

Once off the main highway en route to Catal Hoyuk scenes of farms
with domestic animals predominate.
(Continued next issue)
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private-partnership (PPP) contract to the TransEd Partners consortium to design, build, operate, maintain, and
finance the first phase of the Valley Line, a 13-kilometer
light rail line from Downtown to Mill Woods.
The contract consists of a five-year design-and-build
phase, followed by operation and maintenance lasting
30 years. Construction will start later this year and commissioning is scheduled for late 2020.
TransEd Partners includes Bechtel, which is responsible for the design and construction of the project,
helped secure the financing, and will assist with operations and maintenance. Bombardier will supply a fleet of
40.6-meter-long low-floor Flexity LRVs, signaling, communications, power supply, catenary, and related depot
equipment, and its share of the deal is worth $C391
million. EllisDon and Fengate Capital Management are
18

the other members of the consortium.
The C$1.8 billion (US$1.29 billion) project will receive
a C$800 million contribution from the City of Edmonton,
while the federal government is contributing C$400 million through PPP Canada and the New Building Canada
Fund. The latter is being matched by the Province of
Alberta, which is also providing an interest-free loan for
a total contribution of C$600 million.
The first phase of the Valley Line will have 12 stations,
and will connect with the existing Capital and Metro
lines at Churchill. The line will eventually be extended to
Lewis Farms to create a 27-kilometer line with 28 stations, carrying around 100,000 passengers per day.
(International Railway Journal, February 12
Birmingham, England
The 21 CAF Urbos trams used on the Midland Metro
light rail line are to be retrofitted with batteries to enable
catenary-free operation, West Midlands transport agen(Continued on page 19)
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cy Centro announced on February 12, and four more
trams have been ordered which will be supplied with
batteries already fitted.
This will allow catenary-free running on four planned
extensions:
● Birmingham New Street station-Centenary Square
extension scheduled to open in 2019, running
through the architecturally sensitive Victoria Square
with the 182-year-old Town Hall;
● Edgbaston extension from Centenary Square,
through Brindleyplace and the underpass at Five
Ways;
● Eastside
extension
between
Moor
Street
Queensway and Digbeth High Street, where battery
operation would avoid the need to lower the existing
road under the West Coast Main Line and reduce
the headroom required under the proposed HS2
station at Curzon Street; and
● Wolverhampton city center extension between the
bus and railway station tram stops.
Centro estimates the saving from catenary-free operation on the four sections at £650,000, with longer-term
savings from avoiding the need to prepare roads or
buildings for overhead lines. The proposed Wednesbury-Brierley Hill extension is also being evaluated to
identify catenary-free sections.
West Midlands Integrated Transport Authority Chairman Councillor John McNicholas said catenary-free
operation had been envisaged when the CAF trams
were ordered in 2012, and the contract included provision for retrofitting. Urbos trams fitted with supercapacitors are used in Zaragoza and Sevilla; however, this
technology was felt to be unsuitable for the steep hill on
Birmingham’s Pinfold Street, while battery technology
was not sufficiently developed when the order was
placed. (Railway Gazette, February 12)
Bretagne, France
On February 16 Bombardier announced that SNCF
had placed a €34 million order for an additional four
eight-car Regio 2N double-deck electric multiple-units.
They are being financed by the Bretagne region and are
scheduled to be delivered in 2019.
The order is an option on a 2010 framework agreement for the supply of up to 860 Bombardier Omneo
units, of which 213 have now been ordered by 10 regions. Bretagne has ordered a total of 14 eight-car
trainsets with 491 seats and seven six-car sets with 350
seats. (Railway Gazette, February 16)
Moscow, Russia
A southern extension of Moscow Metro Line 1 on February 15 brought the number of stations on the network
to 200. The 1.9-kilometer section from Rumyantsevo to
Salaryevo follows on from the opening of the previous
extension, a 2.5-kilometr section from Troparyevo to
Rumyantsevo, on January 18.
Most of the latest section runs in bored tunnels, with
around 500 meters built using the cut-and-cover meth19

od. A park-and-ride site with 1,000 spaces has opened
at Salaryevo, and the line’s third depot is under construction near the new terminus. (Railway Gazette, February 15)
Vladikavkaz, Russia
Uralvagonzavod subsidiary Uraltransmash has agreed
a leasing deal with the Vladikavkaz city authorities for
the supply of ten Type 71-407 trams.
Uraltransmash presented the updated design of its
four-axle single-section tram last year. The 39% lowfloor vehicles feature asynchronous traction motors.
Vladikavkaz has a 59 route-kilometer network, although only 55 route-kilometers are currently operational. Services are provided with a fleet of 26 trams, but
the operator has a total of 59. (Railway Gazette, February 13)
Sétif, Algeria
Alstom announced the details of the 26 Citadis trams
that it is to supply for Sétif on February 15. The order
forms part of a framework contract signed in 2012 by
Cital and Entreprise du Métro d’Alger for the supply of
Citadis trams to operate on lines planned for several
Algerian cities.
The Cital joint venture of Alstom (49%), Ferrovial
(41%), and EMA (10%) is to assemble the trams at its
plant in Annaba using kits supplied by Alstom as part of
its €85 million share of the contract. The low-floor trams
will be 44 meters long with capacity for 302 passengers.
The trams will have 12 doors, air-conditioning, and
CCTV.
Construction of the Sétif tramway started in May,
2014. Work is being undertaken by a consortium of Yapı
Merkezi and Alstom under a 38 billion dinar contract. In
addition to rolling stock, Alstom is supplying signaling,
telecoms, the control center, power supplies, and the
ticketing system.
The 15.2-kilometer east-west line between Université
El Bez and Centre de Maintenance with 27 stops is due
to open in the first quarter of 2018. Trams would run at
peak frequencies of 4 minutes, giving a line capacity of
5,000 passengers per hour per direction. Service speed
is expected to average 20 kilometers per hour.
Work has not yet started on a second planned line.
The unconnected north-south route would link Wilaya
and Gare Multimodale. (Railway Gazette, February 15)
Fukuoka, Japan
Kawasaki Heavy Industries is to supply 18 Series
9000 electric multiple units to Nishi-Nippon Railroad
Company for use on the 78-kilometer Tenjin Omuta Line
between Fukuoka and Omuta.
To be manufactured at KHI’s Hyogo factory near Kobe, the EMUs are due to be delivered by March, 2017
and will replace the Series 5000 Series EMUs that date
from 1975-91.
Toshiba is supplying propulsion equipment and electrical systems, including fully enclosed induction motors,
VVVF inverters, auxiliary power supply, air-conditioning,
and automatic train stop. (Railway Gazette, February
10)
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Around New York’s Transit System
Blizzard of 2016 Shuts Down New York City
Blizzards in New York City are rare, but this one, with
gale force winds, hit the city on Saturday, January 23. A
few snowflakes fell late Friday night, after which the
storm intensified rapidly, depositing 26.8 inches of
snow, the second-highest ever recorded. The snow finally ended late Saturday night or early Sunday morning.
NYC Transit and the railroads tried to keep the trains
and buses running, but they were fighting a losing batROUTE
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tle. On Saturday afternoon, MTA announced that trains
would continue running underground in the subway, but
elevated trains, railroads, and buses would cease operating by 4 PM Saturday. Crews were working overnight
to remove snow and ice from signals, switches, and
track rails. Snow-fighting equipment performed heavyduty snow removal on the open cut, surface, and elevated portions of the transit system.
Trains making all stops continued running on the following routes:
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We do not know when service was resumed on each
route, but we know that NYC Transit and Metro-North
service was nearly normal during the Monday morning
rush hour. Staten Island Railway service was resumed
on Tuesday, January 26. See page 8 for details of Long
Island Rail Road service restoration.
Diesel Light Rail to be Proposed for LIRR Montauk
Branch Within New York City
New York City Councilmember Elizabeth Crowley is
planning to introduce an idea to City Hall to bring Diesel
Multiple Unit (DMU) light rail transit (LRT) service to the
Long Island Rail Road’s Montauk branch between Glendale and Long Island City. Aimed at two shopping malls
in the Glendale area, The Shops at Atlas Park and the
Metro Mall on Metropolitan Avenue just east of the former LIRR Fresh Pond station near the NYCT M station
at Fresh Pond Road, the proposed LRT line would link
20
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them with the LIRR Hunterspoint Avenue and Long Island City stations where passengers could easily transfer to nearby subway lines 7EMG to Manhattan and
Brooklyn. Civic activists in the area have long championed the concept of bringing rail transit back to the
LIRR Montauk Branch since passenger service on the
line ended in 1998, although the concept has met with
some opposition from homeowners whose properties
are immediately adjacent to the railroad right-of-way.
Seen as a relatively inexpensive rail transit project because there would not be a need to electrify the line, the
LRT line would bring much-needed rail transit service to
the region.
Mayor DeBlasio Proposes Brooklyn-Queens Waterfront Light Rail Line
In his annual State of the City address, New York City
(Continued on page 14)
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RAYMOND R. BERGER, 1941-2016
by Eric R. Oszustowicz
On March 1, 2016, Raymond R. Berger corresponded regularly. In addition, the phopassed away at age 74. He was an ERA tographic results of his travels were shared
member since 1958. Ray will be missed by through countless presentations at which he
us all. Ray was on the ERA’s Board of Direc- would educate attendees through meticulous
tors for many years and also served for a narration regarding the transit systems distime as the Chairman of its New York Divi- played.
sion when it was still operationally independRay was a retired transit professional and
ent.
was a respected member of NYCT’s Division
To state that Ray performed work for the of Car Equipment. Think of Ray the next time
ERA is quite an understateyou ride an R-142 or Rment. All who perform work
142A since he contributed to
for the ERA do so on a
their basic design.
strictly volunteer basis. Ray
Ray was a religious man.
was an extremely busy indiHe attained secular memvidual with many interests,
bership in the Third Order of
but he was always available
St. Francis and regularly
to do work for the organizavolunteered his services at
tion. Much of his work was
the St. Francis of Assisi
in a leadership role, but Ray
Church in midtown Manhatnever had an issue with rolltan.
ing up his sleeves in order
When it came to any sort of
to stuff envelopes, lug boxwork, Ray Berger was the
es, or perform any other
consummate perfectionist,
required tedious task. In an
and he expected the same
era when time is a precious
from others. Although he
commodity, he was always
understood that perfection
During the 1980s Ray and Eric would was impossible, he also
selfless and ready to sacrioften embark on photographic expedi- believed that one should
fice his time for the bettertions. On January 9, 1988, they conment of the ERA, a sacrifice
make every effort to attain it.
vinced a property owner along the
for which he never sought Brighton Line to allow access to his roof His tenacity is legendary.
adulation. The greatest legto obtain a bird’s eye view of the then- Even after a debilitating acnew R68s. Here we see Ray proudly cident left him barely able to
acy that he leaves for all of
posing with his camera. walk, he still travelled wideus is the part he played in
Eric R. Oszustowicz photograph
maintaining the ERA as a
ly. In fact, he passed away
strong and purposeful organization.
while doing what he loved, travelling to phoRay was a busy man indeed. He travelled tograph transit systems on a cross country
the world. Ray photographed almost every journey. To the very end, he never gave in
transit system in the western world (and be- and never gave up. Let Ray be an inspiration
yond) which included every system in Ger- to us all.
many. In these travels, he met other transit
To have known Ray Berger and been his
professionals and enthusiasts with whom he friend was a grand and cherished privilege.
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from March, 2016 issue)
As alluded to previously, the Suburban Rapid Transit
Company greatly improved downtown connections for
the Harlem River Branch after its opening of an initial
operating segment on May 17, 1886, from the existing
129th Street station of the Third Avenue “L” to 133rd
Street. To accomplish this it used a steel swing bridge
across the Harlem River that was appended beyond the
end of structure of the Second Avenue Elevated (which
itself had opened in August of 1880), and carried only
elevated trains across the river at a height sufficient to
meet navigational needs. The elevated line’s interim
terminus was just a short block-and-a-half walk from the
Harlem River Terminal and changed the entire dynamic
(though still did not completely solve the dilemma) for
New Haven passengers navigating between the northerly and southerly reaches of Manhattan in a timely
fashion. With cooperation from the New Haven, Suburban Rapid Transit instituted a direct shuttle train from
129th Street to the Harlem River Terminal itself (known
by the “L” operator as “Willis Avenue”) on November 25,
1886 that was coordinated with the railroad’s local
schedules. To enable the Suburban’s diminutive “L”
trains to access the existing railway terminal, a highlevel platform was laid over the middle of three existing
low-level installations (whereas New Haven locals continued to use the outer two) and a ramp constructed
from the Third Avenue “L” off the end of the new Harlem
River Bridge that curved eastward as it descended to
ground level. Consisting of a Forney and perhaps two or
three standard coaches, these steam-powered shuttle
trains would be discharged on the northerly track, relayed in a turn-back east of the platform through a seesaw power swapping procedure, and then re-load at the
southerly track before returning to 129th Street. In reality, most New Haven patrons continued to walk the short
distance between the Harlem River Terminal and the
133rd Street station, as this was oftentimes quicker than
waiting for the languid shuttle to come and go. As a result the little train proved to be short-lived in that initial
form, with service suspended just a year later on December 18, 1887.
This might have been the end of that particular story
were it not for a degree of persistence on the part of the
New Haven, which took delivery of its own miniature
“rapid transit” fleet in 1890-1. This consisted of Forneytype locomotives and a series of 9-foot-wide openvestibule coaches, built to the same basic dimensions
as the Suburban’s equipment and outfitted with Eams
vacuum brakes. Collectively they were capable of running both on the New Haven’s lines and the Manhattan
“L” system, the latter being in the hands of the Manhat-

tan Railway Company since June 4, 1891, as successor
to the original Suburban Rapid Transit concern. While
the new equipment was being “broken in” and operating
personnel were trained, the Manhattan Railway temporarily restored service on the “Willis Avenue Shuttle,” as
it had previously run in 1886-7, starting on July 19. Two
weeks later (beginning on August 1) the New Haven
used its new rapid transit rolling stock to provide all service on the Harlem River Branch, with schedules running through from New Rochelle to the Manhattan Railway’s 129th Street terminal, where immediate crosstransfer was available to both the Second and Third
Avenue elevated lines. At New Rochelle, a storage yard
was built for the trains and a turntable for the Forneys,
with Harlem River trains starting trips from a siding
(referred to as Track 6 or the “Gauntlet Track”). The
New Haven’s “L” cars were evidently equipped with
steps and folding traps, as such trains served the existing low-level stations along the Harlem River Branch,
then the two side platforms in the terminal as they
moved to and from the ramp connection to the “L,”
where they terminated at a high platform at 129th Street.
The high middle platform and turn-back also remained
in place at the Harlem River Terminal after this service
expansion, and may have been used from time to time
by connecting shuttles. At any rate, this long-ago New
Haven foray into steam-powered rapid transit lasted a
decade and a half until the Willis Avenue Branch was
electrified under the auspices of the Interborough Rapid
Transit Company in 1905. In addition, for as long as the
Belmont Stakes were staged at Morris Park Racecourse
each June between 1892 and 1904, the New Haven
was permitted to run its own rapid transit trains all the
way between City Hall in Manhattan and the track’s siding in the Bronx, operating express on the Second Avenue Elevated and presumably in the charge of Manhattan Railway and later IRT personnel along the way.

PIECES TO CONNECT, PART 2—THE NEW
YORK, BAY RIDGE & JAMAICA

Prior to being terminally victimized by the financial
panic of September, 1873, the New York & Hempstead,
while a subsidiary of Long Island’s South Side Rail
Road, was gaining momentum as a going concern,
though in reality it consisted of two disconnected segments, only one of which had thus far been transformed
into operational reality. As might be recalled, the company’s original mission, as of 1869, had been the construction of a continuous railroad as far east as Oyster
Bay and as far west as Kings County’s harbor frontage,
(Continued on page 3)
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MUNICIPAL OPERATION OF WILLIAMSBURG BRIDGE TROLLEY
CARS
by Bernard Linder
We have been publishing excerpts from BMT Chairman Gerhard Dahl’s book, Transit Truths, in which he
complains about the city’s failure to complete subway
construction.
In this issue, we will explain how the city interfered
with BMT trolley operation on the Williamsburg Bridge.
The following brief history appears in Mr. Dahl’s book:
“When municipal operation of the Williamsburg Bridge
trolleys was urged in 1920, a report to the Aldermen
predicted that the experiment would prepare those in
charge the better to grapple with the problem of municipal operation which confronts the city in its larger aspects.
“For ten years prior to December 1, 1923, the BMT
and the Brooklyn City Railroad Company operated local
trolley service and through service over Williamsburg
Bridge. The City of New York, however, desiring to further its program of municipal operation interfered with
this regular service by inaugurating its own local service
across the bridge, thus forcing the companies to discontinue their service.”
A November, 1923 newspaper article revealed that he
company had financial problems nearly four years before the article was written. Brooklyn Rapid Transit notified the Department of Plant and Structures that it would
stop running trolley cars across the Williamsburg Bridge
if it had to pay tolls, about $60,000 per annum. When
the city obtained a judgment of $127,661, it could not
find any assets to levy upon. BRT carried 90,000 passengers a day on tracks it did not own and occupied a
subway terminal that was city property, and paid nothing
for the privilege. By not paying tolls since 1920, the
company diverted $231,317 in tolls.
Brooklyn Rapid Transit was in receivership from December 31, 1918 until it became solvent as the reorganized Brooklyn-Manhattan Transit on June 15, 1923.
A few months later, the city competed by operating its
trolley cars across the Williamsburg Bridge. The news-

papers provided the following detailed account of the
transition.
On November 27 1923, posters titled, “Interference
with Public Service,” appeared in Brooklyn trolley cars.
On November 25, Grover Whalen, Commissioner of the
Department of Plant and Structures, stated that the
Transit Commission should force BMT to run trolley cars
on the bridge. The Commission replied that it had no
power because BMT cars did not operate on a franchise
on the bridge. They operated under permits from the
Department of Bridges and its successor, the Department of Plant and Structures. Under the charter, only
Whalen could intervene. BMT discontinued bridge trolley service because it was not safe or practicable for
both to operate on the bridge. BMT also refused to operate on the bridge because through service was operated at a loss and it was deprived of the profitable local
service.
Before starting revenue operation, the city tried to run
test cars at night, but BMT shut off the power. The city
bought power from Edison at Delancey Street and at a
substation under the bridge in Brooklyn, which was
equipped with two 1,000-kilowatt rotary converters valued at $150,000.
The following BMT cars, which operated across the
bridge, were turned near Bridge Plaza: Franklin Avenue
cars terminated at S. 8th and Roebling Streets, Grand
Street and Bushwick Avenue cars were routed via S. 4th
and Roebling Streets, and Tompkins Avenue and Nostrand Avenue cars switched back under the bridge at S.
5th and Roebling Streets. Broadway, Reid Avenue,
Ralph Avenue, and Sumner Avenue cars were still
turned at the Bridge Plaza loops in accordance with an
arrangement between BMT and Commissioner Whalen.
BMT bridge operation ceased at 2 AM December 1,
1923 and power was shut off promptly.

From Recognition to Dominance

was only in approximate form. As conceived, NY&H’s
final link was to follow the northerly outline of Jamaica
Bay to reach Sunrise Highway near what would become
Rosedale by 1899 (when the Queens-Nassau boundary
was set), and thus bore some resemblance to the present-day Belt Parkway. Ultimately, widespread expectations regarding completion of the railroad were dashed
when it was caught short and starved for capital in the
aftermath of the 1873 Panic, which had an unsettling
effect on railroad financing across the country (including
the parent South Side concern), and the New York &
Hempstead effectively ceased to exist. By the middle of
1874 all but one stakeholder had been driven away
from the seemingly stillborn enterprise, that being reso-

(Continued on page 4)

(Continued from page 2)

using available lines in part (specifically Oyster Bay to
Mineola) and providing new segments where they did
not as yet exist. Within the next year, one intermediate
portion (the predecessor to the present-day West
Hempstead Branch) was indeed laid across the wilderness of eastern Queens County from Hempstead to
Valley Stream, while another from the shores of Bay
Ridge to the Kings County municipality of New Lots had
succeeded in reaching the construction stage, but was
beset by a variety of difficulties that were delaying its
progress. The line’s third portion was by then in the process of design and property negotiation, though as yet it

(Continued on page 6)
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Municipal Operation of Williamsburg Bridge
Trolley Cars
(Continued from page 3)

City-owned Birney car on Williamsburg Bridge Shuttle.
Bernard Linder collection

Car 8033 on Williamsburg Bridge, July 3, 1946.
Bernard Linder collection

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

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

Washington Plaza.
Bernard Linder collection

Third Avenue Railway 787 and NYRWS 1358 and 431 at Washington Plaza, February 21, 1917.
Bernard Linder collection
(Continued on page 5)
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Municipal Operation of Williamsburg Bridge
Trolley Cars
(Continued from page 4)

All photos below are from the Stephen Meyers collection. City owned cars were operated on Staten Island or on the Williamsburg Bridge. Cars were repaired in a shop in Brooklyn and were transferred on the ferry.

Birney loaded on wagon.

Birney 103 on Staten Island.

Car in service on Staten Island. Car was built in 1898 and rebuilt in
1920 by Second Avenue Railway for Department of Plant &
Structures.

Car unloading at Staten Island. Note channels instead of rail.

Car unloading at Staten Island. Note inclined channels to guide car
onto tracks.

Department of Plant & Structures. Birney operated on Williamsburg
Bridge or Staten Island.
(Continued on page 6)
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From Recognition to Dominance

a redoubtable, New England-reared, westernacculturated financial wizard who was then one of Wall
Street’s “wonders.” Corbin had not been personally involved in the original establishment of the summertime
playground generally known as “Coney Island” (which
burst into the public consciousness thanks to the completion of Andrew Culver’s railway line in 1875), but was
a first-hand participant in the
(Continued next issue)
interwoven financial schemes
that brought both the leisure-time market for and the
provision of such transportation services. It was Corbin
who took the shattered remains of the New York &
Hempstead, and through foresight transformed it into a
cohesive railway system serving an exclusive resort of
his own making. It all began with an anonymous wander
that the barefoot Corbin undertook while on a Coney
Island vacation in the summer of 1873, when he
roamed not west toward the embryonic distractions and
Tivoli’s Hotel but rather east, into the wild marshes of
the “Sedge Bank” that dated back to the land’s discovery and origins as Dutch colonial farming country. Enthralled at the possibilities of harnessing this seemingly
worthless, yet strategically located plot and combining it
with the economic practicalities of an outwardly tentative, awkward railway-company-in-waiting, Corbin and
his numerous associates began assembling the pieces
of a seminal enterprise that would carry the somewhat
pretentious name of “Manhattan Beach.” As conceived,
this magnificent complex was to be a bastion of haute
couture that possessed the air of exclusivity, elegance,
and sophistication appreciated by society’s privileged
class; a haven intended to balance what even then
were perceived as Coney Island’s aimless attractions
and inane amusements that were attracting hordes of
commoners, along with their simple tastes and meager
pocketbooks. First to materialize for this mighty undertaking in 1875 was the land, almost two miles of beach
front toward the east end of Coney Island that Corbin
acquired for his opulent, centerpiece hotel-and-resortto-be, some of it from descendants of the original settlers. In 1876, a right-of-way was surveyed to bring the
railroad part of Corbin’s venture into union with its
sources of patronage. A straightforward artery of steel
was incorporated under the name New York & Manhattan Beach on August 23, laying claim to a franchise that
crossed the flat and still largely vacant plains of Gravesend. Corbin and company next moved to acquire the
novitiate New York, Bay Ridge & Jamaica Railroad after
its inaugural season concluded, a transaction that was
officially accomplished without much opposition on November 15 (likely owing to the Bay Ridge Line’s already
shaky financial condition given the high cost of construction). It was at this stage that Corbin actually became a railroad “baron,” though purely in a localized
sense, as his team re-oriented the one-time New York &
Hempstead, which had so long been in conception and
construction, as a “captive” narrow-gauge system that
was almost whimsical in nature. Originating at both
ends from steamboat piers along the East River and in

(Continued from page 3)

lute Brooklynite Abram Wakeman, who re-shaped, renegotiated, and resurrected the project, lobbying intensely
on the line’s behalf among the merchants and local citizenry of Kings and Queens Counties to overcome its
economic and political issues for the benefit of all, if only as an opportunity to salvage previous investment.
As finally incorporated on November 20, 1875, the
New York, Bay Ridge & Jamaica Railroad Company
served as a direct successor to the moribund New York
& Hempstead, but only at the Brooklyn end of its projected span. Whereas construction of some type had
already been started at numerous locations between
Bay Ridge and New Lots but was far from complete, the
newer entity sought to truncate its right-of-way at the
meeting point with the existing Brooklyn & Rockaway
Beach (Canarsie) excursion railroad, share that alignment to East New York, and then somehow gain a continued foothold (presumably on the LIRR Atlantic Division) from there to a revised terminal in the Queens
County community of Jamaica. If nothing else, this organizational re-emergence assured a sufficient flow of
capital and associated relevance to complete the daunting task of establishing the railway’s new seaport facility
at Bay Ridge, an aptly-named waterfront locale which
was naturally separated from the plains of New Utrecht
by a series of stiffly-built low hills (the actual “ridge”) that
had to be overcome through a deep and very costly excavation effort. This big job was indeed the focus of its
modest resources through the ensuing winter and
spring, with grading and track-laying on the segment
toward New Lots to be completed in time for the following year. An agreement was executed with the Brooklyn,
Bath & West End Railroad that allowed the ambitious
new line to enjoy a short first season (rather than none)
by renting the former’s equipment and connecting its
trackage where the two companies intersected at Bath
Junction (about 14th Avenue). A thrice-daily schedule of
trains commenced between Bay Ridge (where they connected with ferries from New York and Staten Island)
and Tivoli’s Hotel (Coney Island) on September 1, 1876,
after an inaugural “media” run was made over the mostly-complete line on August 19. For its part the West End
Line (now the province of MTA New York City Transit’s
D train) was then also in its infant state, located at surface level along the current-day arteries of New Utrecht
and Cropsey Avenues with a short trestle across Coney
Island Creek to access its resort terminal. Indeed, during those plain-spoken times the first-generation West
End Line we recognize in 2016 was better known locally
as “Gunther’s Road” after its owner.

PIECES TO CONNECT, PART 3-AUSTIN
CORBIN AND THE NARROW-GAUGE NEW
YORK & MANHATTAN BEACH

Even as that first inspection trip was being made
across Brooklyn, the New York, Bay Ridge & Jamaica
had drawn the attention of one Austin Corbin (1827-96),

(Continued on page 7)
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manicured lawns, and garden settings with the
(generally) calm beach in constant view. Regular schedules consisting of 13 trips from both Bay Ridge and East
New York to the Oriental Hotel terminus were begun the
following day, with other stations initially established on
the Bay Ridge portion at Third Avenue and Parkville,
and on the East New York segment at New Lots Road
(Avenue), Kouwenhoven (Kings Highway), Flatlands
(Flatbush Avenue), and Manhattan Beach Junction. The
branch to Manhattan Beach diverged southward at that
exact location (Ocean Avenue) and generally meandered in a narrow alignment between the present E.
16th and E. 18th Streets (two blocks west of Ocean Avenue), with additional stations at South Greenfield (Elm
Avenue) and Sheepshead Bay (Voorhies Avenue).
As originally opened, the entire New York & Manhattan Beach system was single-track in nature, but for
one long segment of double iron through Manhattan
Beach Junction, between New Lots Road and Bath
Junction, that was interrupted by a single-track tunnel
beneath Ocean Parkway. Concurrent with its opening
on July 18, 1877, the New York & Sea Beach Railroad
established a partial standard-gauge replacement presence between the Bay Ridge harbor frontage and Coney Island, commencing independent excursion operations with steam-powered trains on its own alignment
from Bath Junction to the Sea Beach Hoel. Though
there had been an initial, preliminary agreement between it and the New York, Bay Ridge & Jamaica to
share the excavated right-of-way through the perimeter
hills en route to their ports, the latter’s change in ownership and track gauge forced the Sea Beach line to construct its own alignment, immediately adjacent and also
at great expense, which opened as an extension from
Bath Junction on July 17, 1879. Given the topography
and land availabilities approaching Bay Ridge from the
plains of New Utrecht, the junior company was forced to
construct a trestle to cross over the narrow gauge line
between Seventh and Eighth Avenues before both continued straight into their respective dock termini at the
“foot” of 65th Street, a relative point at the time in raw,
mainly un-surveyed oceanfront landscape. For its part
the Sea Beach operation, though modest in scope,
served as a lifelong competitive foil to Corbin’s interests
across his years of stewardship of the Manhattan Beach
and Long Island Railroads. In fact the Sea Beach entity
eventually lasted long enough to be taken in by the
Brooklyn Rapid Transit Company in the latter part of
1897, and later gave rise to BRT’s very first subway line
in 1915. Across time, both seaport facilities at Bay
Ridge would go on to experience long, fairly prosperous, and somewhat complicated histories (and expansions), serving as key linchpins between the nation’s
railways and Brooklyn’s huge, world-renowned waterfront.

(Continued from page 6)

Bay Ridge, the newly revamped line was to describe a
long arc through East New York and converge with the
branch coming up from Manhattan Beach in the northerly reaches of Gravesend, from which patrons of the
Manhattan Beach resort property could be whisked
across the flat, beachy plains to its exotic luxuries.
As a result of this radical change of focus, the New
York & Manhattan Beach unilaterally assumed all construction that had to date been completed on behalf of
the New York, Bay Ridge & Jamaica. This included its
extension eastward from Bath Junction through Gravesend, and the ongoing effort to bring its alignment to a
union with the Brooklyn & Rockaway Beach (Canarsie)
road in New Lots, beyond which the developing narrowgauge railway was granted an easement along the
westerly edge of the other company’s grade-level rightof-way, as laid in 1865. Through early 1877, all trackage
from Bay Ridge to Bath Junction was summarily converted from standard to narrow gauge to conform with
the rest of the new system (an action that also eliminated its link with the West End road), while the former locomotives and “carriages” used on the intramural railway at the 1876 Centennial Exposition in Philadelphia
were imported from their resting place of the previous
summer, inspected, prepared, and reactivated for use.
Their easy, low-cost availability had evidently been one
of the underlying motives behind the overall decision to
employ three-foot gauge, along with a desire to exclude
the interchange of traffic from the new company’s rails.
After months of steady progress (aside from a minor
skirmish when crossing the Culver Road at Parkville
(Gravesend Avenue)), the New York & Manhattan
Beach was finally ready to begin its endeavors by the
middle of July, with a dedication run made for invited
guests and members of the press. The festivities began
at Bay Ridge, where boats from New York dropped
those first riders, then continued across Brooklyn to
East New York. There, a companion ceremony was held
to dedicate the line’s temporary terminal at the Metropolitan Hotel (corner of Van Sinderen Ave. and Fulton
Street) and then the combined crowds of both rode
back to Manhattan Beach Junction and finally south to
the grand venue itself. The huge Manhattan Beach Hotel was plainly visible from a mile or so away, with its
colossal 700-foot length and 475-foot breadth faced to
the shoreline, and rather pronounced towers pointing
skyward above its four-story height. In fact the complex
consisted of two large “public” houses, the Manhattan
Beach itself and the adjacent Oriental Hotel, each of
which had its own ground-level train station and was
surrounded by small emplacements serving various
purposes (some of which had also been reassembled
from original use at the Centennial Exposition), plazas,

(Continued next issue)
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Commuter and Transit Notes

No. 329
by Ronald Yee and Alexander Ivanoff

MTA Long Island Rail Road
United States Representative Grace Meng (DFlushing) and LIRR officials commemorated the completion of Phase One of the renovation of the FlushingMain Street LIRR station. It provided new signage and
station platform railings that will prevent small children
from falling through gaps and getting injured as had occurred in the past with the older-style railings. Eminent
domain authority was exercised by MTA to acquire a
parcel of land occupied by a business at the base of the
east end of the westbound platform to permit the construction of a new access point to the platform from
Main Street. Phase Two, due to commence later this
year, will provide both platforms with new elevators to
bring the station into full compliance with accessibility
for the physically challenged (ADA) requirements as
well as new covered stairways linking the platforms directly with Main Street. The station will have new platform shelters and lighting, and the rebuilt station plaza
on Main Street will have a new ticket office and window.
While the cost of the project was originally estimated in
2012 to cost $8.5 million and has ballooned to $24.6
million, MTA is maintaining that the initial estimated
completion date of the end of 2017 will still be met. The
station, long considered an eyesore and a poor gateway
to an important residential and business district, will finally receive a station befitting of the thriving and vibrant neighborhood. (qns.com, March 12)
MTA Metro-North Railroad
A Pelham-based developer, Macquesten Companies,
has entered into a contract to redevelop an area that
would involve the demolition of the Mount Vernon West
station building to make way for a new 20-story residential building to be built adjacent to the station site and
would include retail and additional residential space on
the site of the old station building. While no specifics
have been identified, the station site could receive a
state-of-the-art building that would offer a modern facility with small retail establishments serving the needs of
the riders and the community. The area is already host
to “The Modern,” an 11-story housing development for
which ground was broken last year. (lohud.com, March
11)
Beginning with the April 3 schedule change, Waterbury Branch passengers once again have to change
trains at “Devon Transfer,” a temporary station located
at the railroad junction once known as Devon linking the
New Haven main line trains with the branch line. As was
done in 2015 to accommodate structural work on Devon
Drawbridge and its catenary systems, main line trains in
both directions scheduled to stop at this station will operate on what is normally the westbound express track
and passengers will utilize a wooden platform that is
built over the normal local track (that was rendered out
of service by the construction work) to connect with the

Waterbury shuttle train waiting on the east leg of the
wye. To avoid stranding passengers on a station platform not equipped with any facilities except for lighting
and a public address system, passengers headed to
New Haven will board a westbound main line train to
Bridgeport, where they must transfer for a New Haven
bound train. Because of the nature of the timetables,
eastbound trains stop at Devon Transfer only prior to
the departure of a shuttle train to Waterbury. An arriving
shuttle from Waterbury is met soon after its arrival only
by a westbound mainline train. (Editor’s Note by Ron Yee:
Any railfans who may think of going to this station to stand
around and photograph the trains will get marooned there for
several hours once the shuttle train leaves for Waterbury.
There is no pedestrian or street access to and from the platform. Train crews may cite security and safety concerns about
members of the riding public remaining on the unattended
platform for hours without shelter or facilities.) (MetroNorth Railroad website, March 14)
The April 3 schedule change will also adjust the timetables for select trains to reflect operating conditions
that are causing delays in service from trains operating
just a few minutes late, missing their assigned time slots
as they near and eventually enter the Park Avenue Tunnel leading to Grand Central Terminal. On the Hudson
Line, Train #814 will depart Poughkeepsie two minutes
earlier at 5:33 AM and train #753, an all-stops local to
Croton-Harmon, will have intermediate station timings
adjusted 1-2 minutes to reflect actual operating conditions. On weekends, just in time for the spring and summer hiking season, three additional round trips will be
offered to and from the Manitou and Breakneck Ridge
stations to alleviate the delays to the two existing round
trips, which have been experiencing station dwell times
of up to 10 minutes due to heavy ridership alighting or
boarding the trains. On the Harlem line, eight AM peak
trains will be adjusted by 2-4 minutes and the four PM
peak thru trains to Wassaic will be adjusted by 1-2
minutes to improve timekeeping at intermediate stations. Wassaic arrival times will remain the same. On
the New Haven Line, 12 weekday AM peak and five PM
peak trains will have 1-3 minute adjustments to their
schedules to improve schedule adherence, especially at
Stamford around 7 PM.
The Connecticut Department of Transportation has
taken delivery of four former Amtrak P-40-DC locomotives for use on the Shoreline East commuter rail services, increasing the P-40-DC fleet to 12 units. These
four locomotives most recently served with NJ Transit
on the brief but unsuccessful Atlantic City ACES service
between 2009-11, then as part of the Atlantic City locomotive engine pool as units 4800-3. With Amtrak, they
were formerly locomotives 812, 808, 810, and 820 respectively. A special equipment move was made with an
(Continued on page 9)
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tween the carrier and the labor organizations representing the rank and file employees. The tentative agreement, which still must be ratified by the 4,200 employees represented by a coalition of 11 unions, was
reached late Friday afternoon, March 11, with just over
24 hours to go before the rail carrier could have been
shut down. In fact, NJ Transit was just a few hours from
initiating the first steps toward securing its trains and
other equipment in preparation for what could have
been a protracted strike. On an average weekday, NJ
Transit carries over 300,000 riders across its commuter
rail system, but only 40% of the roughly 105,000 Manhattan-bound commuters would have been accommodated by the contingency alternate bus service plan.
Had there been a strike, the remaining 60% of rail commuters stranded would have either telecommuted, contributed to traffic jams as long as 23 miles on roads
leading to New York City, or simply be unable to travel
to work, school, and other activities. While no details of
the agreement were released, New Jersey state officials
stated that the agreement was a reasonable one that
would meet the needs of its employees who had been
working without a contract or pay increase for over five
years while not triggering a fare increase through at
least August, 2017. This new contract will run to 2019, a
year longer than previously expected. (Star-Ledger,
March 13)
Amtrak
Just after midnight on Monday, March 14, Amtrak
Train #4, the Southwest Chief, derailed in Cimmaron,
Kansas (around 20 miles west of Dodge City) at 60
mph, the speed limit for that section of track, which had
jointed rail. The train was carrying 128 passengers and
14 crew. 20 people were taken to hospitals with significant injuries, but there were no fatalities. The rest of the
passengers were assembled at a local 4H recreation
center and eventually bused onward to their destinations. Reports are that the train’s Engineer saw a significant displacement of the track ahead in his headlight
beams and placed his brakes in emergency, reducing
the train’s speed somewhat but unable to stop it in time
before reaching the bent track and derailing. Subsequent investigation revealed that a large and heavy twoaxle agricultural feed truck had crossed the track at that
location and may have damaged the rails, possibly shifting the rails as much as 12-14 inches, based upon
downloaded video recordings from the forward-facing
camera in the P-42-DC locomotive cab. The truck had
crossed the track at a location not graded as a grade
crossing and the derailment occurred within 25 feet of
that location. A follow-up report on the wreck shows the
two P-42-DC locomotives and the Viewliner II baggage
car and Superliner transition sleeper immediately behind them did not derail. The two Superliner sleeping
cars and dining car derailed but remained upright, the
Superliner lounge car derailed and came to rest at a 30
degree angle, and three Superliner coaches derailed
and rolled onto their sides as the train slid to a stop. The
tracks were repaired and train service restored by Tues-

(Continued from page 8)

ACS-64 locomotive hauling all four units to the CDOT
shops at New Haven during the week of March 6.
These units, as well as the single level Mafersa-built
cars built in the early 1990s, are expected to be refurbished and reassigned to a new commuter service linking New Haven with Hartford, Connecticut and Springfield, Massachusetts in 2018 with up to 24 Metro-North
M-8s being re-assigned to cover the Shoreline East service to Old Saybrook. (Al Holtz, March 17)
Connecticut lawmakers hailed Metro-North’s significant turnaround under the leadership of railroad president Joseph Giulietti since he took the helm of the troubled carrier in February, 2014. This is a total turnaround
from the depths of the dark days of frequent safetyrelated failings resulting in derailments, collisions, employee fatalities, and a fatal wreck killing four passengers that prompted some Connecticut leaders to call for
hiring a new operator for its New Haven Line and firing
Metro-North. Under Guilietti’s presidency, the railroad
has made tremendous strides in restoring public confidence, improving its on-time performance once again to
over 95%. Major strides in service reliability were made
possible by improved maintenance practices that raised
the average Mean Distance Between Failure (MDBF) to
almost 300,000 miles for the entire fleet of electric multiple unit cars and diesel-propelled push-pull coaches.
Giulietti was credited with quickly implementing a 100day emergency plan to address track maintenance, infrastructure, and signaling deficiencies, poor employee
morale, and work culture, all of which had fallen precipitously under the lack of effective leadership by the prior
president, Howard Permut. Guilietti advised the lawmakers that the railroad still had two to three more
years of heavy work before the track and infrastructure
could be considered to be in a state of good repair and
be able to implement a program where maintenance is
performed on a planned, cyclical basis.. He vowed to
keep up the pressure to keep the railroad on a continual
path of continued improvement, implementing a second
“quiet car” at the north or east end many trains starting
with the April 3 schedule change, adding bicycle racks
on select railcars, and working to eliminate the many
“dead zones” that result in countless “dropped calls” for
customers. Additional projects the railroad will be working on is the expansion of the car fleet, from additional
M-8s to possible double-deck coaches to address ridership growth (Metro-North broke its ridership record by
providing 40 million passenger trips in 2015) and service expansion (Hell Gate Line serving Co-Op City and
the eastern portions of the Bronx and eventually onward
to Penn Station in Manhattan and to support improved
Danbury Branch and Shoreline East CDOT services).
(Hartford Courant, March 14)
NJ Transit
The threatened strike against NJ Transit commuter rail
operations slated for March 13 was averted at the last
minute in a flurry of 11th hour negotiating sessions be-

(Continued on page 10)
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day afternoon, March 15. Trains #3 and #4 originating
on March 13 and 14 were rerouted onto another BNSF
line between Newton, Kansas and Albuquerque, New
Mexico. (Editor’s Note by Ron Yee: The reroute was likely
over the BNSF freight mainline the Southwest Chief was going to be rerouted over had funding not been provided by New
Mexico, Colorado, and Kansas to maintain the original route
of the Santa Fe Super Chief.) (Al Holtz, Associated Press,
March 14; The Wichita Eagle, March 15)
Other Transit Systems
New Hampshire
New Hampshire's 10-year, $3.8 billion highway improvement plan was approved by the House on March
10, but without $4 million earmarked to further develop
the commuter rail project for the Merrimack Valley.
Governor Maggie Hassan included $4 million in House
Bill 2016 to continue preliminary work to bring commuter rail to the Granite State when she presented the plan
to the House. She added the money after the Governor's Advisory Commission on Intermodal Transportation refused to include the money in its recommendations.
The only debate on the highway improvement plan
was over the money for the rail project.
Those wanting to remove the money said the work
would not provide any information that has not already
been developed by past studies.
The sponsor of the amendment to remove the money,
Representative Neal Kurk (R-Weare), said the project
would cost about $300 million to construct with the state
having to bond about $60 million and then provide $710 million annually in general funds to subsidize operations, and he said the rail service would be managed by
the Massachusetts Bay Transportation Authority, which
is notorious for fiscal mismanagement.
But supporters of retaining the money said it would
help determine how best to construct the project and
pay for it. The House approved the amendment on a
174-162 vote and then the bill on a voice vote.
The most expensive new projects in the 10-year plan
are the widening of Route 101 in Bedford for $6 million
and reconstructing Route 12 in Charlestown for $5.8
million.
Under the plan, several large but to date unfunded
turnpike projects will begin at the end of the 10 years,
including redoing the Amoskeag Circle or Exit 6 and Exit
7 off Interstate 293. Also, several red-listed bridges on
Interstate 93 in Bow will be reconstructed beginning at
the end of the plan.
The plan also advances work on the new I-93 exit 4A
project so that construction could begin by 2019, aligning it more with other work on the I-93 expansion project
between Salem and Manchester.
Turnpike projects include expanding the Spaulding
Turnpike from Newington to Dover, including rehabilitation of the General Sullivan Bridges, widening the FE
Everett Turnpike from Merrimack to Bedford, the Exits 6
10

and 7 projects in Manchester, and widening I-93 from
Bow through Concord.
The Public Works and Highways Committee increased
funding for red-listed bridges and bridge preservation
and paving projects.
Despite the loss of rail development money, Hassan
said she is pleased with the plan. The bill now goes to
the Senate, which will make its own changes to the bill
and then send it to the governor for a final review.
(Editor's Note by Sasha Ivanoff: During a recent weekend trip
to scout out apartments in New Hampshire, I saw many of the
projects currently under construction. Some of these projects
are way overdue. As for the commuter service, there is VERY
frequent bus service between Boston and Manchester, but not
to the extent that a commuter rail service would have, including a stop at Manchester-Boston Regional Airport.) (Mass
Transit Magazine via The New Hampshire Union
Leader, March 11)
Boston, Massachusetts
Boston’s fleet of ten iconic PCCs on the MattapanAshmont Branch of the Red Line are potentially on the
endangered list due to a MBTA management study of
alternatives to maintaining or upgrading the existing
fleet. The PCCs currently make the trip between Mattapan and Ashmont in just 10 minutes. Replacing the
streetcars with buses would result in increased travel
times for the line’s 2,000 daily riders, with replacement
buses mired in traffic. Local elected officials are seeking
a $3 million appropriation to make repairs to the nearly
80-year-old PCCs, for which MBTA occasionally must
contact railroad museums for replacement parts. MBTA
General Manager Frank Depaola stated that the MBTA
Board is awaiting an engineering report that is expected
to be released by this summer before making any final
decisions on the fate of the trolleys. The public would
also get a chance to provide some input at that point in
time. (WXFT FOX25 News, March 16)
The extended late-night services on select MBTA
transit lines implemented on a trial basis two years ago
and scaled back due to funding issues officially ended
on Friday, March 18. The traditional 12:30 AM end of
service time on MBTA resumed on Saturday, March 19.
MBTA Board members cited high costs and lower than
expected revenue from private sector funding as well as
the interference of late-night services on the ability to
perform necessary maintenance on the track and infrastructure. 13,000 riders will now have to revert to previous transport options. (Boston Globe, March 18)
Philadelphia, Pennsylvania
Amtrak is proposing to build a 250-foot-long underground concourse with a glass skylight linking its 30th
Street Station in Philadelphia serving Amtrak and SEPTA Regional Rail services with SEPTA’s 30th Street subway station. The 30th Street Station District Plan, led by
Amtrak, SEPTA, Drexel University, Brandywine Realty
Trust, and the Pennsylvania Department of Transportation, is a $5.25 million, two-year study now nearing
completion viewed as a first step toward a 35-year-long
project to revitalize the area. It was formed to comple(Continued on page 11)
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ment the building plans of the adjacent University City
district, which will develop the area over the Schuylkill
Yards. The concourse is envisioned to be part of Phase
One of this project and construction could stretch into
the year 2030. The SEPTA trolley and subway station
was once linked to 30th Street Station by an underground concourse, but it was shuttered in the 1980s
due to safety concerns mostly stemming from a high
crime rate. (philly.com, March 16)
SEPTA will issue new schedules, which will take effect
on Sunday, April 10. Additional Airport Line changes will
take effect, with trains now through-routed to Warminster or Chestnut Hill. Train times at Center City stations
and airport terminals will remain the same. Chestnut Hill
West Line trains will operate 1-2 minutes earlier; Chestnut Hill East weekend trains will generally operate 10
minutes earlier than in the previous schedule; inbound
trains on the Lansdale/Doylestown Line will generally
run 13 minutes earlier, with outbounds remaining unchanged but arriving at Doylestown four minutes later;
Media/Elwyn Line train times will undergo significant
changes (passengers should check their new schedules
for updated times). Three new late-night departures
from Suburban Station will be added (at 9:33 PM, 10:33
PM, and 12:33 AM) while weekend trains designated
Saturday or Sunday-only will operate on both days.
Paoli/Thorndale weekend trains will depart earlier than
in previous schedules and all trains will stop at the Malverne station; weekend Trenton Line Owl Service Train
#9744 will depart Trenton 10 minutes later toward Center City; West Trenton Line inbound weekend trains will
operate 10 minutes later and be through-routed to the
Paoli/Thorndale Line; and weekend Train #468 on the
Warminster Line will operate 30 minutes later. Two new
express trains will be added to the schedule, #2760 departing Newark, Delaware at 4:46 PM to Chestnut Hill
East via Center City and #9294 departing Newark, Delaware at 5:46 PM to Center City. Passengers on the
Glenside combined should consult their new timetables
as some weekday service will be through-routed to other lines than they are presently going to. No schedule
changes are slated for the Manayunk/Norristown, Fox
Chase, and Cynwyd lines. Member Bob Wright reports
that changes to the Airport schedules with the previous
schedule change appear to be working as intended with
two-car trains now making the Airport-Jenkintown runs
and eliminating the prior practice of operating more cars
than needed for the ridership levels and ending up with
a lot of deadhead car-miles with associated needless
propulsion costs and wear and tear on the equipment.
(SEPTA website, March 20)
Washington, D.C. area
In an unprecedented move, the entire, Washington
Metro system was shut down for 29 hours as an emergency measure to enable all third rail power feeder cables to be thoroughly inspected and tested. WMATA had
been experiencing sporadic feeder cable fires over the
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past several years, culminating in a smoky fire that resulted in the death of one passenger aboard a train
trapped between stations in a tunnel near the L’Enfant
Plaza station on January 12, 2015. Following that incident, there was an intense effort to perform extensive
inspections and replacement of power cables found to
be in need of repair or replacement. Despite these efforts, WMATA suffered yet another power cable fire on
Monday, March 14, 2016 just outside of the MacPherson Square station, circumstances eerily similar to last
year’s fatal fire. Post-incident investigation showed that
the cable that had ignited recently passed this more
vigorous level of inspection. As a result of the uncertainty surrounding the integrity of the approximately 600
jumper cables in the system and the inability to insure
that another incident could be prevented, WMATA General Manager/CEO Paul Wiedefeld made the decision to
shutter the entire six-line, 91-station system for 29
hours to perform the necessary inspections to insure
public safety. The subway was closed from midnight
Tuesday, March 15 until 5 AM Thursday, March 17. The
inspections found (and repairs were made to) 26 feeder
cables and connector boots that were frayed and or
damaged to a degree that the tunnels they were located
in would not be allowed to carry trains at all. Four other
locations had damaged cables that were identified for
repair at a later time but were deemed not immediately
hazardous. The cables were all repaired or replaced,
and WMATA service resumed on all lines as scheduled.
(Metro, Railway Track & Structures, March 16-17)
Metro customers at four busy stations may notice
something new when they look down. Metro installed
floor decals on rail platforms at Metro Center, Gallery
Place, L'Enfant Plaza, and Union Station that show riders where a six-car train will stop on the platform.
The bright yellow 19-inch by 48-inch decals read "6
CAR TRAIN ENDS HERE" with an arrow directing customers to the boarding area. Metro's "Amplify" customer
community provided feedback on the design.
"This is a simple, low-cost, common sense step that
helps Metro customers and visitors know where they
should stand on the platform," said Metro General Manager and CEO Paul J. Wiedefeld. "We also hope the
decals will enhance platform safety by having customers better spread out on the platform and reduce — or
eliminate — running for the last door of a six-car train."
Metro operates a combination of 6- and 8-car trains,
all of which stop at the far end of the platform for safety
and consistency. When a six-car train arrives, customers positioned at the seventh or eighth car locations on
the platform have to walk forward to board the train
which, in turn, causes congestion at the last door and
increases boarding times.
Customers can determine whether an arriving train is
six or eight cars in length by checking the LED displays,
known as PIDS, on the platform.
Metro will evaluate the decals at the four stations before deciding whether to install them at additional stations later this year. (Mass Transit Magazine via
(Continued on page 12)
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WMATA, March 11)
Miami, Florida
Hitachi Rail USA officially opened its railcar assembly
plant in Medley, Florida (near Hialeah) on Thursday,
March 17, paving the way for the assembly of 136 new
rapid transit cars for Miami Metrorail, replacing the
same number of Budd-built railcars in use since the line
first opened in 1984. The original contract had been
awarded to AnsaldoBreda but was mired in contractual
controversy when CAF filed a lawsuit over improprieties
in the bidding and award process. When the bidding
process was repeated, AnsaldoBreda landed the contract and the company was subsequently acquired by
Hitachi Limited. Because of the two-year delay stemming from the forced re-bidding, the first cars are expected by December, 2017 with the $313 million order
completed by mid-2019. A full scale mock-up of the new
car reveals that from the side, the exterior will be relatively unchanged from the current fleet but the cab end
of the car body will feature a more rounded and sculpted capping colored mostly black with some silver borders and striping with the headlamp and marker light
arranged in a stylized configuration. (Railway Age,
March 17)
Chicago, Illinois
An empty eight-car Chicago South Shore Line singlelevel electric multiple unit (EMU) train derailed three of
its easternmost cars in Michigan City, Indiana as it was
being moved from the Carroll Avenue shops in Michigan
City to be placed into passenger service as train #600
around 5 AM Saturday morning, March 12. With damage to track and catenary systems at that critical location blocking all trains in the yard from reaching the
main line, service on the entire line was disrupted until
almost 6 PM that day when Train #508 departed the
South Bend Airport station at 5:45 PM headed west to
Chicago making all stops to turn around as train #511
departing Chicago’s Millennium Station at 9:15 PM, the
first eastbound train out of Chicago that day. Press reports from nwi.com show images of Nippon Sharyo-built
single-level EMU car 40 derailed on one of the crossover tracks outside of the Michigan City shops. Later
reports attributed the cause of the derailment to be the
picking of a switch by the train, derailing cars 40 and
16. NICTD offered its apologies to the South Shore
Line’s customers, many of whom had been relying on
the Indiana commuter rail line to travel to Chicago for
the annual tradition of green-dyeing the Chicago River
for Saint Patrick’s Day celebrations. Coincidentally, this
accident and service disruption occurred the day before
a special fare promotion was scheduled to begin, offering free westbound rides all day Sunday, March 13 and
after 9:30 AM on weekdays through March 18. (Chicago
Tribune, nwi.com, ABC7 news, March 12)
The Chicago Transit Board awarded lowest bidder
CSR Sifang America JV a contract on March 9 to supply
its next generation of railcars. The base order is for 400
12

of the 7000-series cars, with options which could take
the total build to 846 vehicles worth $1.309 billion.
The Chicago Transit Authority said the cars would resemble the 5000-series vehicles, with stainless steel
bodies, LED lighting and information displays, and a.c.
traction equipment. Following passenger feedback, they
will have a mix of forward-facing and aisle-facing seats,
“designed to ensure customer comfort while maximizing
passenger flow and capacity.”
Prototype cars are expected to be completed for testing in 2019, ahead of entry into service in 2020. The
7000-series will replace the oldest cars in the CTA fleet,
some of which are more than 30 years old; this is expected to reduce maintenance costs and energy costs
by $7 million a year. CTA has been in a drive to remove
the oldest of its railcars, including the last two families
of the High Performance fleet, the 2600 and 3200series.
Bidders had been asked to outline their recruitment
and training plans and detail the number and type of
jobs they would create. CSR Sifang America has committed to assemble the cars at a new plant in Chicago,
which represents an investment of $40 million and is
expected to generate 170 jobs. Chicago was previously
home to Pullman-Standard's famed passenger railcar
plant, which built numerous PCCs, the Amtrak Superliner Is, and New York City’s R-46 fleet. (Railway Gazette,
March 10)
The second phase of a major rehabilitation project at
the Wilson station was to begin on March 21. The station will remain open during this phase, and trains on
the Red and Purple Lines will continue to stop there.
Trains on the two lines will share one southbound track,
as they have since July, 2015. Southbound Purple Line
trains will stop at the station and at Sheridan only during
the AM rush, and they will no longer stop at Addison
during the AM rush. The number of station entrances
available to customers at Wilson will double during this
phase, and southbound Red and Purple trains will stop
at a new, modern, larger platform. Northbound trains
will continue to use the existing platform. This is a $203
million project and is expected to be completed in late
2017. (CTA website via Bob Hansen, March 14)
San Francisco, California
Altamont Corridor Express (ACE) Train #10, the last
train of the evening from San Jose to Stockton, struck a
tree dislodged by a landslide and derailed around 7:29
PM on Monday, March 7, sending the leading cab control coach careening off the tracks, down an embankment, and into the adjacent Alameda Creek. It occurred
near 5500 Niles Canyon Road, between the towns of
Fremont and Sunol, on a stretch of track known to be
prone to earth movement but not equipped with wayside slide detection equipment commonly used on rail
lines passing through mountainous or steep, hilly territory. 14 people were reportedly injured in the wreck; five
suffered minor injuries and four suffered serious but not
life-threatening injuries. The lead coach had 12 passengers aboard. All 14 reported injured people were taken
(Continued on page 13)
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to local hospitals. ACE service was suspended all day
Tuesday, March 8 as crews cleared the wreck and repaired the tracks. The torrential rains from a storm system affecting central California that day likely contributed to the landslide. (SFGate.com, March 8)
The first of 775 new cars for Bay Area Rapid Transit
(BART) departed the Bombardier manufacturing plant at
Plattsburgh, New York during the week of March 7, beginning a cross-country trip via flatbed truck to BART’s
maintenance facility at Hayward Shops, where it and
eventually nine other pilot test cars will be delivered for
testing. Upon completion of that process, the Plattsburgh plant will ramp up to full scale production rates to
replace the entire car fleet, many of which date back to
1972. BART anticipates the initial order of 775 cars to
be delivered from 2016-21, starting with 10 test cars in
2016 and 54 cars in 2017. BART is trying to secure the
funding to acquire a total of 1,081 cars to support a fleet
that will permit service increases and system expansions. (Editor’s Note by Ron Yee: Coincidentally, the exterior color scheme of the new BART cars, with a blue end bonnet, resembles that used in the PATH system’s PA-5 cars serving the New York City region.) (Progressive Railroading,
March 15)
A number of BART cars have become victims of power surges or spikes and have sustained damage to their
electrical systems. The damage to around 80 of the
cars began in late February and initially was attributed
to the cut-in of a new power substation near the Oakland end of the Transbay Tube. To rectify the problem,
that substation was taken offline. However, the problem
has resurfaced on a portion of the system far from that
Oakland substation, a section of line between the North
Concord and Bay Point stations. Around 50 cars sustained propulsion systems damage on Wednesday,
March 16, causing a temporary shortage of cars and
shortened consists system-wide, exacerbating the
crowding conditions already plaguing the system. Rail
service between North Concord and Bay Point was replaced by a “bus bridge” linking the two sections of the
line that still had rail service while engineering staff review the power systems to determine and correct the
cause of the power spikes. (AP, SF Gate, March 17)
Los Angeles, California
After five years in the making, the 11.5-mile extension
of the Gold Line to Azusa serving the Foothills finally
opened on March 5, at a cost of about $1 billion to construct. From Union Station it takes about 50 minutes to
ride to the APU/Citrus College station.
There are many firsts associated with this project:
First train project built totally with taxpayers dollars from
Measure R, a half-cent transportation tax passed by
voters in November, 2008. It is also the longest train in
Metro’s arsenal. It now runs 31 miles. While rail service
is nothing new to the foothills, it will be a resumption of
service that ran until the early 1960s. Like other passenger trains, it will bring newcomers and recognition.
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In a world in which the automobile, driven on millions
of miles of roads and concrete freeways, dominates, a
passenger train is both a throwback to the past and a
nod to the future, offering an alternative to driving in
what has become increasingly thick traffic on the 210
and 10 freeways.
Here is how, when, and perhaps why things progressed:
● July 26, 2003: Gold Line Phase 1 (Los Angeles to
Pasadena) begins passenger service. This line runs
from Union Station to the Sierra Madre Villa station
in east Pasadena. Passengers fill up a parking
structure at SMV often by 7:30 AM and walk across
the westbound 210 Freeway and down the stairs to
the train platform. Starting off slowly, passenger
ridership grew to 46,000 a day. It is the only line in
the Metro (Los Angeles County Metropolitan Transportation Authority) system that has increased every year it has been in operation
● June 26, 2010: Gold Line Phase 2A (Pasadena to
Azusa) groundbreaking. In more than five years,
workers laid 28 miles of track, relocated 4 miles of
freight track (mostly near MillerCoors in Irwindale),
and built 24 bridge structures and 14 at-grade
crossings
● December, 2012: Gold Line Bridge completed. This
has been called the largest piece of working art in
the world. The $18.6 million dual-track bridge was
designed by Andrew Leicester. The motif of two,
25-foot tall, 17-foot diameter sculptural baskets
made of concrete are references to the indigenous
peoples who lived in the San Gabriel Valley before
the first white or Hispanic settlers. The bridge provides a connection between the existing Sierra Madre Villa station and the Arcadia station
● October, 2014: Track completed. Some of the most
difficult aspects were making sure the bridge fit right
and relocating freight lines
● June, 2015: Maintenance Yard/Operations Campus
in Monrovia completed at a cost of $265-million.
Located just south of the 210 Freeway in Monrovia,
the 132,000-square-foot Main Shop Building was
designed and built to meet the U.S. Green Building
Council’s Leadership in Energy & Environmental
Design (LEED) Gold Standard. The facility will use
35 percent less water and 32.5% less electricity
than a typical building of its kind. The yard has multiple tracks and can hold 84 light rail vehicles and
200 operations and maintenance staff
● September 23, 2015: Substantial completion of
Phase 2A; turned over to Metro Sept. 24. Because
the project was completed on time and on budget, it
was rapidly turned over to Metro for train testing
● 2017(?) Breaking ground on next phase, Azusa-toMontclair segment. The Gold Line Authority is working with $69 million in residual funds on final designs. Most of the $1.2 billion project is unfunded.
(Pasadena Star-News via San Gabriel Valley Trib(Continued on page 14)
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Montreal, Quebec, Canada
Discussions on whether to construct light rail lines on
the new Champlain Bridge connecting Downtown Montreal to Trudeau Airport and the West Island are about
to start between the city of Montreal and the Caisse de
dépôt et placement du Québec, but in secret.
Montreal’s city executive committee passed a resolution on March 16 approving a confidentiality agreement
with the province’s public pension fund manager, which
the Quebec government authorized last year to take
over the planning for the two light-rail lines from
the Agence métropolitaine de transport (AMT).
The Caisse has created a subsidiary, CDPQ Infra, to
manage the two projects. The projects were the subject
of studies carried out by AMT and the city, and the information in them is confidential, an executive summary
accompanying the resolution says. The city had a nondisclosure agreement with AMT as well, it adds.
The first step in the discussions between the city and
CDPQ Infra is a mutual confidentiality agreement before
they discuss the results of the studies, the summary
says. Signing such an agreement, it says, is normal
practice on major projects.
The province has estimated the two transit lines
would cost $5 billion. (Montreal Gazette, March 16)
Toronto, Ontario, Canada
To alleviate chronic overcrowding on the Route 504
streetcar operating along King Street that has been
causing service delays, a new route, which would be
called Route 514/Cherry, is being proposed to supplement Route 504 starting June 19 if the Toronto Transit
Commission’s Board approved the plan during the week
of March 21 (it was not known at press time whether the
plan had been approved). In essence, the route would
be, in old streetcar operation vernacular, a “short-turn”
operation that would provide added service to the most
heavily utilized portion of Route 504 between Dufferin
Street to the west and Cherry Street to the east. Route
504 would continue to operate on a 10-minute headway
at all periods of the day, every day, with 4-5 minute
headways during the peak hours. The new Route 514
would operate on a 8-9 minute headway during peak
periods and every 15 minutes during the off-peaks. An
added bonus to increasing capacity is the intent to operate Route 514 with the new Bombardier Flexity LRVs,
replacing Route 511/Bathurst as the third route to receive the new cars following Route 510/Spadina and
Route 509/Harbourfront. Route 511 would be the fourth
line to receive the new LRVs. (CBC News, March 16)
Speaking of the new Flexity LRVs, Bombardier has
committed to an accelerated production schedule that
will permit the delivery of four LRVs per month beginning in April and achieve a total of 54 new cars delivered by the end of 2016. The 16th car was placed in service on February 19 and deliveries had stopped due to
production issues at the plant in Mexico that assembles
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and welds the pieces of the carbody. The 17th car was
expected on March 29. TTC still expects all 204 cars on
order to be delivered by 2019. (The Star, March 14)
In response to initially low and then continually declining ridership numbers, Union-Pearson Express reduced
its fares from $27.50 to $12 without a Presto fare card
and from $19 to $9 with the card. In addition, in an effort
to fill empty seats, people wishing to ride the train to two
intermediate stations the trains stop at on the Kitchener
Line, Dundas West at Bloor and Weston, would pay the
regular GO Transit fare, $4.71 to and from Bloor and
$5.02 to and from Weston. Ridership had fallen off to
barely 2,200 passengers per day for the 25-minute ride
with trains operating on a 15-minute headway, attracting
much consternation from the public for a service that
cost C$456 million to build. Impediments to the line
reaching even its modest initial ridership goals of 7,000
daily customers include a longer-than-expected walking
distance from the downtown hotel and business districts
centered on Yonge Street, and ongoing construction at
Union Station as it undergoes a rebirth and expansion,
creating a less than ideal environment for pedestrians.
Daily ridership has spiked from 2,200 up to 5,300
boardings as a result of the fare cut. 83% of the riders
were airport travelers and 17% were local GO Transit
riders. Surveys of the ridership on Wednesday, March
16 showed that 40% were new riders. UPX officials are
working on improved signage directing customers to the
UPX station platform near Union Station to further increase ridership. (Toronto Star, February 23 and March
17)
England
A new Railway Group Standard in the United Kingdom
covering audibility and visibility came into force on
March 5, removing the requirement for trains on the
national network to have yellow front ends.
Industry safety body RSSB said headlamp technology
had improved since the requirement for a yellow panel
was introduced the 1950s, when it had been found that
diesel and electric trains were quieter than steam locomotives.
Vehicle owners and operators must ensure sufficiently
visibility, which for new and modified vehicles includes
fitting headlamps complying with the Technical Specification for Interoperability for Locomotives & Passenger
Rolling Stock. A yellow front end is still required for
trains without the new arrangement of headlamps, and
the specification for the yellow panel is still provided in
the new standard GM/RT2131 where this is found to be
good practice.
RSSB said the change means owners and operators
are now able to “make their own informed choice” about
front end color, subject to a risk assessment and consultation with all affected parties. Colors associated with
signal aspects or with high-visibility clothing should be
avoided.
However, little is likely to change in the short term, as
the majority of existing vehicles with yellow front ends
are likely to keep them as they do not comply with the
(Continued on page 15)
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TSI headlamp requirements.
On-track plant still has to be yellow, and forwardfacing surfaces on shunting locomotives and snowplows must still be painted yellow with black diagonal
stripes where it is reasonable to do so. (Railway Gazette, March 12)
Germany
Transdev has placed a €115 million order for 28 Alstom Coradia Lint diesel multiple-units, which its Bayerische Regiobahn subsidiary is to use starting in December, 2018 on Dieselnetz Augsburg I services from Augsburg to Landsberg and Füssen and from München to
Füssen.
The order announced by Alstom on March 11 covers
four Coradia Lint 54, five Coradia Lint 81, and 19 Coradia Lint 41 DMUs which are to be built at Salzgitter.
These 140 kilometer-per-hour units will have capacities
of between 225 and 485 passengers, a first class area,
a multi-purpose area for wheelchairs, bicycles, and
prams, an accessible toilet, a “large number” of luggage
racks, a real-time passenger information system, and
CCTV.
Transdev GmbH Management Board Chairman Chris-

tian Schreyer said Coradia Lint DMUs had “proven
themselves with different Transdev businesses in the
past,” and the operator “wanted to stick to the modern,
passenger-friendly, and reliable trains from Alstom.” (Railway Gazette, March 11)
Israel
Israel Railways has exercised an option for an additional 60 Bombardier Transportation Twindexx Vario
push-pull coaches, and called tenders for the supply
and maintenance of 60 double-deck electric multipleunits.
The €106 million firm order announced on March 21
has been placed within an October, 2010 framework
contract with Bombardier. Deliveries are scheduled to
run from March, 2017 to July, 2018. The push-pull
coaches will operate with Traxx a.c. electric locomotives
that ISR ordered in 2015 as part of its 25,000-volt,
50 Hz electrification program.
The order will take ISR’s total fleet of Bombardier double-deck coaches to 425 vehicles.
The separate call for tenders covers 60 four-car and
six-car EMUs. A proven design is required, which
should be suitable for 160 kilometer-per-hour operation
on regional and “inter-city comparable” routes of up to
300 kilometers. (Railway Gazette, March 21)

WORLD TRADE CENTER PATH STATION OPENS
by Andrew Grahl
(Photographs by the author)
Designed by architect Santiago Calatrava, the new
$4.4 billion PATH World Trade Center station opened
shortly after 3 PM Thursday, March 3, 2016. This monumental station, which is ten years late and $2 billion
over budget, improves access today to lower Manhattan
for 100,000 daily PATH riders. Calatrava envisioned a
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bird being released from a child’s hands when creating
the design. The station features a cavernous hall called
an Oculus complete with a 350-foot long skylight and
future retail space. Later in 2016, access to NYCT’s
Fulton Street Transit Center will also be possible.
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comply with all Americans with Disabilities Act (ADA)
requirements. New York City plans to spend $55 million
for 10 new ferry landings and rehabilitating 6 existing
landings, and has budgeted $30 million in subsidies to
bring the fare down to $2.75 from the current $4
charged by East River Ferry. However, there will be no
free MetroCard transfers to MTA buses and subways.
The city expects the per-ride subsidy of a ferry passenger will be $6.60, compared with an almost $8 subsidy
for a LIRR rider and $15 for express buses. The Rockaways (Queens), Astoria (Queens), and South Brooklyn
routes are scheduled to begin around Summer, 2017.
The Rockaways route will connect to the Brooklyn Army
Terminal and Wall Street; the Astoria route will connect
to Astoria, Roosevelt Island (Cornell Tech), Long Island
City, E. 34th Street, and Wall Street, and the South
Brooklyn route will connect Bay Ridge, Brooklyn Army
Terminal, Red Hook, Brooklyn Bridge Park’s Pier 1 and
Pier 6, and Wall Street, with an optional link to Governors Island. The Soundview (Bronx) and Lower East
Side route will begin in 2018 with routes connecting Coney Island and Stapleton (Staten Island) still in the planning stages. Travel times from the Wall Street ferry
landing are expected to be an hour to the Rockaways
with one intermediate stop, 38 minutes to Astoria with 3
stops, 48 minutes to Bay Ridge with 4 stops, and
Soundview in 43 minutes with 2 stops. The only downside to this plan is that New York Water Taxi, with its
iconic yellow ferryboats, will likely cease operations as it
will be unable to lower its $4 fare to compete with a citysubsidized ferry service, resulting in the loss of 200
jobs. (Editor’s Note by Ron Yee: The ferries should be a major hit with commuters, and at 149 passengers per boat, they
will probably have to turn away passengers seeking shorter
travel times to many destinations that the current combination of subways and buses cannot match, for the same fare.)
New Senior Vice President for Subways
MTA New York City Transit announced Wynton Habersham as Senior Vice President for Subways on
March 17. He had been serving as acting SVP for Subways since the December, 2015 retirement of Joe Leader. A 33-year veteran employee at NYC Transit and son
of a subway Conductor, he began his career in the signals division and worked his way up to Vice President of
Maintenance of Way, which, during his tenure, saw a
significant decrease in fires and employee accidents.
He was the Vice President and Chief Officer for Service
Delivery prior to his current position. Challenges awaiting him include the successful and on-time opening of
Phase One of the Second Avenue Subway scheduled
for December, on-going Hurricane Sandy-related Fix &
Fortify work to protect the system from future superstorms, implementation and expansion of Communications-Based Train Control (CBTC), replacing antiquated
signal and power equipment, integrating new subway
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cars into the fleet, and expanding underground cell
phone and Wi-Fi service to meet the needs of today’s
customers.
New Senior Vice President for Capital Program
Management
John F. O’Grady has been named Senior Vice President for Capital Program Management by NYC Transit
after acting in the position over the past several months.
O’Grady, who succeeds the retired Fred Smith, has 27
years of experience at NYC Transit. Most recently, since
2013 he was Vice President and Program Executive of
Infrastructure and Facilities/Recovery and Resiliency, in
charge of NYC Transit’s Fix & Fortify program to repair
the subway system after Hurricane Sandy and prevent
future flood damage.
M Rehabilitation to Start in 2017
NYC Transit announced two major projects that will
have significant impacts on M in 2017. Two sections of
M over the old Myrtle Avenue “L” have deteriorated to
the point that they are becoming structurally unsafe.
There is a badly deteriorated steel bridge between
Fresh Pond Road and the Metropolitan Avenue terminus of the line that needs to be replaced. Phase One,
which will see the replacement of that bridge, will take
two months during the Summer of 2017 when Christ the
King High School, adjacent to the Metropolitan Avenue
station, is in summer recess to minimize disruption to its
students who rely on the line to reach the school. M will
be replaced by buses between Myrtle Avenue and Metropolitan Avenue. The buses will operate over two
routes serving the stations that are closed while a third
bus route will connect the Flushing Avenue JM station
with Metropolitan Avenue with one intermediate stop at
the Jefferson Street L station. Phase Two will occupy
the next eight months until the Spring of 2018 and enable repairs to be made to the deteriorated Bushwick
viaduct linking the line with the Jamaica “L.” During that
time, M will operate as a shuttle train service between
Metropolitan Avenue and Wyckoff Avenue to offer connections to L, and a shuttle bus route will operate between the Wyckoff Avenue and Myrtle Avenue stations,
offering connections with J/Z and L. During this entire project, M trains will be rerouted east of Myrtle Avenue and terminate at Broadway Junction with peak hour
frequencies reduced by 25%. All of this repair work will
insure that the infrastructure of M between Myrtle and
Metropolitan Avenues will enable the line to continue to
offer reliable service for its 60,000 weekday riders.
(Editor’s Note by Ron Yee: These repairs will also insure that
this line will be able to serve as one of the alternative rapid
transit routes for L customers when the repairs to the Canarsie Tubes commence sometime around 2019; they may
take nearly four years to complete.)
The project also includes construction of a two-car
inspection and repair shop in Fresh Pond Yard, since
the car fleet assigned to the shuttle train service will not
be able to access M’s regular inspection/repair facility,
East New York Shop.

ERA BULLETIN — APRIL, 2016

TOUR OF TURKEY
by Jack May
(Continued from March, 2016 issue)
(Photographs by the author)
Saturday dawned with blue sky and sun, and so after
consuming our breakfast, served in the lounge next to
our room , we were off and running. Konya is a historic
city, the seat of an important Islamic sect, the Mevlevi,
whose adherents ceremoniously worship Allah by
spreading their arms and spinning, hence the wellknown whirling dervishes. Konya is a center for pilgrimage, and as such has a large number of worthwhile attractions. Clare had worked up a nice schedule of museum visits, while I would ride the streetcars. We decided to meet back at the hotel at 13:00, to get an early
start on the next part of our motor journey.
We had visited Konya in 2001, so I was already familiar with streetcar operations in this city of 1 million, and
it was just a short walk to the layover station of this oneline system, adjacent to the loop around Aladdin Hill. I
am quite fond of traditional tramways, and this one certainly fits the bill. The 13.1-mile-long suburban line operates mainly in center reservation, and uses traditional
single-ended Duewag articulated cars. These are the
types of streetcars that were just being introduced in
Germany and Austria on my first European trip in 1960,
and then became ubiquitous for the next 3 decades.
While they are mostly gone from the properties that
originally purchased them, it is good to see them live on
to provide excellent service in less advanced countries.
These particular 8-axle single-end cars were built for
Koln, probably in the early 1960s, and sold to Konya for
the inauguration of its express tramway in 1991. And
express tramway it is, with 36 stops and a fast, snappy
operating culture.
This was the “Children’s Day” holiday weekend and
service on this Saturday morning was being operated at
a 3½-minute headway. Almost all the cars had Turkish
flags attached to their front dashes, which blended in
nicely with the company’s “traction” white with red striping color scheme. There are plenty of good photo locations along the line, with the long loop at the outer end
itself having a couple of stations and several layover
tracks. One station is named MTA, which does not
stand for Metropolitan Transportation Authority. The in-

ner portion of the route is surrounded by stately apartment buildings, while much of the outer section consists
of fields, dotted with clusters of high-rise commercial
and residential buildings. Portions are adjacent to a major arterial highway, and there are overpasses crossing
both the streetcar tracks and the busy road. At one
point the line crosses over TCDD’s brand new highspeed rail line, on which service did not begin until a
few months after our visit.
The tramway is always busy, as it serves the city’s bus
terminal and university. In fact there is a cutback loop at
the Otogar (bus station) about halfway along the line.
Fare collection is interesting. Smart cards are used,
which are sold at kiosks adjacent to most car stops. The
busiest platforms are enclosed, with entrance turnstiles
supporting station fare collection. They have automatic
elevator-type doors that open only when cars are at the
stop with their entrances lined up. This allows all doors
to be used, enabling the crowds on the platform to be
swallowed up easily into the large articulated cars. Platforms at most stations, however, are open, and boarding passengers use the front doors, tapping their fare
cards under the watchful eye of the tramcar’s operator.
We duly met back at the hotel at 12:30, and moved
our bags outside while I went for the car. Unfortunately,
I could not leave the garage on the same side I entered,
and after paying the charges I found myself on streets I
had never seen before. It took me about a half hour to
return to the hotel, as I lost my way several times in the
maze of one-way local alleyways. Clare, of course, was
quite frantic when I finally pulled up to the door. But we
did finally get onto the road.
Editor's Note: Since Jack wrote this trip report, Konya has
added a new line and replaced its rolling stock with 60
new Skoda model 28T 100 percent low-floor LRVs from the
Czech Republic. Many of the Duewags, built 1963-5, have
since been sold to Sarajevo, the capital of BosniaHerzegovina, where they started a third career replacing
equally ancient Tatra PCCs (which in turn had replaced ancient Washington, D.C. PCC cars).

(Continued on page 18)
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(Continued from page 17)

An inbound car has just discharged its passengers at the Kültür
Parkı terminal in the center of Konya. The operator changes the
rollsign at this station to designate the outer terminal of the line,
but the car will first circle Aladdin Hill and stop here again before
heading out to Selçuk University.

As the tramway approaches the center of Konya, it runs along Ahmet Hilmi Nalcaci Cd., an attractive thoroughfare lined by modern
apartment houses. Note the Turkish flags on the dashes, signifying
a holiday. The tramcars’ color scheme blends well with the national
flag.

An inbound car photographed from a pedestrian overpass that
crosses over Nalcaci Cd.

Much of Konya’s tramway is at the side of Yeni Istanbul Cd, an
arterial road that eventually becomes highway D330.

An inbound car near the outer end of the line, where much room
for development still exists.

A pair of cars pause at one of the busier stations on the line. The
platform on the outbound side is open, but passengers must usually pay their fares before entering the enclosed inbound platform. The sliding doors that allow access to the cars when they are
lined up properly with the vehicles’ entrances close when the tram
moves on. But if there is no agent present, which occurs during
quiet periods, the doors remain open.
(Continued next issue)
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NEW YORK CITY SUBWAY CAR UPDATE
Subdivision “A” News
By the end of February, just two trains of existing R142As (7571-90) remained on 6 that were destined to
be shipped to Kawasaki Rail Car in Yonkers for
“conversion” to CBTC-capable R-188(C)s, with 7571-5
observed in revenue service there as late as February
26. At the end of the month, cars 7566-70 were awaiting
shipment at the 239th Street facility (where cars are taken in and out by flatbed truck), while others below that
number were already in process, or back in service on
7. Moving to KRC since the end of September, 2015
were the following: 7501-15 in October, 2015; 7516-30
in November; 7531-40 in December; 7541-55 in January, 2016; and 7556-65 in February. Since the autumn
of 2015, one 4-assigned train of (Bombardier) R-142 or
(Kawasaki) R-142A/R-142S equipment has usually
been found making a morning rush hour run on 6. Reportedly this equipment is most often put in from either
Mosholu or Concourse Yards, enters service as a Lexington Avenue Local at 149th Street-Grand Concourse,
and makes at least one round trip back to Parkchester
or Pelham Bay Park before returning to its home route.
On December 23, 2015, one 5-car R-142S link (774650) was formally relocated to the Westchester facility
and outfitted with 6 strip maps inside, but the balance
of the Pelham-based R-142A fleet has otherwise been
unchanged since the last Update in 2015, with 75717655 remaining as of February 29 to yield an overall
fleet of 90 cars, or a maximum of nine New Technology
trains.
Deliveries of R-188(C) and R-188(C1) cars since last
Fall included 7466-80 plus 7924 and 7925 during October, 2015; 7481-90 plus 7926 in November; 7491-7510
plus 7927 and 7928 in December; 7511-20 plus 7929 in
January, 2016; and 7521-35 plus 7930 in February. (Re)
-starting their service careers on 7 in this period were
7441-50 plus 7922 on October 5, 2015; 7451-60 plus
7923 on October 26; 7461-70 plus 7924 on November
2; 7471-80 plus 7925 on November 28; 7481-90 plus
7926 on December 28; 7491-7500 plus 7927 on January 18, 2016; and 7501-10 plus 7928 on January 29.
Cars 7516-20 plus 7929 were accepted in the company
of 7521-5 on February 29, but not placed in service immediately. They were awaiting completion of the “burnin” (500-mile pre-service simulation) phase of cars
7511-5 and 7526-30 plus 7930, which would enable all
four sets to be numerically matched in consecutive order when they do begin carrying passengers in March.
On or about February 6, the first “mixed” train composed of veteran R-188(C) and (C1)s 7486-90 plus
7926 and R-188(N)s 7881-77 entered revenue service
on 7. This tendency should continue through 2016 as
the new equipment gains in experience and the confidence of NYCT.
The transfer of R-62As from 7 to 6 has abounded
correspondent to the (re-) entry of R-188s during the
19

past five months. The first linked set to be relocated
was 2096-2100 on October 6, 2015, followed by 205155 with 2136-40 on October 13; 2031-40 as a complete
train on November 1; 2111-15 on November 20; 208690 on December 3; 2056-60 and 2146-50 on December
13; 2121-5 on December 19; and 2046-50 on December 28. On New Year’s Eve (December 31), single-unit
R-62As 1921-5 were dispatched from Corona (7) to
Westchester (6) as a matched set, that is coupled and
not linked. They were followed by singles 1916-20 in
similar fashion on January 30, with link 2026-30 finally
thrown in as well. The latter had been bypassed in the
numerical grouping since its use as half of an “adthemed” 7 consist last summer. Cars 1961-5 returned
to 6 from a spell at 207th Street Shop by November still
coupled together and not linked as had been anticipated, a form that is expected to be assumed in time by
Corona-based singles 1901-5 and 1911-5 as they are
readied for transfer to Westchester. Beyond those, it
would not be possible to marshal the cars in five-car
numerical sets without moving them between 7 and
S/Grand Central Shuttle. In any case, at the end of
February there remained 40 unitized R-62As on 7 (8
five-car links) along with 29 single units, though of the
latter cars 1911-5 had not appeared in passenger service since January. On any given weekday there were
about five trains of R-62As remaining on 7, with perhaps one or two on weekends. Separately, R-62 train
1371-5 and 1556-60 was briefly spied on 1 in late December, 2015, but proved elusive and was back on 3
by mid-January, 2016. Cars 1406-10 arrived on 1 in
mid-February to be mated with the “spare” set of 1431-4
and 1438, being followed by 1541-5 at the end of the
month. It appears that 1456-60, which had been stationed at 240th Street (1) since May of 2014, may have
finally gone back to its “home” at Livonia (3).
Subdivision “B” News
As of December 7, 2015 R-160Bs 9183-92 had again
returned from Coney Island (NQ) to Jamaica (EF,
sometimes R), a transfer compensated by the movement of R-68s 2776-83 from Concourse (D) to Coney
Island (BG, sometimes N). These consistent variations to regular equipment assignments have been unchanged since our last look at the end of September,
2015: R-46s on F, R-68As on G, R-68s and/or R-68As
on N, and Jamaica R-160s on R. All occur just about
every weekday in limited quantity, fluctuating between
one and four trainsets on each line. J/Z have been
dominated by Phase I R-32s throughout the Fall and
Winter, supplemented by the six remaining trains of
Morrison-Knudsen-overhauled R-42s and a handful of
R-143s borrowed from L. What has grown to be surprisingly rare are sightings of R-160A-1s on J/Z,
(Continued on page 20)
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Around New York’s Transit System
34th Street-Hudson Yards Station Has Leaks
The new 34th Street-Hudson Yards station of 7’s $2.4
billion extension has been experiencing constant leaks
since it opened, mostly stemming from waterproofing
issues within the complex, causing ceiling leaks that
have forced the closure of the station’s toilets until further notice and sometimes over half of the escalators to
be shut down on a rotating basis for maintenance. The
constant seepage is also causing the white ceiling panels in these sections to become moldy and discolored.
This past winter, the seepage frequently froze, causing
even more issues for the escalators as well as slip-andfall hazards for the station’s users. Despite the fact that
the entire neighborhood being developed over and
around the new station has yet to open for occupancy,
the resulting shortages of escalators have actually resulted in passenger queues for the ones that are still
functioning, an absolute necessity since the station’s
fare control mezzanine is over 90 feet above the level of
the station’s lower mezzanine located directly above the
platform. The primary contractor, Yonkers Contracting,
has hired a waterproofing specialist for $3 million to remediate the issues that have cropped up in the six
months since the station opened on September 13,
2015. As part of the station warranty, MTA is expected
to hold Yonkers Contracting responsible for the costs
associated with fixing the leaks. (Editor’s Note by Ron

Yee: I have always suspected that this station would have
issues with the street level escalators leading down to the
upper mezzanine having to deal with blowing snow and
tracked-in, salt-laden snow from the boots and shoes of passengers walking in from the streets that end up on the escalator treadles, despite the covered headhouse. Unless the steps
or escalator apparatus was equipped with a heating system, I
foresaw those escalators having problems just from snow,
never mind poor construction.)
Citywide Ferry Service Announced
New York City Mayor Bill DeBlasio announced the
formation of citywide ferry service, which is slated to
begin operations in the summer of 2017 and expand to
the full expected scope of its service region serving 21
ferry landings around the city serving an estimated 4.6
million trips per year with six specific routes covering 60
miles of waterways for the price of a subway or bus
ride, currently $2.75. San Francisco-based Hornblower,
Incorporated was selected as the operator of this new
service, which is expected to create 155 jobs. It will also
absorb the operations of a current ferry operator, East
River Ferry. The new fleet will be composed of at least
18 high-speed, environmentally friendly, fuel-efficient
boats featuring a hull design that will generate a minimal wake. Each boat will have a minimum capacity of
149 passengers, be equipped with on-board Wi-Fi, and

New York City Subway Car Update

1 group at East New York (JZ, L, M) as well as one
train of R-188s (lead cars 7371 and 7380) on 7.
By February 29, the restoration of R-46s 5742-5, late
of the May, 2014 Queens Boulevard Line derailment,
was about complete and it was awaiting its first operational testing. A similar state was also enjoyed by
Sandy-victimized R-160B set 8738-42, which was finally
ready for its pre-service testing after an extensive (and
largely unanticipated) electrical reconstruction at Coney
Island Shops. Both should be ready to resume work in
the second or third quarter of 2016. R-143s 8277-8280,
which have been sidelined since a 2006 derailment at
Rockaway Parkway, have physically been put back together as a 4-car unit (still located at 207th Street) but
are in need of some component replacement to become
operational. East New York-assigned R-160A-1 sets
8313-6 and 8377-80, which have been set up as a test
train, continue to be employed by the Engineering Department as specifications are developed for the future
installation of CBTC on the Queens Boulevard Line by
early in the next decade. It is still often found roaming
the unused express tracks between Bergen Street and
Church Avenue in Brooklyn, or resting between runs at
Coney Island or Jamaica Yards.

(Continued from page 19)

though they do continue to be used in small numbers on
weekdays, and have a much greater presence off-peak.
Speaking of the Morrison-Knudsen-overhauled R-42s, it
is somewhat telling, relative to the status of the nascent
R-179 acquisition, that the surviving 50-car mini-fleet
began cycling through Coney Island Overhaul Shop for
yet another round of SMS work in November. A number
of components are being renewed (but not necessarily
completely rebuilt) as a result, while a coat of fresh silver paint is being applied to the fiberglass end bonnets
and along their trademark, rusting gutter lines above the
windows. Also continuing to pass through CIOH for
“strong, ongoing maintenance” are select examples of
MTA Staten Island Railway’s R-44(SI) series, with 399,
404, and 414 having crossed over the VerrazanoNarrows Bridge (on a flatbed trailer, of course) as of
January, 2016. One other news note tells us that beginning in January, rolling stock with operational,
“upgraded” (digital) CBTC equipment is denoted by orange strips beneath the number boards on the “A” (cab)
cars at the ends of each unit. These can be witnessed
on select R-143s and members of the 8317-76 R-160A-
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MUNICIPAL OPERATION OF WILLIAMSBURG BRIDGE
TROLLEY CARS
by Bernard Linder
(Continued from April, 2016 issue)
Since December 1, 1920, the City of New
York had been operating trolley cars on several lines in Staten Island. Three years later,
the city tried to advance its program of municipal operation by operating its own local
trolley service across the Williamsburg
Bridge. BMT had been operating through and
local service for more than a decade, but
refused to participate in joint service.
BMT bridge cars stopped running at 2 AM
December 1, 1923 and the company shut off
the power immediately. Municipal cars could
not start running until power was supplied
from the city’s substation under the bridge.
The first municipal car ran at 3:45 AM with
Commissioner Whalen operating and city
officials riding in the car.
The Department of Plant and Structures
acquired a fleet of little Birneys and old 10window Second Avenue Railroad box cars
that the company rebuilt for municipal opera-

tion. Similar Staten Island Birneys and box
cars were transported on the Staten Island
ferry to Brooklyn for repairs. Brooklyn and
Staten Island cars were interchanged frequently until Staten Island service was discontinued on July 31, 1927, after which 13
Birneys were transferred to Brooklyn.
Commissioner Whalen was the motorman
on the first Manhattan-bound car. When it
returned to Brooklyn, he was the ticket seller
and he accepted old BMT bridge tickets,
which were redeemed by BMT. Fares were
three for a nickel or two cents cash. Cars
were crowded because the small municipal
cars accommodated slightly more than half
of the passengers transported by the big
BMT cars.
Following is a comparison of the service
operated before and after the changeover to
municipal operation:
RUSH HOUR

OPERATOR

APPROXIMATE DATE

CARS PER HOUR

NUMBER OF CARS

PERCENT
OVERLOAD

—

CAPACITY

260

—

—

BMT

November 8, 1923 maximum

181

N/A

N/A

BMT

Last week—November,
1923

(A)

N/A

50

Plant and
Structures

First week—December,
1923 (Whalen’s report)

150

50

N/A

Plant and
Structures

First week—December,
1923 (official tally)

130

47

200

(A) 156 cars AM rush, 174 cars PM rush

(Continued on page 4)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from April, 2016 issue)
In time for the start of the 1877 construction season,
Corbin’s group had also secured the rights to a pair of
dormant railway franchises that were originally incorporated for reasons entirely separate from the needs of
the New York & Manhattan Beach, but provided a basis
for further expansion. One was the Glendale & East
River Railroad, a scheme generated by forces of the
former South Side Railroad in the early 1870s as an
antidote to its anticipated loss of the original Williamsburg terminal. It encompassed an entirely new alignment from the Bushwick Branch, near the English Kills
Canal (just east of Morgan Avenue), to a waterfront terminal in Greenpoint, which by that time was the last plot
of land along the East River in Brooklyn that had not yet
been claimed for use as a railhead. The other was actually an unused part of the Brooklyn & Rockaway Beach
(Canarsie) Railroad, the same summer excursion line
that provided the origin for today’s L train of MTA New
York City Transit. Held since 1871, this franchise had
granted B&RB the right to extend its trackage, with certain restrictions, from the end of its line at East New
York toward the LIRR terminal at Hunters Point in Long
Island City. For its part the recreational excursion railway never seriously entertained actual construction given its modest role and correspondent resources, but
just by coincidence, the sanctioned alignment would
have crossed the South Side’s Bushwick Branch near
the English Kills Canal. Together these two elements
created a perfect basis for the New York & Manhattan
Beach to keep going from East New York toward a second, attendant pier on the East River, this one in a
prime position to catch ferry boats full of patrons from
Manhattan’s Midtown and (neophyte) Uptown precincts,
about six miles upriver from Bay Ridge. When work did
begin, unlike the relatively smooth circumstances
through which the section from Bay Ridge to East New
York was created, there developed lengthy feuds between the aspiring railway company and various public
and private parties who were disinclined to cooperate at
a few well-placed locations, including its much-needed
terminal!
These situations proved in the end to be little more
than a series of inconveniences in the overall scheme of
things and were all concluded satisfactorily, but nevertheless the line’s Greenpoint augmentation was not
opened until its second season. Placed in service on
May 16, 1878, the extension was double-tracked in its
entirety, following a series of curves from East New York
to Cooper Avenue as it avoided the westerly edge of the

huge Cemetery of the Evergreens. It then tip-toed along
the Brooklyn-Queens boundary to an off-street alignment between Wyckoff and Irving Avenues in Bushwick
and went cross-lots in East Williamsburg to intersect the
former South Side’s Bushwick Branch at “South Side
Crossing” (Varick Avenue). The new narrow-gauge railway then crossed the busy horsecar lines that followed
Metropolitan and Grand Avenues just past the English
Kills Canal and veered southwestward at Morgan Avenue to pick its way between Richardson and Frost
Streets in a small piece of Williamsburg. It again
crossed horse car tracks on Humboldt Street and Graham Avenue and then finally resumed a northwesterly
progression to the hard-won Greenpoint depot by using
N. 15th Street, where it crossed yet another horsecar
line at 5th Street and finally entered the terminal at the
corner of Quay and West Streets. Way stations were
located at some of the logical cross-connection points
along the way: Humboldt Street, Grand Street, and Myrtle Avenue, each near a surface car crossing; and at the
South Side Crossing (also known as “Evergreen”)
where it met the Long Island Rail Road’s then-stillnoteworthy Bushwick Branch. At the same time the rest
of the New York & Manhattan Beach system, including
its namesake branch, was double-tracked from end to
end, a useful trait given its beach-oriented traffic volumes at this early stage. Combined with the Kings
County Central Railroad, another short-lived narrowgauge line that had opened on June 29 to feed patrons
from the “Brooklyn City Line” through Flatbush to a
transfer station next to the stop at Flatlands, the New
York & Manhattan Beach burst upon the “summering”
scene in all the right social circles and enjoyed an
astoundingly successful second season, having
reached its first stage of completeness.
A couple of other stops were added to the company’s
Greenpoint extension on July 14, 1878 to embody two
more horsecar connections, one at DeKalb Avenue in
Bushwick and another at 5th Street (Driggs Avenue) in
Greenpoint itself. Such locations then tended to come
and go in succeeding years as patronage see-sawed,
but by October of 1882, when its fifth and final season
as a narrow-gauge line concluded, there were 15 stations overall, handling as many as 1¼ million annual
passengers. After a steady build-up, the line’s highest
point of ridership as a narrow gauge operation was
quoted at 1,227,579 persons in the 1880 season, before
settling back to 945,871 in 1881.
(Continued on page 3)
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NAME
th

(Continued from page 2)

STATIONS OF THE NEW YORK & MANHATTAN
BEACH IN THE NARROW GAUGE ERA, 18761882
NAME

LOCATION

OPENED

Bay Ridge
rd

3 Avenue

65 Street
Ferry
rd

3 Avenue and
65th Street

August 19,
1876*

In operation
October, 1882

July 18, 1877

Closed September 30,
1878; reopened
August, 1880;
closed October,
1880

Bath Junction

14th Avenue

August 19,
1876*

In operation
October, 1882

Parkville

Gravesend
Avenue

July 18, 1877

In operation
October, 1882

Manhattan
Beach Junction

Ocean Avenue

July 18, 1877

In operation
October, 1882

Flatlands

Flatbush Avenue

July 18, 1877

In operation
October, 1882

Kings County
Central

New York Avenue

June 29, 1878

Closed September 30,
1878

Kouwenhoven

Kings Highway

July 18, 1877

In operation
October, 1882

New Lots
Road

New Lots Avenue

July 18, 1877

Closed September 30,
1878

East New
York

Atlantic Avenue

July 18, 1877

In operation
October, 1882

Myrtle Avenue

Myrtle and
Wyckoff Avenues

May 16, 1878

Closed October, 1882

Ridgewood

DeKalb and
Wyckoff Avenues

July 14, 1878

Renamed from
DeKalb Avenue
June, 1882; in
operation, October, 1882

South Side
Crossing

Varick Avenue
between Meserole and Randolph Streets

May 16, 1878

Closed May 25,
1881

Grand Street

Grand Street
and
Vandervoort
Avenue

May 16, 1878

In operation
October, 1882

Humboldt
Street

Humboldt and
Richardson
Streets

May 16, 1878

In operation
October, 1882

OPENED

CHANGES

5 Street

Driggs Avenue
near Lorimer
Street

July 14, 1878

Closed September, 1879

Greenpoint

Quay and West
Streets

May 16, 1878

In operation
October, 1882

(Manhattan Beach Branch)

CHANGES

(Bay Ridge to Greenpoint)
th

LOCATION

Oriental Hotel

Manhattan
Beach

July 18, 1877

In operation
October, 1882

Manhattan
Beach Hotel

Manhattan
Beach

July 18, 1877

In operation
October, 1882

Sheepshead
Bay

E. 18th Street
between Avenues X and Y

July 18, 1877

In operation
October, 1882

South Greenfield

Elm Avenue at
E. 16th Street

July 18, 1877

In operation
October, 1882

*Originally opened by New York, Bay Ridge & Jamaica

THE BAY RIDGE & MANHATTAN BEACH
LINES UNDER LIRR GOVERNANCE

By the autumn of 1882, Austin Corbin had ascended
to the presidency of the Long Island Rail Road itself and
was girded for much broader accomplishment, with the
New York & Manhattan Beach becoming just one holding in a broad-based railway empire. A disastrous fire
struck the Bay Ridge terminal as it hibernated that December 14 and destroyed much of the narrow-gauge’s
rolling stock, along with the depot. Starting in February
of 1883 Corbin remedied this situation by having the
terminal rebuilt, while also reversing his earlier course
of action and re-setting the New York & Manhattan
Beach system as a double-track, standard-gauge line
from Bay Ridge to the Queens County Line, and from
Manhattan Beach Junction to the terminal at the Oriental Hotel. It was also appended to the Long Island Rail
Road through the construction of a link from the Queens
County Line (originating at the Greenpoint extension’s
westward turn by Cooper Avenue) to “Fresh Pond,”
where it intercepted the existing “Southern” main line
(née Montauk Division) after following the eastern border of Ridgewood. In addition, a set of short connecting
tracks (controlled by Tower 63) were added where the
New York & Manhattan Beach and Long Island Rail
Road Atlantic Division main lines crossed at grade near
the East New York station, and by the middle of May,
1883 all was in readiness for the Manhattan Beach
line’s first operational season under LIRR auspices.
Summertime service was first inaugurated from the
Manhattan Beach hotels to Flatbush Avenue, Brooklyn,
on May 30, using local stations on the Atlantic Division
at Nostrand Avenue and Bedford Avenue. Other stops
were added later at Utica and Troy Avenues (circa
1890) and later still at Kingston Avenue (circa 1897). On
June 2 the new extension was opened from Cooper
Avenue to Fresh Pond (where a new junction was over(Continued on page 6)
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Municipal Operation of Williamsburg Bridge
Trolley Cars
(Continued from page 1)

Car 7 on Williamsburg Bridge Line, 1906.
Bernard Linder collection

Car 16 signed as a Bridge Local.
Bernard Linder collection

Semi-convertible double-truck car 2703.
Bernard Linder collection

Interior of a semi-convertible car.
Bernard Linder collection

Double-truck open car 1899 on Hamilton Avenue Line.
Bernard Linder collection

Interior of a double-truck open car.
Bernard Linder collection
(Continued on page 5)
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Trolley Cars
(Continued from page 4)

Interior of a BRT convertible car.
Bernard Linder collection

Convertible 3998 at DeKalb Shops yard, March 12, 1930.
Bernard Linder collection

Double-end two-man car 5000 (5000-79 series).
Bernard Linder collection

BRT center entrance car 3557.
Bernard Linder collection

Car 8092.
Bernard Linder collection

8000-series car interior.
Bernard Linder collection
(Continued on page 6)

5

NEW YORK
DIVISION
BULLETIN
OCTOBER,
2000
ERA
BULLETIN
— MAY,
2016
Municipal Operation of Williamsburg Bridge
Trolley Cars

book, Transit Truths. The book revealed this interesting
story.
“In a year of municipal operation of the Williamsburg
Bridge shuttle line a profit of $60,000 a year under private ownership totally disappeared and a loss of
$40,000 was shown. The Commissioner of Plant and
Structures, who has been in office only a few months,
declares that this loss is due wholly to unpreventable
pilfering of fares by Conductors on the line. Now, if Mr.
Hylan, with the power of appointment of Conductors on
a line less than a mile in length, how would he be able
to keep the thousands of employees picked by him to
run a great transit system from absorbing a far greater
sum! Neither the Interborough nor the BrooklynManhattan Transit managers complain of losses due to
theft.”
Municipal operation finally ended at 2 AM February
15, 1931 with Nostrand Avenue, Tompkins Avenue, Reid
Avenue, and Ralph-Rockaway Avenue cars providing
through service across the bridge to Delancey Street.

(Continued from page 5)

A December 5, 1923 newspaper article reveals that
the municipal bridge cars carried a 200% overload while
total traffic fell 13,000. Passengers did not like municipal operation because they were forced to change cars
and pay an additional fare at Bridge Plaza. To avoid this
inconvenience, more than 2,000 passengers, who formerly rode the trolley cars across the bridge, took the
overcrowded trains. Others rode Third Avenue Railways’ street cars, which provided a one-seat ride to lower Manhattan and free transfers to cars running to midtown and upper Manhattan.
Less than a year later, the city announced that there
was a deficit. On October 1, 1924, without advance notice to the public, the city increased the fare 20 percent,
charging a two-cent fare and discontinuing the three
rides for a nickel ticket. Excerpts from newspaper editorials criticizing the city were published by Mr. Dahl in his
From Recognition to Dominance

situated adjacently on the Brooklyn & Rockaway Beach
(Canarsie) Railroad. Manhattan Beach trains that terminated at Flatbush Avenue were then made full-time a
year later at the September conclusion of the 1884 season. Ironically, as hinted above, the Greenpoint extension that Corbin himself had originally expended so
much effort to create was proving to be an unnecessary
piece of the overall puzzle, and its trackage initially left
in its original three-foot gauge, utilizing NY&MB’s older
equipment to shuttle passengers as far as the junction
station at Cooper Avenue. This obviously precluded the
line’s usefulness in operating through trains, a standing
which was not immediately restored even after this stillyoung segment finally did receive standard-gauge track
in time for the 1884 season that May. Reduced to a single iron from the South Side Crossing to its East River
terminal, the Greenpoint extension lingered across two
more summers of declining use and disenfranchisement
until all service beyond its crossing of the Bushwick
Branch was discontinued and that portion of the line
dedicated only to freight operations after September 28,
1885. Track connections were then installed from the
remainder of the Greenpoint extension (which thus became the “Evergreen Branch”) to the existing Bushwick
Branch at South Side Crossing, the former station at
that location reestablished and replacement summertime through service operated from Manhattan Beach to
Bushwick starting in June of 1886. This was the first
notable change in operation that followed the formal
concession of the New York & Manhattan Beach to the
Long Island Rail Road in November, 1885, where it was
leased for the long term under the name New York,
Brooklyn & Manhattan Beach Railroad.
During this time, Austin Corbin and Andrew Culver,
owner of the Prospect Park & Coney Island Railroad,
took advantage of the working relationship they had
forged in recent years to unite their operations through

(Continued from page 3)

seen by Tower 8), and on to the existing Hunters Point
terminal in Long Island City via the ex-Southern Main
Line. This latest addition included stations at Central
and Cooper Avenues (with a narrow-gauge connection
to Greenpoint available at the latter) and at the “Dummy
Crossing,” which described the New York & Manhattan
Beach’s grade crossing at Cypress Avenue with the
Bushwick Railroad, a little steam dummy line that was
then operated to the Cypress Hills Cemetery. This entity
was better known as the “Lutheran Line” or just plain
“Dummy Road” for the motive power it employed while
scooting between Ridgewood (Myrtle and Wyckoff Avenues) and its termini in Ridgewood at Cypress Hills
Cemetery and in Middle Village, at Metropolitan Avenue
across from the Lutheran Cemetery. The unusual station name was particularly short-lived; the stop was rechristened “Ridgewood” (the same as another recent
local station on the Montauk Division Main Line itself) in
May of 1884, at which time the Central Avenue stop
was also replaced by another, better located station at
Bushwick Avenue.
At that time the only intervening station on the exSouthern main west of the Fresh Pond merge was situated at Bushwick Junction (heretofore known as Fresh
Pond), but more importantly the availability of LIRR assets made it possible to expand service between Hunters Point and Manhattan Beach into a year-round venture, starting in September, 1883. This is indicative of
the early full-time residential development that was by
then taking root in proximity to NY&MB, such that in
October a new station was added to the Manhattan
Beach Branch at Kings Highway, while the old stop at
New Lots Road was reopened for “off-peak” (fall-winterspring) use on an annual basis. In this case it might be
remembered that an identical year-round station was

(Continued on page 7)
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as “Ford’s Corners” in May of 1888 (at the Canarsie
Road grade crossing, now roughly where E. 92 nd Street
comes across on the northerly edge of Canarsie), and
also where the latter-day connection from Cooper Avenue to Fresh Pond clattered across the Myrtle Avenue
trolley line, in 1893. A similar situation was taking shape
along the once-serene Manhattan Beach Branch as
well, with another new stop established at the Neck
Road grade crossing during May of that same year as
that part of the municipality of Gravesend began to dissipate into the Sheepshead Bay neighborhood of Brooklyn. Even existing stations were not immune to the
growing trend toward urban redefinition, as the former
“Steam Dummy” stop at Ridgewood was re-identified
simply as “Cypress Avenue” (its precise location) in January, 1891. In addition a platform and connecting walkway were set down at Fulton Street as of September,
1893, within the beehive of railroad and trolley tracks
that crisscrossed East New York. This curious installation was a response to the Manhattan Beach line’s tendency to be “held” out of the station by the busy LIRR
Atlantic Division crossing until it was clear to proceed,
thereby giving passengers an alternative location to detrain. On December 12, 1895 Tower 72 interlocking was
also activated on the Manhattan Beach side of the diamond crossing at East New York, matched with that at
existing Tower 63 in an attempt to improve operational
fluidity. LIRR’s quest to stay ahead of the clear trend in
favor of urban transit throughout its Brooklyn-Queens
service area even led it to attempt some kind of winter
scheduling for the Bay Ridge terminal after the 1889
summer season ended in October. The waterfront was
probably as desolate and foreboding a setting as could
be imagined in the depths of cold winter weather, and
after four miserable years the try was dropped in September of 1893. Likewise, the remaining summer service that had continued to ply the Evergreen Branch into
Bushwick Terminal after 1886 was whittled away starting in 1890, when frequencies were halved and the station at South Side Crossing was again closed. Passenger operations were discontinued completely at the
close of the season in September, 1894 and the entire
branch then dedicated to freight movement (later coveted as a proposed rapid transit alignment) for the rest of
its existence, with its westernmost piece from South
Side Crossing to Greenpoint being abandoned completely in October of 1896. The station on the Manhattan Beach connection at Cooper Avenue was also eliminated at that time.

From Recognition to Dominance
(Continued from page 6)

the shared use of existing track mileage. This entailed
the installation of a connection where Culver’s steam
excursion railroad crossed the Bay Ridge Branch (then
still under the name New York & Manhattan Beach) by
the Parkville depot at Gravesend Avenue. Placed in service on July 23, 1885, it enabled Culver to route much
of his Coney Island traffic into the 65th Street Ferry terminal, then was followed by another union at the same
intersection that permitted the start of dedicated LIRR
trains from Long Island City to the Gravesend Race
Track by way of the Culver Line on August 26, 1886.
This was a new racing venue of the Brooklyn Jockey
Club that occupied the former Prospect Park Fair
Grounds, complete with a long siding along thensparsely-developed Gravesend Avenue from Kings
Highway to Avenue U and a station platform about
where Avenue T would be located in the future. In actuality the run between Bay Ridge and Culver’s Terminal
was a mutually beneficial undertaking, with both companies providing equipment and personnel as well as
sharing its proceeds. The overall effect was to broaden
the Prospect Park & Coney Island’s connectivity
through an alternative to its traditional terminal at
Greenwood, next to Prospect Park, and grant LIRR direct access to Coney Island itself. The former New York
& Manhattan Beach passenger station at 3 rd Avenue in
the Bay Ridge cut was rebuilt to handle Culver’s trains
during the 1885, 1886, and 1887 seasons. They were
finally joined by LIRR trips to and from Bay Ridge for
the 1888 campaign that May. Otherwise, the existing
Prospect Park & Coney Island stations were then located at Washington (Cemetery, now Bay Parkway),
Woodlawn (now Avenue N), Kings Highway, Gravesend
(Neck Road), Van Sicklen’s (a lumber yard next to the
Coney Island Plank Road, now Neptune Avenue), and
lastly the Culver Depot, which abutted Surf Avenue onehalf block west of W. 5th Street. Beyond that lay the Prospect Park & Coney Island’s single-track extension to
the remote coastal venue of Norton’s Point (opened in
1879), but that unique locale was never directly served
by LIRR trains in any manner.
The late 1880s and early 1890s on LIRR’s evolving
Manhattan Beach Division was also a period of continuous adaptation, as the railroad came to grips with the
tide of residential development that was gradually overwhelming all of Kings and much of Queens County. As it
did, in-fill stations were added at such varied locations

(Continued next issue)

Around New York’s Transit System

schedule, potentially endangering the expected December, 2016 opening date. Judlau Contracting has not yet
signed on any contracts intended to speed up the work,
citing MTA design changes made at a late date.

(Continued from page 16)

tors as well as tunnel ventilation fans at the 72 nd Street
station of the Second Avenue subway has fallen behind
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Commuter and Transit Notes

No. 330
by Ronald Yee and Alexander Ivanoff

Metropolitan Transportation Authority
MTA took the first steps toward the replacement of the
almost 25-year-old MetroCard on NYC Transit‘s subways and buses. A Request for Proposals (RFP) for a
new fare payment system was issued during the week
of April 11 seeking vendors who would design, furnish,
install, test, integrate, and implement an account-based
fare payment and collection system that would replace
the old-technology swipe (subway)/dip (bus) MetroCard.
It is expected that the new fare media would be of a “tap
and go” format using specialized receivers atop each
farebox or turnstile, similar to what has been widely
used in Asia, Europe, and recently, in other North American transit systems. In addition to NYCT-issued fare
card media, the new system is also expected to accept
payment from credit and debit cards as well as from
interactions with smartphones. The RFPs are due June
23. Funding in the 2015-9 MTA Capital Program will
determine if the contract would be awarded to the winning contractor. (Progressive Railroading, April 15)
MTA Metro-North Railroad
On the morning of April 14, a deadhead train not yet
in passenger service derailed at the switch connecting
the main track of the New Canaan Branch with the yard
tracks. The minor derailment involved only the wheels
of one truck of the train, but it totally cut off access leading to the station track causing 60-minute delays on the
branch and the cancellation of two peak period trains
before substitute bus service was provided at 10 AM.
(ctpost.com, April 14)
MTA Long Island Rail Road
Citing an increasing number of grade crossing accidents and near misses, LIRR would like to begin installing camera at its grade crossings to record license
plates of cars that are driven around the gates. While
MTA does not have the ability to issue tickets to drivers
based on the recordings of such cameras, they would
issue warning letters to the registrant of the vehicle and
serve to deter drivers from going around lowered gates.
(Al Holtz, April 6)
NJ Transit
Former Amtrak Chief Operating Officer William
Crosbie was appointed the newest Executive Director of
NJ Transit, effective April 25. He was to succeed Veronique Hakim, who left NJ Transit to become President
of MTA New York City Transit in late December, 2015.
(Asbury Park Press, April 6) However, on April 21, it
was announced that he had declined the position, citing
personal issues involved with moving his family from
Virginia to New Jersey. (nj.com, April 21)
Amtrak
Train #89, The Palmetto, carrying around 340 passengers, struck a backhoe that was on its track at around
7:50 AM April 3 on the Northeast Corridor near Chester,
Pennsylvania, south of Philadelphia between Booth

Street and Highland Avenue, killing two Amtrak employees on the backhoe and injuring 35 passengers. The
Engineer saw the backhoe just a few seconds before
ACS-64 627 slammed into it at 106 mph. The brakes
had been placed in emergency just 5 seconds before
impacting the backhoe. The train killed both the backhoe operator and his supervisor, who had run to the
backhoe in a futile attempt to get the operator out of it to
safety. Initial investigation, while nowhere close to being
finalized at press time, is pointing toward a possible
mixup in track holds and expiration times of such holds
by the Maintenance of Way crew and the Northeast
Corridor’s CETC Train Dispatcher controlling train
movements over that section of track. (NBC4 New York
News, April 4)
Other Transit Systems
Philadelphia, Pennsylvania
SEPTA inaugurated its Positive Train Control system
on the Warminster Line Monday, April 18. At press time,
upon successfully “going live”, PTC will be expanded to
other lines in SEPTA’s regional rail network by the end
of 2016. (Bucks County Courier Times, April 14)
Washington, D.C. area
In yet another embarrassing incident, it took an hour
to evacuate passengers from a stalled Metro train near
the Rosslyn station on Thursday, April 14. A press photo
shows the scene from aboard car 7007 of the stalled
train, one of the brand-new Kawasaki-built 7000-series
subway cars. This comes amid threats from Congress
to withhold funding for the Metrorail system citing mismanagement and a large wasting of scarce funding.
WMATA fired back that if the increased funding for operational needs is not forthcoming, closure of major sections of the Metro, including the possibility of entire
lines, may become necessary to address on-going safety issues. (The Hill, April 14)
Denver, Colorado
At press time, Denver’s new airport rail line (A-Line)
linking Denver International Airport with Denver Union
Station downtown was expected to open as scheduled
on April 22. It will not only serve airport passengers and
employees, but also commuters living along the neighborhoods the new rail line runs through and on Sunday,
April 24, many bus routes will be realigned to feed into
the new rail line as well. The 23-mile airport-todowntown trip is scheduled to take 37 minutes at a cost
of $9 or $4.50 for senior citizens. The airport ticket also
serves as a regional day pass for multiple rides on the
day of purchase. More details to come in the June issue. (Denver Post, April 16)
San Francisco, California
After not finding any organization or individual to purchase and remove them from MUNI property, the last
two Boeing-Vertol SLRVs that operated in MUNI service
(Continued on page 10)
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ERA PHILADELPHIA AREA TOUR
by Ron Yee
(Photographs by the author)
On Saturday, April 16, the Electric Railroaders’ Association conducted an excursion via chartered bus to visit
Philadelphia, where the group rode SEPTA's Broad
Street Subway (Orange Line) from City Hall to Fern
Rock, then toured Fern Rock Shops, followed by a ride
on NJ Transit's RiverLine from the Pennsauken-Route
73 station northward to Trenton. On the way back to
New York City, the group had dinner at a classic NJ diner, Mastori's. A great time was had by all; the weather
was perfect. On behalf of the attendees, many thanks
and appreciation to ERA Treasurer and trip organizer
Mike Glikin for running a great trip.
The group rode a chartered bus that brought the attendees to SEPTA Headquarters at 1234 Market Street
in Downtown Philadelphia, where the attendees were
given a presentation on SEPTA’s history, present services, and future plans. It was revealed that the agency
has ordered 13 ACS-64 electric locomotives from Siemens (for $118 million) to replace the aging AEM-7 units
and the sole ALP-44 unit. Included in the contract with
Siemens is an option for five additional units, potentially
bringing the total purchase to 18 locomotives. SEPTA
also has a Request for Proposals (RFP) out for the purchase of 45 multilevel push-pull coaches, 11 cab control
coaches, and 34 coaches with an option for 10 additional coaches. No mention was made of replacing the Silverliner IV EMUs. Mention was also made of the progress with implementing the KEY Card, SEPTA’s future
contactless fare collection system, which will utilize “Tap
and Go” technology for SEPTA-issued farecards as well
as select credit cards, debit cards, and smartphones to
pay fares aboard all SEPTA transit vehicles ranging
from buses, streetcars, light rail, subways, “L”s, and
regional rail. Plans are in place to introduce the KEY
Card for weekly and monthly users as early as June 13.

Afterward, the group visited the SEPTA Store in the lobby of 1234 Market Street and took a brief lunch break at
the former Reading Terminal across the street. After
lunch, the group was given a ride on the Broad Street
(Orange Line) Subway from City Hall to its northern terminus at Fern Rock. In the City Hall station, the group
saw one of the new ticket vending machines for the upcoming KEY Cards. At Fern Rock, the group was given
a comprehensive tour of the car barn as well as the
shop facilities where wheel truing, axle and wheel-set
replacement, traction motor, wheel bearing, and gearbox replacement, and general servicing facilities including periodic inspections and car cleaning are done. The
group’s hosts at SEPTA explained the technical features
of the Kawasaki-built Orange line cars that date back to
1981. SEPTA plans to put out a Request for Bids for a
contractor to rebuild the cars with a.c. propulsion, replace major components, and refurbish the car fleet.
SEPTA feels that it will get more bang for the buck by
not ordering a new generation of cars estimated to cost
approximately $2.2 million per car, preferring to rebuild
the fleet at an estimated cost of $800,000 per car, since
the stainless steel car bodies appear to have plenty of
structural life remaining in them. After the shop tour
concluded, a brief bus ride brought the group along
Roosevelt Boulevard and across the Tacony-Palmyra
Bridge to the NJT RiverLine's Pennsauken-Route 73
station where everyone rode aboard Stadler (Swiss)built DMU 3510 northward to Trenton to conclude the
rail portion of the trip. (Note: I do question the wisdom of
the decision to rebuild the 35-year-old Broad Street subway
cars, given neighboring PATCO’s ongoing saga surrounding
the rebuild of its late 1960s-vintage car fleet, which has been
plagued by multitudes of technical and engineering problems.
(Continued on page 10)

Broad Street Subway trains at Fern Rock Yard.

Broad Street Subway car interior.
(Continued on page 14)
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in service, and the whole project is over two years behind
schedule.

(Continued from page 9)

It is believed PATCO has, at best, two trainsets of rebuilt cars

Fern Rock Shops.

Fern Rock Shops inspection pits.

Fern Rock Shops repair bay.

Broad Street Subway car 651 being rebuilt at Fern Rock Shops.

NJ Transit DMU 3501 at Pennsauken-Route 73.

NJ Transit DMU 3510 at Trenton.

Commuter and Transit Notes
(Continued from page 8)

between 1979 and 2001, cars 1264 and 1320, will likely
be scrapped. Of the original fleet, only two cars will survive, one at the Western Railway Museum near Fair10

field, California and the other at the Oregon Electric
Railway Historical Museum near Salem, Oregon. The
Market Street Railway has expressed no interest in acquiring an SLRV to operate on the F Line, citing their
history of road failures and unreliability. (San Francisco
Examiner, March 31)
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TOUR OF TURKEY
by Jack May
(Continued from April, 2016 issue)
(Photographs by the author)
We drove toward Aladdin Hill and once we began traversing the circle we found a sign directing us to the road
to Antalya, some 190 miles away and along the Mediterranean coast. Once out of the city we made very
good time on the smooth two-lane highway, as the road
was wide and there was little traffic. The D-696, which
later turned into the D-695, was mainly downhill with an
occasional passing lane on the few uphill grades. Some
three hours after we left the hotel we stopped at a gas
station/convenience store for some lunch, and then we
found our old friend, the D-400, and reached the coast
at around 16:00. We had planned to visit another major
archaeological (and popular tourist) site, Side
(pronounced See-day), on a succeeding day, but with a
couple of hours of good light still available and being
very close by, we decided to detour off the main road
and stop there. We found the main visitor parking lot
easily and ended up spending two hours exploring the
ruins.
Of particular note was the large amphitheater
(Coliseum), an extremely well-preserved and restored
structure that could seat 15,000 to 20,000 people. The
archeological museum was another highlight, featuring
grounds (with chickens walking among the charming
marble monuments) and some very attractive and interesting indoor exhibits. We had to pay entrance fees to
visit both of these attractions, but we also were able to
wander freely among the ruins at no cost. Not unexpectedly we really did not have enough time to see everything, so we decided to come back on the following
day, Sunday.
It took us another hour and a half to get to Antalya,
and here we got stymied trying to find our hotel. It was
in the “old city,” which is mainly pedestrianized, and accessible by automobile through only two entrances. It
took us a while to find one of them, and then we got
good and lost in the maze of twisting one-way streets,
many of which were dead ends. We finally got to a large
parking lot along the sea as the sun was setting. There
were lots of people strolling and a great many men relaxing on benches. I found one who spoke a little English sitting with friends around a table near a snack bar
and told him we were lost. Neither he nor his friends
had a clue about where the Déjà Vu Hotel was, but he
took out a cellphone and I then gave him the hostelry’s
phone number. He told the desk clerk where we were
and then gave me the phone. I explained that we had
reservations and needed directions. He told us to sit
tight as he would be over in a few minutes. Meanwhile
the men provided us with the makings of fish sandwiches and we then witnessed a short fistfight between

them and some other group who wandered by. The police had to come and break it up, but as soon as it was
over our new friends started grinning, not being the
least bit ashamed. Plenty of male testosterone in Turkey.
It took the hotel’s representative only about five or six
minutes to arrive on a motor bike. He told us that he
traversed the narrow pedestrian byways of the old town,
but it would take much longer to get back. We followed
him, and it took some 20 minutes to reach our accommodations, as we had to negotiate a long circuitous
route, leaving the old city by one gate and reentering it
through another. We ended up parking at the back of a
row of cars that totally blocked each other and the
street. Thus we had to leave the keys with our guide
(who was the hotel’s desk clerk) in case he needed to
shuffle cars overnight. The Déjà Vu was very nice, with
a beautiful courtyard where we were served dinner, despite it being way after when the kitchen should have
closed. Our room was lovely and we fell asleep very
quickly, after a very exciting day.
The next two days were beautiful, warm, with not a
cloud in the sky. After a very good buffet breakfast we
retrieved our car keys and found the auto was still at the
rear of the row, allowing us simply back up to get onto
the road. We traversed a number of narrow streets and
found the old town’s exit as per the instructions of the
desk clerk. We soon got back on the D-400 again and
headed back to Side. About an hour and a half later we
parked the car and were able to continue our exploration of the ancient ruins. The highlight of the morning
was the Temple of Apollo at the town’s harbor. All that
remains of the structure is five Corinthian marble pillars,
about 30 feet high. It had been constructed in the 2 nd
century A.D. and is accessible only by foot through a
wide, but extremely crowded pathway, lined by bars,
restaurants, souvenir shops, and the like. As we circled
the Temple, different perspectives unfolded, each more
stately and inspiring than the previous one.
We continued our exploration, returning to the museum and Coliseum. After a light lunch we drove to another archeological site, Aspendos, in the hills some 50
miles to the north. The huge Roman amphitheater at
Aspendos was also built in the 2 nd century, A.D., and is
almost perfectly preserved. For a number of decades it
was used as a venue for dramatic and musical performances, but now is relegated to posing for tourists, as
the concerts resulted in too much wear and tear on the
original stonework. It is located on low ground in the
side of a hill, and after inspecting it, we climbed a steep
(Continued on page 12)
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(Continued from page 11)

No rail photos in this segment, just sightseeing, mainly of archaeological subjects. Side (meaning pomegranate) was founded
by the Greeks in the 7th century B.C. It reached its peak for three centuries after being conquered by Alexander the Great in
333 B.C., and then under Roman rule in the first three centuries A.D.

A general view of a small part of the Roman ruins.

The Roman gate leading into the community, its shops, parking
lots, and many of its historic attractions.

The remains of the aqueduct that brought water to the community.

Some of the beautiful detailed filigree work carved into the
buildings.

The grounds of the museum hosts tourists and other, more
permanent, visitors.

(Continued on page 13)
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(Continued from page 12)

One of the many treasures inside the museum.

A view of the Temple of Apollo, built by the Romans during the 2nd
century A.D.

Side is a very popular attraction, and crowds gather, mainly to see
the Temple of Apollo.

Another view of the Temple of Apollo.

A view of a replica of an ancient sailing vessel in Side’s harbor, with
a number of tourists aboard for a sightseeing trip.

(Continued on page 14)
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sloping path to lookouts that provided us with some
beautiful photo opportunities of the amphitheater with
mountains in the background. We continued on a more
gentle trail to a large archaeological site, containing a
number of massive buildings that are either awaiting
restoration or will remain in the condition in which they
were excavated. Among them are parts of a Roman

Basilica and a monumental fountain. Once we reached
the other side of the hill, views unfolded of the remains
of a long Roman aqueduct. Apparently it ran for about
12 miles and is now in a reasonable state of preservation, terminating next to a small town with a mosque.
We returned to our hotel, rested a bit and then found
dinner at a surprisingly good outdoor restaurant. We
had an excellent day, despite the lack of railfanning. I
would make up for that on the next day.

The Roman amphitheater (or
Coliseum) at Aspensos, viewed
from a steep path that eventually
leads to a large archaeological
site.

Some views from the path behind the Aspendos Amphitheatre.

The Roman aqueduct built to bring water to the community.

A juxtaposition of the old and the new: A modern Islamic mosque
is the focal point of a small Turkish town below the aqueduct.

A tortoise became a fellow
traveler on part of our hike.
(Continued next issue)
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LOS ANGELES TRIP REPORT
by Alexander Ivanoff
Who would have thought back in 1963 that fifty years
later electric traction in the nation's second largest city
would be making the strong comeback that it is? I made
this trip early in March with ERA President Bob
Newhouser and ERA Treasurer Mike Glikin. Our trip
began in New York, at JFK Airport. Our Delta flight was
on time with perfect service. Meeting up with us was a
friend of Bob's, Mark Letwin, a Rochester native and
another rail buff.
When we arrived in Los Angeles we took the LA FlyAway bus to Los Angeles Union Station. Built in 1939, the
station has undergone several major expansions since
the 1990s to add subway and light rail service. Currently the Red, Purple, and Gold Lines serve the station,
with the Red and Purple Lines providing a connection to
the Blue and Expo Lines. Before this year is out, the
Metro Rail system will be extended to Santa Monica via
the Expo Line extension.
Our lunch was at Traxx Restaurant at Union Station.
We met up with two officials from Metro, one of whom
would be our tour guide for the recently opened Division
13 Depot. The practice of naming bus depots in Los
Angles as divisions by number goes back to the Yellow
Car era. In the rear of the facility is one of Metro's central bus maintenance facilities. The facility is quite impressive, with robots used for delivering parts in the
maintenance facility and comfortable breakrooms for
the Bus Operators in the division depot.
Dinner was in Long Beach, and, of course we took the
long way to get there. We boarded the Silver Line at the
7th & Flower stop and took it to the Harbor Freeway
stop. For those with a severe fear of heights, this station
combined with the noise from the highways above and
below might make one a little nervous. From the Silver
Line BRT we took the Green Line to the Blue Line. The
Blue Line was the first section of Metro Rail to open in
July of 1990, a few months before your author's birth
and three years behind the current LACMTA. Even before 1990 was out, the line was again extended to
downtown Long Beach, as the original terminus was
Anaheim Street, north of downtown. As Bob pointed out
to me, the Los Angeles metropolitan area lacked rapid
rail-based transit for only a brief twenty-seven years.
The primary rolling stock on the Blue Line that I noticed
is the 100-series, built by Nippon-Sharyo back in 198990. A quick photo from a builder's plate confirms that
some of the cars date from that year. The cars no doubt
look their age, as the cars have dings, scratches, and
general wear and tear. Metrorail, like DART Light Rail,
uses a combination of traditional signaling and a speed
control system that displays the maximum authorized
speed with the current speed. Dinner that night was at
Rock Bottom Restaurant & Brewery.
While Bob was attending to some business in the area
on Saturday, Mike and I started our day at the Atlantic
Gold Line station before continuing onto the Gold Line
15

bus shuttle. The stretch between Pico/Aliso and Union
Station is closed to build the Regional Connector, which
will be opened in 2019. The station at Little Tokyo/Arts
District is being moved underground as part of the project. We took the shuttle to Union Station, where we met
up with Charles Powell, a Metro Bus Mechanic. We got
off at the Del Mar stop (the former Pasadena ATSF/
Amtrak station) and took the express bus to the North
Hollywood station, where we took the Orange Line BRT
a few stops. Originally this section was supposed to be
light rail, but several factors hindered that option. After
meeting up with Bob and Mark we were originally supposed to have dinner at a Mexican restaurant, but parking issues had us do dinner at the Mooklo Korean fish
house, a quite unusual choice. My only view of the Hollywood sign was from none other than the Expo Line.
Since the Pacific Surfliner was not operating that Sunday, we had a slight relaxation to our schedule. However, our Sunday was not completely lost, as we were
able to do two things that we were not able to have
done if we took the train (either that Monday or even
that Sunday): the first was a stop in Oceanside to ride
the NCTD Sprinter line from Oceanside to Escondido.
The second perk of having driven to San Diego (Note:
next time I am in California I plan to ride the Surfliner) was
being able to ride the restored PCC car that MTS
(Metropolitan Transit System (San Diego)) uses on the
weekend/Tuesday/Thursday-only Silver Line. According
to our Operator MTS Rail Operators are pulled off regular runs to operate the service.
Our Monday trip was to the famed Orange Empire
Railway Museum, which has been around since the
1950s and has been receiving donations from many of
the predecessors of today's agencies from its early
days. (Note: later the same week that we visited the museum
MTS of San Diego donated one of its Siemens U-2 series trolleys to the museum.) We met up with museum Operator
Kevin Cartwright, who gave us a partial tour and operated the trolley we took out of the car barn for use. With
careful guidance from Kevin, your author was able to
operate the trolley and did a pretty decent job behind
the controls! Kevin and the rest of the volunteers at the
museum were fantastic, and as railway museums go,
the Orange Empire Railway Museum is a must-see for
any transit and traction enthusiast. After our departure
we met up with Kevin at a storage facility where he took
his 1974 ex-Pierce Transit (Tacoma, WA) GM T6H4523N in CTA colors, complete with late 1970s-early
1980s advertising. Our dinner that night was at Anchos
Southwest Bar and Grill in Riverside.
On Tuesday, with a tight deadline for our flight back to
New York, we headed to Los Angles after checking out
of our hotel to ride the full Gold Line extension, which
was much of the reason for our trip. It was nice to ride
on a section of line that had not seen much traffic yet
(Continued on page 16)
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Around New York’s Transit System
Museum Trains Operate for Baseball Opening Days
NYC Transit operated two special trains to commemorate the opening day for the New York Yankees and
the New York Mets. Originally scheduled to operate for
the Yankees home opener on Monday, April 4, due to
heavy rains, the game and the special train was postponed to the next day, Tuesday, April 5. The four-car
Low-V consist operated out of its home base at E. 180 th
Street Yard and operated on a one-way, non-stop run
on the express track from Grand Central to 161st StreetYankee Stadium. The General Order governing the
moves had called for a second run to 149th Street to
pick up another load of passengers at the discretion of
the Rapid Transit Operations Supervisor/Manager in
charge of the train. Unfortunately, this second trip was
not operated due to operational constraints. After turning at 167th Street, the train did lay up on track M just
north of the 161st Street station, positioned so the rear
car was visible to baseball game attendees in the gap in
the right field bleacher stands for a couple of innings
before returning to E. 180th Street Yard.
On Friday, April 8, to commemorate Opening Day at
Citi Field for the New York Mets, the Transit Museum’s
vintage Train of Many Colors (TOMC) R-33 main line
consist operated on 7 as an extra train making all regular express train stops between 34th Street-Hudson
Yards and Main Street-Flushing. The train had been
deadheaded out of its home base at 207th Street Yard
to 7’s Corona Yard on Wednesday, April 6. Noticeably
absent from the 10-car consist (N-9587-9586-90179016-9069-9068-9011-9010-9207-9206-S) was the
blue-and-cream-colored 1964-5 World’s Fair R-33 single car that is usually positioned at the east or north end
of the TOMC when operating on 7. It was apparently
too involved to remove that car from the Transit Museum in Brooklyn for a one-day 40-minute run. Again, contrary to the General Order governing the operation of
this train, upon arrival at Main Street-Flushing, the train
did not operate light to Corona Yard for layup but made
an immediate deadhead run back to its home base at
207th Street Yard. (Editor’s Note by Ron Yee: As it was a
Friday, it is likely that this unplanned move was prompted by
weekend construction work around the subway system that

would have closed crucial tracks and prevented the TOMC
from making its return to 207th Street Yard the next day.)
Weekend Service Increases Coming
In response to increased ridership demand, NYC
Transit is planning to add 51 new round trips on 2 and
7 with the Fall, 2016 schedule change and job pick. 2
will see 31 additional round trips on Saturdays and 18
on Sundays. This should serve to bolster the weekend
service levels on the line when 5 does not operate to
Brooklyn and especially when 5 does not operate at all
due to construction work. On 7, two new round trips
will be added between 8 and 10 PM. The cost of these
service increases will be $2.5 million on an annualized
basis.
68th Street Station to Get Elevators—Finally
NYC Transit is resurrecting plans to renovate the Lexington Avenue line’s 68th Street station which serves
Hunter College, New York Presbyterian Hospital/Weill
Cornell Medical Center, and Rockefeller University, the
30th busiest station in the NYCT subway system. Currently, the high passenger volumes combined with a
single access point near the south end of the platforms
generate severe pedestrian flow issues. Three new elevators would bring the station into compliance with the
Americans with Disabilities Act (ADA) by linking the existing station mezzanine to street level at the southeast
corner of E. 68th Street and Lexington Avenue above
and the two platforms below. Existing stairways to E.
68th Street would be widened to alleviate the chronic
overcrowding and a new set of stairways constructed at
or near E. 69th Street to provide an alternative entrance
and exit for the station. One of those new stairs may be
placed within an existing space in the ground floor of a
commercial building at 931 Lexington Avenue and not
require the loss of sidewalk space on the southwest
east side of E. 69th Street as had previously been outlined in earlier renditions of this plan back in 2012.
Pending approval by the Federal Transit Administration,
the $70 million project could start as early as 2017 and
be completed by 2020.
Second Avenue Subway Update
Finishing work centered around escalators and eleva-

Los Angeles Trip Report

2009 ERA Convention to Southern California but was
glad to have had a decent taste of that convention (sans
the annual dinner and a few other odds and ends).
Combined with commuter rail, the Los Angeles metropolitan area has 486 miles of passenger rail, including
Metrolink. Only Denver with its FasTracks project can
top that amount.
Special thanks go out to the people who made our trip a
breeze: Scott Page, Scott Richards, Charles Powell, and, last
but not least, Kevin Cartwright.

(Continued from page 15)

with stations in pristine shape. The new line is a wonderful ride and is well positioned for future transitoriented development. That being said, one could wonder if the line will be able to keep up with demand. Our
trip did end on an eventful note however — our flight left
LAX nearly three hours late because of a mechanical
issue.
Because of several reasons I was unable to make the
16

(Continued on page 7)
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On June 8, 1936, buses replaced street
cars on the last New York Railways line, 86 th
Street Crosstown. This company, which operated most of the Manhattan’s street cars,
converted to bus rapidly as shown in the following table:

Horse cars started operating in the second
half of the Nineteenth Century with each
company usually operating only one line. The
Metropolitan Traction Company, which was
incorporated on February 19, 1886, acquired
the capital stock of seven horse car compaLINE
DATE
STREET BUSES nies until the company’s name was changed
to the Metropolitan Traction Company of New
CONVERTED
CARS
York on August 4, 1892. The company was
4th & Madison
February 1,
56
89
able to create a unified system by buying
Avenue
1935
eight additional companies, after which it
8th Avenue
November 12,
40
55
sold its assets to the Metropolitan Street
1935
Railway on September 14, 1897.
Meanwhile the unpredictable happened. An
9th & Amsterdam November 12,
19
27
Avenue
1935
obscure 1.57-mile Mount Vernon trolley line
was able to acquire the giant Manhattan MetBroadway-7th
February 12,
55
86
ropolitan Street Railway. Operating from the
Avenue
1936
New Haven station to Columbus Avenue at
Columbus & LeFebruary 12,
the city line, the North Mount Vernon Railway
nox Avenue
1936
Company, which was incorporated April 20,
7th Avenue
March 6, 1936
46
35
1892, tried battery cars, then converted to
horse cars, both of which were unsuccessful.
8th Street CrossMarch 6, 1936
11
15
town
The company never made a profit and was
th
sold to the New York, Westchester & Con6 Avenue
March 12, 1936
26
40
necticut Traction Company on January 16,
Lex-Lenox AveMarch 25, 1936
63
75
1900. The latter, which was incorporated on
nue
February 12, 1895, operated a 2.86-mile line
116th Street
April 1, 1936
10
16
in Mount Vernon from the New Haven station
Crosstown
to East Lincoln Avenue at the city line. On
December 9, 1901, the company leased its
34th Street Cross- April 1, 1936
37
41
town
property and franchises, and relinquished
North Mount Vernon to the Interurban Street
rd
23 Street Cross- April 8, 1936
30
32
Railway, which was incorporated on Novemtown
ber 25, 1901. After completing several trans14th Street Cross- April 20, 1936
42
45
actions, Interurban was able to lease the
town
Metropolitan Street Railway and was in sub86th Street Cross- June 8, 1936
9
24
stantial control of the entire street surface
town
railway system of Manhattan, the Bronx, and
TOTAL

444

580

(Continued on page 4)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from May, 2016 issue)
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(Continued from page 1)

Half open car 2205.
Bernard Linder collection

Open car 280.
Bernard Linder collection

Horse car 32.
Bernard Linder collection

Horse car in the snow.
Bernard Linder collection

Interior of horse car.
Bernard Linder collection

Underground conduit construction at W. 109th Street and Manhattan Avenue, June 9, 1915.
Bernard Linder collection
(Continued on page 5)
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(Continued from page 4)

Metropolitan Street Railway at Cooper Union.
Bernard Linder collection

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

New York Railways car 1589 in Central Park, June 7, 1936.
Bernard Linder collection

Eighth and Ninth Avenue Railway rear shed at W. 155th Street, just
after the first of April 19, 1933.
Bernard Linder collection

Delancey Street, 1919.
Bernard Linder collection

New York Railways car 4024 at W. 146th Street and Lenox Avenue.
Bernard Linder collection

(Continued on page 6)
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New York Railways Street Cars Quit 80 Years Ago

operation on December 31, 1911. A new company, New
York Railways Company, started operating the remaining Manhattan street car lines on January 1, 1912.
The following subsidiaries were separated and later
returned to New York Railways as shown in the follow-

(Continued from page 5)

the southern part of Westchester County with the exception of a horse car line between Bartow Station and
City Island. To properly identify the company with New
York City, the name was changed to New York City Railway Company on February 10, 1904.
After the new subway opened on October 27, 1904,
street car riding declined appreciably and the company
was on the verge of bankruptcy. To bolster the company’s finances, a new holding company, InterboroughMetropolitan, was created on January 14, 1906. It tried
to acquire the capital stock of the Interborough Rapid
Transit Company, which was profitable, and the street
railways , which were not profitable. When the Metropolitan declared bankruptcy late in 1907, IRT refused to
support the bankrupt system. Meanwhile, the company
disintegrated gradually. Second Avenue Railroad was
separated on November 13, 1908 and Third Avenue
Railroad, the largest and oldest, resumed independent

COMPANY

SEPARATED FROM
NEW YORK
RAILWAYS

RETURNED TO
NEW YORK
RAILWAYS

New York & Harlem

February 1, 1920

December 17, 1932

Eighth Avenue Railroad

August 1, 1919

June 1, 1935 (A)

Ninth Avenue Railroad

October 1, 1919

June 1, 1935 (A)

ing table:
(A) Companies were merged into Eighth & Ninth Avenue Railways on December 22, 1926
After the Contract 3 and 4 subway lines were opened,
New York Railways riding declined appreciably and rush
hour service was reduced from 911 cars in 1919 to 444
cars at abandonment, 1935-6.

Car 240 at W. 23rd Street Ferry, 1920. Car was part of a series sold
to Third Avenue Railway in 1924 and renumbered to 401-527.
Bernard Linder collection

Car 1308 on 86th Street Crosstown.
Bernard Linder collection

(Continued in August, 2016 issue)

Around New York’s Transit System

on the other side of the fence (so to speak), City Council member David Greenfield, representing Midwood,
applauds the plan to restore the F express in Brooklyn.
The riders from Park Slope will have G from Church
Avenue to Bergen Street to supplement the loss of F
service, but the bottom line is that G does not go to
Manhattan. At this time, it is not possible to add any
additional F trains to replace the service lost from the
local stops due to fleet size limitations (insufficient cars
in the fleet to support adding more consists).
W to be Restored
The MTA Board approved the restoration of W from
Whitehall Street to Astoria/Ditmars Boulevard starting in
November to replace the current Q service to Astoria,
which will be diverted from 57th Street-Seventh Avenue
via the new Second Avenue Subway to 96th Street when
it opens in December.

(Continued from page 20)

F that calls for some trains to operate express for the
first time in over 30 years between Church Avenue and
Jay Street with an intermediate stop at Seventh Avenue.
It is proposed to take effect as part of a service change
planned for the summer of 2017, While it reduces travel
times to Jay Street and Manhattan by six to seven
minutes for the 48% of the line’s riders traveling to and
from Church Avenue and points south, 52% of the line’s
riders will experience a decrease in service in the form
of fewer and more crowded trains stopping at their stations, including Fort Hamilton Parkway, 15th Street, Bergen Street, Carroll Street, Fourth Avenue, and SmithNinth Street. These bypassed stations include the Park
Slope section of Brooklyn, whose City Council member,
Brad Lander, has vowed to oppose this plan. However,
6
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No. 331
by Ronald Yee and Alexander Ivanoff

Wakefield, with passengers using 2 to 241st StreetWhite Plains Road and walking ½-mile to the Wakefield
Metro-North station. New Haven passengers rode the
NYC Transit 2 (5 rush hours) to 233rd Street and
walked ¼-mile downhill to the Woodlawn Metro-North
station where New Haven Line trains were being terminated and turned back eastward. During overnight inspections by engineering staff, significant structural
damage to the elevated structure was confirmed. As a
result, train traffic was limited to the outer two tracks,
Tracks 3 and 4. The middle express tracks, 1 and 2,
were taken out of service until the structure below could
be shored up. As a result of the reduced capacity, a Saturday schedule was operated on all three lines to Grand
Central Terminal starting Wednesday, May 18. Extreme
overcrowding and delays of up to 80 minutes were reported that morning as Metro-North Railroad encouraged its customers to telecommute and work from
home or find alternative travel arrangements. During
Wednesday’s PM peak, inbound trains between 5 PM
and 8 PM bypassed Harlem-125th Street in an attempt
to relieve the train traffic congestion resulting from trains
stopping at that station. Some outbound peak trains
were also instructed to skip this station to increase
through-put. By the start of the AM peak period on
Thursday, May 19, an “enhanced” Saturday schedule
was placed into effect with extra trains added to a normal Saturday schedule to handle up to 75% of normal
weekday peak period ridership. A normal weekday
schedule was restored in time for the AM peak period
on Friday, May 20 once six new steel columns were
installed to supplement a column damaged by the fire. It
was revealed that the gardening supply business that
had caught fire was storing gasoline and liquefied petroleum gas and other flammable materials without the
proper permits and was issued at least four citations for
the violations. (Editor’s Note by Ron Yee: The platforms
at Marble Hill, Wakefield, and Woodlawn are only four
cars long; this must have been a crowd control nightmare. In addition, passengers traveling north from
Grand Central on the Lexington Avenue Subway were
required to change from 5 at E. 180th Street to 2 as
only a few 5 trains operate over the White Plains Road
Line. In comparison, the Hudson Line’s Yankees-E.
153rd Street station has two 10-car island platforms to
handle diversion crowds. (WNBC-TV, WABC-TV, New
York Post, New York Daily News, May 17-21)
Almost three years after the May 17, 2013 derailment
in Bridgeport, Connecticut, Metro-North crews moved
four M-8s that had been damaged to the Kawasaki facility in Yonkers, New York for repairs. The transfer of cars
9174-5 and 9310-1 occurred over the weekend of May
7-8. (Internal MTA source, May 18)

Metropolitan Transportation Authority
MTA is taking its first steps toward mobile or eticketing on its commuter railroads by utilizing a ticketing app designed for mobile devices. Developed in conjunction with the British-based Masabi Corporation, the
ticketing system will initially be used on the Long Island
Rail Road’s Port Washington Branch and Metro-North
Railroad’s Hudson Line during June. Assuming a
smooth rollout, the rest of the commuter rail system
should have the e-ticketing system by the end of 2016.
Customers seeking to utilize this new means of fare
payment will download a free app to their mobile device,
set up an account, and link it to a credit card or bank
account. Upon purchasing a single- or multiple-ride ticket, the user activates it upon boarding the train and allows the train crew to scan the code displayed on the
mobile device with a special scanner to redeem that eticket as they pass through the cars while performing
their fare collection sweeps. This ticketing app is already in use on Los Angeles’ Metrolink, Boston’s MBTA,
and NICE, the suburban local bus system on Long Island, a suburb east of New York City. (Newsday, May
18)
MTA Metro-North Railroad
In its ongoing effort to insure the safety and integrity of
its tracks, Metro-North contracted with Ensco to design
and build an $11 million, state-of-the-art track geometry
vehicle to inspect its tracks, ending a long standing
practice of depending on private contractors or borrowed LIRR track geometry vehicles. The new inspection vehicle, expected in early 2018, should be capable
of inspecting track gauge, cross-level, rail-head profile,
and curvature. (MidHudsonNews.com, May 13)
Metro North evening peak service was completely
shut down around 6:30 PM Tuesday, May 17. An intense fire at a gardening supply business establishment
located under the elevated structure at E. 118th-119th
Streets burned so hot that the structural steel supporting the Park Avenue Viaduct and elevated was heat
damaged. Engineering staff worked overnight to evaluate the damage before considering any train service
over the damaged portions. Alternate services were
quickly set up from Grand Central and midtown Manhattan to enable passengers to travel to and from
Westchester and points north and east during the remainder of the evening peak and evening/late night
hours. The Hudson Line turned its trains at Yankees- E.
153rd Street with passengers using the NYC Transit 4
and D to 161st Street and walking ½-mile to the MetroNorth station. Passengers originating on Manhattan’s
west side also had the option of riding 1 to 225th Street
and making a one-block transfer to the Marble Hill station. Hudson Line tickets were also being honored on
the west-of-Hudson Pascack Valley and Port Jervis Line
trains to Hoboken. The Harlem Line turned its trains at

(Continued on page 10)
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Speaking of Metro-North/CDOT’s M-8 fleet, a copy of
the ever-elusive M-8 car fleet roster was obtained by
this Editor from an internal Metro-North source who prefers to remain anonymous. The 405-car M-8 fleet, subdivided by owner and type, is listed below:
CAR
NUMBERS

FLEET
SIZE

OWNER

TYPE

9100-99

100

CDOT

Married Pair

9200-99

100

MTA

Married Pair

9300-99

100

CDOT

Married Pair

9400-21

22

MTA

Married Pair

9460-76

9

MTA

Single Car; even numbers only

9500-19

20

CDOT

Married Pair

9560-90

16

CDOT

Single Car; even numbers only

9600-23

24

CDOT

Married Pair

9530/96319542/9643

14

CDOT

Potential Cafe Married Pairs; 95xx
even numbers only, 96xx odd numbers only

MTA Long Island Rail Road
On Saturday, April 30, LIRR resumed weekend service between Greenport and Ronkonkoma. It will operate until November 27. With the May 23 schedule
change LIRR fully implemented its summertime service,
including its famous Cannonball offering direct service
from Penn Station to Montauk on Thursdays and Fridays leaving Penn Station. at 4:06 PM, operating nonstop to Westhampton in 95 minutes and arriving in Montauk at 6:48 PM and leaving Montauk at 6:37 PM and
Westhampton at 7:39 PM, operating non-stop to Jamaica and arriving at Penn Station at 9:31 PM on Sundays
and on Monday for three-day holiday weekends. This
schedule offers two new Friday extra trains to Montauk
from July 1 through September 2 in addition to the usual
three added trains to Montauk from prior years. In addition to the Cannonball, there are four extra inbound
trains from Montauk on Sundays and a Monday morning extra train from Montauk to Hunterspoint Avenue.
There will also be one added train to Greenport, an additional weekend round trip to Long Beach, and additional midday service to/from Speonk. The usual weekend bus connection to and from Jones Beach will once
again be available at Freeport. New for 2016 is an effort
to alleviate crowding on East End trains during the summer season. Staying within the constraints of its limited
diesel passenger fleet, LIRR is operating a prototype
demonstrator service that will include: the 4:00 PM departure from Montauk will operate to Hunterspoint Avenue instead of terminating at Jamaica, offering a oneseat ride to passengers who had ridden out from that
terminal on Friday to start their weekend. There will also
be two extra trains operating ahead of two through
trains to Montauk, which will hopefully take on the cus-

tomers looking to ride to Bay Shore, Sayville, and
Patchogue and connect to Fire Island Ferries and move
them off from the crowded Montauk trains. These two
extras will be serviced by the same equipment consist
which will operate from Jamaica at 8:04 AM to
Patchogue, deadhead back to Babylon to connect with
an extra electric train from Penn Station, and return to
Patchogue on a second trip. On summer Friday nights,
a deadhead train will be “livened up” to carry passengers from Greenport to Ronkonkoma, then non-stop to
Jamaica. (Newsday, April 27; LIRR press release, May
22)
The $37 million in funds to purchase Diesel Multiple
Unit (DMU) passenger cars for use on eastern Long
Island shuttle services has apparently been reallocated
toward the purchase of 24 work locomotives to replace
the current fleet of 1970s-vintage engines. (MTA Capital
Program, May, 2016)
NJ Transit
The two unions representing the Locomotive Engineers (BLET) and Conductors and Assistant Conductors (UTU Local 60) rejected the contract agreement
reached in March to avert a threatened strike. While
there is now again the potential for a strike toward the
end of June, both sides have agreed to return to the
negotiating table. The margin of votes to reject the
March agreement was quite narrow. The 14 other unions have already ratified their negotiated contracts.
(NorthJersey.com, May 1)
After several delays, NJT opened its new Wesmont
commuter rail station on the Bergen County Line on
May 15. This station was constructed between the existing Garfield and Rutherford stations in Wood-Ridge to
serve a $400 million development surrounding the former Curtiss-Wright aircraft engine factory dating back to
World War II and earlier. (North Jersey.com, NJ Transit,
May 15)
Amtrak
Amtrak announced that the system timetable issued
effective January 11 as the Winter/Spring, 2016 edition
will be its final issue. Citing costs of production and the
inability to accurately reflect ongoing changes in schedules in a mass printing that is a national timetable, the
nation’s intercity passenger railroad will only issue corridor- and route-specific schedules beginning this summer. For the most current and accurate schedules, customers will be urged to consult the Amtrak website at
www.amtrak.com. (Amtrak, April 25)
Amtrak is planning to operate a “Farewell to the AEM7 Locomotive” excursion train on June 18, originating
out of Washington D.C. and running as far north as Philadelphia’s “Zoo” Interlocking before turning back south
to D.C. A tour of Amtrak’s Wilmington Shops is planned
for excursion trip attendees as is a photo stop enroute.
The fleet of 54 locomotives has a combined total of over
220 million miles over their 37-year service on the
Northeast Corridor and Harrisburg Line. (Progressive
Railroading, May 5; Amtrak, May 6)
Queens County officials in New York City want to cele(Continued on page 11)
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brate the centennial birthday of the Hell Gate Bridge,
which, when completed in September, 1916, was the
world’s longest steel arch bridge. Officially opened to
rail traffic on March 9, 1917 and utilized by the Pennsylvania Railroad to reach Boston, officials want to commemorate the occasion with fireworks, historical tours,
night-time lighting, and a fresh coat of paint. Thus far,
Amtrak is reluctant to actively participate in this effort, at
times stating the proposed lighting could interfere with
locomotive Engineers’ night vision going from a totally
dark roadbed to a brightly lit bridge all of a sudden. As
for the paint, Amtrak’s position is that the current layer
of paint, while faded, is sufficient to achieve its primary
purpose, to protect the steel of the bridge from corrosion/rust. (Queens Gazette, May 4)
Nippon Sharyo, under contract to build 172 bi-level
passenger cars for Amtrak’s California and Midwest services, is still committed to completing the order before
the September 30, 2017 deadline of being able to apply
for up to $551 million in federal funds under the American Recovery and Reinvestment Act stimulus monies
intended to generate economic activity during the severe economic downturn of 2007-9. 130 cars of this order are earmarked for Midwest corridor services. The
delays in construction and delivery of these cars stem
from the prototype carbody failing to meet the American
Association of Railroads’ (AAR) 800,000 pound compression test, necessitating a significant redesign of the
frame to meet the Federal Railroad Administration’s
(FRA) requirements for passenger rail equipment in the
USA. Until the car’s design is re-engineered to meet
FRA/AAR standards. (Al Holtz, May 18)
Industry
The April 29 announcement that Michael P. Melaniphy,
the President and CEO of APTA (American Public
Transportation Association), would be leaving was met
with optimism, seeing how the departure of New York’s
MTA from the organization was seen as a loss of credibility to APTA. In a statement, the organization stated
that Melaniphy’s resignation “comes after consensus
between the APTA Executive Committee and Melaniphy,” Now that Melaniphy is out of the picture, there has
been speculation that MTA could return to the APTA
fold, provided that several key changes take place.
Among MTA’s complaints is that no so-called “Legacy
Systems” (MTA, NJ Transit, SEPTA, CTA, MBTA, PATH,
BART, MUNI, PATCO, etc.) or commuter rail systems
have voting representation on the APTA Executive
Committee. MTA Chairman Tom Prendergast called this
“unconscionable.”
In the interim, former APTA Chair and APTA Vice President-Member Services Richard A. White is Acting President and CEO until a permanent replacement is selected. (Editor's Note by Sasha Ivanoff: Melaniphy struck me
(and Joe Boardman at Amtrak is guilty of it in my view, from
time to time) as a bit of an industry cheerleader, and I am not
the only person who has said this. I forget where I read this,
11

but what this piece stated was that APTA was more focused
on shoring up transit, even when legislation before Congress
was inadequate to meet the needs of many transit systems.
Melaniphy's fall from APTA leadership can only make the
organization stronger. Let us hope that new leadership is wiser than prior leadership.) (Railway Age, April 18 and
May 1)
Other Transit Systems
Boston, Massachusetts
A westbound MBTA Green Line LRV derailed as it approached the Park Street station in downtown Boston
just before 9 AM on Friday, May 13. No injuries were
reported amongst the 200 passengers aboard the LRV.
While the incident severely disrupted operations on the
Green Line, normal service was resumed shortly after
12:50 PM. (Boston Globe, May 13)
Lake Placid, New York
Governor Andrew M. Cuomo has approved a $23 million plan for a state-owned rail corridor, which calls for
renovating 45 miles of track to extend the route of the
Adirondack Scenic Railroad to Tupper Lake and converting 34 miles into a multiuse recreational trail from
Tupper Lake to Lake Placid.
The work will begin this fall and be completed within
three years, Mr. Cuomo said on May 17. The Olympic
Regional Development Authority in Lake Placid will
have a hand in managing the broad, flat trail that will be
used for bicycling, walking, skiing, and snowmobiling.
Rail supporters, who lobbied to have the tracks upgraded all the way to Lake Placid, vowed to fight the
plan. (New York Times via Associated Press, May 17 )
Philadelphia, Pennsylvania
At the beginning of April, SEPTA released its capital
plan for the 2017-22 timeframe, in part doable thanks to
the passage of Act 89. In a change of tradition at SEPTA, the focus, while still on a state of good repair, has
been expanded to also include some urgently needed
service expansions, including the extension of the Media/Elwyn Line to Wawa and eventually its original terminus at West Chester, the extension of the Broad
Street Line to the Philadelphia Naval Yard, improvements to transit on Roosevelt Boulevard (short of building Philadelphia's own Second Avenue Subway), and
the extension of the Lansdale/Doylestown Line to Quakertown. (SEPTA press release and capital plan report,
April 1)
Washington, D.C. area
MARC commuter rail service and Amtrak’s Capitol
Limited were suspended by the derailment of 10 cars of
a freight train near the Rhode Island Avenue Metro elevated station at 6:40 am on Sunday, May 1. One of the
derailed freight cars was carrying a load of sodium hydroxide, classified as a hazardous cargo as it is highly
corrosive but not an airborne inhalant agent; therefore,
WMATA closed the Rhode Island Avenue station and
established a bus bridge between the North Massachusetts Avenue/Gallaudet and Brookland stations to carry
customers around the scene. WMATA service was resumed in time for the Monday morning rush hour.
(Continued on page 12)
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(Associated Press, May 1)
After decades of mismanagement, neglect, and insufficient funding, starting in June, the Washington Metro
will begin a year-long program called SafeTrack, during
which the system will be repaired and its many issues
addressed. This effort will create many inconveniences
for customers, necessitating week-long, and, in some
cases, multiple week closures of entire sections of a line
to expedite the repairs. A third rail insulator that had
been set on fire by high voltage electricity on May 5,
which was recorded by security cameras at the Federal
Center SW station, prompted WMATA General Manager
Paul Wiedefeld to take drastic action in an effort to prevent yet another serious incident. Operation SafeTrack
will involve 15 work projects, which will be similar to
“maintenance blitzes” seen on freight railroad mainlines.
Ten projects will require the single-tracking of select
sections of a line for periods of one to six weeks, reducing the number of trains that can be operated over the
entire line, leading to crowding and delays. The remainder of the work, which will require line closures, will
begin June 18-July 3 between Eastern Market and Minnesota Avenue; July 5 between Reagan Airport and
Braddock Road for one week; then another week starting the following week on July 12 involving the Blue and
Yellow Lines between Reagan National Airport and Pentagon City. There will be a 23-day closure from October
10-November 1 between NoMa and Fort Totten on the
Red Line with a concurrent closure of the BrooklandCUA and Rhode Island Avenue stations. An 18-day closure from December 7 to December 24 will shutter the
Blue Line from Pentagon to Rosslyn and idle the Arlington Cemetery station (with exception of December 17
for the Wreaths Across America event there). The single-tracking disruptions will occur June 4-19 on the Yellow and Blue Lines between Franconia-Springfield and
Van Dorn; June 20-July 3 and July 20-31 on the Green
and Yellow Lines between College Park and Greenbelt;
August 1-8 from Takoma to Silver Spring and August 919 from Shady Grove to Twinbrook on the Red Line; on
the Orange Line September 9 to October 21 from Vienna to West Falls Church, November 2-12, 2016 and
March 6-20, 2017 from West Falls Church to East Falls
Church; the Orange and Silver Lines between East
Falls Church and Ballston from November 12December 5 and the Yellow and Blue Lines from Braddock Road to Huntington on the Yellow Line and Van
Dorn on the Blue Line from January 2-15 and 23-26,
2017. Most of the work will involve the replacement of
50,000 wood ties that have deteriorated as well as rail
replacement and third rail power assemblies that have
become prone to short circuits and fires. In addition to
all of this work, beginning June 3, the Washington Metro
will no longer be open until 3 AM and will close down at
midnight. This will provide longer construction/work time
windows overnight by which maintenance crews can
perform vitally needed work. (Washington Post, May 9)
12

WMATA General Manager Paul Wiedefeld abruptly
fired 20 managers, seven of whom were senior managers at Metro operations. Of the 13,000 employees at
WMATA, most of whom are represented by three unions, 650 are “at will” employees who can be let go at
the General Manager’s discretion. The recent woes at
the beleaguered agency were probably the catalyst for
this reorganization and streamlining effort. (Washington
Post, May 20)
Florida
The first six of 136 new Miami Dade Metro railcars are
expected to enter the testing phase and lead the way
for the remaining 130 cars to begin entering service in
2017 with completion of the $313.8 million order in
2019. These cars were originally scheduled to begin
service in 2015 but encountered delays stemming from
the assembly factory being late in opening up for production as well as a design change ordered by MiamiDade Metro to make the ends of the carbodies more
rounded and slightly sloped at the ends to create a
streamlined appearance, as well as delays in the construction and opening (March, 2016) of the assembly
plant in Medley, Florida for Ansaldo-Breda, whose rail
manufacturing assets have been taken over by Hitachi.
The new cars will feature more space for bicycles as
well as high-definition security cameras, additional
screen monitors in each car announcing the next station, advertising, high-quality audio systems for announcements, and improved high-efficiency airconditioning, (Miami Herald, May 22)
The Florida Department of Transportation (FDOT) has
decided not to apply for a federal TIGER
(Transportation Investment Generating Economic Recovery) grant that would have gone toward funding an
extension of the SunRail commuter rail line from its current northernmost terminus of DeBary 12 miles northward along the former CSX line (now owned by FDOT)
to DeLand in Volusia County. The principle reason for
the decision not to apply for the federal grant was that
the amount of the grant was not going to be as high as
previously hoped for, requiring FDOT to assume a
greater share of the extension’s cost. (Editor’s Note by
Ron Yee: There had also been some debate amongst county
officials as to whether the originally planned location of SunRail’s new terminus at DeLand should be located on the large
parcel of land adjacent to and just south of the current
Amtrak station located 3 miles outside of town. The city of
Deland was more in favor of having SunRail come off the
former CSX mainline (now owned by FDOT) at a switch located south of the Amtrak station onto a branchline spur that
goes right into downtown DeLand, serving the city center and
linking it with Orlando.) (Progressive Railroading, May
4)
Chicago, Illinois
Lawyers acting on behalf of Bombardier, the losing
bidder for up to 846 of the next generation of subway
and elevated cars for the Chicago Transit Authority
(CTA), have made allegations that the winning bidder,
China-based CSR Sifang America, may produce rail(Continued on page 13)
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cars with ineffective anti-climbers built into the design of
the structure, making them prone to “telescoping” in the
event of a collision. A CTA spokesperson has released a
statement that the claim is without merit. The claim is
based on artist’s conceptions released by CSR that do
not incorporate all of the features with which the actual
cars will be equipped. Bombardier is also alleging that
CTA changed some of the evaluation criteria without
informing Bombardier. CSR’s bid was $226 million below Bombardier, a significant percentage of the $1.31
billion order. (Crain’s Chicago Business, April 27)
Kansas City, Missouri

Kansas City Streetcar 803 passes the Muse of the Missouri fountain
along Main Street in downtown Kansas City on the first morning of
passenger service, Friday, May 6, 2016.
Andrew Grahl Photo.

May 6 marked the return of electric traction to Kansas
City after a 59-year absence. With glorious blue skies
as a backdrop and a crowd of several hundred people
in front of him, Kansas City Mayor Sly James proclaimed the start of a new era of rail transit in the city
with the grand opening of KC Streetcar. (Also present
was ERA Program Manager Andrew Grahl with his
wife.)
James acknowledged the many city and federal partners who helped make the new $100 million, 2.2-mile
streetcar starter line a reality and said it is an example
of the challenging, risky, and historic projects that cities
need to tackle to play in the big leagues.
To sum up, there were decades of planning, election
failures, legal setbacks, hard work and progress, construction disruptions, and months of testing leading up
to the final big day. But the streetcar is also an emotional and sentimental project for those who remember the
heyday of Kansas City streetcars, before the last car
stopped in 1957. Many of those riding that Friday also
rode on the original system.
Before World War II, Kansas City had one of the most
robust streetcar systems in the country, but it shut down
59 years ago. The city pursued a number of transit stud13

ies from 1966-96, and then followed repeated citywide
light rail elections that failed with voters or were unworkable.
Kansas City has not been a stranger to urban planning challenges, including the hassles that came with
restoring the Union Station that is in part the rail transit
hub for the region. Amtrak left the station in 1985 only to
return in 2002, one of many that Amtrak has returned to
after originally leaving. Despite a failed vote in 2014 to
expand the system, groups in Kansas City are determined to expand the current two-mile line into a major
system. (Mass Transit Magazine via McClatchy, May 8;
Kansas City Star, May 6 and 19)
Dallas, Texas
In March, 2017, Dallas Area Rapid Transit (DART) will
introduce a cash-reloadable, pre-paid value farecard in
a partnership with PayNearMe. Riders will be able to
buy such cards at hundreds of retail locations such as
7-Eleven, Fidelity Express stores, and those on the
Blackhawk network. Passengers can pay with cash or
DART’s Go Pass mobile app to reload their cards.
These cards will be valid on DART transit vehicles, Denton County Transportation Authority, and Trinity Railway
Express. The aim of this system is to reduce the volume
of cash fare transactions on DART transit vehicles, especially on the buses. (Yahoo News, May 16)
During the week of April 11, the Lone Star Rail District
went on the offensive two months after Union Pacific
announced it would not participate in a proposal to use
its tracks for a commuter rail between San Antonio and
Austin.
On April 8, the district's Board was called for a special
meeting where it was presented with four alternatives to
the previous plan, which is dead in its tracks. At the
meeting, the Board voted to continue the environmental
study, which could enable future funding. Interstate 35
has a history of serious congestion issues.
The alternatives all involve the I-35 corridor and include: "the SH130 corridor, the abandoned MoKan rail
alignment, and new right-of-way parallel to the Union
Pacific mainline, as well as hybrids of these options."
According to the Lone Star Rail District, the project is
halfway through the implementation process. It expects
the environmental study to be completed by 2018. (San
Antonio Current, April 18)
Denver, Colorado
With the successful opening of its first commuter rail
line, the A Line, linking Union Station in downtown Denver with its international airport on April 22, 2016, Denver’s RTD announced that it is on schedule to open its
second electric commuter rail line, a major portion of the
B Line linking downtown Denver with Westminster, on
July 25. A third line, the C Line linking South Westminster with Longmont, will utilize diesel-powered equipment and will be built when funding becomes available.
(Progressive Railroading, May 6)
Construction of Denver’s Southeast Rail Extension is
to start on May 16, following a groundbreaking ceremony on May 10. Held at the site of the future Sky Ridge
(Continued on page 14)
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station, the ceremony was attended by RTD General
Manager and CEO Dave Genova, local mayors, and the
Federal Transit Administration’s Regional Administrator,
Linda Gherke.
FTA is contributing $92 million towards the $233.1
million project from its Capital Investment Grant program, with the rest being covered from local funding
sources. RTD says it has raised an “unprecedented”
$25 million in cash and an estimated $3 million in land
and right-of-way permits from the City of Lone Tree,
Douglas County, Coventry Development, and the
Southeast Public Improvement District.
Part of the FasTracks program approved by voters in
2004, the extension will add a further 2.3 miles to the
19-mile Southeast Line. The route will follow the Interstate 25 corridor south from Lincoln Avenue to serve
Sky Ridge and the future Lone Tree City Center before
turning east to reach the new terminus at Ridge Gate
Parkway. Transit-oriented development is part of all the
plans. Concurrent with the project, RTD is to purchase
an additional eight LRVs.
In July, 2015 RTD selected Balfour Beatty Infrastructure, Incorporated as construction contractor for the extension, which is due to be completed by 2019. It will be
served by three light rail routes: the E Line to Union
Station, the F Line to 18th and California in the city center, and the orbital R Line through Aurora to an interchange at Peoria with the University of Colorado A Line
commuter rail line to Denver International Airport.
(Railway Gazette, May 12)
Seattle, Washington
Sound Transit’s Board voted to keep the Tacoma Link
light rail fare-free until 2022, the projected opening date
of its 2.2-mile extension to the Stadium and Hilltop
neighborhoods. It was deemed that the cost of administering and performing the fare collection aspects would
exceed the amount of revenue based on current ridership levels. The Downtown Tacoma Business Improvement Area (BIA) has been subsidizing the operation of the light rail line since 2014 and will continue to
do so. (Progressive Railroading, May 2)
San Francisco, California
MUNI expanded its new E Line streetcar service from
weekends only to a seven-day-per-week operation from
10 AM to 7 PM beginning April 23. Out of the Market
Street Railway’s fleet of nearly 60 historic and/or vintage streetcars from all around the world, five of the
seven double-ended PCCs in the fleet are needed to
operate this service on a 15-minute headway linking the
Embarcadero waterfront area, CalTrain, and the Giants
baseball stadium as there are no turn-back loops on
this line. It is hoped that the operating hours can be expanded to 6 AM later this year. (Al Holtz, April 24)
Los Angeles, California
In addition to Positive Train Control (PTC) teething
issues, Metrolink’s leased freight unit locomotives are
also a significant source of delays. Added to the oppo14

site end of the train from the Metrolink locomotive,
these leased freight locomotives were supposed to temporarily replace the Rotem-built cab control cars while
engineering staff came up with a permanent solution for
the safety issues presented by poorly designed “pilots”
on those cars, which proved to be ineffective at handing
the forces from impacting large motor vehicles at grade
crossings. In addition to train crews having to “spot” the
trains on account of the extra locomotive, there are now
issues where the braking characteristics of these heavy
freight units may be presenting a hazard when braking
a consist made up of a mix of two types of coaches.
These freight units are much heavier than passenger
locomotives and instead of using straight air as their
primary means of braking, these units rely primarily on
their dynamic brakes to slow a train. The combination of
mixed braking modes on the locomotives at each end of
the train combined with a mixture of Rotem-built stainless steel bi-level coaches and relatively lighter weight
aluminum-skinned Bombardier bi-level coaches are creating heat-related stressing on the brake rotor assemblies of the Rotem cars. (Unnamed Metrolink internal
source, April 30)
In a second effort to shore up falling ridership levels,
the Metrolink Board of Directors approved the lowering
of fares for trips of less than 20 miles effective July 1.
Earlier in 2016, a $3 station-to-station fare was put into
effect as a pilot program for six months but attracted
limited interest as it was limited to select ticket types.
(Metrolinktrains.com, May 18)
The Expo Line extension to Santa Monica opened on
May 20 at noon, restoring rail service between Los Angeles and Santa Monica for the first time in 63 years.
Free rides were offered to the public through Saturday,
May 21 on the seven-station, 6.6-mile, $1.5 billion line
extension. Free rides were offered on Friday, May 20
and Saturday, May 21. (Los Angeles Times, May 20)
As the June Bulletin goes to press, prospective riders
are closer than ever to actually riding the Perris Valley
Line.
Transportation officials on May 11 announced that the
commuter rail line will open for service June 6. Riverside County Transportation Commission Deputy Executive Director John Standiford confirmed the tentative
date for the planned opening of the 24-mile spur with
four new stations in Riverside, Moreno Valley, and Perris.
The extension of the 91 Line was approved by RCTC
in 2003, cost $248 million, and is the first extension of
Metrolink service in 22 years. The Perris Valley Line is
expected to serve more than 4,000 riders a week, according to the transportation officials.
According to the new Metrolink schedule released at
the beginning of May, service to the four new Perris Valley Line stations will be active Monday through Friday,
but not on weekends.
Three early-morning trains departing South Perris will
transport riders to downtown Los Angeles via the 91
Line. There will also be trains running between South
(Continued on page 15)
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Perris and downtown Riverside, but not serving the rest
of the line.
On its website, Metrolink is touting special grandopening fares for Perris Valley Line riders: a $10 roundtrip fare for those traveling in Riverside County, and a
10 percent discount for passengers starting at one of
the four new stations and traveling outside the county.
(Press Enterprise [Riverside, California], May 11)
(Editor's Note by Sasha Ivanoff: With a well-over-two-hourlong running time compared to an hour just to Riverside, the
train will not be popular with the car crowd, but I can see
people living close to the new stations lining up in droves to
use it. Disappointingly, Metrolink has not used the addition of
service to boost schedules, which might be just what the
agency needs to boost sagging ridership.)
Montreal, Quebec, Canada
AMT cancelled a $103-million call for tenders for 24
double-decker train cars, for which Bombardier Transportation was the only bidder. The cancellation could
mean delays getting much-anticipated double-decker
trains on the overcrowded Deux-Montagnes Line.
Bombardier said in its bid that it cannot furnish several
items that are standard on AMT trains: screens announcing the next stop, an intercom, and a passengerdetection system. AMT stated that Bombardier has built
all the agency’s cars and most of its locomotives to
date, and never had a problem providing those features
up to now.
Bombardier also said it is not able to build the trains
within the 24-month period stipulated in the contract,
saying it needs 36 months to build the cars.
AMT went to tender last December on the doubledecker cars to be used on the Candiac, VaudreuilHudson and St-Jerome Lines. The new cars would allow AMT to move the old cars to the agency’s busiest Deux-Montagnes Line, bringing double-deckers to
that line for the first time. AMT plans to take the MR-90
cars currently used on that line out of circulation for several months so they can be recommissioned.
Montreal is now on a list of cities disappointed with
Bombardier’s rail operations.
As noted below, Toronto's $1.2-billion order for 204
streetcars, placed by the Toronto Transit Commission in
2009, has turned out to be a serial disappointment for
the city. Bombardier has repeatedly reduced the number of streetcars it expects to deliver this year, promising 75 in 2015, reducing that to 54 in January, then further lowering its estimate to 30 this month.
The company is also several months behind in building light-rail trains for the city of Waterloo.
In March, Bombardier’s transportation division
faced another challenge to its reputation when it
was accused in a scathing report of “duping” London
Transit about its ability to complete a signaling project in
the British capital. The report, prepared by the London
Assembly’s budget and performance committee, said
Bombardier was unable to deliver on a $670-million sig15

naling contract awarded in 2011 that would allow more
people to use the London Underground. The contract
was terminated in 2013. (Montreal Gazette, May 17)
(Editor's Note by Sasha Ivanoff: If AMT gets desperate, a
worst-case scenario could be that the agency purchases Silverliner Vs from Hyundai-Rotem in the interim, since Denver's RTD is still taking delivery of them. Bombardier's collapse is something that I am still stunned about — how a
company that has built reliable equipment in the past is
struggling to fulfill basic orders.)
Toronto, Ontario, Canada
In an effort to speed up the much-delayed Toronto
street car replacement project, Bombardier has reallocated its resources amongst four plants located in Quebec, Mexico, and Ontario. The plant at Kingston, Ontario will be focused on light rail projects for Metrolinx and
the Kitchener/Waterloo regions while the Thunder Bay
plant will focus on orders from GO Transit and completing an order for the Toronto subway. The plant in La
Pocatiere, Quebec will manufacture Montreal’s new
Metro cars as well as assume some of the manufacturing responsibilities for the Toronto street car order. The
location of a second production line for the manufacture
of Toronto street cars will be identified by the end of
May. Only 16 new street cars are expected to be delivered by the end of 2016, raising the total new LRV
count to 31 out of the 204 ordered in a $1.2 billion contract. The revised production schedule calls for 40 cars
in 2017, 76 in 2018, and completion in 2019 with 57
cars. (Toronto Star, May 21)
A featurette done by the Toronto Star for its May 13
edition shows the inside scoop on the rehabilitation of
the Toronto Transit Commission's (TTC) fleet of CLRV
(Canadian Light Rail Vehicle) and the ALRV (Articulated
Light Rail Vehicle) equipment.
In addition to causing frustration among transit riders,
the delayed delivery of TTC’s new streetcars has posed
a major logistical problem for the transit commission.
Bombardier was originally supposed to supply 73
state-of-the-art vehicles by the end of 2015, but as of
mid-May only 19 had arrived. To make up the difference, TTC has been forced to extend the life of some of
its older vehicles.
At the Harvey Shop of the TTC’s Hillcrest complex,
crews strip the cars down, build them back up, and get
them ready for the road again. It is a tremendous undertaking that will take thousands of hours of work and cost
an estimated C$33.1 million. (Toronto Star, May 13)
TTC announced that it will be operating one of its two
vintage PCC street cars every summer Sunday until
Labour Day weekend on its Route 509/Harbourfront
Line between Union Station and Fleet Loop. The PCC
will operate over this line from noon to 5 PM and the
public will not be charged a fare to ride. (citynews.ca,
May 22)
England
Passenger franchisee TransPennine Express has announced orders worth £230 million for CAF electric multiple-units and locomotive-hauled coaches for delivery
(Continued on page 16)
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in 2018-9.
The £120 million order for 12 five-car Civity UK InterCity EMUs with a maximum speed of 200 kilometers per
hour is to be financed by Eversholt Rail. The 25,000volt, 50 Hertz units are scheduled to enter service by
April, 2019 and will be used on Anglo-Scottish trips operating on the West Coast Main Line from Manchester
and Liverpool to Glasgow and Edinburgh.
The 13 sets of five-car hauled coaches will be financed by Beacon Rail Leasing, and will work in pushpull mode with Class 68 diesel locomotives owned by
Beacon Rail that will be subleased from Direct Rail Services. TPE said, “most of the required Class 68 engines
are already built and by buying state-of-the-art carriages
to be pulled by these engines, much-needed additional
capacity can be introduced quickly.” The new equipment
will have amenities that are very similar to what air travelers on most full-service carriers are used to, including
Wi-Fi, mobile streaming, and power outlets.
The coaches will initially operate at up to 160 kilometers per hour, with the capability to run at 200 kilometers
per hour as routes are electrified. They will enter service
starting in Spring, 2018, initially operating between Liverpool and Newcastle. Later in 2018 some will begin
running to and from Scarborough. Once TPE's Hitachi
AT300 fleet arrives in December, 2019, the coaches will
then be transferred to routes from Liverpool and Manchester Airport to Middlesbrough and Scarborough.
The orders announced on May 20 follow an earlier
agreement for Hitachi to supply TPE with 19 five-car
electro-diesel AT300 trainsets from its plants at Kasado
in Japan and Newton Aycliffe in northeast England.
(Railway Age, May 23)
Switzerland
The Zurich City Council and the Transport Council of
the Canton of Zurich have approved the acquisition of
70 meter-gauge Flexity 2 LRVs from Bombardier to replace the ageing Tram 2000 fleet introduced in the
1970s.
The 43-meter-long seven-section vehicles will be 2.4
meters wide, accommodating up to 93 seated and 186
standing passengers (4 passengers per square meter).
Deliveries will take place between 2018 and 2023.
The SFr 358 million (US$363 million) order includes
spare parts, specialist tools, and staff training. According to the Zurich City Council, the price per vehicle is
SFr 4.3 million. (International Railway Journal, May 19)
Germany
Karlsruhe tram-train operator AVG signed a €59.5 million contract with Bombardier Transportation on May 18
for the supply of a further 12 Flexity Swift ET 2010 light
rail vehicles.
Deliveries are due to take place between September,
2017 and March, 2018. Equipped to run on both the
750 volts d.c. and 15,000-volt 16.7 Hertz a.c. parts of
the tram-train network, the LRVs will be 37 meters long
and 2,650 millimeters wide, with capacity for 244 pas16

sengers, including 93 seated. The air-conditioned vehicles will be fitted with a toilet and Wi-Fi.
AVG already has 30 Flexity Swift ET 2010 vehicles in
service, which it ordered from Bombardier in September, 2009. (Railway Gazette, May 20)
Iran
To cope with rising road congestion, air pollution, and
the need for urban mobility, Iranian cities are expected
to call tenders for at least 4,000 metro cars by 2025,
Industry Minister Mohammadreza Nematzadeh told the
inaugural Oil Rail Ports conference held in Tehran on
May 15-16.
With several cities — including Shiraz, Tabriz, and
Esfahan — having opened metro networks in the past
five years, the supply industry is anticipating a surge in
demand as the relaxation of international trade restrictions make access to the Iranian market easier.
Meanwhile, expansion in Tehran is attracting considerable attention from international suppliers. A sixth metro
line is currently under construction and tracklaying is
underway on the Line 1 extension south from the city to
Imam Khomeini International Airport. Among the companies examining the market potential is Transmashholding, which is seeking export orders for its Metrowagonmash subsidiary, the largest metro car builder in
Russia. (Railway Gazette, May 17)
South Korea
South Korea’s national train operator Korail has selected Hyundai Rotem to supply a fleet of 30 HEMU-250
trains for operation on the new Gyeongjeon line to Masan in the south of the country in 2020.
The Won 102 billion (US$86 million) contract for the 250
kilometer per hour trains was due to be finalized in midMay. Korail invited tenders for a fleet of high-speed
trains in November, 2015, but withdrew the tender twice
as it failed to agree terms with suppliers.
Hyundai Rotem has been testing its HEMU-430 train
since 2012, and this is the first order for trains in this
family. (International Railway Journal, May 23)
China
Trial passenger operation began on May 18 on the
first metro line in Fuzhou, the capital of China's southeastern Fujian province. Trains are now operating on
the Sanchajie-Fuzhou South Railway Station section of
the 24.9-kilometer north-south Line 1 from Xiangfeng to
Xiayangcun. Line 1 has 24 stations, including nine on
the section now in operation.
Service on Line 1 is operated by a fleet of 28 six-car
trains built at CRRC Tangshan's plant in nearby Quanzhou. The 80-kilometer-per-hour aluminum-bodied Type
B trains accommodate up to 1,460 passengers, 256 of
them seated.
A second east-west line is under construction and the
two lines will intersect at the Nanmendou station.
Last December the National Development and Reform
Commission, China's top economic planning authority,
approved a construction plan for the Yuan 65.4 billion
(US$9.9 billion) second phase of the metro, which will
extend the system to 147.5 kilometers by 2021.
(Continued on page 20)

ERA BULLETIN — JUNE, 2016

TOUR OF TURKEY
by Jack May
(Continued from May, 2016 issue)
(Photographs by the author)
The skies were clear the next morning and it turned It is 7 miles long and shaped like the letter “L,” symmetout to be a perfect day for riding and photographing with rically opposite to that of the nostalgia line. The 90temperatures in the mid 70s. Antalya has a population degree turns on both undertakings are at the same inof 930,000 year-round residents. It is a major tourist tersection, but there is no track connection. One could
center, owing to its tropical weather and beautiful set- say they just miss side-swiping each other. The light rail
ting along the Mediterranean Sea near many beaches line has 16 stations and operates entirely in grassy and
and archaeological sites. The city itself is very clean paved medians, with two long underpasses, each hostand bright, with a busy palm-lined downtown area and a ing a station. Antray’s fleet consists of 14 100-percent
lovely sheltered harbor that has been turned into a ma- low-floor LRVs built by CAF in Spain, capable of 65 kilorina. A great deal of its conversion from a sleepy little meter per hour operation. They’re similar to the cars
village to a major resort transpired from the advent of operating in Seville and formerly in Velez de Malaga
low-cost charter flights and later, low-cost air carriers, (CAF has also built high-floor LRVs for Pittsburgh and
which now fly to Antalya from most major cities in Eu- Sacramento).
rope.
While the line’s infrastructure is quite modern, operaThe old city is called Kaleici and has been restored, tion was rather slow, possibly because of safety considwith limited access allowed for automobiles. Two of the erations during the system’s break-in period. Cars did
city’s principal tourist attractions are Hadrian’s Gate, a not go faster than 15 kilometers per hour in the downtriumphal triple arch with pillars,
town area, but improved to about
built to commemorate the Roman
25 or 30 on the outer portions,
emperor who visited the city in the
where the line is fenced in — but
year 130 A.D., and a 19th century
still much too slow. Also unfortuclock tower, both along the original
nately, all of the cars are wrapped
city walls.
in full advertising regalia, some
A single-track standard-gauge
quite garish. But the line is new
heritage streetcar line was opened
and clean, and seemed to be wellin 1999, ostensibly to fight autopatronized. In one part of the
mobile congestion around the old
downtown area its central reservacity. Three MAN-built motors with
tion is paved with stone, while in
matching trailers were acquired
another the median is wide
from Nurnberg to operate over the
enough to have trees and shrubs
3.2-mile long line, which has three
between the tracks. Like the other
passing sidings and loops at both
new lines we rode, station fare
ends. The literature indicates that
collection is used, with the medithe line was donated to Antalya by
um being smart cards.
its sister German city. On our
I first rode and photographed the
2001 visit the cars were painted in
new light rail line, and then after a
a montage depicting the tourist
lunch snack, devoted time to the
sights in Antalya and its neighbornostalgic tramway, walking a great
ing areas, but now advertising
deal of the route. I spent the last
schemes dominate. The route is
portion of the day, before meeting
shaped like an inverted backwards
Clare, in the busy downtown area,
“L,” with the east-west part runwhich was crowded with strollers
ning close to the sea and the north
and shoppers. Clare and I decided
-south portion running to the east
to return to the same restaurant
of the old city. Two of the motor- Our charming hotel, the Deja Vu, in the old city, has for dinner, but were disappointed
trailer sets are used to operate a
a beautiful patio. when the food was not as good as
30-minute headway. It’s a very
the previous night’s. Perhaps the
pleasant line with an end-to-end running time of 25 regular chef was off one of the two days. Despite this
minutes.
“bump” we had a thoroughly enjoyable visit along the
In addition to the nostalgic streetcar route, Antalya “Turkish Riviera,” similar to our tour of its western pornow has a light rail line, called Antray. This modern tion in 2001.
(Continued on page 16)
standard-gauge double-track operation opened in 2009.
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(Continued from page 15)

The clock tower, at the edge
of Kaleici, is just one of the
many tourist sights in Antalya, and is located along the
streetcar line.

The northern end of the line is almost perfectly straight, and runs in
the grassed-in center reservation of Antalya Blv. This view is near
the Dokuma station.

Antray ducks under a major
traffic intersection ...

One of Antalya's LRVs is shown on Ali Çetinkaya Cad, almost in the
city center, where the two tracks are separated by a wide median
containing a great deal of greenery.

...with the Calli station located between the two ramps.

Another example of Turkey’s penchant for flowers. After leaving
the city center a tram turns off Ali Çetinkaya Cad onto Aspendos
Blv.

One of Antalya's CAF-built cars lays over at the Meydan terminal at
the eastern end of the L-shaped line.
(Continued on page 17)
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The center of the line is located at the edge of the old city, where
many tourists tend to congregate. One of the line’s three passing
tracks is located here at the Kalekapisi stop Entrepreneurs offer
horse-drawn carriage tours, but this cart will soon move, sans
customers, to make way for one of the two streetcars on the line.

The Zerdalilik station at the southern end of the line. Cars operate
on a long street loop serving the carhouse, far from the tourist
areas of town.

The line’s southern section mainly serves the residents of high-rise
apartment buildings. Balconies are de rigueur in this area, and a
portion of the line is well-landscaped with a lovely fountain.

Much of the eastern end of the line parallels the shore and a
park. The motor-trailer sets turn on a loop next to the sea and
then pull into the Muze station.
(Continued next issue)
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Around New York’s Transit System
Subway Ridership at Record High
Ridership on NYCT subways has reached 1.8 billion
rides per year, highs not seen since 1948. 7, L, and
Q are already operating at capacity with no realistic
ability to add more trains due to signaling constraints. It
is hoped that the Communication-Based Train Control
(CBTC) system being installed on 7 by the end of 2017
can add perhaps 1-2 more trains per hour. The opening
of the Second Avenue Subway by the end of this year
should relieve some of the crowding on the Lexington
Avenue Line, but because the new line turns west at
63rd Street, it cannot serve as a genuine reliever line
south of there to lower Manhattan. In the meantime,
riders on the rest of the system will continue to have to
deal with the increased congestion, crowding, and delays on a system strained to capacity and dependent on
technology and systems dating back to over 70 years
ago. Stopgap measures at key and/or crowded stations
include “platform controllers,” a form of additional staffing to help with crowd control and facilitate the faster
unloading and loading of trains in an attempt to reduce
dwell times and therefore increase hourly throughput
per track or reduce delays. Additional measures such as
platform edge gates/doors such as seen on the JFK
Airport AirTrain to prevent people from accidentally falling onto the tracks and exploring the concept of “open
gangway” design subway cars (no doors between cars
within linked car units), which would increase each
train’s capacity by around 10%, are being studied by
NYC Transit. Concepts currently in use or being tried on
London Transport’s (LT) underground tube lines may
eventually come to NYCT, including closure of the entrances to stations that become dangerously overcrowded and changing passenger behavior on escalators.
The latter is a controversial tactic being tried on LT
where people are being instructed to ride escalators
side-by-side and not leave an entire side open for people in a hurry to pass. It is felt that leaving an entire side
clear actually contributes to crowding as much of the
escalator’s total capacity is simply being wasted keeping one side open for passing.
Canarsie Tubes Closure Options Presented
NYC Transit’s two main options regarding the process
by which the Canarsie Tubes will be repaired from damages resulting from seawater flooding after Hurricane
Sandy can be viewed by clicking on the link to a

YouTube video. Readers here should click on the link to
this very informative video that provides an illustrated
guidebook of what needs to be done: https://
www.youtube.com/watch?v=Gt_JloKcE7s.
Simulated Gas Attack in Subway System
In an exercise to determine the vulnerability of the
subway system’s tunnels to a biological, chemical, or
nuclear agent attack, NYC Transit and the Department
of Homeland Security performed a test to measure how
a gas could spread through the subway tunnels. A
harmless substance (allegedly an easily detectable perfume derivative) was released at undisclosed locations
in Manhattan, Brooklyn, and Queens during the week of
May 9. (Editor’s Note by Ron Yee: This Editor observed
“sniffer” devices placed on the platforms at Lexington Avenue NQR, at 68th Street 6, and Grand Central 456.
Decades ago, during the cold war, there was a secret study
conducted by the military where agents dropped lightbulblike glass containers onto the tracks between cars of select
trains as they rolled down the tracks releasing “inert” gases
whose progression (or lack thereof) was tracked throughout
the system.)
Tenth Avenue Station to be Built?
New York Senator Charles Schumer is pressing for a
revival of efforts to build the Tenth Avenue-W. 41st Street
station that, while originally planned when the extension
to 34th Street-Hudson Yards was built, was dropped due
to budgetary constraints to save New York City $600
million in costs to construct the line. Fortunately, provisions and property easements alongside and above the
new tunnel were established in the area to permit the
construction of the then-cancelled station at some point
in the future if and when funding became available. With
an estimated $30 billion in revenue being spurred on by
the massive development of real estate in the area,
Senator Schumer believes that the time for it has arrived, given the scale of development that has been
brought into the far west side of Manhattan. (Editor’s
Note by Ron Yee: Serious efforts to begin construction of this
cancelled (postponed) station should be started now, especially in light of the fact that there are now serious plans to
relocate and build a new Port Authority Bus Terminal (PABT)
at Tenth Avenue, west of the existing bus terminal spanning
Eighth to Ninth Avenues.)
Brooklyn F Express Service Proposed
NYC Transit has proposed a service improvement on
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transport trips in the city to 30%. In addition, the Chinese government is considering lowering the threshold
at which cities become eligible to develop urban rail
projects from 3 million inhabitants to 1.5 million.
(International Railway Journal, May 20; Railway Gazette, May 18)

(Continued from page 16)

Ultimately Fuzhou plans to construct a 338.1-kilometer
nine-line network with 215 stations including 26 interchanges with the aim of increasing rail's share of public

20

(Continued on page 6)

ERA BULLETIN — JULY, 2016

The
Bulletin

Electric Railroaders’ Association, Incorporated
Vol. 59, No. 7
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
©2016
Electric
Railroaders’
Association,
Incorporated

In This Issue:
From
Recognition to
Dominance—
The New York
Connecting
Railroad
(Continued)
…Page 2

July, 2016

60 YEARS OF SUBWAY SERVICE
TO THE ROCKAWAYS
by Bernard Linder
June 28, 1956 was an important day. Subway trains started operating to the Rockaways. The first trains were the 6:38 PM
Rockaway Park and the 6:48 PM B. 25th
Street-Wavecrest trains from Euclid Avenue.
Rockaway riders were able to enjoy more
frequent service and a cheaper ride than the
Long Island Rail Road previously provided.
But passengers from the mainland leaving
Rockaway stations paid an additional fare
and passengers boarding at Rockaway stations paid two fares for trips beyond the second zone. For trips within the second zone,
passengers paid two fares, received an identification ticket, and got a refund when leaving.
Because of a delay in delivering equipment,
power was inadequate and trains operated in
series for 3.70 miles between Howard Beach
and Broad Channel. The original running
time from Euclid Avenue was 44 minutes to
B. 25th Street and 40 minutes to Rockaway
Park. Less than a month later, July 22, 1956,
sufficient power was available and running
time was speeded up eight minutes.
During the summer, rush hour E trains operated from 179th Street to B. 25th Street (6
trains) and Rockaway Park (6 trains). At other times 4-car shuttles operated from Euclid
Avenue to both terminals. Effective September 16, 1956, A trains ran between 207th
Street and B. 25th Street except during the
midnight hours, when shuttles still operated
to Euclid Avenue. Six rush hour A trains ran
between 207th Street and Rockaway Park
while shuttles ran to Euclid Avenue at other
times. A trains operating between 207th
Street and Far Rockaway furnish the longest
ride on the transit system, 32.29 miles. Mid-

day express running time is about 99
minutes, but midnight locals take a little longer — 112 minutes.
Long Island Rail Road trains were providing
service to the Rockaways long before subway service was extended there. Unfortunately, the railroad trains operated on a
wooden trestle where fires occurred frequently. On May 7, 1950, another fire destroyed this trestle and the railroad was unable to spend large sums of money to repair it.
To provide service on this busy route, the
City of New York decided to buy it. On June
11, 1952, the Rockaway Line was sold to the
city for $8.5 million, and the portions still operated by the Long Island Rail Road were
leased back to it.
During the transition period, LIRR service
was curtailed. Service to Hamilton Beach
was reduced after the trestle fire, after which
trains terminated at Ozone Park from October 2, 1955 to June 8, 1962. Pursuant to the
lease with the City of New York, LIRR operated service over the city-owned portion between Ozone Park and White Pot Junction.
The lease was renewed in 1956 and 1959,
and expired June 10, 1962. LIRR discontinued operation and the property reverted to
the City of New York. After the trestle fire,
LIRR trains were rerouted via Valley Stream
to Far Rockaway and Rockaway Park. Service was reduced again on October 2, 1955
and all trains terminated at Far Rockaway.
NYC Transit replaced the burned wooden
trestle with an embankment built of sand
dredged from Jamaica Bay, upon which
tracks were supported by steel and concrete
pilings. A new signal system was installed,
(Continued on page 4)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from June, 2016 issue)
enter the Bay Ridge Branch, cross above the Brighton
Beach Railroad, and proceed onto the Manhattan
Beach Branch for their final leg to the shore and its richness of attractions. This special service was offered in
addition to LIRR’s trains between Bay Ridge and Coney
Island, and the Gravesend racing specials out of Long
Island City, each of which had been using the Culver
Line south of Parkville Junction since 1885 and 1886. It
was taken seriously enough to generate the creation of
a substantial railroad terminal at Manhattan Beach itself. For whatever reason (we might speculate that
Corbin’s preferred clientele didn’t respond to the availability of through service over the elevated system as he
had hoped) this particular routing nevertheless turned
out to be a single-season affair upon its conclusion on
October 30, with similar, jointly-operated trains consisting of BER equipment and crews sticking to the Culver
Line for their whole trip to Coney Island beginning with
the 1896 season that May. This was Corbin’s final act
as far as coordinated service between the Brooklyn “L”s
and LIRR was concerned, for he died in an unfortunate
accident on June 4. The schedule of existing seasonal
specials then stayed the course through the summer of
1897, but by that time the Brooklyn traction empire was
in an optimal stage of development and without Corbin
to harness it in a fashion directed toward the benefit of
his own interests, LIRR’s newer, younger management
(guided by another New Englander, successor President William H. Baldwin) seemed inclined to acquiesce
to the competitive realities and let LIRR withdraw from
the local transportation scene over time.
Owing to unfavorable business arrangements with
connecting steamboat operators, both LIRR and its Prospect Park & Coney Island affiliate dropped all passenger service from its Bay Ridge terminal to Manhattan
Beach and Coney Island (Culver Depot) after the 1897
season ended. Having been significantly enlarged from
its original state between 1892 and 1895, trains and
boats at the Bay Ridge facility were by then interacting
at a newer, larger deep water port at the foot of 65 th
Street. This included the freight side of operations as
well as passenger trains, with LIRR doubled in size at
the site relative to the neighboring Sea Beach Railroad.
Thereafter, commencing in May, 1898, LIRR trains to
Coney Island originated from both Union Depot
(nominal) and the newer 39th Street Ferry (seasonal),
following the Culver Line for the length of their journeys.
By this final season, the Culver Line had a slightly different range of stations than it had possessed ten years

LIRR ON THE CULVER LINE, RELATIONSHIP
WITH THE BAY RIDGE BRANCH, AND OTHER
RAPID TRANSIT VENTURES

The undeniable mobility movement toward trolleys
and elevated trains in the rapidly developing city of
Brooklyn eventually drew the Prospect Park & Coney
Island to a closer affiliation with Long Island Rail Road
through the 1890s, with its outright purchase being consummated on January 24, 1893. Culver’s former company had already been operating a healthy chunk of its
service into the “Union Depot” at 36th Street & 5th Avenue for some time, being readily supplied with passengers that transferred from the Fifth Avenue “L” above
since June 7, 1890. For its first two years (until July 14,
1892) this service was operated in equal partnership
with trains of the Brooklyn, Bath & West End Railroad,
but after being financially wooed by the South Brooklyn
Railroad and Terminal, the cohort company traded interest in the Union Depot for a separate deal to run about
half of its trains into the adjacent 39th Street Ferry,
which had seen little use for several years. From there
patrons could access boats that steamed directly to and
from Lower Manhattan instead of being required to navigate the dawdling, uncomfortable “L” system before and
after each trip. This indeed proved to be a more attractive alternative and all remaining West End operations
(by then operated entirely with electric streetcars) vacated Union Depot in favor of the 39th Street facility on
June 29, 1895.
Meanwhile, Corbin was infatuated with the potential
line-haul utility that the “L”s could offer, with his favored
Culver and Manhattan Beach operations in line to be
prime beneficiaries. He joined the Board of the Brooklyn
Elevated Railroad Company in 1894 and ultimately influenced his fellow board members to allow a direct,
physical connection between the Fifth Avenue “L” and
the Culver Line which left the existing structure between
5th and 6th Avenues and ramped to the surface, tying
into the “Prospect Park & South Brooklyn R.R.” (the
connecting trackage that had opened in 1890) as it entered Union Depot. On August 5, 1895 a jointlyoperated seasonal service (at least in an administrative
sense, the equipment and crews were provided by
BER) was inaugurated which originated at the Washington (Sands) Street elevated station next to the Brooklyn
Bridge, traversed the Fifth Avenue Elevated to 36th
Street, and then took this new ramp connection to the
Culver Line. On Gravesend (McDonald) Avenue, between the present-day Foster and Elmwood Avenues,
was “Parkville Junction,” where a left-hand turn-out had
been added to allow these through excursion trains to

(Continued on page 3)
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cessions to, and cooperation from the BRT: one from
39th Street Ferry to Manhattan Beach, the other from
Long Island City to the Gravesend Race Track by way
of Parkville Junction. As it separately tried to expand
through rapid transit service across the Brooklyn Bridge
to Park Row, BRT experienced a number of operational
problems with its required modal change. Ergo, the
practice of shunting its trains across the Brooklyn
Bridge by motor was dropped effective on July 16, with
all service except for excursion trains to Manhattan (and
Brighton) Beach being truncated at Sands Street as a
result.
The 5th Avenue “L” itself was first electrified with third
rail on August 17, 1899, but these facilities were not
similarly used by Culver trains that were so equipped
until July 3, 1900. While it was then no longer necessary for them to undergo a change in motive power next
to the 36th Street Shops, they were required to switch
from third rail operation to overhead wire. After its startup difficulties, the use of third rail-propelled electric motor trains was also belatedly extended across the Brooklyn Bridge to Park Row on January 21, 1901, though
power supply shortages limited its usefulness to offpeak hours only (midday for the Culver Line). Despite
this improvement, a mix of steam and electric trains
remained on the “L”s and rapid transit surface lines for
several more years (as late as 1905) while BRT slowly
re-oriented its rolling stock fleet in totality. What is more,
the special excursion trains between Park Row and
Manhattan Beach were never electrified at all and continued to utilize electric/cable motors across the Brooklyn Bridge until they were ended. It was not until January, 1908 that Park Row at last became a full-time terminus for BRT’s Culver, West End, and Brighton rapid
transit lines. Both seasonal excursion services to Manhattan Beach (the LIRR from 39th Street Ferry and BRT
from Park Row via the 5th Avenue “L” and Parkville
Junction) were discontinued following their annual conclusions on October 6, 1902. Consequently, the only
Long Island Rail Road trains still rolling along the Culver
Line from 1903 onward were its Gravesend Race Track
Specials from Long Island City, which lasted until May
of 1909, when BRT and LIRR became embroiled in an
insurance dispute that ended them, though there were
other reasons. Wagering had already long been on
treacherous ground by that time; reform politics was
growing strong and the specter of harsh state regulation
hung in the air for every racing site in New York. That
same year the organizers of Gravesend’s principal race,
the Preakness Stakes, were successful in having that
hallmark event brought back to its prior home at Pimlico
in Baltimore, thereby further reducing Gravesend’s
gaming stature. The course was simply closed at the
end of that racing season, and so it was that Long Island Railroad operations on the Culver Line came to a
final conclusion.
As part of its acquisition of the Culver Line from LIRR,
Brooklyn Rapid Transit Company forged an Agreement
of Alliance with regard to the future division of operating

(Continued from page 2)

earlier, but still not those which completely resembled
the present-day F of MTA New York City Transit: City
Line Junction (37th Street and 9th Avenue), Fort Hamilton Avenue (Parkway), Kensington Junction (Avenue
C), Parkville (Avenue I), Woodlawn (Avenue N), Kings
Highway, Gravesend, Van Sicklen, and Culver Depot.
Trains from 39th Street Ferry missed the City Line Junction station because at 8th Avenue they were still in the
open cut established by the South Brooklyn Railroad
and Terminal Company in 1887. On June 16, 1898 a
replacement service was also started from 39th Street
Ferry to Manhattan Beach via the connection at
Parkville Junction, while two days later that season’s
“joint” (BER) through excursions from Downtown Brooklyn to Coney Island via the Fifth Avenue “L” and the Culver Line were begun, extended on the westward end to
Park Row in Manhattan. These specials were powered
by steam engine as far as Sands Street, then shunted
across the Brooklyn Bridge by motors that were electrically-powered at the terminals and nominally pulled by
cable across the East River. All such operational eccentricities came to an end with the summer’s conclusion in
September, 1898, just as negotiations got underway for
the inevitable transfer of the entire Culver operation to
the Brooklyn Rapid Transit Company. In April of the following year the remaining steam-powered operations
from both Greenwood and Union Depots to Coney Island and Norton’s Point were suspended while the entire Culver Line (but not the Fifth Avenue “L”) was electrified, its overhead wire intended for use by both trolleys and elevated trains.
Upon assuming custody of the former Prospect Park &
Coney Island Railroad property, BRT reopened the Culver Line under its own stewardship on June 17 with rapid transit (i.e. “motor”) trains from the Sands Street station (rush hours) or Park Row (non rush hours, using
“Bridge” motors) to either Culver Depot or Norton’s
Point. These were powered by steam locomotives on
the 5th Avenue “L,” which stayed with the trains at least
as far as the connecting ramp between 36th Street on
the 5th Avenue “L” and the 8th Avenue surface station,
with the changeover point to electrified trackage located
next to the 36th Street Shops. There a motor car could
assume command for the balance of the journey, if
there was one available to lead the consist, with the
steam-free operation of all trains occurring for the first
time on August 2. Electric surface cars between Greenwood Depot and Coney Island were started on July 10,
along with BRT’s 1899 edition of its usual summertime
special services that graced the Culver Line’s rails:
steam-powered through excursions from Park Row to
Manhattan Beach by way of the 5th Avenue “L,” Culver
Line, and Parkville Junction to the Manhattan Beach
Branch; and electrified trolleys (sometimes “L” trains as
well) from the 39th Street Ferry to the Gravesend Race
Track for all meets. Conversely LIRR was able to renew
two steam-powered special services of its own with con-

(Continued on page 6)
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60 Years of Subway Service to the Rockaways
(Continued from page 1)

Manhattan Junction looking toward Fulton Street, May 14, 1913.
Bernard Linder collection

Approaching East New York Yard, March 26, 1956.
Bernard Linder collection

Crescent Street station, Fulton Street “L,” September 4, 1955.
Bernard Linder collection

Grant Avenue Tower, Fulton Street “L,”
April, 1956.
Bernard Linder collection

Approaching Rockaway Boulevard station, Liberty Avenue Line,
looking west, December 12, 1955.
Bernard Linder collection

Looking east from Rockaway Boulevard station, Liberty Avenue
Line.
Bernard Linder collection
(Continued on page 5)
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Train of R-1 to R-9 cars on the Rockaway Line.
Bernard Linder collection

HH train of R-1 to R-9 cars on the Rockaway Line.
Bernard Linder collection

Train of R-10 cars on the Rockaway Line.
Bernard Linder collection

LIRR Hamilton Beach station.
Bernard Linder collection

Broad Channel station, May 10, 1969.
Bernard Linder collection

Rockaway Park station.
Bernard Linder collection
(Continued on page 6)
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nue station with the 80th Street station. Liberty Avenue
platforms were lengthened to accommodate ten-car
trains.
The Fulton Street “L” ceased operating on April 27,
1956 and buses replaced trains between the Euclid Avenue and Lefferts Boulevard until April 29, 1956, after
which A trains ran between 207th Street and Lefferts
Boulevard on weekdays and Saturday while shuttles
operated between Lefferts Boulevard and Euclid Avenue on Sunday until the Rockaway Line opened.
Another elevated line and the C-Types finally disappeared.

60 Years of Subway Service to the Rockaways
(Continued from page 5)

two new bridges were built, and several stations were
rebuilt. Also constructed were two tracks connecting the
Liberty Avenue Line with the Rockaway Line.
New construction was progressing rapidly and schedules were revised frequently. Two months before the
Rockaway Line was opened, work was completed on
the extension from Euclid Avenue to Lefferts Boulevard
via the Liberty Avenue Line. To operate this through service, a ramp was built connecting the new Grant AveFrom Recognition to Dominance

was closed for reconstruction and its trains were being
diverted to the Manhattan Beach Branch in any case.
This had come about in March, 1906, at which time the
line south of “BRT Junction” (near Avenue H) was
equipped with overhead for BRT’s needs and the socalled “Sheepshead Bay Junction” reversed for this purpose. The “modern” Brighton Line’s 4-track embankment was finally opened along its parallel portion in May
of 1908 and the diversion concluded.
As a measure of completeness, similar work had also
been undertaken on the other two one-time steam excursion roads on behalf of the developing BRT during
this time period. On the West End Line, year-round
steam trains had given way to electric streetcars early
on, after it was sold to the Atlantic Avenue Railroad in
1893. When it was handed on to BRT in 1898, the West
End was found to be unfit for rapid transit use because
of deficiencies with the wooden trestle across Coney
Island Creek, so its trains were forced to use the Sea
Beach Line from Bath Junction (where the two alignments crossed at the present site of MTA New York City
Transit’s 62nd Street/New Utrecht Avenue interchange
between D and N) to Coney Island. This situation was
remedied through replacement of the delinquent bridge
by July, 1902 and BRT’s elevated trains then became a
fixture across the length of the West End Line until
1916, when the current steel elevated structure replaced the original surface alignment. Immediately after
its acquisition by BRT, the Sea Beach Railroad was rebuilt for electric streetcars and an unusual sort of “motor
train” in time for the summer season of 1898, including
that portion adjacent to the Bay Ridge Branch (and was
upgraded yet again several years later). With its original
steam trains gone, this part of the line never did see
true rapid transit service from the Brooklyn “L” system in
that era. After the West End Line was made whole, “Sea
Beach” cars were integrated with West End trains and
only followed their namesake route south of Bath Junction, on a seasonal basis from 1903 to 1907, then fulltime until 1913, after which it again was reconfigured as
a BRT subway route.

(Continued from page 3)

territories, a treaty which all but embargoed the Long
Island Rail Road from any meaningful local transportation role in Brooklyn and also much of Queens, essentially along an imaginary line west of Jamaica, Flushing,
and College Point (a situation which largely prevails to
the present day). The railroad was, however, able to
retain and improve existing local passenger service on
the lines it already possessed, and to direct some of its
finer clientele to the waning Manhattan Beach resort.
The transit company consented to install a fullyelectrified link between its Brighton rapid transit line
(née Brooklyn, Flatbush & Coney Island) and the Manhattan Beach Branch near Emmons Avenue (governed
by Tower 79½), with overhead wire continuing above
LIRR trackage to the terminus. Starting July 18, 1899 it
was initially used by an electric rapid transit connecting
shuttle between the BRT Sheepshead Bay station and
the Oriental Hotel, a service which was repeated each
summer through the 1902 season. Financial success
was relative, as the full force of the Agreement provided
for genuine through service from Manhattan if possible.
For the 1903 season (May to October) BRT thus
switched its entire Brighton Line schedule to terminate
at Manhattan Beach, and instead operated the connecting shuttle from Sheepshead Bay to Brighton Beach
before evidently giving up on the mass marketability of
service to the LIRR terminal altogether. Also eventually
emerging from the 1893 Agreement of Alliance was the
start of another “joint” (BRT) summer-only through service from Park Row to Manhattan Beach in July of 1899
after the Brighton Line had been physically connected
to the former. This time, however, its steam-driven trains
followed the Fulton St. “L” after crossing the Brooklyn
Bridge, turned onto the Brighton Line at Franklin Avenue, and then took the connection at Tower 79½ to conclude their trips at the Oriental Hotel. Never electrified,
this variation was also among those specialties that
were dropped after the season concluded on October 6,
1902, being replaced for the summer of 1904 by a single, premium-fare “Parlor Car” on certain Brighton Line
rapid transit trains that was cut away (or added) at
Sheepshead Bay and forwarded to Manhattan Beach.
This practice was then continued annually through October of 1907, by which time the actual “Brighton Line”

MUNICIPAL CONSOLIDATION, URBANIZATION. AND THE MANHATTAN BEACH DIVISION

As was all too common in many cities by the late
1890s, electrified urban transit and the power of the
(Continued on page 7)
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been subterfuge on the part of the railroad to brandish
its franchise (and perhaps enhance its construction value) in advance of an even grander level of externallyfunded improvements.
Whatever the case, the few changes that did occur on
the Manhattan Beach Division at the turn of the century
were unanimously carried out in response to its shifting
stature from the local transportation resource that it
started out as to a tool of mobility that enhanced its regional commercialism. This was clearly reflected by the
addition of station stops on the Montauk Division main
line at Maspeth (used from 1895 to 1903) and Penny
Bridge (starting in 1902), as well as closure of the station at New Lots Road on the Manhattan Beach Division
after its annual “winter” use ended in May, 1897. Manhattan Beach service to Flatbush Avenue was gradually
discontinued during that line’s reconfiguration in advance of the Atlantic Avenue Commission improvements, with local stops on the Atlantic Division at Bedford, Nostrand, Kingston, Troy, and Utica Avenues eliminated in October, 1898, then all such operation abandoned entirely as of October, 1899. Further, the double
stop at East New York was erased (if not made a bit
more inconvenient) in May of 1899 when operational
streamlining enabled Manhattan Beach trains from Long
Island City to use only the platform at Fulton Street
while those from Brooklyn pulled up only at the Atlantic
Avenue location. Also at that time, the station at Flatbush Avenue, known as “Flatlands” more in remembrance of its original site than its current presence, was
re-christened “Vandeveer Park.” This, we learn, was
actually the first “packaged” development of fine Victorian homes in the “Village” (as opposed to Town) of Flatbush, implemented in five phases by Germania Real
Estate (with industry-backed financing through the Germania Rail Company) after that concern acquired a portion of the original Vandeveer Farm for this purpose in
1892. In 2016 some isolated Victorian dwellings from
this development are still clustered near the intersection
of E. 38th Street and Avenue I, on one side of Amersfort
Park. Finally, as part of its early process to carve the
now-familiar street grid out of the farm fields bordering
the Villages of Canarsie and East Flatbush, the nascent
five-borough City of New York underwrote a somewhat
primitive effort to elevate the tracks of the Manhattan
Beach Division in the short distance between Remsen
Avenue (a new thoroughfare extension) and Rockaway
Avenue (an existing boulevard) during the construction
season of 1902. On June 12, this brought about a slight
relocation of the Ford’s Corners station, which was renamed “Rugby” in reflection of a community that was
being mass-developed to form the eastern quarter of
what in 2016 is East Flatbush. It was still in the general
vicinity of what had been Canarsie Road, as that former
Colonial foot path gave way to a more conventional
(and numbered) street. There were also grade crossings included along that modified survey for the newlyformed E. 92nd and E. 94th Streets, both raised above
the former grade by a few feet. Again to speculate more

(Continued from page 6)

easy mobility it offered were rapidly transforming the
City and soon-to-be Borough of Brooklyn from its roots
as a largely agrarian setting to one of the densest and
fastest-growing urban locales in all of North America. By
all evidence, however, this manifestation was not necessarily beneficial to the Long Island Rail Road so much
as it engendered an extensive system of surface cars
and rapid transit lines, leaving the pioneering railway in
a somewhat isolated state. In the end, while the seemingly infinite map of city streets was gradually filled in
during the years preceding the 20th century, the Manhattan Beach Division was increasingly separated from
harmony with its native environment. Governmentally,
this intense urban development first brought about a
virtual doubling in size of the city of Brooklyn, which
absorbed the four remaining towns of “outlying” Kings
County (New Utrecht, Flatbush, Gravesend, and Flatlands) in 1894, then led to the entire County being
adopted by the City of New York as part of the great
Municipal Consolidation of 1898. One consequence of
the acceleration in sophisticated, external scrutiny and
public good will this circumstance induced was creation
of the “Atlantic Avenue Commission” in April, 1896, a
body that was charged with the task of evaluating the
current state of frenzied interplay between the Long
Island Rail Road’s line across Bedford-Stuyvesant and
East New York, each quickly ripening neighborhoods
through which its trains rolled, with the aim of developing and implementing a detailed plan of mitigation. By
the middle of 1905 this effort had successfully produced
the elimination of most grade crossings along the first
five miles of the Atlantic Division, effectively converting
it to a rapid transit line through the blended use of tunnels, elevated structures, and street separations. It also
calmed the (apparently excessive) volume of station
stops through eliminations, combinations and relocations.
In the meanwhile, from the perspective of infrastructure, time had virtually stood still along LIRR’s Manhattan Beach and Bay Ridge Branches as the months and
years passed into the 20th century, with the Kings County countryside through which they were originally laid
being ever-consumed by Brooklyn’s prolific, non-stop
urban expansion. In the summer of 1897 a total of 67
daily trains were arranged to circulate among all corners
of the Division (that is, the entire schedule of service to
Bay Ridge, Flatbush Avenue, and Long Island City from
Manhattan Beach), which was about an all-time high
even though ridership had long since hit a plateau relative to the growth of transit alternatives in the precincts
it served. Off-season scheduling was approximately half
of the summertime quantity, with no passenger service
at all on the Bay Ridge Branch after that same season.
It is cited, for whatever reason, that four (4) trains per
day were reinstituted between 65th Street Ferry and
Manhattan Beach for the summer of 1904, but the suspicion (without ready proof) is this may have simply

(Continued on page 12)
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Commuter and Transit Notes

No. 332
by Ronald Yee and Alexander Ivanoff

MTA Metro-North Railroad
Metro-North Railroad announced on June 15 that it
accepted an award from the Institute of Electrical and
Electronics Engineers for the 1906 electrification of
Grand Central Terminal. The award, known as the IEEE
Milestone in Electrical Engineering and Computing, is a
bronze plaque to be mounted on a wall at Grand Central Terminal. It was presented to Joseph Giulietti, President of Metro-North, by IEEE Past President Dr. Howard Michel at a ceremony at the terminal.
IEEE Milestones are given for revolutionary, historical
innovations in fields covered by Institute of Electrical
and Electronics Engineers activities, such as electricity,
electronics, and information and communication. To
earn the commendation, a technology must be recognized to have contributed to the development of society
and industries for at least twenty-five years. The purpose of the award is to promote public understanding of
technology that has changed our world for the better. As
of 2016, more than 160 IEEE Milestones have been
approved and dedicated across the globe.
The bronze plaque will placed on a wall at the entrance of Track 32 and inscribed with the citation,
“Grand Central Terminal Electrification, 1906-1913.”
Grand Central Terminal, in continuous use since 1913,
was the first large-scale railroad electrification project, a
development that enabled it to become a major railroad
terminal. The modernization transformed railroad travel
from old steam engines to more efficient, clean electrical power. The design of the terminal included several
notable achievements in the field of electric traction,
such as innovative designs of electric locomotives, multiple unit (MU) control of electric rolling stock, and the
pioneering use of underrunning third rail.
With over 420,000 members in more than 160 countries, IEEE is the world's largest technical professional
organization dedicated to advancing technology for the
benefit of humanity. IEEE publishes a third of the
world’s technical literature in electrical engineering,
computer science, and electronics, and is a leading developer of international standards that underpin many of
today's telecommunications, information technology,
and power generation products and services. The Milestone Award program is administered through the IEEE
History Center. (MTA press release, June 15)
Industry
Škoda Transportation, Czech Republic, is to set up a
subsidiary company in the United States with a view to
selling light rail vehicles and trains in North America.
Škoda Transportation USA will be headed by Scott
Ellis, who has been appointed Director of Business Development. Ellis joins Škoda from Kinkisharyo, where he
was Manager of Business Development. Prior to that,
Ellis worked for Dellner Couplers, Sweden, as North
American Sales Manager, and for Voith.

Škoda has supplied trams to Portland and Tacoma
and has transferred technology to United Streetcar,
United States, to enable it to build trams for Tucson.
Škoda Electric has also supplied 330 trolleybuses to
Dayton and San Francisco, and is modernizing 32 trolleybuses for Boston. (Railway Age, June 14)
Other Transit Systems
Philadelphia, Pennsylvania
After your author discovered that a bus was operating
on SEPTA's Route 15 (Girard Avenue Trolley), he discovered that SEPTA is doing summer-long track work
that began on June 5 and will run through September 4.
SEPTA forces will excavate, renew, and pave approximately 9,800 feet of track along Girard Avenue between
58th and 60th Streets, Ringgold and 25th Streets, and 9th
and Broad Streets. SEPTA states that the reconstruction project is critical in maintaining safe and reliable
Route 15 trolley service. Currently, trolley service is also
suspended east of the Market-Frankford “L” for I-95
construction, which has been an ongoing project.
(SEPTA press release, before June 5)
Florida
Brightline, the privately funded high-performance passenger rail system currently under development by Florida East Coast Industries subsidiary All Aboard Florida,
provides this preview of the locomotive and passenger
coaches under construction at the Siemens manufacturing plant in Sacramento, California.
The trainsets are being built by nearly 1,000 employees at the Siemens plant with assistance from suppliers
nationwide. The first completed trainset is expected to
be delivered to Brightline later this year. Brightline is
scheduled to begin service between Miami, Fort
Lauderdale, and West Palm Beach in mid-2017.
At the Siemens facility, Brightline revealed its first
completed locomotive shell, constructed of carbon steel.
The lightweight engine (Cummins QSK95) is certified to
meet the ultra-low emissions required by EPA Tier 4
standards, with additional benefits including reduced
noise and excellent response.
Brightline trains are built as integrated trainsets, comprised of two end-unit locomotives and four stainless
steel passenger cars. The trains can be extended to
include up to 10 passenger cars as demand warrants.
The Brightline trainsets are nothing short of marvelous, and pictures from the Siemens plant show a railcar
that has more in common with European equipment
than the Amfleets and Superliners that Amtrak riders are
used to. Brightline has exceeded ADA requirements and
is using a high-level configuration. Within the coaches,
Brightline said it has placed an emphasis on comfort
and convenience. Seating is ergonomic with corresponding tables that feature individual retractable trays.
Power outlets including USB connections are built into
(Continued on page 9)
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tal LLC to take it over last year, did not materialize until
mid-2015 when the state, Iowa Pacific, and Amtrak
reached an agreement. Amtrak operates the cars and
provides train and engine crews, works with host railroads, and manages tickets and reservations. Iowa Pacific provides train equipment, maintenance and marketing services, and on-board amenities.
In early June, Lieutenant Governor Eric Holcomb and
other officials were in Lafayette to showcase the passenger service, which the state says has become one of
the one of the Amtrak system's highest-rated. "The renewed Hoosier State is an asset for tourism and transportation," said Holcomb. "Since state and local leaders
added Wi-Fi, food service and refurbished heritage train
cars nearly a year ago, customer-satisfaction scores,
ticket revenue, and on-time performance have all improved. The train includes coach and a new business
class. (Inside Indiana Business, June 10)
Kansas City, Missouri
Kansas City says that ridership of the new street car
has far surpassed expectations, and some are already
clamoring for a route expansion. The street car has
seen roughly 6,000 riders every day since it opened to
the public on May 6, according to the city. Currently, the
KC Streetcar runs from Union Station to River Market.
Some people around the metro are saying it would be
much better if it went to the Country Club Plaza. Under
a new proposed plan, it would.
The Kansas City Regional Transit Alliance submitted a
petition to the Jackson County Circuit Court to consider
a new transportation district that would extend the street
car route four miles south to UMKC. The expansion
would cost $227 million and would be funded the same
way the current route is: a 1 percent sales tax within the
district boundary and special assessments on businesses within ⅓-mile of the route.
If the court said forming the new district is legal, voters
within the area would vote in a series of elections. That
could take years. Then Kansas City would need to apply for federal funding and make engineering and design plans.
City leaders, including Mayor Sly James, have always
said expansion is in the future. A city-led initiative failed
in 2014. This new effort is led by KCRTA.
The court will set a public hearing later in the summer.
(KSHB-TV, May 20 and June 9)
Oklahoma City, Oklahoma
The State of Oklahoma, virtually bankrupt and cutting
practically every service to fill a $1.3 billion deficit despite the state's below average tax structure. Continued
service on the Heartland Flyer passenger train between
Oklahoma City and Fort Worth, Texas, is in danger because costs are rising and state funding is shrinking.
Oklahoma gives the state Department of Transportation $2.85 million a year to help pay for the service, but
Oklahoma's annual cost to maintain the Amtrak service
is $3.3 million. ODOT has used money from a revolving
fund to make up the difference previously, but legislators this year tapped it to help cover a $1.3 billion short-

(Continued from page 8)

seats and in tables (pop-up style units), so that guests
will have easy access to power whenever needed. High
ceilings and open luggage shelves create a welcoming
and inviting ambiance. The bathrooms are “thoughtfully
designed,” touchless, and welcoming, with innovative
conveniences in mind.
Brightline will offer a range of seating arrangements in
two product offerings, Smart and Select, with specific
seating reservations, much like VIA, with different seating arrangements. Riders can choose their configuration
based on their travel needs. (Railway Age, June 10)
Detroit, Michigan
The first of the six streetcars being built for Detroit's QLINE is more than halfway complete.
Several board members of M-1 Rail, the organization
charged with building and operating the Detroit streetcar
line, got a look on June 13 at the car as it was being
built at a factory in Pennsylvania.
The group — Leo Hanifin, Dean Emeritus of the College of Engineering and Science at the University of
Detroit Mercy, Laura Trudeau, representing the Kresge
Foundation, and Mark Davidoff of Deloitte — toured the
Brookville Equipment factory, which is making the cars,
according to M-1 Rail spokesman Dan Lijana. The company is producing six streetcars for the QLINE — two
are currently under construction — as well as spare
parts and support services for $32 million.
Lijana said the group, which included Paul Childs, M-1
Rail's Chief Operating Officer, got to see not only the
streetcars being built for Detroit's system under construction on Woodward Avenue, but also a
streetcar for the Dallas system in its final assembly.
They were thrilled, and "eager to see our car at that
stage," Lijana said, noting that the main difference between the two is that Detroit's cars are 6 inches wider.
Despite images showing a streetcar being built, it is
still unknown what color scheme will ultimately be chosen for Detroit's system, which is expected to begin operations in 2017. (Detroit Free Press, June 13)
Indianapolis, Indiana
It has been eight months since Chicago-based Iowa
Pacific Holdings took over as operator of the Hoosier
State train and an executive with the rail line says the
partnership is moving along "swimmingly." New numbers released by the state suggest ticket revenue has
risen 20 percent and 90 percent of riders in recent
months report being very satisfied with the service. The
passenger train runs four days a week and is funded
through a unique partnership that includes the state and
the communities along the Indianapolis-to-Chicago
route. In an interview on Inside Indiana Business Television, Hoosier State Sales and Marketing Manager
Heather Hice said on-board amenities have taken a
step up.
The line was in jeopardy of being scratched altogether
after federal funding ran out in 2013. Several attempts,
including a failed plan by Chicago-based Corridor Capi-

(Continued on page 10)
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fall in Oklahoma's overall budget.
The Heartland Flyer's terminus is the Santa Fe station
in downtown Oklahoma City. Edmond, Moore, and Oklahoma City each have pledged funds to continue planning for commuter rail and streetcar lines to meet at the
depot. Discussions have also been held about extending service northward.
ODOT officials said they have enough funding to cover the operating costs for another year, but its ability to
continue service in fiscal year 2018 remains in question.
ODOT will ask Amtrak to reconsider its costs to Oklahoma, especially since Texas transportation officials have
said they will not be increasing their $2.5 million annual
contribution. Both states are in fiscal straits due to the
low energy prices that have affected the rest of the
country over the last year. (Greenfield Reporter via Associated Press, June 13)
Las Vegas, Nevada
XpressWest, the private U.S. firm proposing to build a
high-speed rail link between Las Vegas and Los Angeles, terminated on June 9 a joint venture with Chinese
companies less than nine months after the deal was
announced, citing delays faced by its partner. XpressWest said the decision to end the relationship stemmed
from problems with "timely performance" and challenges that the Chinese companies, grouped under a consortium called China Railway International (CRI), faced
"obtaining required authority to proceed with required
development activities."
XpressWest was started by Las Vegas developer
Marnell Companies. It formed the venture with the Chinese consortium in September, infusing $100 million
into the project. XpressWest had expected to break
ground as soon as this year on the project, which one
analyst estimated to be worth $5 billion.
The announcement is a blow to China, which has built
the world's largest high-speed rail network in less than a
decade. The XpressWest project was seen as a foothold into a burgeoning U.S. high-speed rail market and
an opportunity to showcase China's technology. China's
CRRC Corporation, the world's biggest train maker by
revenue, joined the consortium in September.
XpressWest chief executive Tony Marnell said in a
statement that his company's "ambitions outpace CRI's
ability to move the project forward timely and efficiently".
XpressWest said it will now aggressively pursue other
development partnerships and options.
The biggest challenge has been a federal funding requirement that high-speed trains be manufactured in the
United States, even though no such trains are produced
in the country, Marnell said.
XpressWest said it was anticipating the completion of
environment work to develop the Southern California
portion of the rail line, with environmental approvals expected by September.
XpressWest is one of at least three privately financed
high-speed trains proposed to be built in the United
10

States over the next few years. Companies in Texas
and Minnesota also plan to tap private cash from investors globally, with help from foreign train makers and
governments eager to export train technology. The projects rely primarily on partnerships with Japanese or
Chinese firms that face saturated train markets at
home. (Editor's Note from Sasha Ivanoff: This is a significant setback for Las Vegas-to-California rail service, which
requires international investment and, in the interim, overseas manufacturing. Unfortunately, for America to have high
speed rail, Buy America laws will need to be relaxed for at
least a decade. Currently, the United States lacks any realistic
high speed rail manufacturing facilities, and it would take
years for such facilities to open.) (Business Insider via
Reuters, June 9; KVVU-TV, June 9)
Rio de Janeiro, Brazil
Rio de Janeiro Mayor Eduardo Paes inaugurated passenger service on the VLT Carioca tramway on June 5.
Service on Phase 1a operates every 30 minutes between noon and 3 PM, serving eight stops between
Santos Dumont and Parada dos Museus.
Passenger-carrying tests started on the central section in November. A total of six lines are planned, with a
combined length of 28 kilometers and 32 stops. The
network is being built by the VLT Carioca consortium of
Companhia de Concessoes Rodoviarias, Odebrecht
Transport, Invepar, Riopar, BRT, and RATP Dev under a
contract awarded in April, 2013. RATP Dev will operate
the network for 25 years. Around half of the total project
cost of R$1.156 billion is being financed by the federal
government and the remainder through a public-private
partnership.
Alstom is supplying a fleet of 32 Citadis trams, the first
five of which have been produced in La Rochelle, with
the rest coming from Alstom’s Brazilian factory in Taubaté. The seven-section trams run without overhead
electrification using a combination of Alstom’s APS
ground-level power supply and roof-mounted Citadis
Ecopack supercapacitor modules that can store braking
energy. (Railway Gazette, June 6)
Mannheim, Germany
A day of celebrations on June 11 marked the opening
of two tram branches in northern Mannheim, with the
official start of passenger services the following day.
A groundbreaking ceremony for the Stadtbahn Mannheim Nord extension took place on December 3, 2012.
Serving an area with 32,000 inhabitants, the new route
is expected to add an extra 1 million passengers a year
to the Rhein-Neckar regional network.
Branching off from the existing route at Bonifatiuskirche (formerly Grenadierstraße), the extension runs
north along Ulmenweg and Hessische Straße to Hermann-Gutzmann-Schule. The western branch, designated Route 4, runs to Waldfriedhof, while the eastern
branch, Route 4A, runs to Käfertaler Wald. There are 13
stops on the 6.4-kilometer alignment.
Service on routes 4 and 4A runx through the center of
Mannheim and then across the Rhine to Oggersheim in
Ludwigshafen, where interchange is provided with the
(Continued on page 11)
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Rhein-Haardtbahn to Bad Dürkheim.
Modernization of RHB started in 2014 and was completed this year. Part of the project was to make the
stops more accessible, with the introduction of tactile
paving and level boarding, as well as “modern and user
friendly” ticket machines and real-time running information.
Upgrades to the track, overhead electrification and
substations are due to be completed by the end of the
year, allowing the maximum speed on the line to be
raised from 70 kilometers per hour to 80 kilometers per
hour. By 2018 several pedestrian crossings are to be
modified to increase safety.
Starting in June, operator RNV has added one extra
trip per hour in the peaks, to give a frequency of
20 minutes between Bad Dürkheim and Mannheim
Hauptbahnhof. This operates as a limited-stop service
designated Route 9. (Railway Gazette, June 13)
Hamburg, Germany
FWM Fahrzeugwerke Miraustrasse has awarded
Vossloh Kiepe a contract to undertake part of the refurbishment of 10 Hamburg U-Bahn DT3 trainsets.
Vossloh Kiepe is responsible for the installation of new
on-board converters and control unit, as well as overhauling the master controller. The modernization, being
undertaken at FWM’s plant in Henningsdorf, also includes overhaul of electronic components, correction of
body shell corrosion, and modernization of the passenger area.
Work on the DT3 cars, in operation since 1971, is due
to take place between June, 2016 and November, 2017.
(Railway Gazette, June 13)
Czech Republic
The breakthrough of the Czech Republic's longest
railway tunnel was celebrated on June 11, when the
115-meter-long Herrenknecht Type S-799 tunnel boring
machine Viktorie broke through the southern bore of the
4.15-kilometer twin-bore tunnel under the Chlum and
Homolka hills east of Plzeň after 16 months of work.
Boring had officially started on February 3, 2015 after
a delay of over a year owing to archaeological surveys.
Work on the northern bore will start this autumn.
The tunnel is the main feature of a new 14.1-kilometer
alignment between Ejpovice and Plzeň-Doubravka. This
will be suitable for speeds of up to 200 kilometers per
hour and will cut 6 kilometers from the sinuous route via
Chrást, reducing journey times by 9 minutes.
The project forms part of the modernization of the

Around New York’s Transit System
(Continued from page 14)

from 42nd Street to Broad Channel to my beach spot at B. 92nd
Street. While I wonder how turning the shuttle will work, I
think this is a great idea, keeping in mind A's unusual routing as the line has the two southern terminals at Far Rocka11

Plzeň-Rokycany section of infrastructure manager
SŽDC´s Corridor 3/Praha-Plzeň-Cheb, which will reduce
the Praha-Plzeň journey time by half to under an hour.
The KC3.9 billion project is being carried out by a consortium of Metrostav and Subterra and is co-funded
from the EU Cohesion Fund, with completion planned
for mid-2018. (Railway Gazette, June 15)
Poland
City transport authority MPK Wrocław has placed an
11.5 million złoty order with Modertrans for an additional
three Moderus Beta partly low-floor trams, to be delivered in 2017.
Last year MPK Wrocław placed a 23 million złoty order with Modertrans for six unidirectional trams, with an
option for another 16. Options for the remaining 13
trams can be exercised up to the end of 2017.
In addition to the 6 trams for Wrocław, Modertrans has
recently delivered 24 Moderus Beta trams to MPK Poznań, 12 bidirectional variants to Tramwaje Śląskie, and
two self-assembly kits for Tramwaje Szczecińskie.
(Railway Gazette, June 13)
Jiaozuo, China
China's top economic planner, the National Development and Reform Commission, has given the go-ahead
for a high-speed line linking Jiaozuo, near Zhengzhou in
Henan province, with Taiyuan, the provincial capital of
neighboring Shanxi.
The 362-kilometer line will be designed for 250kilometer-per-hour operation and construction is expected to take four-and-a-half years to complete.
The total cost of the project is Yuan 43.1 billion
(US$6.5 billion), including Yuan 3.4 billion for a fleet of
high-speed trains. The Shanxi provincial government
will contribute Yuan 12.3 billion, with Yuan 1.2 billion
coming from the Henan provincial government and Yuan 8.5 billion from China Railway Corporation.
Correction
On page 14 of last month’s issue, we mentioned that
Market Street Railway has a fleet of 60 historic vehicles
in San Francisco. Actually, the vehicles belong to Muni.
Market Street Railway supports Muni in its day-to-day
historic streetcar operations in terms of promoting the
service, doing some restoration work on vehicles that is
not done by Muni, and acquiring additional historic
streetcars and buses for eventual restoration and use
by Muni. It makes suggestions to Muni to improve the
service. But it does not actually provide the service, although many Muni employees are members of, and active supporters of, MSR, with some even donating their
time in the restoration effort. Thanks to member Peter
Ehrlich for the correction.

way and Lefferts Boulevard.
Wi-Fi Test Cars
NYCT’s Wi-Fi contractor, Transit Wireless, installed
Wi-Fi test equipment on an E train. The consist, R160s 9563-4-5-6-7/9467-6-5-4-3, was to be tested in
May, with the cars running 24 hours a day, 7 days a
week.
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TOUR OF TURKEY
by Jack May
(Continued from June, 2016 issue)
(Photographs by the author)
With an 11:30 departure time from Antalya’s nearby
airport we had a leisurely breakfast and then checked
out of the Déjà Vu. Our car was again positioned for a
quick getaway (I wonder how the hotel accomplishes
that all the time). It was a little confusing at the airport,
as there were two terminals, and it took us a while to
figure out that one was for charter flights and did not
have an active auto rental section. But we finally found
Avis and were able to drop the car. Despite pointing out
the scratched trunk and confessing to our lack of rental
agreement papers, we were treated courteously and
then never heard another word.
Our flight was on Anadolu Jet, the low-priced airline
that advertised on the side of one of the ex-Jena singletruckers in Istanbul. We occupied two aisle seats opposite each other aboard a Boeing 737 that was only
about 60 percent full and were treated to a choice of
sandwich or cake, with coffee, tea, or water. Our jet
pulled away from the gate at 11:27 (11:30) and we were
in the air by 11:37, landing in Ankara at 12:20 and
reaching the gate at 12:26 (12:35), a little under ten
minutes early. It was a smooth and uneventful flight. We
rode the airport bus to its terminal near the railroad station, and a taxi whisked us to the Hotel Etap Mola, in
the heart of downtown.
After freshening up in our room, we were out the door
by 14:00, as we had planned for only a half-day in Turkey’s capital, Ankara. We had been here in 2001, and
we both wanted to go back and do certain things again.
For Clare that meant the archaeology museum, which is
considered one of the world’s best, and for me it meant
riding and photographing Ankara’s two Metro lines. I
would skip the static steam railroad museum at the railroad station this time.
Ankara has a population of over 4 million with a growing third-rail-powered rapid transit system. First to open
was Ankaray, a turnkey light Metro built in 1996 by Siemens. Thirty-three cars serve the 5.3-mile-long route.
All but one of the 11 stations are underground, which
makes Emek the only place to get daylight photos.
The signs and stations are painted green, as opposed
to red for those of the “Metro,” which connects with Ankaray at Kizilay in the heart of downtown. The 9.2-mile-

long Metro was opened in 1997 and is especially notable for the large size of its rolling stock. In fact, on seeing the equipment, a well-traveled traction enthusiast
might think he is in Toronto. The 108 cars on the line
were built by Bombardier (Hawker Siddeley) in Thunder
Bay, Ontario to the same design as Toronto’s H-class
subway cars, including the brushed aluminum exteriors,
which in this case are offset by a thick orange stripe. In
addition to a long underground section, the line also
operates on elevated structures and at grade. Although
there are pieces of infrastructure in the way when trying
to shoot photos from the ends of the covered stations, it
is easy to get pictures from the street and from the railfan window at the head end of each train (the latter only
if you can outrace children and other adults to that
prized location).
There is also a good covered overpass on the line, but
I had to stand on my tippy toes to shoot over its solid
barrier. A bunch of scruffy-looking teen-aged boys were
smoking and hanging out on the overpass when I
reached my photo spot, and I was a bit worried as I
waited for a train to come. Eventually one of them approached me and asked me something in Turkish. I replied I was an American and did not understand their
language. They responded in English, asking me questions about what I was doing there. They turned out to
be a nice bunch of kids and we spoke about their plans
for college. You never know.
Anyway, I rode the entire system and obtained a few
good shots before the lengthening shadows told me it
was time to get back downtown. Clare had just returned
from her museum jaunt and we decided to eat in the
hotel. The dining room was packed with teenaged kids
of all sizes and shapes. Asking about them, we found
out there was an international badminton (!) competition
in Ankara, and that representatives of many nearby
countries, in Asia and the former Soviet Union, were
present, accompanied by chaperones. The dinner was
just OK, exactly what one would expect from a hotel.
(Editor’s Note: This was written in 2011. The Ankara Metro
was extended in 2014 on both ends, for a further 20 miles and
22 stations (11 on each end).)

From Recognition to Dominance

level—ideal for developing construction methods that
could later be applied on a previously-unimagined
scale.

(Continued from page 7)

than 110 years later, this piece of the line might have
taken some precedence because it was straight and
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(Continued from page 12)

There are two independent, high-platform metro operations in Turkey’s capital. One of these is Ankaray, which runs for 5.3
miles and opened in 1997.

Two views of the Siemens-built rolling stock used on the Ankaray Metro, taken from the Emek station, the only one above ground.

The second metro is called—the Metro. It is 9.2 miles long and uses Bombardier (Hawker Siddeley)-built cars very reminiscent of Toronto’s H-class.

The Metro line is decorated in red, and stylized “M’s” are prominently displayed at all station entrances. (Similarly, Ankaray’s color
is green and it has green “A’s” at entrances.)

A westbound Metro train approaches the Hastane station, passing
a parallel cable-stayed bridge. Note the overpass in the background.

A view of a westbound Metro train from the pedestrian overpass
shown in the middle right photo.

An outbound Ankara metro train has just left the Demetevler station, as viewed from the railfan window in the front of a passing
train.
(Continued next issue)
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Around New York’s Transit System
Two Shuttles to be Expanded
Two of NYC Transit's shuttles are getting expanded,
one of them being for the summer season, the other
permanently at an unannounced date.
New York City Transit on June 16 announced it will
extend late-night R service to lower Manhattan in order
to improve subway connectivity for customers traveling
between Manhattan and the southwestern end of
Brooklyn.
Late-night R service currently operates as a shuttle
between Bay Ridge-95th Street and 36th Street in Brooklyn. Customers coming from Bay Ridge and Sunset
Park must transfer between the R shuttle and DN
trains in order to travel to other parts of Brooklyn and
Manhattan. The proposed service extension would shift
the northern final stop of the late-night R shuttle from
36th Street to Whitehall Street-South Ferry.
The proposal gives Bay Ridge customers a direct link
to Manhattan while providing alternate service for latenight customers who use N between lower Manhattan
and Brooklyn or those who use D between DeKalb Avenue and 36th Street in Brooklyn.
The demand for such a link between lower Manhattan
and Brooklyn was reinforced by customer feedback at

recent public hearings for the Second Avenue Subway,
as well as feedback from elected officials and members
of the community from affected neighborhoods. No date
for the start of the extended R service has been announced.
NYC Transit is also boosting shuttle service to the
Rockaways this summer. Rockaway Park shuttle trains
will be extended north to the Rockaway Boulevard A
station on weekends from June 12 through at least Labor Day. The extra service will run from 9 AM to 9 PM.
That means all A riders, not just those on a Far Rockaway-bound train, will be able to transfer to the shuttle,
cutting down on travel times.
Meanwhile, beachgoers who take the Q35 bus from
Flatbush will also see extra service starting July 3. MTA
Bus Company will add 35 trips to the route’s Saturday
and Sunday schedules, with buses running every seven-and-a-half minutes instead of every 10 minutes.
In the Bronx, the Bx12 local route will run to Orchard
Beach from 7 AM to 8 PM in the summer. (Editor's Note
from Sasha Ivanoff: Having frequented the Rockaways from
when my dad took my brother and me, the Rockaway Line is
familiar turf. Since 2012 I have taken, once a summer, A
(Continued on page 11)

SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED JUNE 12, 2016

LINE

AM RUSH

PM RUSH

LINE

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

360 R-62A, 30 R-142A

360 R-62A, 40 R-142A

3

250 R-62

250 R-62

7

33 R-62A, 363 R-188

22 R-62A, 341 R-188

4

220 R-142, 130 R-142A

210 R-142, 120 R-142A

10 R-62A

10 R-62A

S (42nd Street)

AM RUSH

PM RUSH

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED JUNE 12, 2016

LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

304 R-46

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

L

160 R-143, 32 R-160

144 R-143, 24 R-160

B

48 R-68, 152 R-68A

48 R-68, 136 R-68A

M

184 R-160

176 R-160

C

64 R-32, 80 R-160

56 R-32, 80 R-160

N

8 R-68, 230 R-160

220 R-160

D

232 R-68

216 R-68

Q

8 R-68A, 220 R-160

220 R-160

E

260 R-160

260 R-160

R

232 R-46

232 R-46

F

32 R-46, 400 R-160

32 R-46, 400 R-160

S (Rockaway)

12 R-46

12 R-46

G

52 R-68

52 R-68

S (Franklin)

4 R-68

4 R-68

96 R-32, 40 R-42, 24 R-160

96 R-32, 32 R-42, 24 R-160

J/Z
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NEW YORK RAILWAYS STREET CARS QUIT 80
YEARS AGO
by Bernard Linder
(Continued from June, 2016 issue)
CABLE AND ELECTRIC CARS REPLACE HORSE CARS

Broadway horse cars started operating on
or about June 22, 1885. To provide food and
medical care for its fleet of 3,500 horses, the
company built a four-story addition to its stables located on the block bounded by Sixth
Avenue, W. 50th Street, Seventh Avenue, and
W. 51st Street. Each horse made three round
trips between the Battery and Central Park
every two days (15 miles per day).
Because electric traction was not perfected
in 1886, several companies experimented
with battery cars, whose speed was 8 to 10
miles per hour. Battery cars using different
materials operated on Broadway, Fourth Avenue, and Second Avenue. The tests revealed
that battery cars were more economical than
horse cars and their receipts were much
greater. Unfortunately, the batteries were
very heavy and they had to be removed frequently for charging. After testing the battery
cars for 60 days, it was obvious that they
could not handle the heavy traffic on busy
lines.
Instead the company decided to convert to
cable traction on Broadway. During construction, the horse cars were rerouted to Church
Street. Power for the cable was supplied by a
2,000-horsepower engine at W. 51st Street
and a 4,000-horsepower engine at Houston
Street. Signal boxes, 500 to 700 feet apart,
were installed in the street near the tracks. If
two covers were lifted and a button marked
“stop,” “start,” “fire,” or “blockading’ was
pressed, a signal would be recorded on a
dial in the engine room. A gong would ring

and the box number would be recorded on
tape.
On May 25, 1893, the cable cars started
running on Broadway between W. 59th Street
and Bowling Green. At first 65 cable cars
were available, but 55 horse cars were still
operating due to the shortage of expert gripmen. Until they were able to handle the cars
in heavy traffic, the cable south of Houston
Street was operated at 6 miles per hour. New
drums were installed which increased the
speed north of Houston Street from 6 to 8
miles per hour. A year later 145 cable cars
were running every 38 seconds on the busy
portion of the line. Cable cars operated from
5 AM to 3 AM while horse cars ran on a 20minute headway from 3 to 5 AM. Cable cars
were illuminated by condensed coal gas
made from crude petroleum by the Consolidated Gas Company at W. 42nd Street and
Eleventh Avenue. Gas was condensed in the
power house on Sixth Avenue, transmitted to
Seventh Avenue, then charged in cylinders
under the cars. Each cylinder contained
enough gas to illuminate a car for twelve
hours. In the first year, the Broadway cable
reported a gain of 25 percent in total traffic
and a decrease of 20 percent in operating
costs.
The Columbus Avenue cable line was under construction from December 4, 1894 to
February 14, 1895. After work was completed, 100 cars were operating on a one-minute
headway. Power was supplied from the W.
50th Street power house formerly used for
Broadway cars. Lexington Avenue horse
(Continued on page 4)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from July, 2016 issue)
tional barriers involved as well as an almost-equal
amount of civil endeavor. Nevertheless, the project’s
ultimate purpose was generally hidden from plain sight
and its anticipated interaction with the public at large
was expected to be minimal. It was this prognosis that
granted the Pennsy’s management comfort in its anticipation of mild encounters with officials of the City of
New York, though the reality that actually transpired
turned out to be almost the complete opposite. It has
been postulated that the long-established institutional
barriers to creation of a railway terminal in Manhattan
(and with it the vastly upgraded freight main line across
the Bay) were in some ways guided by the random
hand of circumstance after being thwarted for several
decades. Mayor Seth Low (1850-1916), a native of
“distant” Brooklyn, was the personification of this pitiable sentiment, being as he was a single-term, “reform”
politician of the “Fusion” Party and, as his actions later
proved, a true “vox populi.” In fact Mayor Low was a
unique product of his extraordinary times, an output
created by the unrelenting development of the
(unelected) “populist press” that was overwhelming the
city’s public discourse by the turn of the 20th century.
Even more than 100 years later, some civic historians
maintain that Low’s ambitious mayoralty (an administration perhaps unparalleled in its various forms of execution, relative to its brevity, until that of Rudolph W. Giuliani in 1994-2002) wouldn’t have happened at all were it
not for the murderous “Ice Trust” Scandal that was suffered upon city residents at the hands of Tammany Hall
(and its inherently corrupt minions) during the unusually
hot summer of 1901. Whatever the case, it seems clear
in retrospect that the concrete development of Pennsylvania Station would likely have taken far longer to
achieve and been gained at a far greater cost than it did
were he not present, willing as he was to address the
Pennsylvania Railroad on its own terms and in the context of the project strictly on its own merits (as opposed
to his own self-interests). Low and Cassatt were figuratively joined at the hip in a strange sort of way as a result; each had his own set of daily demons to confront
and struggle against — the Mayor with oft-nefarious city
officials over whom he had very little control set against
a city that was fairly exploding outward in all directions;
Cassatt with the interminable congestion and demands
plaguing his railroad, set against an ever-present drumbeat of erstwhile public (and shareholder) entitlement
and the exigencies of his company’s vast, highly-skilled
work force. Each man’s position in the otherwise altruistic undertaking represented by the New York Terminal

“POCKETING” THE NEW YORK
CONNECTING RAILROAD; GETTING BEYOND
THE PENN STATION PROJECT

Though its elements were already clear and the associated requirements, estimated costs, and implications
known, firm planning for the Pennsylvania’s marinebased, freight-hauling main line across New York Bay
and through the quickly-expanding city of New York did
not immediately come to fruition. The first bits of New
Jersey land for it were acquired in expectation soon
after the initial portion of the New York Bay Railroad
was completed through Waverly Yard in 1890, consisting of wild marshlands in the lightly-populated flood
plains of Jersey City, but otherwise the New York Connecting Railroad continued to be little more than an idea
and was strictly held as a “breast pocket” corporate entity. Only after it was clear to President Thomson by the
latter half of 1897 that there would be no “Lindenthal”
bridge across the Hudson River (and then largely at the
urging of Vice Presidents Cassatt and Rea) was any
further action taken at all. Nevertheless, the railroad
was also forced to wait out the geographic and political
machinations that came with the Municipal Consolidation of 1898, as well as corporately digesting the repercussions of legislation passed in Albany during this time
that was intended to encourage the separation of existing railroad operations from densely-populated urban
areas as much as possible. Engineering analysis of the
freight main line across New York Bay was ongoing
while the Pennsylvania covertly moved forward with its
own plans to establish Pennsylvania Station in Manhattan, the resultant arrangement empowered all the more
after its chief internal advocate, Alexander Cassatt, was
ascended to the company presidency in 1899. It was on
his watch that the first actual contract associated with
the project, that for installing a bulkhead and dredging
the Jersey City marshlands to provide for the future
construction of Greenville Yard, was awarded on March
24, 1900. By that time the Pennsylvania was also quite
advanced in its quest to officially gain corporate control
of the Long Island Rail Road, which would represent the
most crucial element of all in formulation of the New
York Connecting scheme.
Whereas the evolution of Penn Station outwardly remained the Pennsylvania’s prime focus through these
years, within the company almost as much energy was
dovetailed into the minutiae associated with its freighthauling counterpart. This colossal venture was certainly
not as obvious in the media because it attracted much
less governmental oversight and public scrutiny, even
though there were even more geographic and jurisdic-

(Continued on page 3)
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Station projects and accommodations were reached at
length, though there is no surviving evidence to support
an assertion that the railroad participated in one of officialdom’s oft-all-too-common “pay-to-play” schemes to
bring about a resolution. Rather, it in fact considered
scuttling the New York Connecting project for a time and
actively sought to develop alternative routings that circumvented New York City entirely. In the end cooler
heads prevailed, and after a revised application was resubmitted on November 17, 1905, followed by a generous amount of negotiation and dialogue, Mayor McClellan’s office at last granted the New York Connecting
Railroad its full and complete approval on March 14,
1907 and the final institutional barrier to its construction
was removed.
In the meanwhile, and in anticipation of its first attempt
at municipal endorsement, the Pennsylvania had underwritten a broad-based series of profound, publiclyinspired infrastructure improvements along the projected length of the New York Connecting Railroad, both
directly through its Long Island Rail Road subsidiary
and (apparently) indirectly in partnership with the New
Haven Railroad. As alluded above, the New York State
Assembly passed a series of statutes simply known in
surviving records as “The Railroad Act” through the
1890s, designed to encourage the separation of existing
roads from close (at-grade) interaction with denselypopulated communities through which they passed, an
objective to be accomplished largely through the elevation or lowering of trackage that had originally been laid
at ground level and included an increasing quantity of
grade crossings as said communities had developed.
This was indeed a statewide but financially unsponsored initiative and one into which the Pennsylvania and
New Haven both were drawn, precisely coincidental
with the timeframe of development for the New York
Connecting Railroad. On the Long Island Rail Road’s
Manhattan Beach Division this undertaking was
planned, designed, and enforced through a municipal
body known as the Brooklyn Grade Crossing Commission (formed May 29, 1903), with the associated costs
divided between LIRR and the City of New York. In the
new Borough of the Bronx, the entire project affecting
the Harlem River Branch was designed, executed and
funded through the New York, New Haven & Hartford
Railroad Company in (wayward) anticipation of an increased transportation role that in reality it was never
able to attain.

(Continued from page 2)

project thus manifested itself in different ways. Cassatt
was a master of circumstance only inasmuch as his
railroad would be able to pay its own way (and pay
highly) while checked by governmental capriciousness,
while Low was bound to attain a maximum result as
rapidly as possible for benefit of the citizenry, through
the select channels over which he held sway. In the end
these conditions advanced the completion of a magnificent passenger terminal, but for a time that success
may have come at the expense of its freight-handling
counterpart.
State and federal permissions for construction of the
New York Connecting Railroad, a process which was
ongoing through the years following its initial incorporation, were slow in coming, with the War Department
(which controlled waterway navigation) and the State of
New York finally assenting to the installation of a bridge
across the Hell Gate Channel in 1900. As things at last
grew serious about the line in the railroading sphere
following Cassatt’s public announcement of the New
York Terminal project in late 1901 (just after Low’s election), the Pennsylvania bought a controlling interest in
the heretofore-underfunded New York Connecting Railroad Company during April, 1902, and then per agreement split this charge with the New York, New Haven &
Hartford. A franchise application was filed with the New
York City Board of Rapid Transit Railroad Commissioners on June 11, 1903, but only a tentative approval was
granted a year later on June 23, 1904, some months
after Seth Low had been succeeded in the Mayor’s office by Democrat George B. McClellan, Jr. As time proceeded even farther the shadow influence of Tammany
Hall upon such affairs as formation of the New York
Connecting Railroad became more pronounced, especially as tangible construction of the Pennsylvania Station project gained momentum. Perhaps predictably, its
initial authorization was ultimately denied on April 18,
1905 after a loathsome public debate ensued over the
proposal’s alleged negative social and economic sideeffects on the communities through which it would pass.
This result set off a lengthy round of corporate and political wrangling, rooted in part upon public perceptions of
railway voracity and off-set by the self-serving, custodial
nature of Tammany Hall’s common and quite predatory
means of endorsing such endeavors. Demands were
made affecting both the New York Connecting and Penn

(Continued next issue)

CORRECTION
In the July, 2016 issue of the Bulletin, the article about
the Rockaways (page 1) has an error about the local
fare charged. To ride locally, the passenger paid three
fares, two into the turnstile and a third to the agent.
When the passenger exited the system, the transfer
entitled him or her to a refund of one fare, thus paying

two fares for the local ride. This might have been to protect
the
revenue
of
the
bus
line.
See this scan: http://www.thejoekorner.com/transfers/
rockline.gif.
Thanks to member Joseph Korman for the correction.
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(Continued f rom page 1)

New York Railways cars.
Bernard Linder collection

23rd Street Yard, April 4, 1936.
Bernard Linder collection

Madison Avenue Yard, March, 1934.
Bernard Linder collection

Madison Avenue Yard, September 19, 1934.
Bernard Linder collection

Eighth and Ninth Avenue Railway 155th Street Yard.
Bernard Linder collection

W. 155th Street-Eighth Avenue Yard.
Bernard Linder collection

cars, which started operating in April, 1895, were replaced by cable cars operating from E. 22 nd Street to E.
105th Street on October 13, 1895. In service were 175
cable cars. The power house was located 130 feet east
of Lexington Avenue between E. 25th and E. 26th
Streets. On E. 23rd Street cables and conduit for future

electrification were built between October 12, 1895 and
June 19, 1896.
Although cable railways were faster and cheaper than
horse cars, it was obvious that electrification was even
better. But before attempting large-scale electrification,
(Continued on page 5)
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Car 578, Mail Street and Broadway, December 30, 1935.
Bernard Linder collection

34th Street.
Bernard Linder collection

Car 57, Tenth Avenue at W. 39th Street.
Bernard Linder collection

Car 12, W. 145th Street and Lenox Avenue, December 30, 1935.
Bernard Linder collection

Car 89, W. 145th Street and Lenox Avenue, December 30, 1935.
Bernard Linder collection

W. 146th Street and Lenox Avenue, December 26, 1933.
Bernard Linder collection

the company tried operating electric cars on the short
Lenox Avenue Line. At W. 146th Street and Lenox Avenue, a temporary power house was built in a wooden
building covered with corrugated sheet iron. Twenty
cars were stored in a four-track temporary barn. On July
9, 1895, cars started running from W. 108th Street and
Columbus Avenue to W. 146th Street and Lenox Ave-

nue. The initial voltage was 300, and it was increased to
500 volts in February, 1897. The underground was arranged to take cable if the power failed. Because electrification was proceeding rapidly, the company built a
car house, whose capacity was 350 cars, at W. 146th
Street and Lenox Avenue.
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NEW YORK RAILWAYS, INCLUDING THIRD AVENUE RAILWAY
LINES ABANDONED IN 1932
by Bernard Linder

(Continued on page 7)
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(Continued on page 9)
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Commuter and Transit Notes

No. 333
by Ronald Yee and Alexander Ivanoff

Metropolitan Transportation Authority
New York State Governor Andrew Cuomo announced
an accelerated roll-out of MTA e-Tix, a free app for Apple iPhone and Android phone users that will allow Long
Island Railroad (LIRR) and Metro-North Railroad (MNR)
customers to purchase tickets anytime, anywhere with
their mobile devices. MTA e-Tix was rolled out June 30
on LIRR’s Port Washington Branch and MNR’s Hudson
Line to enable any glitches to be worked out of the system. Thus far, the rollout has gone so smoothly that a
full roll-out on both railroads will now occur by the week
of August 22 instead the end of the year. With this app,
customers will not only be able to purchase tickets but
also store them on their accounts, update credit/debit
card billing information and be able to get refunds on
unused e-tickets. E-Tix can be accessed as a standalone app or accessed thru the current MTA Train Time
apps. A simple three-step process starts with the purchase of a ticket by origin and destination, store it in the
electronic “wallet” in the account; prior to boarding the
train, pull up the ticket from the “wallet” and tap the activate button; show the smartphone screen to the Conductor, who then then validates it. Conductors, Assistant
Conductors, and Ticket Collectors (LIRR only) will be
issued handheld devices that will scan a square barcode on the e-Tix displayed on a mobile device. In
2017, it is expected that e-Tix will be expanded to allow
transfers between commuter rail and NYC subways and
buses using a single app and transit account. (Editor’s
Note by Ron Yee: This Editor worked on the initial stages of
this project with the Masabi Corporation (this system had
already been implemented similar systems on the commuter
rail systems in Boston and Los Angeles and was being readied for use on the suburban NYC Nassau County NICE Bus)
prior to retiring from MNR in 2013. We had evaluated several
different methods of ticket validation and narrowed the choices down to the color-coded visual and bar-code scannable
system that is in effect today. The e-Tix displays the origin,
destination, ticket type, and a randomized three-color code
that matches what the crewmember is given as the valid color
code combination for that particular train that day. As the
combination is randomly selected by the system, it is unlikely
that a customer will be able to predict which combination is
in effect for any particular train. The system will have a
means by which customers will be prevented from activating
an e-Tix until they see a crewmember approaching them or
entering their car, a ploy that could be used by those seeking
to avoid paying a fare altogether by hoping to not be seen by
the crew before reaching their destination.) (MTA press release, July 5)
MTA Metro-North Railroad
Due to a need to accommodate ongoing construction
projects on the Hudson Line, the schedule dated April 3July 10 was extended through Sunday, July 31. A new
schedule was to take effect on Monday, August 1. (MTA
Metro-North Railroad website, July 5)
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Connecticut Governor Dannel Malloy announced that
the Hartford commuter rail project, now called the CTrail
Hartford Line, is expected to open as scheduled in January, 2018. The line is currently undergoing a $640 million upgrade to double-track and to modernize the signals with new and/or improved stations and facilities
linking New Haven with Hartford. The 2018 service plan
calls for 17 round trips with 12 trains extended to
Springfield, Massachusetts — a vast improvement over
the six round trips currently operated by Amtrak. This is
expected to double the number of commuters on the
line from 300,000 to 750,000 per year. CDOT plans to
hire a contractor to operate CTrail Hartford, most likely
Amtrak or a private company. No mention was made of
Metro-North Railroad being considered as an operator.
(Hartford Courant, July 7)
To accommodate track work, rail service on the New
Canaan Branch is being replaced by buses on weekends between July 22 and August 21. (MTA Metro-North
Railroad service alerts, July 16)
NJ Transit
To accommodate necessary track work, buses replace trains on the Gladstone Branch on midday weekdays August 1-September 1 between the hours of 9:30
AM and 3:30 PM. Normal train service will continue to
operate between Hoboken and Summit. Inbound trains
#418, 420, 422, 424, 426, and 428 will be replaced by
buses between Summit and Gladstone while outbound
trains #411, 413, 415, 417, 419, and 421 will be bused.
After the Labor Day weekend, the Gladstone Branch will
operate with normal scheduled train service on weekdays but will be bused on weekends, with the exception
of Saturday, October 15. (NJ Transit, June 22)
The last two labor unions representing the train crews,
the Brotherhood of Locomotive Engineers (BLE), representing the Engineers, and the United Transportation
Union (UTU), representing the Conductors and Assistant Conductors, settled on respective contracts, avoiding a strike against the carrier that could have started
around June 30. (nj1015.com, June 25)
The first of ten light rail vehicles (LRVs) on the Newark
Light Rail system with two added sections spliced into
existing cars, forming 5-segment vehicles, was rolled
out in late June following prototype testing. Ten of the
21 LRVs assigned to Newark Light Rail will receive the
added segments, which will lengthen the LRVs by 37
feet, expand seating capacity from 68 seats to 102
seats, and provide additional standing room. In July,
2014, the NJT Board of Directors had approved funding
to lengthen 10 of the 21 LRVs on Newark Light Rail and
25 of the 52 LRVs on Hudson-Bergen Light Rail. At a
cost of $1.55 million per car for the upgrade, it is far less
than the $4.6 million cost of acquiring new LRVs. (Al
Holtz, June 28)
(Continued on page 11)
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NJ Transit has decided against continuing an unpopular security feature recently installed aboard light rail
vehicles on the RiverLine. Rail rider groups and civil
liberties advocates had been questioning the need or
even the effectiveness of such an intrusive system being used in the name of fighting criminal activity and
improving security aboard the trains. The presence of
the audio recording surveillance systems became public
knowledge in April and immediately became highly controversial. Two months later, NJT discontinued the audio
recording policy and will begin removing the hardware
as well. (NorthJersey.com, June 29)
Other Transit Systems
Boston, Massachusetts
The Massachusetts Department of Transportation
Board approved a $14.8 billion capital investment plan
that includes $9 million in funding to maintain the current PCC fleet on the Mattapan-Ashmont Line. $3.7 million will be allocated to keep the 70-year-old PCCs operational. Nine local officials signed a letter written by
State Representative Dan Cullinane, who has gone on
record as opposing any radical changes for the line
such as replacement of the PCCs and the rails they operate over with buses (diesel or electric) operating on a
busway. There is $5 million in funding for this line over
the next five years, during which a study will be conducted to determine the best form of vehicles that could
ultimately replace the venerable PCCs. The capital investment plan also provides $1.6 billion for new rail cars
on the Red, Orange, and Green Lines as well as new
buses and $4 billion for the repair and rehabilitation of
the MBTA infrastructure, putting a significant dent into
the estimated $7.3 billion in identified backlogged repairs. (Dorchester Reporter, July 6)
Philadelphia, Pennsylvania
The most significant story to happen in the last month
has been the grounding of SEPTA's Silverliner V fleet.
On July 1, fatigue cracks were found in a part of the
Silverliner V called the equalizer beam. The 9-foot, 350pound piece of steel is where the car connects via
springs to the truck that holds the wheels, brakes, and
axles. There are four of these beams per car, so there
are eight places where cracks can occur, at each end of
the beam. SEPTA engineers noticed Silverliner V car
812 was leaning slightly to one side. The tilt was very
slight, and was only noticeable because it was hooked
up in tandem with another, properly seated car. Normal
tactics did not fix the problem, so the car was moved to
SEPTA’s Overbrook shop, where workers realized the
issue was with the equalizer beam — it had a crack running through its length. That had caused the car to sink,
but instead of listing dangerously, it simply got stuck —
and was wedged in so tight that SEPTA workers had to
cut it out. As other Silverliner V cars came into the shop,
engineers began inspecting them, and found cracks in
all but five of the cars they inspected. Around noon on
July 2, SEPTA senior management instituted a speed
11

restriction on any Silverliner V trains remaining, and
began pulling them offline. As of now, all 120 cars are
out of service, equating to one-third of the fleet.
Help has come in the form of several coaches and
locomotives leased from Amtrak, MARC, and NJ Transit, with MARC's single-level coaches, ACS-64s ,and a
trainset made of Comet IIs and IVs and an ALP-46. As
of July 15, the NJT equipment are Comets 5015, 5414,
5243, 5438, 5456, 5412, 5407, and cab car 6040
(information supplied by ERA friend Bob Vogel). Due to
issues, SEPTA is continuing to scour the country for
additional rail cars, according to a quote from SEPTA
General Manager Jeff Knueppel. It also is evaluating
express busing options within the city. That will help
provide about 1,440 additional seats on trains running
between Glenside and 30th Street Station, the Regional
Rail stretch that experienced the most "pass-ups" during the week. When trains reached capacity, they would
bypass stations until reaching Center City, leaving passengers on the platforms. Only two areas of relief exist
right now for SEPTA with the fleet: the Media/Elwyn
Line is currently being “bustituted” for the summer due
to a long-term bridge replacement and the Cynwyd Line
has alternate service during the weekend along with a
somewhat parallel bus route, being a weekday-only line.
Other changes made have included adding service to
the Norristown High-Speed Line and the Broad Street
and Market-Frankford (rapid transit) Lines, and the
“trolley tunnel blitz” for the Subway-Surface lines has
been canceled.
With the addition of leased equipment, SEPTA implemented a revision to its interim weekday schedule,
which became effective July 11. Even with the addition
of leased equipment, SEPTA has still stressed the necessity of using alternate means. Early estimates by
SEPTA show daily regional rail ridership was down the
week of July 4 by 30,000 — a drop of nearly 50 percent.
NBC/10 Philadelphia (WCAU) in a Facebook post
made it sound like the cars themselves could not be
repaired. It is the trucks themselves that are looking
unlikely to be repaired, and, since they carry the traction
motors and are not simply trailer trucks, the situation
becomes compounded.
(Editor's Note by Sasha Ivanoff: This story is currently
developing and sadly looks to be a long term feature.
For Hyundai-Rotem, this is a significant setback, especially with the company seeking to bid on future SEPTA
contracts. I reached out to Denver's RTD via Twitter,
which operates the same equipment, and a spokesperson said that the agency was monitoring the situation. If
RTD runs into the same issue, it will be worse as RTD
has no other commuter rail equipment. One of the interim steps to get the cars back up and running was to
weld the cracks, but that has proven both unsafe and
impractical. This is not a structural issue with the car
bodies like with NYCT's fleet of R-44s, but an issue
more reminiscent of the R-46: a cracked truck issue. In
any case, service is being disrupted through at least
Labor Day, if not longer. Fellow Bulletin editor Ron Yee
(Continued on page 12)
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has speculated that NJT's mothballed ALP-44s will be
pressed into service by SEPTA once repairs can be
made to get them back into operating condition, something I see very likely. The long-standing habit among
commuter rail and transit operators to scrap surplus
equipment and/or to let surplus equipment to decay will
probably come to an end, as in recent years ridership
has skyrocketed on many commuter rail and transit operations across the country, to the point where agencies
are often buying used locomotives from one anoth.
(NBC/10 Philadelphia, July 8; Billy Penn blog, July 3;
DVARP email, July 3; Philly Voice, June 26 and July 3;
various emails).
Baltimore, Maryland
CAF was awarded a contract to construct 26 fivesection LRVs for the Purple Line project in the Maryland
suburbs of Washington, D.C. The line, which is slated
for a debut in early 2022, will span around 10 miles from
Bethesda in Montgomery County to New Carrollton in
Prince George’s County. Among its 21 planned stops
will be interchanges with WMATA Metrorail’s Red, Orange, and Green Lines as well as Amtrak and MARC
commuter rail services. (Railway Gazette, June 28)
Washington, D.C. area
Washington Metro appointed Joseph Leader as Chief
Operating Officer effective August 1. He had been working as a consultant to WMATA earlier this year since
leaving his position as Senior Vice Ppresident for the
Department of Subways at MTA New York City Transit
on November 18, 2015. He will oversee WMATA’s
Metrorail as well as its other transit operations and apply his safety culture to the beleaguered agency, which
has been beset by numerous accidents, including
crashes, derailments, and fires, shaking public confidence in the rail system. (Washington Post, June 22)
In an effort to reduce the incidence of smoky fires
stemming from arcing short circuits from its third rail, the
Washington Metro has ordered the replacement of all
porcelain third rail insulators located at its underground
stations. They are being replaced with ones made of
fiberglass as they have greater heat resistance and do
not shatter, which would result in stray current flowing
into the roadbed or wood ties, generating a lot of
smoke. However, WMATA’s new safety officer has
raised some quality assurance questions regarding
these fiberglass replacements. (WUSA/9 News, July 7)
This summer, Washington metropolitan area residents
will deal with transit headaches as work crews at
WMATA are about to begin the next phase of aroundthe-clock maintenance work. The planned outage is part
of the agency’s SafeTrack maintenance plan, an accelerated track work schedules that addresses critical
safety recommendations.
A shutdown from July 13-18 resulted in a shutdown of
the Blue and Yellow Lines between Reagan National
Airport and Pentagon City. The agency shut down all
Metrorail service between the stations, including Crystal
12

City, during the track work, a news release said.
The track outage for that week was the fourth of 15
scheduled track maintenance outages for the Metrorail
system. And in Maryland, the Maryland Transit Administration was to reconstruct three interlockings and a
series of other rail replacements on Baltimore’s Metro
Subway system later that month. The project resulted in
a 24-day partial shutdown of the system.
The agency said the subway system would be completely closed from the Reisterstown Plaza, Rogers Avenue, and West Cold Spring stations beginning July 22
and running until Aug. 14. During the shutdown, work
crews are reconstructing three rail interlockings, replacing rail and conducting other track-related maintenance,
and making improvements to station facilities. While
commuters have to use other modes of transportation,
alternate service is available for those commuters.
(Trains Magazine via Al Holtz, July 13)
CAF has been awarded a contract to supply 26 fivesection light rail vehicles for the Purple Line project in
the Maryland suburbs of Washington D.C.
The contract announced by CAF on June 28 is to be
managed by its CAF USA subsidiary, which will manufacture the LRVs at its plant in Elmira, New York. The
contract is worth more than $200 million and includes
spare parts, tools, and test equipment.
CAF USA also has a 20% stake in a joint venture with
Fluor and Alternate Concepts that will operate and
maintain the Purple Line for 30 years from opening,
which is planned for early 2022.
The Purple Line will run 10 miles from Bethesda in
Montgomery County to New Carrollton in Prince
George’s County with 21 stops. There will be interchanges with MARC commuter and Amtrak inter-city
services, the Washington Metro’s Red, Orange and
Green Lines, and bus routes.
St. Louis, Missouri
St Louis County announced on June 23 that feasibility
studies will be commissioned into three potential extensions of the MetroLink light rail network, which have
been identified as part of the region's long-range transportation plan.
The three projects under consideration include:
● Daniel Boone Corridor: a three-station branch running northwest from Clayton to a park-and-ride terminus at Westport near Interstate Highway 270
● MetroNorth Corridor - a one-station branch off the
Lambert Airport line from North Hanley to a parkand-ride station adjacent to Interstate 270 in Hazelwood
● MetroSouth Corridor - a six-station southern extension from Shrewsbury I-44 station to Butler Hill
Road
Funding for the three studies will come from a voterapproved local sales tax. (Railway Age, June 24)
Dallas, Texas
Trinity Railway Express (TRE) is planning to increase
the number of trains it operates on the Dallas-Fort
Worth commuter rail line by October 24, pending ap(Continued on page 13)
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proval by the TRE and DART Boards of Directors. Customers have long expressed a desire for more late-night
service, which would allow them to stay in Dallas later in
the evening without being forced to drive out of concern
of missing the last train of the night. Added midday service to eliminate two-hour gaps in service, starting the
service earlier, and ending it later on Fridays and Saturdays are planned. Sunday service is still not in any
plans. (Star-Telegram, June 7)
Brookville Equipment Corporation shipped the first of
two “Liberty” class streetcars to Dallas Area Rapid
Transit that were ordered in July, 2015. It will join two
identical streetcars already in use on the Dallas Streetcar and support a two-station-long extension of the line
into the Bishop Art District in August, 2016. These
streetcars are unique in that they are equipped with energy storage systems (batteries) that enable the cars to
briefly operate off-wire at locations where the installation of catenary is not feasible or permitted due to landmarks preservation rulings for iconic structures such as
the Houston Street Viaduct. A fourth streetcar is currently under construction at Brookville’s Pennsylvania plant.
(Metro Magazine, June 29)
Denver, Colorado
Denver, operating almost identical electric multiple unit
(EMU) railcars on its newly opened commuter rail lines,
will be watching the developments regarding SEPTA’s
Rotem-built EMUs that were suddenly withdrawn from
service over the July 4 weekend due to cracks in their
trucks.
San Francisco, California
Caltrain awarded two contracts valued at $1.25 billion
that will lead toward electrification of the Peninsula Corridor between San Francisco and San Jose. Balfour
Beatty Infrastructure will install the electrification infra-

structure such as power distribution systems, substations and catenary. Swiss-based railcar manufacturer
Stadler was awarded the contract to manufacture 96
electric multiple unit (EMU) commuter cars, which will
replace most, but not all, of the current diesel-propelled
fleet of 30 Bombardier Multi-Level and 93 NipponSharyo Gallery-style push-pull coaches powered by 23
F-40PHs (various sub-models) and 6 MP-36-PH-3Cs.
The first electric trains are scheduled to go into service
in 2020. Service to points south of San Jose such as
Gilroy will continue with diesel powered trains. (Global
Rail News, July 8)
Los Angeles, California
Metrolink’s Board approved $1.5 million to fund the
repairs needed to strengthen the plow-pilot under each
of the 57 Rotem-built Bilevel cab control push-pull commuter rail coaches. One of these “safety cab” designed
cab cars struck a truck abandoned on the tracks in February, 2015 and the plow-pilot mounts gave way and
became stuck under the wheels of the lead truck, causing the train to derail and flip onto its side and killing the
Engineer. As each of the cars are retrofitted with
strengthened plows, Metrolink will begin removing from
service the leased BNSF freight locomotives that had
been placed ahead of the cab cars to prevent a repeat
of that tragedy. (Progressive Railroading July 13)
Canada
A four-year labor contract, retroactive to January 1,
was ratified by over 80% of the members of Unifor, the
union representing 1,800 of VIA Rail Canada’s 2,500
employees including station, customer service, maintenance, and administrative personnel. (Editor’s Note by
Ron Yee: A threatened strike had resulted in the abrupt cancellation of the New York City-Toronto Maple Leaf for several
days in early June to prevent the possibility of equipment being stranded in Canada.) (Progressive Railroading, July
14)

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

and Bay Ridge Avenue (R). The work will require sixmonth-long closures of each station. Ultimately, 31 stations across the five boroughs are to see similar renovations as they undergo their transition to 21st century
standards. New station entrance canopies will feature
integrated lighting and smart signage and LED lighting
fixtures will provide improved energy-efficient lighting
throughout the station, which will feature integrated personal electronics charging stations, improved wayfinding and real-time service status signage, countdown
clocks, security cameras, and a fare control area made
more transparent and open through use of glass or
transparent paneling, replacing the current iron bar
fencing. 170 other stations will receive some degree of
improvements to bring them up to a state of good repair.
See the press release images below.

R-211 exterior.
Rendering from New York State Governor’s Office
(Continued on page 14)
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R-211 ADA and cab end.
Rendering from New York State Governor’s Office

R-211 interior with open gangway.
Rendering from New York State Governor’s Office

Second Avenue Subway Progress Report
The Second Avenue Subway has been under construction for several years and MTA hopes that Q trains
will start operating there in December, 2016. MTA’s
June, 2016 newsletter includes a construction update.
Work proceeds Monday-Friday 7 AM to 10 PM and Saturday from 10 AM to 7 PM. Underground, work is permitted 24/7.
LEXINGTON AVENUE-63RD STREET STATION
Renovation of the existing F station is 98 percent
complete. The remodeled station will have two new entrances at the intersection of E. 63rd Street and Third
Avenue. There will be two new street-level escalators at
entrance #1, a new street-level ADA accessible elevator
at entrance #2, new stairways at entrance #3, and four
new elevators will be installed between the mezzanine
and the platforms.
14

72ND STREET STATION
All substations are energized and track work in thee
station area is complete. The station will have entrances
at E. 69th Street and E. 72nd Street. There are 11 escalators and three street-level ADA accessible elevators
located on the southeast corner of E. 72 nd Street and
Second Avenue. Station construction is 84.6 percent
complete.
86TH STREET STATION
Electrical equipment is energized at this station,
whose construction is 94.1 percent complete. This station has two new entrances including 13 escalators and
one street-level ADA accessible elevator at the southeast corner of E. 86th Street and Second Avenue. Sidewalks are being restored on the east side of Second
Avenue between E. 82nd and E. 84th Streets.
96TH STREET STATION
This station has three entrances with 10 escalators
and one ADA accessible elevator from street level.
Work at this area includes heavy structural work at the
station and tail tracks with the connection to the future
Phase II work north of 96th Street. Sidewalks are being
restored between E. 97th and E. 101st Streets.
Last R-188 Single-Unit Car Delivered
Member George Chiasson reports that the last of 38
R-188 single-unit trailer cars (7936) that were inserted
into select 5-car unitized sets to form up the 6-car unitized sets needed to make up 11-car trains on 7 was
delivered to NYCT on June 14 and was expected to
complete acceptance testing by mid-July. Three sets of
R-62As remain assigned to 7 to fill in for the scheduled
fleet requirement while three 11-car consists of R-188s
are simultaneously in the shop being outfitted with
CBTC equipment in preparation for the new signal and
control systems being activated in 2017.
Marketing Campaign for LaGuardia Airport Access
As an interim measure to provide a boost to MTA
transit accessibility to and from LaGuardia Airport
(LGA), a new marketing campaign was announced to
coincide with the re-branding of the Q70 connecting bus
service linking the airport with subways and LIRR as
well as local bus routes. Advertisements are expected
to appear at the baggage claim areas at LGA as well as
in in-flight magazines and on-board Wi-Fi and video
services on airliners as well as on social media and
travel planning-related websites aimed at travelers
headed for New York City such as Expedia.com. This
comes just two weeks after New York State Governor
Andrew Cuomo announced that the current Q70 Limited
bus route would be transitioned into a Select Bus Service (SBS) by September, 2016 with passengers paying
their fares at the ticket issuing machines at each SBS
“station,” both at the airport terminal bus stops as well
as at the two street locations where the buses will stop
and connect to the subways, buses, and LIRR. The new
buses will have luggage racks and will sport a new aviation-themed exterior décor featuring silhouettes of
planes and clouds in reference to its destination. Under
(Continued on page 16)
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THE NEW YORK TRANSIT MUSEUM CELEBRATES ITS
40TH ANNIVERSARY
by Marc Glucksman
(Photographs by the author, except where noted)
When the New York City Transit Exhibit opened on
July 4, 1976, it was the culmination of a monumental
amount of work to preserve the city’s rapid transit history. One of the chief architects was ERA member Don
Harold. He and others worked with the New York City
Transit Authority over many years to restore equipment
and secure funding.
The Court Street station had not seen revenue service
since 1946, and was identified as a location that could
be used to store and display the subway collection as
well as provide for display space for exhibits. On its first
day, the TA included not only its oldest car, BU elevated
car 1273, but also some of its newest, R-46s 6801. These cars had been recently completed by the Pullman-Standard Corporation, and were temporarily renumbered 1776-1976 and had their bands changed to a
red, white, and blue bicentennial design.
In the anteceding 40 years, the museum has undergone numerous changes. And while those R-46s would
still be the newest cars in the museum if they were
there today, the collection has expanded and the comprehensive rotating exhibits have become a large attraction. Renamed the “New York Transit Museum,” it
now incorporates the history of all of the MTA agencies. Its many educational programs appeal to all ages
and integrate walking tours and lectures with tours of
bus and subway facilities. And after a complete rebuild
of the station, including lighting and climate control systems, the museum is a much more comfortable place
for visitors.
A celebration of these accomplishments was held on
the weekend of June 25-26, 2016. Shuttle trains (using

the equipment listed in the table) were operated between Brighton Beach and Kings Highway or Ocean
Parkway. For their regular fare, riders had from noon-4
PM on Saturday and Sunday to take as many trips as
they could squeeze in, and still take the train home. At
the end of the day on Saturday, a lineup was arranged
with all four trains between Brighton Beach and Kings
Highway for the benefit of photographers. And as the
event wound down on Sunday, the BU elevated cars
made their only trips of the weekend north to Kings
Highway. Car 401 served as a pop-up store, selling various books and toys to attendees.
Continuing the tradition of the ERA membership’s
commitment to electric traction preservation and operation, several members who also work for MTA New York
City Subway operated cars or worked on other capacities to make the weekend a success, including William
Wall, Edward McKernan, and Eric Oszustowicz.
The first event of this scale was held in 2004, for the
centennial of the New York City subway. And in 2015,
the centennial of the BMT lines was celebrated in similar fashion. Given the benefits of public relations for
MTA as well as the enjoyment of the event by participants, one looks forward to the possibility of seeing similar operations in the future.
South-North
1404-1273-1407 (BU elevated)
381 (R-1)-1300-1000 (R-6)-1802 (R-9)
6112 (D-Type Triplex)-2392-2391-2390 (AB Standard)
4280-1 (R-40S)-4572-3 (R-42)-4029-8 (R-38)
401 (R-4) – Pop-up store

Approaching Ocean Parkway, BU elevated cars 1404-1273-1407
were the oldest cars to participate in the event. They were crowded with patrons all weekend.

Although the event was supposed to finish at 4 PM on Sunday,
overwhelming crowds and a generous staff enabled a few extra
trips for those that had an opportunity to ride the BU cars. The cars
proved mechanically reliable enough to make the trip up to Kings
Highway, and are seen here approaching Brighton Beach on the
return trip on June 26.
(Continued on page 16)
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The unusual, but all BMT lashup of 6112 (D-Type Triplex) to 23922391-0 (AB Standard) is pictured here approaching Brighton Beach
on its final run of the weekend on June 26.

A few early morning runs for practice gave us an even better sun
angle to capture the “City Car” train of R-1 to R-9s at Neck Road on
Saturday, June 25. Car 381 is leading on the south end, and was
chosen for this position because it was leading on the south end of
the first train of R-1s tested on BMT’s Sea Beach Line before the
construction of the IND subway had been completed.

The New York Transit Museum chose R-4 401 to house its pop-up
store at Brighton Beach, pictured here on June 26. The various toys,
books, and other memorabilia offered for sale made great souvenirs from the weekend.

After the event finished on June 25, a lineup of the cars was
brought together just north of the Ocean Parkway station. Pictured
(left to right) were R-40 4280, BU 1404, R-1 381, and D-Type Triplex
6112.
Ron Yee photograph

Commuter and Transit Notes
(Continued from page 14)

ideal conditions, the travel time between midtown Manhattan and LaGuardia Airport can be as short as 35
minutes and the fare would most likely be NYCT/MTA
Bus Company’s base fare for buses and subways, utilizing the free transfer at either 74th Street-Roosevelt Avenue (7EFMR) or at 61st Street-Woodside (7,
LIRR). (Editor’s Note by Ron Yee: With all the talk of a major rebirth of LaGuardia Airport and the plans for construct-
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ing a Port Authority AirTrain line linking it to 7 at the MetsWillets Point station with a standalone rapid transit technology system (using new cars that will not even be compatible
with the current AirTrain cars operating on the Kennedy Airport AirTrain system), MTA’s Q-70 SBS seems like THE answer to mass transit accessibility to LaGuardia with a travel
time of as little as 35 minutes. The more expensive AirTrain
with a separate $5 fare would probably offer a travel time
that is longer than the Q70 and, for many of its riders, for
free as a MetroCard transfer. The LaGuardia AirTrain, if it is
built by the Port Authority, is likely to end up as a lightly utilized and very expensive white elephant.)
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TOUR OF TURKEY
by Jack May
(Continued from July, 2016 issue)
(Photographs by the author)
Today was going to be a busy day, with two train journeys and a 4-hour visit to a tramway during the interval
between them. Little did we know how eventful it would
be. We would start by riding the first line of Turkey’s
prospective High-Speed Rail (HSR) network. Within the
next few years, HSR service will operate between Turkey’s two largest cities, Ankara and Istanbul, as well as
to Konya, Turkey’s seventh city. Currently funded projects will cover almost 1,000 miles of brand new High
Speed Rail lines. The only operational segment at the
time of our visit was the easternmost portion of the Ankara-Istanbul line, but later in 2011 HSR service would
be extended to Konya.
The new network is compatible with Turkey’s original
1950s electrification, which uses 25kV 50 Hz a.c. catenary over standard-gauge track. At the time I did not
know to what degree the HSR project would be integrated with the construction of the new Marmaray rail tunnel, which will connect the electrified rail systems on
both sides of the Bosphorus (Europe and Asia) and carry high-frequency suburban trains that at the time stubended at Sirkeci and Haydarpasa, respectively. The
HSR from Ankara to Konya was opened on August 24,
2011, and the extension of the Ankara-to-Eskisehir line
(which I rode) to Istanbul opened on July 25, 2014. The
Marmaray tunnel opened on October 29, 2013. However, the system has not yet been coordinated and therefore has not attained the planned frequencies for its
long-term goal.
Currently service through the Marmaray tunnel runs
every 10 minutes from Kazlicesme on the European
side to Ayrilik Cesmesi on the Asian side and is very
popular. Istanbul’s Metro has been extended to connect
with the line, so that the M1 and M2 now run to Yenikapi
(European side) and new M4 connects at Ayrilik
Cesmesi on the Asian side. There are three intermediate underground stations on Marmaray: Yenikapi and
Sirkeci on the European side, and Uskudar on the
Asian. See http://www.ulasim.istanbul/media/73220/
istanbul-ulaisim-ag-haritasi.jpg
and
http://
www.urbanrail.net/as/tr/istanbul/istanbul.htm for maps.
All of the long-established suburban commuter services
that ran to Sirkeci and Haydarpasa have been suspended, as the TCDD indicates the infrastructure connecting
to Marmaray is being upgraded, including the addition
of a third track. Thus there is no longer any service to
the large railway terminals at Sirkeci and Haydarpasa.
As mentioned above, HSR service was extended beyond Eskesihir in 2014, but only as far as a temporary
terminal at Pendik, some 20 miles east of Haydarpasa
and the Bosphorus. There is hardly any public transit
from the new station, only a local bus, but passengers
17

can walk to a ferry that will take them to Kadikoy. Meanwhile work is underway to extend Metro line M4 to that
point. Six HSR round trips to Ankara are offered, and
take from 3¾ hours to 4 for the trip (there are also 2
additional trains between Pendik and Konya). In the
long run the HSR line will be extended to Sogutlucesme, one station east of Ayrilik Cesmesi on the currently suspended suburban line to Pendik. In addition,
the one traditional long-distance train from Istanbul to
European points now requires a bus transfer from
Sirkeci station to Kapikule at the Turkey-Bulgaria border. (The bus arrives during the midnight hours at 2:52
and the connecting train to Bucharest leaves at 4:05.)
On the Asian side there is some traditional rail service
from Pendik to Arifiye, some 75 miles east. The full
complement of TCDD trains still operates through the
remainder of Turkey.
Now back to 2011 (when this tour occurred) and the
High-Speed Railway line itself. Before the first segment
opened in March, 2009, express passenger services
between Istanbul and Ankara used the original 567kilometer line, taking 7½ hours for the run. A great deal
of that line is single track with lots of curves (Clare and I
made that trip in a sleeping compartment in 2001, and
enjoyed the trip — especially the contents of the
stocked refrigerator in our room). Now 1¾ hours have
been cut from the schedule, counting the 15-minute
wait to change trains at Eskisehir. The new AnkaraEskisehir HSR portion, which is 249 kilometers long, is
carded for 90 minutes, while the portion to and from
Istanbul (314 kilometers) takes 4 hours. The 90 minutes
includes quite a bit of time needed to reach the beginning of the HSR trackage via the old line. The full route,
when opened, will be 533 kilometers long and the running time will be just 3 hours. Actually, the current service, which runs to Pendik, 20 miles east of Istanbul,
takes from 3¾ hours to 4 hours to make the run. Until
this past February there were still through long-distance
trains over the old line, adhering to the old slow overnight and daytime schedules. But they have been discontinued. Instead there are 10 traditional round-trips
daily between Haydarpasa and Eskisehir, each making
a 15-minute connection with the same number of HSR
trains to or from Ankara.
CAF has built 12 6-car trainsets for the line with power
distributed among the four center cars. Business Class
cars sport 2-and-1 seating, while Economy units have a
traditional 2-and-2 arrangement. However, each MU
train is capable of only 250 kilometers per hour (156
miles per hour), much less than similar HSR trains like
the TGVs, ICEs and Spain’s AVEs.
(Continued on page 16)
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TCDD opened a brand new HSR route from Ankara to
Konya (305 kilometers — 93 of which are part of the
Ankara-Istanbul line) in late 2011. Press releases indicate 300-kilometer-per-hour speeds are attained, but I
have not heard that any new cars were built, so I suspect they are using the same 250-kilometer-per-hour
CAF units. Four round trips are operated daily, with a
running time of 115 minutes each way, including stops
at 2 intermediate stations. However, press reports indicate that six 350-kilometer-per-hour (218-mile-per-hour)
trains will be ordered, probably from Hyundai-Rotem,
which is building a manufacturing facility near Eskisehir.
After an early breakfast Clare and I taxied over to the
railroad station to ride the 9:00 train to Eskisehir. We
planned to stow our luggage in a locker in that city, and
spend about five hours there, prior to riding the 16:45
traditional train to Haydarpasa. (As readers may recall
we had purchased rail tickets nine days earlier in Sivas.) We arrived at the crowded Ankara station about
8:30, and as soon as we headed out to the platform for
Track 1 we encountered a formal security checkpoint.
Since we had not observed similar arrangements on our
previous rail trips, we attributed the procedure as one
being applied only to HSR. Our tickets and picture IDs
(passports) were examined and our luggage was conveyed through an x-ray machine. We walked through a
metal detector and then a turnstile. I requested that my
camera and film be exempted from scrutiny, and was
given that courtesy. It was all quite perfunctory--unlike
the rigor at most airports. Waist-high barriers parallel to
the track, extending to the front and rear of the train,
defined the secure area. After we found our seats I left
the train for some photos and discovered that I could
walk to the end of the barrier and cross it through the
space between the last stanchion and edge of the highlevel platform. After a photo I returned to our seats by
reentering through the metal detector and turnstile.
We purchased tickets for Business Class and found
the forward facing 2-and-1 seats to be quite commodious. The Economy seats also looked comfortable, and
one of those cars was equipped with a snack bar. We
indulged in the complimentary snacks and soft drinks
offered in Business Class. The train pulled out at 9:00,
right on the advertised, but first operated over regular
trackage, passing several inbound suburban electric
MUs at relatively slow speed, until we reached the new
line at Sincan, around 9:30. We then accelerated and
attained 150 kilometers per hour about 10 minutes later.
We never reached 250 kilometers per hour — our highest speed being 240 kilometers per hour (150 miles per
hour) and that for only a brief period. I suspect there
were quite a few slow orders, as we ended up arriving
in Eskisehir at 11:10, forty minutes late. The electronic
signs at each end of the cars displayed the speed of the
train continually, interrupted only occasionally by announcements of the next station and the like. “If you see
something, say something” was not among the messag18

es. Unfortunately the train rode very roughly over
switches and was unable to exhibit the smoothness
most passengers experience when riding TGVs or the
Shinkansen. I cannot say I was impressed — in fact I
was truly disappointed.
After some photos at the Eskisehir station platforms,
we walked about a half mile to the tramway. We spent
about 5 hours in the city, me riding and photographing
the Bombardier Flexity Outlook cars and Clare visiting a
couple of museums.
Eskisehir is a medium-sized university town
(population just over 600,000) with a busy downtown
(mainly pedestrianized), some industry, and the usual
mosques and government buildings. The heart of the
city is bisected by the narrow Porsuk River with parks
and promenades alongside. Its claim to fame nowadays
is its 9-mile-long streetcar system, opened in 2004. The
most unusual aspect of the operation, which is branded
Estram (not Esray), is its meter gauge. There are some
places where clearances are tight, so to preclude expensive relocation of utilities and the widening of
streets, the slim gauge was chosen.* In fact, to avoid
gobbling up street space most of the stops are offset,
diagonally opposite each other at intersections. According to press reports, the two lines, which wind through
most of the city, were built to ameliorate present and
future traffic congestion. Rolling stock consists of 18
meter-gauge Bombardier Flexity Outlook (formerly
called CityRunner) 100-percent low-floor articulated
streetcars. They are single-ended, have 5 sections, and
are equipped with 55 seats. The LRVs are painted white
with orange trim and have blacked-out window areas.
Thus they seem virtually identical to the 900-millimetergauge cars previously built by Bombardier for Linz, Austria. It is said that the transit officials in Eskisehir liked
everything about the attractive Linz cars, including their
color scheme.
*
A number of European systems have converted from narrow
to standard gauge (or are still in the process), the most prominent being Stuttgart. To me the issue is not the track gauge,
but rather clearances for passenger cars, including the width
of devil strips (the space between adjacent tracks). This determines how wide rolling stock can be and therefore has a direct effect on service issues like crowding, number of seats,
number of cars necessary to meet demand, and so on. Metergauge systems, like the ones in Zurich and Basel, efficiently
carry large numbers of passengers.
Line 1, which serves the Otogar (bus terminal) at its
eastern end and both of the city’s universities, has 16
stations, while line 2 has 11. The two routes share the
same tracks through the pedestrianized main street,
where there is just a single stop. Annunciators on all
platforms display how soon the next two cars will arrive,
indicating their route numbers and destinations. Manicured turning loops are located at the eastern end of
Route 1 (the Otogar) and the northern end of Route 2,
while single track circles through various side streets at
the other ends of the two lines. The loop at the Otogar
is particularly attractive, with a well-kept lawn and flower
(Continued on page 19)
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beds. Route 1 has the heaviest patronage with cars running every 7 or 8 minutes, while the frequency on Route
2 is limited to every 12 minutes, probably because north
of downtown it runs on single track, first through a congested neighborhood and then in the center of a wide,
busy one-way street. Most trackways are paved, but
there are grassed-in stretches on the southern end of
Route 1 and through the loops. For the most part traffic
is kept off the tracks by yellow lines or slightly raised
curbing. On our first trip to Eskisehir in 2006, the magnetically-encoded tickets were validated by machines
on the cars, under the eye of a “Conductor.” Now station
fare collection has been implemented, using turnstiles.
Some of the stations sport elevator-type doors that
open only when a streetcar is properly lined up, as in
Konya. This keeps fare cheats out of the stations when
no cars are present.

While the weather was sunny en route, as soon as we
arrived in Eskisehir it began to cloud up. My photos of
the HSR trains at the station were in sun, but all of my
shots of streetcars were taken after the sky became
overcast. That included a few from Eskisehir’s single
pedestrian overpass, along Route 1. I also took some
photos downtown, where the cars run past a number of
attractive statues. After riding the lines and taking just a
handful of photos, I headed back to the railroad station
and found Clare relaxing on a bench. We then bailed
out our bags and waited for the 16:45 train.
The connecting HSR MU from Ankara was due at
16:30 but did not arrive until 17:05 (I suspect because
of the same slow orders we experienced that morning).
As a result our 16:45 departure was delayed until 17:11.
This train had seven cars with an electric locomotive at
the point. We quickly found our reserved seats and settled in. After about an hour we went into the diner,
where we had excellent meals. In 2006 we rode a simi(Continued on page 20)

Two views of the TCDD’s new CAF-built high-speed rail trains, the first at Ankara and the second
at Eskisehir. In the left photo, note how the “secure” area, at the edge of the platform is
separated to the portion accessible to anyone.

The Eskisehir tramway is meter-gauge, and served by a fleet of single-ended Bombardier Flexity Outlook cars.

The streetcar loop at the intercity bus terminal, at the eastern end
of Route 1, is usually surrounded by a carpet of green, but in April
the grass is dotted with dandelions.

A view of an inbound Route 1 car from the pedestrian overpass at
the Devlet Hastanesi stop.
(Continued on page 20)
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Around New York’s Transit System
Governor Announces R-211 Design and Station
Work
New York state Governor Andrew Cuomo announced
key elements of the $27 billion MTA capital program on
July 18. For NYC Transit, it includes radically redesigned subway cars and totally redesigned stations and
street entrances. Up to 750 of the 1,025 R-211 subway
cars will feature an open gangway design (no doors
between cars of five-car unitized consists), on-board Wi
-Fi and USB port charging stations for personal electronics, full color digital customer informational displays
and digital advertisements, split hand poles, on-board
security cameras, flip-up seats where the wheelchair
accommodations are located, LED headlights, and four

58-inch-wide doorways per side (eight inches wider
than current cars), to expedite the loading and disembarkation process with a goal of reducing station dwell
times by up to 32%. The cars will be decorated with
blue and gold accents representing the colors of New
York State. The open-gangway cars are slated to replace the R-46 fleet on A, 60 conventional design cars
will replace the R-44 fleet of the Staten Island Railway,
and the remaining 215 conventional cars are to be assigned to other lines in the subway system. The first
three stations that will be totally rebuilt to the new standard will be: Prospect Avenue (DNR), 53rd Street (R),

Tour of Turkey
lar train, but smoking was allowed in dining cars at that
time, which significantly diminished our enjoyment. Like
our trip from Kayseri to Adana, the coaches were airconditioned and had 10 rows of 2-and-1 reclining seats
lined up with picture windows. It was a great deal better
than Amfleet. Except for short periods, the topography
was flat, but there were mountains in the distance. The
ride was smooth. We stayed 35 minutes behind schedule for a while, but then began losing a little more time
as we entered the Istanbul commuter zone — in rain.
We arrived at Haydarpasa at 21:20 (20:42), well over a
half-hour late.
Then disaster struck. With less than 18 hours before
our return flight, Clare slipped on the platform and broke
her right femur. Making a long story short, many Turks
were good Samaritans and got us an ambulance, which
drove down the platform. We had a hospital bed before
midnight, after being transferred from a public institution
to a private one, where Clare was operated on the next
day. Because of her osteoporosis, her bone shattered

and we stayed in the hospital, located on the Asian side
of Istanbul, for another 10 days. Fortunately I was able
to stay with her, as an upholstered chair in the private
room opened into a comfortable bed. Also fortunately, I
had taken out an Internet medical insurance policy for
the trip, so I had to bear little of the cost. Insurance
companies ended up paying over $30,000, which included the expense of sending an American nurse to
Istanbul to accompany Clare back to the U.S. in First
Class on Turkish Airlines (I sat in coach).
It took almost a year before Clare began walking by
herself. She finally began to improve significantly at the
beginning of April, 2012. During the recovery she graduated from a wheelchair to a walker to a 4-legged cane
and now to a regular cane, and has finally has begun to
drive again. In September she received a new right hip,
which may have resolved the healing problems she had
to endure earlier. Fortunately, our son and his family live
2 miles from us and were a great help in her care during
the past year, as she stayed in their elevator-equipped
house during the periods she was confined to a wheelchair. Now, in 2016 she still walks outside with a cane,
but can get pretty much anywhere on her own.

Both lines run through the principal shopping street in
Eskisehir. Despite it being open only to streetcars and pedestrians,
walkers generally keep to the sidewalks because of tram traffic.

The single-track section of route 2 near the Marmure station. Note
that only inbound cars will stop at this platform, as the rolling stock
has doors only on the right side.

(Continued from page 17)
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On July 9, 1895, the company operated the
first electric car on Lenox Avenue. After the
car passed the two-year test, the company
decided to electrify the entire system. After
all overhead wires were blown down by the
Blizzard of 1888, New York City passed a law
prohibiting overhead wires in Manhattan. To
comply with the law, the street cars received
their power from an underground conduit
(third rail), which was more expensive than
overhead trolley.
To electrify the cable lines, the cable and its
supports were removed, after which underground conduit, insulators, and feeder cables
were installed. On Broadway, 1,000 men removed the cable and installed the underground conduit. Electric cars were running on
May 27, 1901, two days after the cable was
removed. On Fourth Avenue, the street was
closed to traffic from Grand Central to Astor
Place during the excavation. Service was
interrupted for a month starting August 31,
1897. Meanwhile, electrification proceeded
rapidly, as shown in the following table:
ELECTRIC OPERATION BEGAN
DATE
July 9,
1895

LINE
Columbus and
Lenox Avenues
(W. 108th-W.
146th Streets)
th

DATE
December 16,
1897

LINE
4th Avenue

rd

1897

116 Street

About
1898

23 Street

Autumn,
1897

Madison Avenue

March 20, Amsterdam
1898
Avenue

DATE

LINE

DATE

LINE

April 3,
1898

2nd Avenue

June,
1901

Columbus
Avenue

May 7,
1898

8th Avenue

1901

8th Street

October,
1898

6th and Amsterdam Avenues
(W. 125th Street
to South Ferry)

1902

9th Avenue

Spring,
1901

Broadway

December 2,
1903

14th Street

Spring,
1901

Lexington Avenue

February
5, 1908

1st Avenue
(E. 125th-E.
59th Streets)

STEPLESS CENTER ENTRANCE CARS
CAR NUMBERS

BUILDER

DATE BUILT

5000

Brill

1912

5001-5175

St. Louis

1913

6000

Brill

1912

7000

Brill

1912

7001-45

ACF

1913

7046-7115

Southern

1916

After the company completed electrifying
the busy lines, it decided to economize by
abandoning the least profitable horse car
lines and replacing the other horse car lines
with stepless center entrance battery cars.
On May 20, 1931, the last battery car operated on the Spring and Delancey Streets Line.
(Continued on page 4)
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Stepless electric car 5000.
Bernard Linder collection

Stepless electric car 5001.
Bernard Linder collection

Double-deck car 6000.
Bernard Linder collection

Stepless storage battery car 7000.
Bernard Linder collection

Stepless storage battery car 7001.
Bernard Linder collection

(Continued on page 5)
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12-window car 175 on transfer table. Car was sold to TARS and
renumbered into the 400 series.
Bernard Linder collection

Interior of a convertible car.
Bernard Linder collection

Car 479 at E. 34th Street and the East River, July 30, 1935. Convertible with windows removed for summer operation.
Bernard Linder collection

13-window semi-convertible 556, sold to TARS and renumbered to
528.
Bernard Linder collection

Car 566 at LaSalle Street and Amsterdam Avenue, July 19, 1935.
Bernard Linder collection

Car 4122 at W. 146th Street and Lenox Avenue, March 14, 1936.
Bernard Linder collection

(Continued on page 6)
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table:
JOINT OPERATION WITH THIRD AVENUE RAILWAY

(Continued from page 5)

COMPANY

The company also purchased a fleet of stepless center
entrance electric cars and one double-deck car, nicknamed the “Broadway Battleship,” which made its trial
run on August 4, 1912. With passengers entering and
leaving at the center doors, the cars were slow loaders,
especially on the busy Broadway Line. The doubledecker was even slower and was soon taken out of service. Because the trucks were near the ends of the car,
a front door could not be installed and the cars could
not be converted to one-man operation.
In 1922, there were only 85 electric and 18 battery
stepless cars in service during the rush hour. Unfortunately, the cars were out of service long before the end
of their useful life.
In 1896, before the subway was built, most lines operated on a 30-second headway in the rush hour. In 1919,
after most subway lines were built, rush hour service on
most lines was reduced to a 1½-to-2-minute headway
and 911 cars were in service. The street cars had difficulty competing with the trains, which were faster. Three
years later, only 754 cars were required. During the Depression, from 1929 to 1933, riding declined again. In
1936, before abandonment, only 444 cars were in service during the rush hour.
The track plans revealed that Third Avenue Railway
cars operated on the same tracks as New York Railways cars for short distances, as shown in the following

STREET

FROM

TO

New York Railways

Washington
Street

Desbrosses
Street

Vestry Street

New York Railways

Greenwich
Street

Desbrosses
Street

Vestry Street

New York Railways

Broadway

W. 71st Street

W. 65th Street

New York Railways

7th Avenue

W. 46th Street

W. 42nd Street

New York Railways

Lexington Avenue

E. 129th Street

E. 130th Street
(A)

New York &
Harlem

Grand Street

Centre Street

Bowery

New York &
Harlem

E. 42nd Street

4th Avenue

Madison Avenue

2nd Avenue
Railroad

Bowery and
Grand Street

Worth Street

Forsythe Street

(A) Lexington Avenue between E. 129th Street and E.
130th Street was equipped with underground conduit for New York Railways cars and overhead trolley for the Bronx Third Avenue Railway cars operating light to the car house. The overhead trolley was
in service until the cars were transferred to the
Kingsbridge and West Farms car houses In 1941.
This concludes our brief history.

Around New York’s Transit System
South Ferry Station Main Entrance to Reopen
The main entrance to the South Ferry station was expected to reopen during August, allowing access to the
combined 1R station complex. Following Hurricane
Sandy, which heavily damaged the 2009 South Ferry
stub-end terminal of 1, the old South Ferry station was
quickly restored to service and access to the R station
at Whitehall Street was limited to the old entrance, a
three-minute walk from the ferry terminal. This will restore accessibility for the subway station’s disabled customers. Work continues on the $193.8 million effort to
restore the damage South Ferry station.
18-Month Canarsie Tubes Closure Option Selected
New York City Transit (NYCT) announced that it has
selected the 18-month total closure option after it had
worked closely with 11 Community Boards served by
the line as well as held four community meetings where
local residents could weigh in with their opinions and
preferences. In the end, 77% of the feedback received
by MTA via emails, social media, and community meetings favored the shorter duration full closure of the line
to minimize the impact. The other option, a three-yearlong, partial closure where one track would remain open
but offer only limited service across the East River, was
rejected. During the closure of the Canarsie Tubes

(which will not occur any earlier than 2019), the tracks,
switches, signals, trackbed, benchwalls, communications and signal cables, electrical, and lighting systems
will all be replaced.
Operation Track Sweep
In an effort to reduce track fires and vermin issues,
NYCT launched Operation Track Sweep, a multipronged program to clean the tracks and platforms of
accumulated trash. June, 2016 saw the start of Phase
One, an increase in the frequency of trash pick-ups at
stations with known high volumes of refuse. Phase Two
begins on September 12 with an intensive two-week
system-wide cleaning at all 469 stations with over 500
workers dedicated toward the removal of all accumulated trash and debris during the overnight hours. Phase
Three involves the development and purchase of portable vacuum systems that can clean the trackbed while
positioned on station platforms. Phase Four involves the
purchase by NYCT of three track vacuum trains capable
of removing up to 14 cubic yards of trash each day. The
first two trains are scheduled for delivery in 2017 and
the third in 2018. These three trains will be supplemented by a portable track vacuum system that will operate
within station areas, allowing the vacuum trains to focus
on the stretches of track between stations.
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No. 334
by Ronald Yee and Alexander Ivanoff

Metropolitan Transportation Authority
Robert Kiley, Chairman of MTA from 1983 to 1991,
passed away at his home in Chilmark, Massachusetts
at the age of 80. He took the reins from Richard Ravitch, who had just put together and arranged the funding
for an $8.5 billion capital program to turn the New York
City area subways around from an abyss that saw steep
ridership declines, underinvestment in capital expenditures, years of deferred maintenance, a plague of vandalism and crime, and an entire fleet of subway cars
covered with graffiti and constantly breaking down. A
nuts and bolts kind of manager, he aggressively took on
MTA’s woes and began the process of transforming the
culture at MTA while learning the nuances of the political side of the picture, the latter resulting in Mr. Kiley
managing to add another $8 billion to the capital program during his tenure and beginning the process of
turning the entire MTA system around toward where we
see it today. Management was revamped at all levels,
increased accountability and business practices were
put into place, and union contracts with outdated work
rules were renegotiated to reduce costs. Ridership declines, which saw the annual subway ridership dip below 1 billion for the first time since 1917, rebounded to
1.08 billion by 1994. Subway crime was addressed with
increased and more effective policing and the implementation of a zero-tolerance policy toward graffiti/
vandalism and fare evasion. He hired William Bratton as
his Chief of Transit Police (before its merger into
NYPD), who was so effective at reducing crime in the
subways that he eventually became the New York City
Police Commissioner.
In his 30-year career in public transit starting in 1975
(he formerly worked for the CIA (1963-70) as an operative and public policy expert), Mr. Kiley was selected by
then-Massachusetts Governor Michael Dukakis as the
new chief executive of Boston’s MBTA, where he led an
effort to expand rail transit services from 1975-9. After
leaving MTA in 1991, he was recruited to become London’s Commissioner of Transport for five years by London’s Mayor Ken Livingstone. While his relationship
with British Prime Minister Tony Blair was a rocky one,
Mr. Kiley worked with Mayor Livingstone to improve
London’s transportation picture and successfully created and implemented “congestion pricing,” a system of
collecting tolls on vehicular traffic entering London’s
core, credited with reducing traffic and generating needed revenue for transportation-related projects (New York
Times, August 9)
MTA Long Island Rail Road
LIRR President Patrick Nowakowski announced that
the railroad plans to operate weekend rail service to
Greenport on a year-round basis beginning this fall.
This would restore winter season service that was discontinued as part of a 2010 austerity measure when
10

MTA was in the depth of a financial bind from the “Great
Recession” of 2008-10. Since then, service on the 46mile portion of the LIRR mainline east of Ronkonkoma
had been suspended after the Thanksgiving weekend
until the following spring. Local civic and business
groups had been pressing LIRR to improve rail service
to the north fork of Long Island. (LIRR press release,
July 25)
MTA Metro-North Railroad
The last of the M-6-class electric multiple unit commuter cars was shipped out to Frontier Industrial Corporation in Ashtabula, Ohio. Cars 9019-9069-9018, 90109065-9061, and 9011 were the last cars to depart MNR.
In service for just 22 years, the 48 cars of the MorrisonKnudsen-built M-6 class as well as the 54 Tokyu-built
M-4s dating back to 1987 were all retired along with the
232 active General Electric built M-2s dating back to
1973-6 when the 405 Kawasaki built M-8s arrived during 2011-4. Four M-6 cars survive as training facilities
for the explosives detection canine unit of the MTA Police in Stormville, New York (cars 9030-1) and the Connecticut Department of Emergency Services and Public
Protection (cars 9014-5). (Editor’s Note by Ron Yee: Frontier Industrial is a salvage firm which has an EPA-compliant
plant where asbestos and lead paint-laden railcars can be
disassembled and scrapped without harm to the environment.) (Metro-North Railroad press release, July 22)
To support efforts to fortify the infrastructure of the
Hudson Line against the damaging effects of future severe storms and hurricanes, reverse peak train service
at Philipse Manor and Scarborough was suspended
starting August 1 and replaced with bus shuttles connecting with trains at Tarrytown. The suspension is expected to continue into the first quarter of 2017. During
this project, which will add or relocate to higher elevations renewed signal, power, and communications infrastructure that can survive intense weather events, only
the southbound 8-car high-level platform adjacent to the
southbound local track (Track 4) will remain in service.
To provide the safest and most convenient access and
egress from trains at these stations as well as minimize
station dwell times, all peak direction trains will operate
on Track 4. The other platform track (Track 3) would be
closed for the construction work. Reverse peak electric
trains would operate on the southbound express track
(Track 2) and bypass these stations. Diesel-powered
peak direction express trains would utilize the northbound express track (Track 1). The use of “double
bridge plates” across Tracks 1 and 3 was not an option
as they would lead to increased dwell times of trains
making stops on Track 2 at these stations, as well as
prevent the use of Track 1, bottlenecking the line to just
two tracks between Croton-Harmon and Tarrytown. Local Trains #703, 705, 707, 709, 711, and 713 are affect(Continued on page 11)
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ed in the morning and Trains #770, 772, 774, 776, 778,
782, and 786 are affected in the late afternoon/evening
reverse peak periods. New schedules were issued for
the Hudson line effective August 1, 2016. (Editor’s Note
by Ron Yee: Standard single track length bridge plates are
not possible at these two stations as Track 1, the northbound
express track, is not equipped with third rail, the byproduct of
a mid-1980s economy move while upgrading the third rail
and power supply (new 150-pound third rail replacing the
New York Central Railroad’s 70-pound third rail dating back
to 1913 and upgraded/new substations) to only three tracks
instead of all four. A deal was made with NYSDOT, Amtrak,
and Conrail to leave Track 1 in place but remove the third
rail north of Greystone since their trains did not require it.
NYSDOT took on a larger share of the maintenance of that
track but did not have to pay for the power upgrades. That
decision came back to haunt the railroad whenever the northbound local track (Track 3) needed to be taken out of service.
It requires major service adjustments such as substitute busing to maintain reverse peak services as well as operating the
railroad “left handed” during the PM peak period, creating
potential delays when trains must be crossed over against
traffic to be “re-sorted” back into normal “right handed”
operation in the Bronx as the line approaches the junction
with the Harlem Line on the way to Grand Central Terminal
and vice-versa. Subsequent projects requiring Track 3 to be
removed from service for extended periods created massive
operational headaches, resulting in MNR re-installing the
third rail between Greystone and Tarrytown on Track 1 during the 1990s and limiting such disruptions only to situations
when work needed to be done on Track 3 between Tarrytown
and Croton-Harmon. How much it would cost to reinstall the
third rail between Tarrytown and Croton-Harmon to finally
eliminate this source of operational headaches is unknown.
An added bit of history: actually, we are lucky to still have
Track 1 as a non-electrified track as the original plan was to
reduce the Hudson line to just three tracks north of Greystone, use the extra right of way to “flatten out” the curves on
the line for the remaining three tracks, and increase speeds to
as high as 90 mph. While it is only a 1.5-mile bus ride between Tarrytown and Philipse Manor, Scarborough is 5 miles
by bus from Tarrytown. While it may seem more efficient distance-wise to serve Scarborough with a bus shuttle out of
Ossining, just 1.4 miles north, a well-placed source at MNR
informed this Editor that the contractor providing the bus
shuttles had its own internal operational constraints that dictated that all shuttle buses must connect with the trains at
Tarrytown, requiring the longer bus ride to and from Scarborough.) (Metro-North press release, July 22)
Port Authority Trans-Hudson Railroad
On August 6, PATH began work in the Hudson River
tunnel carrying its trains between Hoboken, Pavonia/
Newport, and 33rd Street. The tunnel under the river will
undergo full repair of damages from Hurricane Sandy
and the process of installing positive train control (PTC)
on that line will be launched. The weekend outages beginning 12:10 AM Saturdays through 5 AM Mondays are
expected to last until December 19. Customers from
11

New Jersey seeking to reach stations on the 33rd Street
Line will be able to take a free shuttle bus from the
World Trade Center (WTC) station during these outages. In addition, the weekday-only Hoboken-to-World
Trade Center Line will operate on weekends to supplement the service to and from New York City during this
project (NBC News, August 6)
PATH carried record ridership of almost 7 million people in June, marking a 3.6% increase over June, 2015.
The stations recording the highest increases in ridership
were Christopher Street in Manhattan and Grove Street
and Exchange Place in New Jersey. (Progressive Railroading, August 1)
Amtrak
Amtrak opened its new Metropolitan Lounge at Chicago’s Union Station on June 27 following a five-monthlong, $7 million project that replaced a much smaller
facility built in 1991 on the concourse level of the station. Located beneath as well as above one of the marble staircases featured in the movie “The Untouchables”
in what used to be a storage area and an employee
break room, the new lounge will be the waiting facility
for sleeping car and business class passengers. It features 360 plush seats in a 13,500-square-foot two-level
facility, has a street-level entrance with redcap service
and an entrance from Union Station’s Great Hall. There
is a business area with computer workstations, a family
area with children’s play-space, a “millennial area” featuring high-backed chairs with cell phone accommodations, and a “quiet zone” on each floor for those seeking
a quiet experience free from loud conversations and
electronic devices. The lounge was unveiled with an
open house celebration held on Thursday, June 23.
(Chicago Sun-Times, June 26)
Amtrak unveiled the launch of its first nationwide magazine, The National, replacing the current Arrive magazine found aboard most Northeast Regional and Acela
trains. The upscale publication produced by Ink, a United Kingdom-based magazine publisher, will be issued
every other month and feature an emphasis on quality
travel photographs, long-form journalism with stories
about people on the trains and from all around the nation. This will be a change from Arrive’s celebrity interviews and a focus on destinations along the northeast
corridor. (New York Post, July 25)
Amtrak’s 70 new ACS-64 electric locomotives have
enabled the railroad to reduce delays by almost 25%. In
the 10 months ending July, 2013, there were 1,138 delays attributable to locomotive-related issues. For a similar 10-month period ending July, 2016, there were 857
locomotive-related delays. Advanced self-diagnostics
and reporting systems aboard the new locomotives to
pinpoint issues before they became major problems and
the fact that they are almost new relative to the locomotives they replaced (which averaged of 3.5 million miles
when they were retired) were cited as the main reasons
for the performance improvement. The ACS-64 fleet
cost Amtrak $466 million in the form of a federal loan to
be repaid over the next 25 years from net revenue prof(Continued on page 12)
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its from the Northeast Corridor. (Seattle Times, August
4)
Amtrak is suing Sevier Valley Oil, a Utah-based supplier of diesel fuel for its locomotives, for $242,452 in
damages and potential fines. The suit alleges that Sevier Valley Oil had purchased oil from Rock Canyon Oil
Company, which blends refined used oil with fresh diesel and the contaminated fuel clogged the injectors of
several Amtrak locomotives, resulting in eight stalled
trains during April and May, 2011. One train was stranded 100 miles east of Elko, Nevada with no electrical
power when both locomotives began billowing smoke
and experienced “stack fires,” a situation where flames
shoot out of the exhaust stacks on the roof of the unit,
and had to be completely shut down. Amtrak determined that the engine failures were all caused by fuel
contamination and identified the source, tracing the incidents all back to refuelings performed at Salt Lake City.
Amtrak is seeking to recoup its expenses from these
locomotive breakdowns caused by the bad fuel, including $14,576 in passenger refunds and credits in compensation for late and missed connections, chartering of
buses to transport stranded passengers onward, the
leasing of a Union Pacific locomotive to tow the train to
Elko, locomotive repairs related to all eight incidents,
draining the contaminated fuel out of fuel tanks, testing
of the fuel to determine the nature of the contamination,
and the $48,082 Amtrak had already paid Sevier for the
bad fuel. Sevier is disputing the allegations, inferring
that the fuel contamination had come from other fuel
suppliers in California or Colorado. (Salt Lake Tribune,
August 5)
Other Transit Systems
Boston, Massachusetts
In an effort to encourage an increase in transit usage
and get its employees out of their personal vehicles as
a means to reach their jobs, Massachusetts Institute of
Technology (MIT) and MBTA have agreed to a novel
program of offering free rides to all MIT employees on
MBTA subway, light rail, and buses and an increase in
the subsidy of commuter rail monthly pass from 50% up
to 60% as well as a 50% rebate on parking fees at the
commuter rail stations. MBTA “Charlie Card” chips will
be embedded into MIT employee ID cards. MIT will pay
MBTA the non-discounted fare for every rider the program attracts to mass transit. By increasing MBTA system access and reducing the costs to riders, it is hoped
that enough personal vehicles can be removed from the
region’s congested roadways and employee parking
can be reduced by 10% over the next 2 years. A trial run
with 1,000 employees in a program called MIT Mobility
Pass in 2010 proved successful in shifting many of
these commuters to mass transit. It is hoped that other
employers and organizations will see the benefit of encouraging transit ridership and follow MIT’s lead. (Todd
Glickman, news,mit.edu, June 14)
Around 40 residents, business owners, and environ12

mentalists came out to express concerns over plans to
expand South Station with seven new tracks and four
new platforms to support increases in train operations in
and out of the station. Peak period service involves
three times the number of train movements when compared to the off-peak periods. Such a differential dictates that additional storage yards must be constructed
to permit the midday layover storage of around 33 additional peak period trains. Opponents of this plan are
advocating that the monies would be better spent on
building a rail link between South and North Stations,
eliminating the need for expanded tracks, platforms,
and layover yards at South Station by sending trains
through to North Station and beyond. (Boston Globe,
June 9)
MBTA authorized $18.5 million toward preparing the
outdoor portions of the Red Line from JFK/UMass to
Field’s Corner on the Ashmont Line and to Braintree on
the Quincy Branch for the upcoming winter season.
Track and power infrastructure improvements, including
third rail heating systems, track and tie renewals, and
the replacement of signaling equipment will make them
more resilient to winter weather. The scope of work will
require that the Ashmont Line be closed and replaced
by shuttle buses for three weekends from October 22
through December 19, 2016 and the Quincy Branch
closed for six weekends from September 10 through
October 17 and also during the weekend of December
3, 2016, service covered by shuttle buses. (WBGH
News, July 25)
Transit and neighborhood advocates have filed a federal complaint over the cessation of late-night service
on weekends on key MBTA lines. It is alleged that MBTA
used flawed passenger ridership data showing lower
than expected ridership as a justification for eliminating
the service. Late-night fare evasion has been cited as a
possible cause of low ridership figures and may not
have been considered in MBTA’s analyses. It should be
noted that transit, low income, and minority community
advocates are citing a flawed “equity analysis” where
impacts of transit service changes are required to be
evaluated for impacts across an entire community and
balanced for income and racial factors. They are pressing the Federal Transit Administration (FTA) to provide
an alternative set of services and not necessarily restore the late-night services that had been discontinued
in March, 2016. (Boston Globe, July 27)
Washington, D.C. area
To facilitate and expedite urgently needed repairs to
its aging track and infrastructure, WMATA’s General
Manager Paul Wiedefeld is seriously considering the
elimination of late-night Metrorail service, ending service at 10 PM Sundays and 12 midnight Monday
through Saturday. These earlier closures may continue
even after its one-year-long SafeTrack program is completed to enable longer time windows to perform the
proper levels of maintenance. WMATA Board approval
will be needed before the operational hours can be reduced. (Railway Track & Structures, July 27)
(Continued on page 13)
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Virginia Railway Express reported that it is carrying
record levels of ridership, with 23,309 trips recorded on
Tuesday, July 12. This is directly due to line closures on
the nearby Blue and Yellow Lines of the Washington
Metro as emergency track work is performed to address
serious safety issues. It is expected that the Manassas
Line will see similar spikes in ridership when the Orange
and Silver Line services are curtailed by single tracking
operations
for
similar
maintenance
blitzes.
(Fredricksburg Today, July 19)
Atlanta, Georgia
The Atlanta City Council has unanimously voted to
include a menu of significant Metropolitan Atlanta Rapid
Transit Authority (MARTA) transit improvement projects
on a ballot referendum, which if approved would fund
many MARTA projects with a half-penny sales tax levy
that would raise an estimated $2.5 billion over the next
40 years. Among the projects that could be built if the
referendum passes is a light-rail line that would connect
areas of southwest Atlanta, a transit station at Greenbriar Mall, on-demand circulators that operate in neighborhoods, infill stations, additional fixed-bus routes, and
other enhancements and expansion initiatives that
would link to the Atlanta Belt Line as well as MARTA's
existing bus-and-rail network. (Railway Age, June 23
and 27)
The Metropolitan Atlanta Rapid Transit Authority
(MARTA) is taking the first steps toward the replacement of its railcar fleet of 318 cars. The original cars
date back to 1979 and are nearing the end of the typical
40-year economic lifespan of a rail car. On-board selfdiagnostics will make the new cars easier and cheaper
to maintain while keeping them in service for longer periods of time between visits to the maintenance shop
after a road failure. Improved passenger features may
include live graphic displays and maps, more charging
stations for passengers’ personal electronics, increased
Wi-Fi capability, and improved features to accommodate customers with mobility issues and those who are
disabled. Each car will have two positions to berth
wheelchairs, color-coded priority seating, and an induction loop system for the hearing-impaired. Focus groups
will be convened to help determine the final layout of
the seating, poles, how they are attached to the car
body, and color schemes, establishing the color combinations for the new interiors. An order for 250 cars is
expected with an option for 100 more. Interest has been
expressed by all ten international railcar builders to bid
on a request for proposal later this year. The pilot set of
new cars would be expected on the MARTA rails by
2019, with the rest of the order commencing in 2020. Of
interest is MARTA’s desire to order consists with threecar “triplet” sets with open gangways between cars as
well as a provision for pantograph operation over future
line extensions that may opt not to use 750-volt d.c.
third rail and utilize overhead catenary. There is a question about what will be done for the Green Line with its
13

short two-car platform at Bankhead. In the interim,
MARTA is placing a request for bid on a contract that
will enable up to 216 of the newer car types to be rehabilitated for a few more years of service until the new
cars arrive. (International Railway Journal, August 10)
Illinois
The first two Siemens SC-44 Charger diesel passenger locomotives arrived in Colorado for the start of testing at TTCI’s Pueblo facility at the end of June.
Illinois Department of Transportation (IDOT) awarded
Siemens a $228 million contract in 2014 to supply 32 of
the 125-mph diesel-electric locomotives for use on
Amtrak services in the states of Illinois, California, Michigan, Missouri, and Washington. The locomotives are
being assembled at the Siemens plant in Sacramento,
California, and the first units are due to be accepted by
IDOT in December. According to a recent report from
the committee in charge of procuring the locomotives,
there have been very mild delays but should not have
an impact with the overall delivery, unlike the bilevel
railcars.
The first options for additional units were exercised in
November, 2015, when the states of California, Illinois,
and Maryland ordered a total of 34 locomotives.
In September, 2014, Florida East Coast Industries
subsidiary All Aboard Florida ordered 10 Charger locomotives to operate its Brightline higher-speed passenger service from Miami to Fort Lauderdale and Orlando,
which is due to be launched next year. Assembly of
these locomotives is now under way at Sacramento.
The four-axle, AC-traction Charger is the first locomotive to be equipped with the Cummins QSK95 primemover, which is the first locomotive from the factory that
meets U.S. Environmental Protection Agency (EPA) Tier
4 emissions standards. (Editor's Note by Sasha Ivanoff:
The states (and Amtrak) need those locomotives badly. The
MDBF of the P32AC-DMs that Amtrak uses, for instance, is
worse than a NYCT R-type during the worst days of the deferred maintenance era. The 58 that the state DOTs have on
order is a small dent in Amtrak's (including state DOTs’)
nearly 275 active diesel locomotives. However it will allow (if
no locomotives will be sold or scrapped) for an increase in
spare locomotives and allow for some of Amtrak's (and the
state owned equipment) to be overhauled, if economically
feasible.) (Railway Age, June 22)
The Northern Indiana Commuter Transportation District (NICTD) has been approved for Federal Transit Administration (FTA) funding toward a $210 million project
to double-track the Chicago South Shore Line from Tennessee Street in Gary to just west of York Street in
Michigan City, Indiana. It is expected that this will enable NICTD to operate more trains in each direction without having the scheduling restrictions of single-tracking
with passing sidings and reduce travel times between
Chicago, Michigan City, and South Bend. The FTA approval makes this project eligible for a 50% matching
grant to state and local source funding. Once funding is
secured from all sources, construction could begin in
2019 and be completed in late 2020, potentially attract(Continued on page 14)
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ing 5,000-8,000 new daily riders. (Chicago Tribune, May
19)
Metra began work to repair and upgrade the 111th
Street/Pullman station on the Metra Electric Line. Serving as the gateway to the Pullman National Monument,
the improvements are part of the $200 million being
spent on the 2016 construction program funding infrastructure improvements to almost 30 stations and over
20 bridges. (Al Holtz, June 27)
Citing financial and funding issues stemming from the
withholding of $300 million of capital funding from the
State of Illinois toward its capital program, is suspending efforts to seek a builder for up to 350 new gallerystyle commuter railcars. The railcar purchase would
have consumed around $1.2 billion of a projected $11.7
billion in capital needs over the next ten years. Instead,
Metra will focus on its efforts to implement Positive
Train Control and explore the options of rehabilitating
the oldest members of its gallery coach fleet as well as
acquiring and rebuilding surplus/retired coaches from
other rail operators. (Chicago Tribune, August 10)
Indiana
Indiana Department of Transportation (INDOT), Iowa
Pacific Holdings, and the communities served by the
Hoosier State route operating between Chicago and
Indianapolis four times a week by Iowa Pacific, celebrated the one-year anniversary of the privatized operation.
Ridership data for May and June, 2016 compared to the
same months in 2015 show a 60% increase in ticket
revenues from a higher level of ridership, a strong and
positive response to the improved service. Around 90%
of the passengers have rated their experiences with this
train as “very satisfied,” one of the highest ratings on
the Amtrak system. Since October, 2015, on-time performance has been around 82%, a vast improvement
over 54% in 2014 and 67% in 2015. Iowa Pacific provides and maintains the locomotives and cars. Amtrak
operates the train with its crews, with INDOT providing
a share of the annual funding for this train. (IndyStar,
August 2)
Dallas, Texas
Brookville Equipment shipped off the fourth Libertyclass streetcar to Dallas Area Rapid Transit (DART) during the week of July 25, six months ahead of schedule.
This was to enable the Dallas Streetcar line extension
to the Bishop Arts District to open, as of press time, in
late August, 2016. The line will operate seven days a
week with 30-minute headways and is expected to be
reduced to a 20-minute headway once the extension is
open. (DART, Metro Magazine, August 1)
Fort Worth, Texas
After securing approval from the Federal Transit Administration, officials will be breaking ground to begin
the construction of the TEX Rail, a 27-mile commuter
rail line that will link downtown Fort Worth with Terminal
B at Dallas-Fort Worth Airport via northeast Tarrant
County, North Richland Hills, and Grapevine. Service is
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expected to commence in late 2018 with an expected
daily ridership of 8,000 passengers in the first year, potentially growing to 14,000 by 2035. The line will be
served by a fleet of eight Stadler Diesel Multiple Units
(DMUs) similar to the DMUs on the Denton County ALine and Austin’s Capital MetroRail. (International Railway Journal, June 29)
Washington
Many cities and metropolitan regions across the United States on Election Day will be voting on ballot initiatives to increase sales taxes to fund the expansion of
rail networks. (Detroit's plan was mentioned in the July
Bulletin). The Sound Transit Board has capped
three-and-a-half years of discussion and public input by
unanimously voting to send voters a final Sound Transit
3 (ST3) ballot measure for consideration in November.
The plan's proposals include completion of a regional
light-rail network as the area's population grows an estimated 800,000 by 2040. The ST3 plan would build a
total of 62 miles of light rail with stations serving 37 additional areas. Improvements introduced following public
comment on a draft plan in April would speed up most
of the extensions by two to five years. A few of the existing projects would be speeded up., but expansion projects to South Kirkland, Bellevue, and Issaquah would
also be built. The plan would expand the capacity of
fast-growing Sounder commuter rail service linking Seattle with Tacoma and Lakewood, with extension of the
line to reach Joint Base Lewis-McChord and DuPont.
The Tacoma Link light-rail line would extend from Hilltop
to Tacoma Community College.
The ST3 Plan's $53.8 billion in investments would be
funded through new voter-approved sales, MVET, and
property taxes, with estimated additional $200 annual or
$17 monthly costs for a typical adult in the Sound
Transit District. If implemented, the ST3 Plan is projected to up to quintuple Sound Transit ridership from what
it is today, increasing it from approximately 145,000
each weekday to between 561,000 and 695,000 daily
riders in 2040. With ST3, the share of all transit travel in
the region on Sound Transit rail lines would grow from
17 percent today to 69 percent in 2040. (Railway Age,
June 23 and 27)
San Francisco, California
BART unveiled the first of its Stadler-built Diesel Multiple Unit (DMU) trains that will operate over its 10-mile
line extension from the current Pittsburg/Bay Point
BART station to Antioch that will be built in the median
of Highway 4. The $525 million line will be served by
DMUs to avoid the much higher costs of extending electrified BART service to Antioch using its current and future fleets of rapid transit commuter cars. All eight
DMUs are expected to be delivered by the end of 2016,
with extensive testing to be performed during 2017 and
a projected opening in the winter of 2017-8. While the
line will have a capacity of 2,400 passengers per hour,
initial daily ridership is expected to be 5,600 and grow to
10,100 by 2030. (Railway Age, July 1)
BART is identifying and working with manufacturer
(Continued on page 15)
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Bombardier to rectify several issues that have cropped
up since the initial pilot test cars arrived at Hayward
Shops in March. Since then three more cars have arrived, with the remaining six of the pilot consist still on
schedule for delivery by the end of 2016. The technical
issues include the auxiliary power system, which handles all non-propulsion systems such as HVAC
(Heating, Ventilation, and Air-Conditioning) as well as
the pumps that control the hydraulic fluid to the braking
systems. The problems cropped up during the stress
testing of each system to determine if it is robust
enough to handle 30 years of service. The Auxiliary
Power System failed when it was subjected to “longevity
testing,” where components are run through vibration
and shaking tests simulating 30 years of service, other
components that are designed to function in a hot environment failed at 300 degrees when a multiple cleaning
machines were plugged in and run, blowing it out. All of
these issues must be resolved before Bombardier can
ramp up to full production of the 775-car order that is
still on schedule to deliver 60 cars by the end of 2017,
230 by 2018, 420 by 2019, 610 by 2020, and 775 by
2021. (Editor’s Note by Ron Yee: Noteworthy is that the first
test run of the pilot car this past spring experienced a highly
publicized brake failure, which caused it to run off a stub-end
track at a slow speed and into a sand berm beyond.) (San
Francisco Chronicle, August 9)
VIA Rail Canada
A four-year labor contract, retroactive to January 1,
was ratified by over 80% of the members of Unifor, the
union representing 1,800 of the carrier’s 2,500 employees including station, customer service, maintenance,
and administrative personnel. (Editor’s Note by Ron Yee:
A threatened VIA Rail Canada strike had resulted in the abrupt cancellation of the NYC-Toronto Canada Maple Leaf for
several days in early June to prevent the possibility of equipment being stranded in Canada.) (Progressive Railroading, July 14)
Toronto, Ontario, Canada

Metrolinx, the province of Ontario’s regional agency
overseeing GO Transit, has exercised a C$328 million
option for the purchase of 125 additional bilevel commuter rail coaches from Bombardier. The nextgeneration cars will be built at Bombardier’s plant at
Thunder Bay, Ontario beginning in mid-2018 with all
cars delivered by early 2020. From the Bombardier photo of the prior order of new cars, this order will include
additional cab control cars that will be built with energy
absorbing structures designed to reduce the impacts of
a crash on the train’s occupants. (Metro Magazine, August 2)
Calgary, Alberta, Canada

John Pappas photograph

John Pappas photograph

Calgary Transit's new fleet of Siemens S200 high-floor
LRVs entered service on the city's CTrain light rail network on July 5 in time for the annual Calgary Stampede.
Calgary Transit signed a C$201.6 million contract with
Siemens in September, 2013 for 63 S200s, which will
support the introduction of four-car operation on the
CTrain network and enable the withdrawal of the oldest
U2 vehicles, which date from the opening of the system
in 1981.
Assembly is being carried out at Siemens' plant in
Bombardier photograph
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
With the summer of 2014 heading towards its end,
and realizing we had not done much traveling since our
early spring trip to North Africa, Clare and I were trying
to decide on a destination to relieve some of our cabin
fever when a cheap air fare offer came to us on the internet. Basically, the fare to Milan from the east coast of
the U.S. would run some $600 to $750, depending on
the date and the carrier, starting in September. But we
had traveled in Italy recently and did not want to do that
so soon again, so we put on our thinking caps and
came up with that country’s northern neighbor, Switzerland, as a good choice for clean air, scenery, exercise,
and (of course) trains and trolleys.
We selected dates (September 10 to 24) and found
that our best deal would come from Swiss International
Airlines. Oddly enough, our routing in both directions
would be via Zurich, where we would have to change
planes, but taking that extra leg to Milan would cut our
price by a little over $300 each. We worked on an itinerary, which would be a combination of visits to cities,
lakes and mountains. From a railfan point of view, we
would be riding standard- and narrow-gauge railways,
both adhesion and cog, propelled by electricity and
steam, as well as making use of streetcars and interurbans, including even a battery-operated line.
My most recent Bible (Swiss Kursbuch) was from
2002, which was rather out of date, but fortunately the
Swiss Federal Railroad (SBB) has an excellent website
that makes it easy to access traditional detailed timetables, which are tied into the schedule numbers on
Swiss rail maps and the Kursbuch. To plan a trip of this
nature, I needed to see full timetables rather than the
data that comes from most travel websites, which encourage you to enter From and To stations, and then
show only departure and arrival times at those points.
So I was planning to buy a new Kursbuch, and with an
hour and 40 minutes between flights at Zurich, hoped
that I had sufficient time to get to the airport’s rail station
to buy the three-volume national timetable (two are devoted to buses).
Several pre-departure notes:
1. Swiss International Airlines is a successor in kind to
the failed Swissair. Now the flag carrier of Switzerland
with its hub in Zurich, it is part of the Lufthansa Group, a
member of the Star Alliance (which includes United),
and appears to be somewhere between a legacy airline
and a budget carrier in terms of costs, amenities and
procedures
2. In the summer of 2014 the Swiss Franc was very
strong against the U.S. Dollar, making costs somewhat
expensive, so we decided to economize by avoiding
accommodations near tourist areas in large cities, and
instead looked for apartments, pensions, and the like.
Since then the Dollar has gained on both the Franc and
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the Euro, although in the past few months that may
have begun to be reversed
3. We also decided to use Swiss Rail Passes, which
are sold for a variable number of consecutive travel
days. The passes include free transit travel in most cities and provide a discount for rides on most of the expensive mountain railways. With regular fares being
high we saved a great deal of money by getting 15-day
passes, and also had the ability to make on-the-spot
decisions with regard to travel destinations and routings.
Without suffering any trauma, we soon completed the
purchase of our air tickets and rail passes, and made
reservations for our accommodations, generally through
internet sites, although in some cases we had to use
email.
Our itinerary called for us to fly to Europe from Kennedy Airport, but return to Newark, so we decided to travel
to JFK by public transportation. Mostly, I should say, as
Sue and Phil Craig picked us up at about 14:30 and
drove us to NJ Transit’s Bay Street station, which has
high-level platforms, allowing us to roll our carryonsized bags right onto a commuter car. The 14:55 train
was on time, and consisted of an ALP-46 electric locomotive pushing Comet coaches, which meant we would
not have to use stairs to reach comfortable transverse
seating, as is necessary with the newer Multi-Level
equipment. The ride was mostly uneventful, meaning
lackadaisical, except that we waited for two trains (one
an Amtrak Regional and the other an NJ Transit MLV) to
pass on the former PRR high-line before our Midtown
Direct entered the double-tracked route to Penn Station.
As a result we arrived two minutes late, at 15:48.
With the escalators typically running in the wrong direction from the platform serving Track 2, we used an
elevator, eventually reaching our first destination, the
Hot & Crusty bake shop on the Long Island Rail Road
level, where we bought a black-and-white cookie and
an elephant ear for sustenance on our trip to JFK and
the wait for our flight to load. We just missed the 16:00
LIRR non-stop train for Jamaica, but were accommodated by the 16:03 Babylon-bound train of M-7s, which
made all stops (Woodside, Forest Hills, and Kew Gardens) before arriving at the multimodal transfer station
at 16:29, three minutes late. Many of the non-stop trains
make the run in as short a time as 15 minutes, although
most are scheduled for 16. The train was crowded with
early rush hour commuters, but not to the extent that
our luggage prevented anyone from reaching a seat.
Up the escalator from Track 8 and across the elevated
passageway, and we were soon at the turnstiles leading
to the Port Authority’s Airtrain. For some stupid reason,
Senior Metrocards are not accepted for passage on PA
(Continued on page 17)
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facilities (including PATH), even though it would be simple to subtract $5 from whatever value is stored on the
card for a trip to JFK, so we had to use a regular Metrocard, which accomplishes that. I always carry at least
one extra, just in case I am traveling with a tourist from
another city, and so we added $10 to its value and
swiped it twice for our transportation. The ride in the
steel-wheeled automated train was swift; we boarded at
16:35 and reached Terminal 4 at 16:49. With boarding
passes printed at home we were checked in quickly and
then passed through TSA security rapidly as well,
reaching the gate at 17:00. This may have been the
fastest we've experienced since 9-11.
We had been notified by email that our plane’s departure would be 15 minutes late (18:25 instead of 18:10)
and that was the case, with the Airbus A330, registered
to Swiss subsidiary Edelweiss, pulling away from the
gate at 18:18. The Captain of the almost-full aircraft announced “departure in 40 seconds” at 18:35 and soon
we were up in the air, right over the junction of the
Rockaway Beach and Far Rockaway branches of the
A train near the Broad Channel station. We then turned
sharply left and followed the shores of the Long Island
beaches eastward away from the sunset.
Soon we were offered a choice of chicken or pasta,
accompanied by an excellent (meaning nut-less) chocolate brownie for dessert. Clare watched Unstoppable
(which I recommended; she enjoyed it), while I tuned
into as many episodes of the American TV series,
House of Cards, as I could. As much as I like Kevin
Spacey, I think the British version of the story, with the
late, great Ian Richardson, was much better. Before I
knew it, it was 6:30 and time for a croissant and yogurt,
along with preparation for our arrival in Zurich. It was a
good flight although not excellent, as the food was not
particularly tasty or well-prepared.
But we were satisfied until after our virtually on-time
arrival of 8:03 (8:00). We touched down in rain at 8:01
and it took only two minutes to get to the gate. But then
time began to pass quickly as we had to navigate the
almost longest walk possible at Kloten Airport, from gate
E23 to A74 for our flight to Milan. We also had to wait in
line for 20 minutes to get through passport control. I
think Europe is getting even with us for all our bureaucratic visa requirements by excluding Americans from
the fast EU-only lanes. All in all, the very tedious walk
took almost an hour, and I had to skip my planned side
trip to the railway station to buy the national timetable.
Anyway, our aircraft pushed off at 9:39 (40) and we
were up in the air at 9:49. The plane was an Avro RJ100 with comfortable 3-and-2 seating, but with such a
short flight, the snack and beverage service had to be
rushed. We touched down at Malpensa Airport at 10:21
and reached our spot on the tarmac at 10:24. We
boarded a bus soon afterward and we were deposited
at a gate at 10:35 (35). Give high marks to Swiss for
punctuality!
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Although we could have ridden the non-stop Malpensa
Express MU train to the Cardona station at 10:58, we
waited for the 11:13 suburban local, which operates to
Centrale, where we would eventually board our train to
Switzerland. Operation was on-time, 11:13 to 12:05,
although that 52-minute run is much slower than the 35
minutes consumed by Cardona-bound trains.
Before doing anything touristy, we had some housekeeping to accomplish. We acquired Euros at an ATM,
checked our bags at the Left Luggage, validated our
Swiss Passes (we were worried that this could not be
done outside of Switzerland, but were accommodated),
applied for and received Italian Railroad Senior Passes,
and bought our tickets from Milan to Domodossola, the
point where our Swiss Passes would take over. We accomplished that reasonably quickly, and got the halfrate for the rail journey to the Swiss border.
After grabbing light lunches in a station café Clare
went off to visit the Poldi Pezzoli art museum, a couple
of metro stops away, while I directed my efforts toward
streetcars on this partly cloudy afternoon. I bought two
one-way tickets for Clare and a day pass for me at one
of the many tobacconist kiosks in the station. One of my
main objectives was to ride Route 179, the interurban to
Limbiate, but I suspected I would miss its 13:27 departure from Comasino, its current inner terminal, which is
7 stops up from Centrale on the M3 metro line. Milan’s
only remaining interurban line had been cut back on
several occasions as the metro system expanded — the
system’s line to Desio has not been abandoned, but is
undergoing a long period of inactivity to allow for its total
conversion into a modern LRT operation). See http://
www.urbanrail.net/eu/it/mil/milano.htm
and
http://
www.urbanrail.net/eu/it/mil/tram/milano-tram-map.htm
for maps. I had looked up the schedule on the internet
from home. The next trip was due out at 14:13, and so I
took the extra time to photograph some trams near the
M3’s Zara station, getting a few shots of Peter Witts on
Line 33 and Eurotrams on Line 7. Milan’s Peter Witt
cars are now iconic. Some 500 were built in the late
1920s and 175 are still on the roster, with about 90 to
100 serving 5 of Milan’s 17 tram lines. The Eurotrams
are similar to the 100-percent low-floor cars introduced
in Strasbourg, France and also purchased by Porto,
Portugal.
I rode the 14:13 and obtained some photos as well.
The mostly single-track side-of-the-road line is still as
slow as ever. Dwell times at the stops are very long,
with many older passengers struggling to conquer the
steep stairs on the high-floor cars, which operate in a
driving trailer-motor-driving trailer configuration.
After riding back to Comasino, I took the M3 to Maciachini, 4 stops or halfway back to Centrale and photographed “Sirietto” cars on Route 4. These are short versions of Ansaldo-Breda’s 100-percent low-floor Sirio
cars, which, in addition to Milan, also run in Athens,
Florence, Naples, and Samsun (Turkey), among other
cities. Milan’s original Sirios contain 7 sections, and
these Siriettos were given a diminutive nickname be(Continued on page 18)
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cause they are shorter with only 5 sections. They are
very austere inside, with sickening-looking institutional
green plastic seats and fittings, but they have quite a
charming exterior, fitting in well with the city’s
streetscapes. Milan is going back to its attractive 1920s
livery of yellow and white with black striping, after its
most recent green, which superseded traction orange
and an earlier lighter green. This is all reflected in San
Francisco, where the ex-Milan Witts on the F-Line roster
appear primarily in orange, but with at least one each in
the new yellow and the old green. San Jose’s Milan car
is painted green. I should also mention that all Milan
trams are single ended, and there are many loops (in
Toronto fashion) at the outer ends of the ATM’s 17
routes, although in the downtown area cars are turned
by circling along various streets (also like Toronto).
There are some wyes as well.
With shadows getting long I got back to Centrale,
bailed out our luggage, met Clare and we headed for
our train at about 17:05. We found the track easily and
then our seats in a second class coach of a EuroCity
express whose destination was Geneva. The train was
crowded and it contained a dining (restaurant) car, but
we chose to relax in our facing reclining seats. EuroCity
trains require reservations, which include seat assignments, but it appears that the exact seat numbers are
often disregarded by crews and passengers alike, and
as long as there are seats available, passengers just sit
in any of them. I suspect that if all the seats in a car
were occupied, those boarding with a seat reservation
would insist on enforcement. This certainly seemed to
be the case in Switzerland, where few, if any, trains appear to require reservations, although they may be
made for a nominal cost--something desirable for busy
travel days.
A note about the railways of Switzerland. One could
write a book — in fact many books have been written on
the subject. Briefly, like the U.S. and everywhere else in
Europe, steel rails were laid throughout the nation, connecting cities with the hinterlands, ranging from main
lines to suburban lines and even interurbans, as well as
street railways. In addition, because of its mountainous
topography, somewhat like that of Colorado, but more
pervasive, narrow gauge and cog (rack) railways were
also built so that steep grades and narrow passes could
be surmounted. The Swiss grew to love their trains, and
so riding has remained high through the years and there
has been relatively few abandonments. This is not to
say that there are not many automobiles in this wealthy
country, but their use tends to be relatively limited, possibly due to the lack of land for parking in cities and the
population’s social/cultural attraction to rail travel.
The “national” rail system is dominated by the federal
railway organization, but also includes a number of independent, technically privately-owned lines. For the
public this combination is totally transparent, with both
national and international through services operating in
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a coordinated manner without regard to ownership. Also
included in the system are some meter-gauge lines.
The far majority of mainline trackage is owned and operated by the Swiss Federal Railway, which is known by
three sets of initials —
SBB (Schweizerische BundesBahnen), CFF (Chemin de Fer Federaux, and FFS
(Ferrovie Federali Svizzere) — that correspond to the
three major languages of the country.
At present there is no High-Speed Rail in Switzerland,
although TGV and ICE equipment, capable of running in
the 200 mph range in Germany and France, operate in
international service over the rail system. Velocities on
Switzerland’s excellently graded and maintained track
reach as high as 120 mph. Additionally, in many places
speeds are being increased, due to investment in several huge infrastructure projects, including the Lotschberg
base tunnel (in service) and the Gotthard base tunnel
(just completed) that will improve travel times significantly as trains are transferred from older steep and
curvy lines through the mountains. Passenger trains on
these lines are supplemented by auto carriers, much
like those in the Channel Tunnel.
Except for Japan, Swiss rail frequency is the highest
in the world, with one-train-per-hour service being the
worst case; most lines have 2 to 4 express trains per
hour, plus locals threaded in between. On-time performance is inbred, allowing guaranteed connections and
only short waits in case of extraordinary circumstances.
With a network of this kind passengers do not have to
select which train to take in advance; they just get on
the next one that comes along. It is like the Pennsylvania Railroad corridor of days past, when passengers in
New York City would board the next Clocker to reach
points like Philadelphia, Baltimore, and Washington, as
well as intermediate stations, and did not have to worry
about making reservations for even the shortest of trips,
which unfortunately they must do today on Amtrak. Or
for that matter, they did not have to deal with different
organizations with different ticket systems for parts of
their journey, as they must today.
Our itinerary included travel on many of these mainlines, making it possible to complete one-day excursions from one end of the country to the other and avoid
the inconvenience of constantly changing our accommodations. But, being railfans, we also traveled on local
trains, mountain railways, private interurban lines, and
streetcars.
That said, we remained in our seats at Domodossola,
the last station in Italy. Swiss frontier police canvassed
the passengers, checking passports on what may have
been either a random basis or profiling. We were not
approached, and enjoyed the mountain scenery surrounding the Simplon Tunnel until dusk approached.
Our arrival at Brig was on the advertised, at 19:16. In
typical Swiss fashion there was an across-the-platform
transfer to an Inter-City train to Bern scheduled to leave
at 19:20, along with a connection to an Inter-Regional
train to Geneva at 19:28, which would make more intermediate stops than our express, which left for Geneva
(Continued on page 19)
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at 19:23.
The station at Brig can certainly be characterized as a
Union Station. There are 8 standard-gauge tracks, used
by the SBB and the BLS (Bern-Lotschberg-Simplon)
railways, served by platforms in the main building, and
then two more meter-gauge ones in the forecourt, which
are used by the Matterhorn Gotthard Bahn (MGB, a
merger of the Furka-Oberalp Bahn and the Brig-VispZermatt Bahn), the route of the famous Glacier Express.
Needless to say (but I will anyway), all of the tracks had
catenary above them, the standard gauge with 15,000volt, 16⅔-Hertz a.c. (same as Germany and Austria)

One of Milan's ubiquitous Peter Witt cars is shown operating on
Route 33 near its northern terminal, Piazza Le Lagosta. The 1928built unit fits in well with the architecture along Via Perasto.

and this specific meter gauge line with 11,000 volts at
the same frequency. The entire Swiss railway system is
electrified, except for a small number of tourist and museum lines.
As soon as we were outdoors we spied our hotel, the
Europe, and made a beeline for the entrance, across
the street. Yes, our room was ready, and we were ensconced there in a few minutes. We were tired, having
not been in bed since the morning of our departure from
New York, but also hungry. Most of the town’s dining
spots are in its center, a short distance away. Not wanting heavy Central European food at this time, we soon
found a Thai restaurant, and were pleasantly surprised
by the delicious dinners we were served. We fell asleep
as soon as we hit our bed, at about 22:00.

Sirio unit 7111, running on Route 7, is shown operating along Viale
Zara as it crosses Viale Stelvio. One of the entrances to the Zara
metro station is in the median at right. It is close to its southern
terminal, Piazza Le Lagosta, where it will loop with Route
33. AnsaldoBreda began building the Milan's Sirios in 2002.

Two views of the 7-mile-long Milan-Limbiate interurban line. The only such line in service during 2014, its 3-car sets continue to trundle
on. Oddly enough they are made up of two control trailers with pantographs sandwiching a blind motor. The cars were built for another
interurban line (now replaced by metro line 2) in 1950-4, and were assembled together in 1964, a half-century before this visit. I cannot help
loving them. The left view shows Maria waiting for a friend to join her aboard one of the interurban cars at its Comasino terminal. The right
photo is of my outbound train waiting for the inbound to pass at the Cassina Amata Scambio stop, a little under halfway along the line.

(Continued on page 20)
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Sacramento, California, and deliveries are due to be
completed next year.
The vehicles are known as MASK cars after the exterior design, which was inspired by an ice hockey mask
and selected by the citizens of Calgary from three options in a public vote.
The 50 mph, 600-volt d.c. bidirectional singlearticulated LRVs are 81.4 feet long and 8.7 feet wide
and accommodate up to 247 passengers, 60 of them
seated, with two wheelchair spaces and two multipurpose spaces.
The order is being funded by the government of Alberta, with C$133 million coming from the Green Transit
Incentives Program (GreenTrip) and C$67 million from
the Municipal Sustainability Initiative.
The Canadian government has provided C$51.3 million through the Building Canada Fund for various improvements to the CTrain network, including C$20 million for platform extensions to enable four-car operation.
(Railway Age via Al Holtz, July 11)
Bangladesh
Prime Minister Sheikh Hasina officially inaugurated
construction of the first metro line in Dhaka on June 26
at a ceremony also attended by Minister for Road
Transport and Bridges Obaidul Quader and Japanese
Ambassador Masato Watanabe.
Hasina had previously laid the foundation stone for

Line 6 on October 31, 2013. Work is split into six civil
and two railway systems packages. The project is being
managed by the Communications Ministry’s Dhaka
Transport Co-ordination Authority, and a consortium of
Nippon Koei, Delhi Metro Rail Corporation, Mott Macdonald, and Development Design Consultants is acting
as general consultant. Service would be operated by
Dhaka Mass Transit Company.
The government is providing 53.9 billion taka of the
219.85 billion taka project cost, with the remainder coming from JICA under a 40-year soft loan agreement
signed in 2013. JICA expects to disburse the first quarter of the loan this year.
The 20-kilometer elevated north-south route will link
Uttara North and Motijheel. There would be a depot beyond Uttara North at the northern end of the line. The
line would be overhead electrified at 1.5 kilovolts d.c.
and all 16 stations would have platform edge doors.
A fleet of 24 six-car trainsets is to be procured; bids
were due by June 15. The rolling stock would have a
maximum speed of 100 kilometers per hour, giving an
end-to-end journey time of 38 minutes. Peak headways
of 5 minutes are envisaged.
Trial operation on the northern part of the route is expected by the end of 2019, with the full line open in
2024. Ridership is forecast at 483,000 passengers per
day in 2021, rising to 1.3 million in 2051.
Line 6 is the first of three planned lines. A feasibility
studies for lines 1 and 5 is currently underway. (Railway
Gazette, June 27)

Switzerland in the Late Summer
(Continued from page 19)

Sirietto unit 7509, running on Route 4, is shown along Via Farini
approaching Viale Stelvio south of the Maciachini metro station. AnsaldoBreda began building the shorter Milan Siriettos in
2003. These cars are more attractive than the Sirios and are about
15 percent shorter. With additional Siriettos having arrived later,
the older ones have been repainted into the new-old yellow color
scheme.

(Continued next issue)
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BROOKLYN PCC CARS’ 80TH ANNIVERSARY
by Bernard Linder
BMT started operating Smith-Coney Island
PCC cars on October 1, 1936. Before the
cars entered revenue service, there was a
ceremony at Park Row. Mayor LaGuardia cut
a white ribbon at 11 AM and BMT’s President, William S. Menden, paid a five-cent
fare. After the ceremony, BMT and city officials rode in a procession of five PCCs led by
1009. Cars were routed via the Brooklyn
Bridge, Court Street, Livingston Street, Flatbush Avenue, and Prospect Park West to
Bartel-Pritchard Square.
As soon as cars were available, PCC operation began on the following lines:
October 1, 1936 — Began PCC operation on
Smith-Coney Island
December 14, 1936 — Complete operation
with PCCs on Smith-Coney Island; began
operation with PCCs on McDonald-Vanderbilt
January 11, 1937—Complete operation with
PCCs on Seventh Avenue
January 18, 1937 — Began PCC operation
on the Erie Basin Line
After the PCCs provided regular service,
revenues increased. Between October, 1936
and September, 1937, revenues on the
Smith-Coney Island Line increased 33 percent. The new cars were 14 percent faster
than the old cars. BMT found that the new
cars paid for themselves because the quiet
and smooth operation helped increase ridership.
Two years later, the company decided to
order 500 additional PCCs, which would
have provided a fleet of modern cars. In early
1938, BMT applied to the Federal Reconstruction Finance Corporation for a loan to
buy the 500 PCCs. RFC agreed to finance
80 percent of the cost of the cars, $1,500 or

$1,600 each. RFC financing would be 4 percent. Because the city was negotiating for
the purchase of BMT and B&QT, LaGuardia
informed the company that the city would not
pay for the PCCs. Unfortunately, the offer
was canceled and the company was unable
to modernize its fleet, which was sold to the
city at Unification, June 1, 1940. This 1,269passenger car fleet included 835 modern
cars and 285 obsolete wooden cars built in
the early 1900s. Also purchased were
cranes, sweepers, and snow plows.
Just before Unification, BMT engineers recommended retaining 28 busy trolley lines,
converting 12 to trolley coach, and substituting buses on lightly traveled lines. This report
was ignored after Unification. Buses were
ordered promptly, and they replaced trolley
cars on 7 lines in 1941 and early 1942. This
program ended abruptly on March 29, 1942
when the Office of Defense Transportation
ordered a halt to further motorization during
World War II. Companies were ordered to
conserve gasoline and rubber. On November
29, 1942, Putnam Avenue trolley cars replaced buses that were running since September 21, 1941. When the Board of Transportation attempted to resume operation of
Gates Avenue trolley cars, where buses were
running Since October 5, 1941, LaGuardia
did not allow it. The overhead remained in
place and was energized until the war was
over.
During the war, many cars were out of service because parts were not available. Mileage was reduced by rerouting and discontinuing several lines, as shown in the following
table:

(Continued on page 4)
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Brooklyn end of the Brooklyn Bridge.
Bernard Linder collection

PCC 1091 on the Brooklyn Bridge.
Bernard Linder collection

PCC 1002 coming off the Brooklyn Bridge on the Brooklyn side.
Bernard Linder collection

PCC 1012 at McDonald Avenue and Cortelyou Road.
Bernard Linder collection

PCC 1097 approaching terminal west of W. 5th Street.
Bernard Linder collection

PCC approaching terminal at W. 5th Street.
Bernard Linder collection

(Continued on page 5)
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Car 1000. Note standee windows.
Bernard Linder collection

Interior of car 1000 at Ninth Avenue Depot, February 18, 1955.
Bernard Linder photograph

Ninth Avenue Depot, December 28, 1955.
Bernard Linder collection

PCC truck at Ninth Avenue Depot, February 18, 1955.
Bernard Linder photograph

PCC 1001 interior at Ninth Avenue Depot, showing stanchions near
every seat on left side.
Bernard Linder collection

PCC 1066 on Coney Island Avenue Line.
Bernard Linder collection
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NEW YORK CITY SUBWAY CAR UPDATE
Subdivision “A” News
The final set of R-142As destined for reconfiguration
at Kawasaki in Yonkers (7581-90) was removed from 6
on March 18. 5-car sets 7566-85 were transported
northward by the end of March, followed at last by
7586-90 in early April. To clarify the previouslymentioned use of 4 equipment on 6 (R-142, R-142A/
R-142S), one (long) run is indeed scheduled to start
and end at Mosholu Yard with two round trips to Pelham
Bay Park as a 6. Its operation may be concluding late
this year after the Pelham-based fleet is again stabilized
at its pre-changeover level of 460 cars. The one R-142S
link from 4 that was farmed outright to 6 in December,
2015 (7746-50) was back home as of May 31. As the R188 acceptance program concluded in late July there
were 65 R-142As left over to serve 6 (7591-7655),
which should remain the case for some time to come.
Minor R-142 fleet adjustments were carried out ahead
of the Subdivision "A" pick that went into effect on June
12, with unit 7081-5 moving over from 4 to 5 on June
6, perhaps in response to the return of the R-142S link
mentioned above.
R-188 (C) and (C1) deliveries were wrapped up in the
second quarter of 2016, with 7536-50 plus 7931 and
7932 arriving in March; 7551-65 plus 7933 in April;
7566-80 plus 7934 and 7935 in May; and, finally, 758190 plus 7936 in June. As disclosed previously, the very
last unit of the final 6-car link (7586/87/88/
89/7936/7590) gained home NYCT rails from its flatbed
trailer at 239th Street Shop on June 14. Also as earlier
predicted, cars 7511-7530 plus 7929 and 7930 were
ultimately set up in two consecutively-numbered consists (7511-20 plus 7929 and 7521-30 plus 7930) on
March 7 as they were placed in service. The balance of
the “R-188” fleet (really R-142A conversions) then started 7 service as follows: 7531-40 plus 7931 on April 1;
7541-50 plus 7932 on April 18; 7551-60 plus 7933 on
May 26; and 7561-70 plus 7934 on June 13. “New” cars
7571-5 were independently set loose in mixed company
on Independence Day as 7 feverishly coped with
waves of crowding for Mets’ baseball and fireworks festivities, while 7576-80 plus 7935 did not follow until July
10, also combined with one-time R-188 (C) pilot set
7211-5. Last but not least were the introduction of 758190 plus 7936, which completed the overall acceptance
process of 506 CBTC-compatible R-188 cars on 7 as
foreseen six years earlier, on July 22, 2016. Even so,
installation of the necessary automated cab signal
equipment in the new and reconditioned cars continues
across the board and will likely not finish until sometime
in 2017, which leaves a small opportunity for the ongoing use of a remnant R-62A fleet on 7.
About June 10, eleven of the “converted” R-188s
(7501-10 plus 7928) had received a prototype set of
entirely new LED side-window “route” signs, designed
to display green circles or red diamonds denoting “local”

or “express” over a numbered routing (i.e. 7 and &).
Similar but much larger (and perhaps cruder) devices
were placed on Corona’s R-62A fleet in the 2008-9 era
which supplemented the existing route indications, and
most of them have survived that equipment’s relocation
to Westchester where schedules on 6 are similarly
changeable in nature. This circumstance is evidently
rooted in the diversity of languages through which 7
roams, where many customers rely on the (unchanging
and standardized) number to know their train but are
not always able to read the electric “flip-matrix” indications, which reveal destination and routing variations
only in English (i.e. “Flushing Lcl”). Further, the circle or
diamond that is automatically set up on the end of train
signage may not always be visible, particularly at the
terminals.
The movement of 65 additional R-62As from 7 to 6
was completed through the first half of 2016, though
transfers were not necessarily associated with each
acceptance of a corresponding “new” train. As of August
15, Westchester sports a mixed fleet of 395 of the latterday SMEEs, while 34 remain behind at Corona for limited use on 7. The 20 R-62As assigned to S-42nd
Street Shuttle are still unchanged, as are 375 of the 385
that were running on 1 when some were shifted to 6
to shore up the fleet at Westchester beginning in May,
2014. Initial preparation for this “final” round of transfers
encompassing 2016 was actually begun with the grouping and withdrawal of single units 1911-5 from 7 on
January 20, though that set was not actually reassigned
to 6 until March 11, after the acceptance of “R-188’s”
7511-30, 7929, and 7930. Linked cars 2141-5 had otherwise been anonymously relocated to Westchester on
February 4, even later being joined by 2041-5 and former “flagship” cars 2151-5 on March 22. It is worth noting that 2155, specifically, was once the single-unit
“pilot” R-62A that was moved to 7 (then the original
Corona facility) from its first home on 3 on August 21,
2001. Links 2101-5 and 2131-5 were also sent to the
Bronx on April 22, following the acceptance of cars
7541-50 plus 7932 on 7. This was succeeded by the
transfers of 2066-70 and 2076-80 on May 23, then
2106-10 along with 2116-20 on May 31, the latter following the introduction of R-188s 7551-60 plus 7933 in
Queens. With the addition of one last grouped set of
single-unit R-62As on July 8, 2016 (1943, 1944, and
1947-9) the overall fleet at Westchester that is assigned
to daily 6 service again stabilized at 460, the quantity it
had been for some time prior to the exportation of R142As to Kawasaki Rail Car’s plant in Yonkers that
started with the trucking of cars 7216-20 back in November of 2010.
Another range of equipment moves also occurred between the 240th Street and Westchester facilities (that
(Continued on page 9)
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bly utilizes 250 of the 295 R-62s remaining at Livonia to
fulfill its peak requirements. Even so, as with the entire
New York City subway fleet, maintenance remains intense on Subdivision “A”’s oldest cars as they pass their
30-year mark, with unit 1616-20 in particular missing in
action for about a year (June, 2015 to June, 2016) to
undergo extended repairs at 207th Street.
There is renewed promise that three of the four prototype R-110A “A” (cab) cars, which have been retired for
years, will finally be converted to a third pump train
(joining P8002-3-4 and P8007-8-9) in the not-too-distant
future. Proposed for reuse are 8001, 8005, and 8006,
which will leave 8010 as the sole surviving example of
New York’s very first new technology (then called
“Millennium”) generation of rolling stock. A handful of
their unique 67-foot-long counterparts, the R-110Bs,
also continue to slumber through eternity at various
yard facilities.
Subdivision “B” News
Phase I R-32s are undergoing a long-term truck replacement program in mid-2016, as part of a package
aimed at their life extension through at least 2022 in
answer to NYCT’s challenge to meet ever-increasing
ridership. Otherwise there were no assignment changes
involving that class between East New York (JZ, 112
cars) and 207th Street (C, 110 cars) through August 15.
In a similar vein, SMS also continues at Coney Island
on the 50 active Morrison-Knudsen R-42s assigned to
East New York for JZ, though they are definitely slated for eventual retirement once the anticipated R-179s
show up in 2017-8.
The Morrison-Knudsen R-42s are also still being
joined by Staten Island Rapid Transit’s 63-car “R-44SI”
fleet as it cycles through the Coney Island Overhaul
facility. Those are receiving heavy-duty attention once
again (as they did in the 2008-10 timeframe), with an
objective of lengthening their usefulness by about seven
years until such time as new equipment can be delivered to replace them. This action is one of the proposed
facets of the evolving R-211 contract.
By July 8, R-46s 5742-5 had been restored to service
at Jamaica for F and R. This set had received a fair
amount of surface body and a little bit of structural damage when it derailed on the Queens Boulevard Line
near 65th Street on May 2, 2014. Its return brought the
active (and, it appears, final) quantity of R-46s back up
to 750. Some of the R-46s are currently marking their
40th anniversary of service at Jamaica in 2016, where
all 754 of the original 75-foot cars were delivered by
Pullman-Standard between 1975 and 1978 and 340 of
them remain. Two R-46s (941 and 1054) were retired
after a fatal accident at the 179th Street relay in 1987,
while oddball “open-ender” (A-B couplet) 6206/7 has
been sidelined since 2011.
As of August 15, R-68 link 2900/1/3/2 is undergoing
body repair at Coney Island in the manner of 5742-5
following its September, 2015 derailment while on G,
caused by a bench wall collapse near Hoyt-

(Continued from page 8)

is, West Side and East Side Locals) during the last several weeks of the R-188 acceptance period, as spares
at both barns continued to be thin. The first involved
“loaning” 2241-5 from 1 to 6 as of April 1, an act that
was repeated on April 28 when 2196-2200 followed suit,
after grouped single units 1911-5 and 5-car unit 213640 were correspondingly swapped from 6 to 1 on
April 25. There they stayed together as a solid train for
a month before going back to 6 on May 27. The reversion of R-62A assignments between the two routes finally began on May 16 when 2196-2200 were returned
from 6 to 1, followed by the homecoming of 2241-5
along with 2306-10 on May 31. The most recent set of
wandering R-62As to be brought back to 240th Street
from Westchester was 2156-60 and 2326-30, which
took place on June 13. Ten unitized cars that are actually part of the Broadway (1) contingent remain on 6
(2221-5 and 2346-50), while several of the functional
single units (specifically 1903, 1904, 1907, 1908, and
1939) have been cycling through refuse train and other
utility duties based at Corona, 239th Street, and 207th
Street. Additional transfers and fleet changes would appear to be in the offing at a future date, though further
unitization would again be contingent on maintaining
some cars as independent units (including those fitted
with 4 trips) and consolidating those now randomly assigned to both 7 and S-42nd Street Shuttle. Meanwhile, one or two R-62A trains can still be found on 7
any weekday (now rarely, if at all on weekends) and this
should also continue until the blossoming R-188 fleet
becomes CBTC-functional by some time in 2017.
While some of its R-62As were helping out on 6, the
15 R-62s used on 1 at the beginning of 2016 (1351-5,
1431-4 and 1438, and 1456-60) were buttressed by
1406-10 on February 16, then 1541-5 on February 26.
On or about April 1, even more 10-car R-62 trains from
3 began turning up in rush hour 1 service, though in
different consists from day to day. There were as many
as four R-62s on April 6, after which this phenomenon
subsided, though one or two might still have appeared
as they were needed through August 15. There was a
also a brief report that one “mixed” train of R-62 and R62A cars (2406-10 and 1431-34 plus 1438) had actually
made a trip or two on 1 March 18 before it was weeded out and separated. (Note: The two classes are operationally compatible but have entirely different controllers and
control groups.)
1-“assigned” R-62s 1351-5 along with 1541-5 were
sent home to Livonia (3) on July 5. The former link and
1456-60, which was also brought back to Brooklyn as of
August 1, had been on hand since being “loaned” to 1
in May of 2014. As of August 12, the second R-62 train
running on 1 consisted of 1491-5 with 1536-40, which
was being temporarily borrowed from Livonia. None of
this has had a major impact on 3 itself, which ostensi-

(Continued on page 10)
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Schermerhorn Streets. As of July 25, R-68s 2860-3 are
roaming G with a prototype Automated Announcement
System installation, provided by mega-car builder China
Railway Rolling Stock Corporation. Programmable only
in terms of general routing, it is not yet set up to actually
“announce” individual stations but silently displays route
(a green G), and date and time in red, as well as scrolling “Thank You For Riding With MTA New York City
Transit!” The test is slated to last for one year prior to
any proposed fleet-wide implementation, during which
only supervision is authorized to set the device up. On
New Technology Trains (R-142s, R-143s, and R-160s)
the Automated Announcement System uses a wheelrotation program to calculate its distance traveled and
location of its nearest station, but going forward it so far
remains unclear if this will be the method incorporated
on the SMEEs, or some kind of alternative transpondercomputer interface technology will perhaps be utilized
as is the case on other properties, most notably Chicago.
R-160As 8313-6 and 8377-80 will probably remain as
a CBTC test train and thus not to be seen on the East
New York routes (J/Z, L, M) for some time to come.
R-160Bs 8738-42, which had been electrically damaged
by the flood waters of Hurricane Sandy, was finally put
back in good order and returned to routine use on N
and Q in May of 2016.
Assignment exceptions continue as they have been
for several years now, really since the R-44s were withdrawn in 2010. Varying in quantity from day to day but
generally there to be witnessed, they include trains of
R-46s on F and R-160s on R (Jamaica); R-68As on
G and R-68/68As on N (Coney Island); and R-143s, or
these days even R-160As, on J/Z (East New York). In
the latter case, though the R-160As have been running
on J/Z continuously since they were contentiously
introduced to that route in 2008, their numbers have
declined almost to the point of extinction since the mass
exportation of 92 cars to C occurred in 2015.
Notable Subdivision “B” observations during the past
Around New York’s Transit System
(Continued from page 20)

Saratoga Avenue and Pennsylvania Avenue Stations Reopen
NYCT reopened the Saratoga and Pennsylvania Avenue stations on 3 (late night 4) on Monday, September 19. These stations had been closed since April 11,
2016 for an $88 million full rehabilitation. During the five
months, new windscreens, lighting, platform edges, tactile warning strips, a full repainting, new trash recepta-
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several months include Q trains composed of R-68As
on January 25 and July 11 and the appearance of a
mixed R-68/68A consist (5152-3-1-0/2788-7-5-6) on
June 11 and July 15, when it was spotted on B, and on
July 11, when it made its way along N. On August 1, a
Coney Island-assigned train of Siemens-equipped R160Bs (9062-1-0-59-8/9057-6-5-4-3) was “borrowed” for
an F job that put into service at Kings Highway for the
PM rush. This was the first known instance of such an
occurrence.
Moving on...After a considerable number of delays
and related controversy, the first (“pilot”) train of new R179s is presently anticipated to be delivered in October
of 2016. Consisting of two 5-car links, they represent
the first of 40 such cars (3010-49) to be delivered by the
third quarter of 2017 to provide for initial opening of the
Second Avenue Subway (an event currently projected
for December, 2016). Early plans had this equipment
slated for assignment to A out of Pitkin, while 260 companion 4-car sets (3050-3309) would be divided between C (207th Street) and J/Z and M (East New
York), where they would replace the surviving MorrisonKnudsen-overhauled R-42s and about half of the Phase
I R-32s. Best intelligence from the Plattsburgh production facility of builder Bombardier suggests that the R179 pilot train was at last approaching completion as of
early August, along with about a dozen companions
which were as yet indefinite as to their delivery status.
Assuming there are no unforeseen calamities along the
way, the present timeline for deliveries of the R-179
fleet call for production cars to begin arriving on the
property in June, 2017, with deliveries to be completed
by November of 2018. These milestones will in turn
bump against two major Subdivision “B” reconstruction
projects which loom over the next five years (Myrtle Avenue Viaduct on M in 2017-8 and the “Canarsie” (14th
Street) Tunnel on L in 2019-22), each of which stands
to have a further impact on operations and fleet requirements. What is more, all of this is in advance of the projected arrival of even newer R-211 cars early in the next
decade, which will be used to finish off the rest of the
Phase I R-32s and replace the entire R-46 fleet.

cles, new mezzanine flooring, and a total reconfiguration of the fare control area were completed. The rehabilitation work is still underway, with new windows and
station facade still to be installed, but those items can
be done with the station in service. Continuing the project to improve all of the stations along this portion of
3, the Sutter Avenue-Rutland Road and Junius Street
stations will close on October 3 for five months until
Spring, 2017 for similar work. Free bus shuttles will be
offered to customers using those stations.
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No. 335
by Ronald Yee and James Giovan

MTA Metro-North Railroad
Connecticut Governor Dannel P. Malloy announced
that Connecticut, in conjunction with funding from New
York State, will order 60 additional M-8 electric multiple
unit commuter rail cars from Kawasaki and that 10 of
these cars will be retrofitted as traditional bar cars. Connecticut will borrow $200 million and New York's Metropolitan Transportation Authority will contribute $108 million as its share for the purchase of the new cars, which
are scheduled for delivery from September, 2019
through March, 2021.
Artist's conceptions indicate that instead of the minibar located at the "B" (non-cab) end of the car originally
envisioned as a means to provide a bar section while
only sacrificing a minimal number of seats, it appears
that the bar cars will be configured much like the M-2
bar cars they will replace with the entire center section
being a bar lounge area. There will be handholds in the
form of wall railings and poles as well as small ledges to
place drinks or bar snacks. Like the M-2s, there will be
no seating areas at the bar. (Editor’s Note by Ron Yee:
Capital and operating expenses for the New Haven Line are
apportioned between New York and Connecticut based upon
passenger ridership counts: approximately 60% Connecticut
and 40% New York. In all likelihood, these cars will enable
the full retirement of the small fleet of M-2s that were retained
and are currently filling in for M-8 fleet shortages occasionally caused by a higher than normal "shop count" and more
recently, by service improvements that have exceeded the current 405-car M-8 fleet's ability to cover. With the advent of
the electrification of Shoreline East services to Old Saybrook
and the realignment of the current diesel-powered push-pull
fleet to Hartford/Springfield services in 2017, plus the eventuality of through services operating over Amtrak's Northeast
Corridor between New Rochelle and Penn Station servicing
high volume areas such as Co-Op City, this car order is desperately needed as this new Metro-North line will likely open
concurrent with LIRR moving a number of its trains to the
new Grand Central Terminal East Side Access station that is
due to open in 2022.) (New Haven Independent, September 13)
Amtrak
Amtrak operated a special train to transport the New
York Yankees baseball team from Yankee Stadium to
Boston over Metro-North Railroad tracks to New Rochelle and then onto the Northeast Corridor. The special
was powered by P-42-DC 104 and three cars: Amfleet
Café/Dinette 48191, Amfleet Business Class Coach
81530, and Conference Car 9800 (converted from a
former Metroliner). The train deadheaded from Boston
to New Rochelle on the Northeast Corridor and then
over Metro-North tracks to Yankee Stadium via the New
Haven Line to Woodlawn, the Harlem Line to Mott Haven Junction, and the Hudson Line to its designated
layup location at Highbridge Yard, where it awaited the
end of the 1 PM game that was in progress. While
11

there, it received catered food and drink and once the
team was ready to travel, the train made its way to the
Yankees-E. 153rd Street station, where the team boarded and made an evening run to Boston. (Ron Yee, August 7)
Amtrak will use a $2.45 billion federal loan announced
by U.S. Vice President Joe Biden to finance the replacement of its aging Acela fleet of 20 trains. The railroad awarded a $2 billion contract to acquire 28 new
trainsets capable of 186 mph from Alstom (makers of
the French TGV with an already established manufacturing plant in Hornell, New York) and expects to place
them into service by 2021. The increase in the number
of trainsets will enable improved service frequencies to
hourly between New York City and Boston and halfhourly between New York City and Washington, D.C.
These new trains, dubbed the “Avelia Liberty,” will be
lighter in weight and more aerodynamic, reducing propulsion energy consumption levels by 20% and have
state-of-the-art amenities such as personal power outlets and USB ports, improved at-seat adjustable lighting, and Wi-Fi access, exceed all standards for ADA
access, upgraded interior design, enhanced food service car, and improved suspension systems for a
smoother, world-class ride quality. Each trainset is expected to offer a 35% increase in capacity, carrying over
400 passengers. However, current plans for track, signal, and power infrastructure improvements on the
Northeast Corridor (NEC) will only allow a maximum of
160 mph (Editor’s Note by Ron Yee: this was the original
design speed of the 1967-vintage Budd Metroliners and the
NEC is unlikely to support 186 mph operations before these
new trainsets themselves are replaced by a third-generation
Acela sometime in the middle of the 21 st century.) (Amtrak
press release, August 29)
Miscellaneous
Electric Railroaders’ Association’s 2016 Convention
The Electric Railroaders’ Association held its annual
national convention over the Labor Day weekend, this
year based in Washington, D.C. The convention covered Norfolk, Virginia's TIDE light rail and Washington,
D.C.'s "DC Streetcar.” Both are relatively new lines;
Norfolk opened on August 19, 2011 and the DC Streetcar opened earlier this year, on February 27. ERA also
visited the National Capital Trolley Museum and the Baltimore Streetcar Museum, where most of the operable
equipment were rolled out for us to photograph and
ride. The convention also toured the Washington
Metro's new Silver Line, rode Maryland MTA's Baltimore
light rail from Baltimore-Washington International Airport
to its northern terminus at Hunt Valley, the Camden Line
of MARC's commuter rail system from Camden Yards in
Baltimore to Washington Union Station, and a short ride
(Continued on page 12)
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on Virginia Railway Express (VRE) from Washington
Union Station to Crystal City, where the convention was
based.
Day One provided an opportunity to ride and photograph Norfolk's TIDE light rail line. Everyone was issued
a day pass, which, in addition to the light rail line, also
covered the city bus network and the local ferryboat
system. While the hard-core railfans spent the entire
time trolling up and down the line for the best photos
and videos, some attendees rode TIDE as well as the
ferry, which afforded scenic views of the harbor and of
some of the U.S. Naval vessels docked and undergoing
maintenance while in port. ERA surprised everyone with
an included dinner at a restaurant named Keagan's located in what appeared to be a planned suburban community located in the outskirts of Richmond as the
group traveled back to its base at the Crystal City Marriot Hotel.
Day Two saw the group visit the National Capital Trolley Museum, where two pieces of equipment were operated for the group: a tram from The Hague that was

a fixed direction trolley pole. While it can be operated in
reverse in an emergency, it is quite risky as the pole
could come off the wire, spring up, and get tangled up in
the overhead wires and supports, causing even more
damage to infrastructure. A lunch stop was held at
Washington Union Station and this author took the opportunity to head outdoors and photograph the DC
Streetcar in noontime sunlight. After lunch, the group
was hosted by two WMATA Metro representatives, who
led the group on a ride and tour of the new Silver Line
to the current terminus at Wiehle-Reston East. It was
plainly evident that work was proceeding onward to its
ultimate destination, Dulles International Airport. Ground
had already been cleared and graded in the median of
the highway beyond the bumping posts.
Day Three had the group take a ride on the DC Streetcar, riding the entire line from Union Station to Oklahoma Street at Benning Road. There was an hour's delay

National Capital Trolley Museum PCC 1101.
Ron Yee photograph

when one of the two chartered buses suffered an airconditioning failure and needed to be replaced. Some
folks took advantage of the delay and made the most of
Norfolk TIDE Siemens S-70 class LRV at Ingleside Road outbound. it. The Yellow Line of the Metro passes by on an elevatRon Yee photograph ed structure affording backlit views of the trains passing
in front of RFK Stadium and a perfectly sunlit view from
built in 1971 as one of the last PCCs ever produced the opposite side of the elevated from an empty parking
worldwide and a Boat Tram that formerly operated in lot. Afterward, the buses took the group to BWI Airport
Blackpool, England. An A-8 class Toronto PCC manu- where they boarded the Baltimore MTA light rail and
factured by CCF in 1951 was also rolled out for the rode 80 minutes to Hunt Valley for a lunch stop. After
group to photograph but not ride. Unfortunately, the lunch, the buses met the group and took them to the
week before, a powerful storm swept through the area Baltimore Streetcar Museum, where ERA was given the
and caused a tree to topple onto the tracks and tear red carpet treatment. ERA was given a rare treat, a ride
down around 300 feet of trolley wire near the outer end and photo opportunity with two cars (417, an 1895of the line. As a result, all operations had to be truncat- vintage Baltimore City Railway; and 4533, a United Railed at a passing siding located near the halfway point of ways and Electric Company car) that normally do not
the line. Because the loop at the end of the line was operate except for very special occasions. I guess
inaccessible, all cars had to operate in reverse upon ERA's visit was considered such an occasion. Baltimore
reaching the temporary turnaround point, limiting opera- PCC 7407 (built 1944), Peter Witt 6119 (built 1930 by
tions to the two cars that could safely operate in re- the J.G. Brill Company), and 12-bench open-sided car
verse, the Blackpool car (having a trolley pole that could 1164 from the United Railways and Electric Company
be swung all the way around) and the Hague car, which (built 1902) were also operated for the group. Unfortuwas equipped with a pantograph. The Toronto PCC had
(Continued on page 13)
12

ERA BULLETIN — OCTOBER, 2016
Commuter and Transit Notes
(Continued from page 12)

nately, liability restrictions precluded the large group
from entering the trolley barn, but we could photograph
the cars with a good zoom lens. Finally, the group rode
the chartered buses to the Camden Yards station,
where it rode the MARC Camden Line back to Washington, D.C., passing over the famous Thomaston Viaduct.
A brief ride on Virginia Railway Express (VRE) from Union Station to Crystal City topped off the convention as
attendees returned to their hotel base.

an image of old and new from the next platform over by
walking around the open platforms that wrap around the
bumping posts. Apparently, even though it looked open
to the public to simply walk over, that is not allowed
since I had already gone through passport control en
route to France and had technically left the United Kingdom. By simply walking over to another platform, I was
illegally re-entering the United Kingdom. I quickly took
my picture and scurried back to the "French zone"
amidst some very animated yelling by a security guard.

D-Stock train at High Street Kensington.
Ronald Yee photograph
DC Streetcar 203 eastbound at H and 3rd Streets. The car was built by
United Streetcar in 2013.
Ronald Yee photograph

The 2016 ERA convention was a great success, wellrun, and accomplished all of its goals for the attendees.
Kudos to Bob Newhouser and Mike Glikin for planning
and operating such a well-run convention. Even Mother
Nature cooperated — Tropical Storm Hermine stayed
far north enough from the D.C. area and was not a
weather factor during the convention; any stray sprinkles moved away from Norfolk just as we arrived in
town. (Ron Yee, September 8)
Ron Yee’s London and Paris Trip Report
One observation during my travels on the London Underground is that there are still a few of the D surface
stock still in service. While the S-Stock has replaced all
of the A-Stock on the Metropolitan Line and all of the CStock on the District and Circle Lines, a friendly Train
Operator told me that around 12 sets of the D-Stock are
still in service, but are all expected to be withdrawn from
service (retired) by year's end as the S-Stock order is
completed. (London Underground uses the term “stock”
while the most other places around the world uses the
word “class” or “type”). Speaking of friendly staff, I had
no issues with photography in the London Underground
and Paris Metro as well as at Victoria and Paddington
Stations and at Slough and Windsor. The only location I
encountered any issues was at the Eurostar terminal at
St. Pancras. I had just finished photographing the new
Siemens E-320 class EuroStar train that I was to ride
aboard to Paris and saw a photo opportunity to capture
13

S-Stock train at Notting Hill Gate.
Ronald Yee photograph

In Paris, the Metro utilizes both rubber-tired as well as
standard steel-wheeled equipment. In terms of car
equipment classes, the prefix MF indicates that the cars
are steel wheels on steel rails (the “F” representing
“Fer,” the French word for iron) while the prefix “MP”
indicates the car type operates with rubber tires on concrete guideways. (the "P" standing for pneumatic). Surprisingly, the tires of the MP-Class cars emitted a lot of
noise as the trains accelerated out of a station. Lines 1
and 14 are totally automated with no Operator's cab, the
latter a relatively new line. The Bastille station on Line 1
offers an outdoor photo opportunity for the MP-05 cars.
(Continued on page 14)
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Clear glass platform gates lining the edge of each station on the automated lines 1 and 14 are just under 6
feet tall, enabling railfans to put the camera over the top
to photograph the trains on the opposite track. However,
the close clearances make this a risky move as one’s
hands and camera run the risk of being struck by the
driverless trains entering the station, In addition, security would also take a very dim view of such actions. Line
4 has apparently inherited the class MP-89-CC cars that
formerly operated on Line 1 a few years ago before being replaced by the current MP-05-Class cars with airconditioning and a full-width glass front for passengers
to view the tracks as the train proceeds along the line
(similar to the Port Authority of New York & New Jersey’s JFK AirTrain).

Paris RATP Line 4 MP-89-CC class cars outbound at Cité.
Ronald Yee photograph

RATP Line 2 MF-2000 at Charles de Gaulle Etoile with vending machines.
Ronald Yee photograph

The newest steel-wheeled equipment is the MF-2000,
which is air-conditioned and has a continuous corridor/
open gangway design featuring no doors between cars
14

of the unitized consist. All other car classes on the Paris
Metro are not air-conditioned. While riding the T-3a tram
westward out of Porte de Vincennes (second last stop
of Metro Line 1), it was discovered that the tram line
passed over the mainlines of the RER Lines C and D
and the SNCF yards and shops for the standard intercity trains a well as the TGV's. Line 1’s automated trains
can be photographed in outdoor daylight at the Bastille
station.
Other Transit Systems
United States (Nationwide)
The Federal Railroad Administration has awarded $25
million in grants to improve safety on railroad crossings
throughout the United States. The grant will also fund
increased safety at train stations and tracks around the
country. The funding will cover 23 different projects in
14 states. Unfortunately, over $67 million had been requested through 40 different project applications, meaning the FRA funding is only enough to cover a fraction of
requested safety upgrade projects.
Winners of the grant funding included the New York
State Department of Transportation, Amtrak, and the
Southeastern Pennsylvania Transportation Authority,
among other transit networks. The New York State Department of Transportation is planning to use funds to
install CCTV cameras to improve safety at MTA MetroNorth Railroad crossings. Amtrak will use funds to make
improvements to safety at its Washington Union Station.
The Southeastern Pennsylvania Transportation Authority is planning to use funds for safety improvements at
its Lawndale station in Philadelphia. These are just
some examples of the many improvements to come
thanks to the FRA grant.
Maryland
Thanks to a $2 million contribution from Japan, the
state of Maryland may be able to conduct a new maglev
train study. A document signing ceremony took place at
the end of August with Maryland Governor Larry Hogan
and Japanese Ambassador to the United States
Kenichiro Sasae. They signed off on a cooperative
agreement to assist the United States and Maryland
with trade. The agreement additionally offered funding
to determine the feasibility of constructing high-speed
maglev rail service between Baltimore and Washington,
D.C. According to the Associated Press, the funding will
support Maryland in meeting a 20 percent match requirement that was built into a grant received from the
Federal Railroad Administration last November for the
study. The United States government has supplied
$27.8 million for planning and engineering work.
In 2014, Governor Hogan rode a maglev train that
traveled over 300 miles per hour while on a trip in Japan, an experience that led him to support constructing
such trains in the United States. According to supporters for the project, the cost of constructing the line
would be divided between United States taxpayers, a
private company, and the Japanese government.
(Trains Magazine, August 30)
(Continued on page 15)
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Detroit, Michigan
A new streetcar line in Detroit is beginning to take
shape as the Brookville Equipment Corporation has delivered the first of six light rail vehicles that will operate
on the new line. The new line will travel down a 3.3mile route along Woodward Avenue and the bright red
streetcars that will run on it have begun arriving out of
the factory two months ahead of schedule, an impressive accomplishment. According to Brookville President
Marion Van Fosson, “The early delivery of this QLINE
streetcar vehicle is a product of the outstanding working
relationship we have experienced in our partnership
with M-1 RAIL.”
The new streetcars will be unique because they will
run without electrical wire contact for over 60% of their
route and will therefore rely on on-board battery power
to travel for a significant distance. The streetcars will
also include a 70% low floor area and enough capacity
to comfortably carry up to 125 passengers. (Metro Magazine, September 15)
Chicago, Illinois
Chicago’s Metra took delivery of its first rebuilt F-40PH from Progress Rail Services of Patterson, Georgia
in early September. Locomotive 175 sports a new paint
scheme designed by a Metra locomotive Engineer
which will be applied to all new acquisitions and rebuilt
units including F-59-PHs 97-99. A total of 42 F-40-PHs
and F-40-PHM-2s will be rebuilt for Metra and feature a
new EM2000 microprocessor control system and remanufactured prime movers compliant with EPA Tier 0+
emission standards. (Al Holtz, September 6)
Dallas, Texas
Dallas Area Rapid Transit (DART) opened the extension of its Dallas Streetcar line to Oak Cliff in the Bishop
Arts District on Monday, August 29. The extension is
just under a mile long and has two new stops, Zang
Boulevard at 6th Street and Bishop Arts between Davis
and 7th Streets. Service hours are still 9:30 AM to midnight, but the service has been improved with headways
now reduced from 30 down to 20 minutes on the 2.4mile line. (DART press release, August 15)
Canada (Nationwide)
VIA Rail Canada’s second quarter financial review has
revealed that approximately 26,000 extra passengers
rode on VIA trains between April and June of 2016 compared to the same time period last year. That is a ridership increase of almost 3% vs. 2015. Because of this
increase in ridership, revenues have also gone up. Revenue increases spiked at 7% higher for the April to
June, 2016 period.
According to VIA Rail President and Chief Executive
Officer, “Over the past two years, VIA Rail has made a
big shift to become a more customer-focused organization. This change has been a key part of VIA Rail’s
modernization and is at the heart of our recent successes.” During this time period of growth and success, VIA
15

Rail has introduced significant improvements to service
by creating a better summer train schedule and creating
new menu options in the Quebec City-Windsor corridor,
in addition to other upgrades to service. (Trains Magazine, September 2)
Toronto, Ontario, Canada
A new construction milestone has been reached for a
future light rail service in Toronto. Two tunnel boring
machines have wrapped up work underground on a
new Eglinton-Crosstown Line after having traveled 6.2
miles and installing over 26,000 concrete tunnel segments. The line is expected to carry over five thousand
riders every hour during peak ridership times after the
line is scheduled to open in September of 2021. The
project was funded by a $5 billion investment from the
Ontario government and the new line will connect with
25 stations, allowing for easy access to many subway
stations and GO Transit. (Trains Magazine, August 19;
citynews.ca, August 17)
Ottawa, Ontario, Canada
Alstom has been chosen by Canadian transit leaders
to maintain Ottawa’s light rail network. Alstom will handle maintenance of all aspects of the system including
track, signaling, power, operating control systems, and
communications. Alstom’s $138 million contract is set to
last for the next thirty years. The light rail line is 7.7
miles long and will commence full revenue service
sometime in 2018. This new contract is an addition to
one previously awarded to Alstom for the building of 34
light rail vehicles for the route, which are currently being
constructed in Ottawa at Alstom’s Belfast Yard. (Alstom
press release, September 1)
Edmonton, Alberta, Canada
Flywheel technology may be the wave of the future for
light rail. According to University of Alberta Mechanical
Engineering Professors Pierre Mertiny and Marc Secanell, “The flywheel is an old technology, but that’s
partly what makes it so sensible. Fundamentally, it’s a
really simple technology. We already have everything
we need.” The Professors have estimated that using
flywheel technology to help light rail transportation in
Edmonton could help the system use 31% less energy,
which would reduce operating costs by 11%.
A flywheel is a disk that rotates and increases in rotational speed as it receives electricity. The rotational energy created can afterwards be converted back to electrical energy at any time. Simply explained, it is a bit like
a mechanical battery. High-capacity flywheels are already used to improve efficiency of transit systems in
New York, Massachusetts, and Pennsylvania. (Metro
Magazine, September 7)
London, England
The recently opened Thameslink concourse of the
London Bridge rail station has left riders underwhelmed
and confused by its odd architectural design. After undergoing a £1 billion (approximately US$1.1 billion)
makeover, the second out of three phases of construction has been completed at the station. Rowan Moore of
(Continued on page 20)

NEW YORK
OCTOBER,
ERA DIVISION
BULLETINBULLETIN
— OCTOBER,
2016 2000

SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from September, 2016 issue)
We could not sleep in as we had a great deal of work
to accomplish. Even though it had dawned cloudy I took
some photos of the rail operations in the station forecourt from one of our windows, as we would soon have
to give up our room, our hotel reservation being only for
the previous evening, as there was "no room at the inn"
for the two remaining nights we were going to spend in
Brig. As a result we had reserved a room for the remainder of our stay at a Bed and Breakfast in the town
of Naters, on the other side of the railroad tracks and
the Rhone River. After a fine Continental breakfast, we
inquired if we could leave our luggage at the hotel and
pick it up in the late afternoon after our return from Zermatt, explaining the situation. The hotel manager said
certainly, but added that he would be happy to transfer
our bags to the B&B for no charge! The Swiss certainly
know how to be hospitable.
Our travels for the next two days would be on the meter-gauge trains of the Matterhorn Gotthard Bahn, leaving from the station’s forecourt. After using a nearby
ATM to acquire Swiss Francs (we had paid our hotel
and restaurant bills by credit card), we were on our way.
We caught the 8:52 MGB train to Zermatt, which consisted of MU cars that were virtually empty — until we
reached the next station, Visp. Paralleling the standardgauge line all the way, we stopped inside the trainshed,
at 9:03. Then all hell broke loose as a huge number of
passengers boarded, mainly Swiss sportsmen and hikers, carrying lots of gear. We did not finish loading until
9:10, and then pulled out with a number of standees.
With the opening the Lotschberg Base tunnel in 2007,
Visp replaced Brig as the main transfer point between
trains from the central and western portions of Switzerland and the resort of Zermatt. We would not ride
through the new tunnel until the end of our stay, so
more about that later. Soon we were attached to the
rack and were climbing into snow-covered mountains.
About halfway along the route the sun came out and the
clouds gradually disappeared, much to our elation. We
soon passed Tasch, the location of a huge parking garage, 5 miles before Zermatt, an automobile-free town.
The MGB operates frequent shuttle service (3 trains per
hour) between Tasch and Zermatt for motorists, a 12minute trip. The distance between Brig and Zermatt is a
mere 30 miles, and trains like the one we rode take almost an hour and half to make the run, but the time
passes quickly due to the lovely scenery. We arrived at
10:16 (13).
After a couple of photos we walked a short distance
through the quaint tourist-oriented town to the terminal
of the Gornegratbahn, the MGB-owned rack-operated
narrow-gauge railway that climbs from Zermatt to
Gornergrat, the highest you can get by rail in this area,
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at over 10,000 feet. We glimpsed a partial view of the
Matterhorn along the way, which whetted our appetite
for our planned activities for the day. We had been to
Zermatt once before, decades ago, and at that time
thought that the town was overly cute, with its horsedrawn carriages and expensive hotels and restaurants.
Little appears to have changed. On that trip we rode up
the Gornergrat, but did not see the Matterhorn, as it
was socked in by clouds. At that time we were younger
and fitter, and did manage to walk down about halfway
from the top, stopping for refreshment at one of several
cafes/watering holes along the way. After tiring we rode
the railway the remainder of the way back down, and
just before boarding our return train, saw the Matterhorn
suddenly emerge from the clouds for maybe 30 seconds — long enough for me to get a slide. (I have to
find it.)
Anyway, because we lingered a bit, we got to the
mountain railway’s station complex after most of the
others from our train, and found that the next trip up the
mountain, at 10:24, was sold out. No problem, service
operates every 24 minutes, and so we bought tickets
(half fare because of our Swiss Passes) for the next
one. As it turned out, this would be a very busy day for
the mostly single-track rack railway, and a number of
trips were platooned, with one train following right behind another, squeezing together to fit into the length of
passing sidings.
The Gornergratbahn is a rack railway, running for
about 5.8 miles from Zermatt, at an altitude of 5,266
feet, to Gornergrat, at 10,135 feet. Thus it is steep, with
an average grade of 15.9 percent and a maximum of
about 20 percent. Built to serve tourists and sportsmen,
the mostly single-track meter-gauge line dates back to
1898. It was electrified from the start, with 725-volt
three-phase catenary. The trains do not go fast, running
at a maximum of 18.6 miles per hour uphill and between 13 and 17 downhill. Running time from end to
end can be as long as 44 minutes in tourist seasons,
when there are long dwell times at the 4 intermediate
stations along with scheduled waits at passing sidings.
Immaculately maintained rolling stock ranges in age
from 8 to 50 years.
The highlight of a trip on this railway is the scenery,
which includes inspiring views of the Matterhorn, the
iconic craggy mountain with very sharp faces that rises
to a height of 14,692 feet. We were lucky, as there were
few clouds in the sky until about 14:00. After taking a
few photos of the Matterhorn from the clean picture windows of our car, we alighted at the second stop, Riffelalp, at 11:03. We chose this station because of the
short battery-operated tramway that connects it with the
(Continued on page 16)
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5-star Riffelalp resort hotel. An illustrated description of
the tramway and hotel constitutes the next section of
the trip report.
After our visit to the Riffelalp, we rode the 12:39 to the
end of the line at Gornergrat (12:57), a location that is
engulfed by tourists and a large number of food and
souvenir shops. We spent more than a half-hour here
finding good spots for a series of photos. Having discovered the paths leading downward from the top are very
steep, we rode the 13:50 one stop to Rotenboden, a 5minute trip.
Here at Rotenboden we began our downward trek,
one station’s worth to Riffelburg. It’s a 10-minute trip by
train, and the trail is marked for 30 minutes by foot, but
it took us a whole hour because the path was rocky and
narrow in places, and of course I had to stop for photos.
I recall that decades ago the walk was easy, so it is
clear that age has taken its toll, not to mention the fact
that since her accident in Turkey in 2011, Clare uses a
cane when outdoors.
The 14:58 took us back to Zermatt, following an extra,
or advance section that started at Riffelburg. By that
time clouds had drifted in, obscuring the Matterhorn, so
we were happy we had gotten an early start that morning. All in all we covered the entire line, riding and photographing many of the railway’s different types of rolling stock, using half-fare tickets (because of the Swiss
Pass), which were in effect day passes.
We rode the MGB’s 15:39 back to Brig, emerging in

sunshine soon after we left Zermatt. Although we ran a
little late due to waiting at a siding for a passing train,
the ride was uneventful. Now the traumatic part of the
day started.
We walked across the Rhone River bridge to Naters
and found our way to the address of our night’s accommodation. It was a tall modern apartment house with a
large directory of names and buttons adjacent to the
front door. But we couldn’t find the name, Aurelia B&B,
next to any of them. And the streets were empty. But in
the distance, a couple of blocks away, we saw the sign
for a pizzeria and walked over. It actually was a neighborhood restaurant, where we inquired of the waitresses and bartender, as well as some of the patrons, about
the B&B, but nobody ever heard of it. Finally the proprietor arrived and he called the phone number we had
listed on our itinerary. It was answered and then we
were escorted back to the apartment house, where we
saw that there was a tiny reference to a B&B next to
one of the buttons.
The B&B turned out to be a bedroom with an attached
private bathroom inside the flat, equipped with all the
accoutrements of a hotel room. The owner was quite
nice, spoke good English, and indicated it was her son’s
room, and he is now off to college. It was clean and
spacious, but not what we expected. The two breakfasts
consumed on successive mornings came right out of
the kitchen’s cabinets, with eggs, bacon, toast, cereal,
and tea/milk made to order. All in all, we were quite satisfied. We had dinner in the friendly restaurant down the
block on both evenings: one from the Italian menu and
the other standard Swiss fare.

Much of the Zermatt station of the Matterhorn Gotthardbahn is
underground, but the platforms are long enough to obtain views of
several long interurban trains in the open.

(Continued on page 18)
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The emblem of the Gornergrat Railway includes a stylized drawing of its main attraction, the Matterhorn, and is displayed prominently on
the side of the company's rolling stock. My first good view of the "real thing" from the windows of a train is shown in the photo on the
right.

An inbound train is shown loading passengers for the trip down
the mountain from the Riffelalp station to Zermatt. These twin sets
were built between 1965 and 1975, and interestingly, are not the
oldest units in regular service.

Two views at the Gornergrat station, the summit of the rail line, 10,135 feet above sea level. Car 3053, shown in the left photo, is one of a
series of articulated railcars built in 1993. Alongside it in the photo on the right is car 3020, one of the oldest in regular operation, part of a
group of single cars that was constructed between 1947 and 1961.
(Continued on page 19)

18

ERA BULLETIN — OCTOBER, 2016
Switzerland in the Late Summer
(Continued from page 18)

The terrain surrounding the Gornergrat terminal is steep, but is
well worth traversing for interesting views of the railway. Here one
of the 1993 cars crosses a short trestle where photographers can
shoot the mountain range below the right-of-way.

Two views from the path alongside the railway between Rotenboden and Riffelberg. The roughly mile-long walk (actually 0.9 mile) involves
a descent of some 750 feet. Both photos show 1993-built cars, but the left one includes the Matterhorn in the background.

Our last view in the same area between Rotenboden and Riffelberg, shows the newest Gornergrat rolling stock, 70-percent lowfloor cars built in 2006. The wide variety of equipment and scenery
makes the Gornergratbahn a must ride for railfans visiting Switzerland.
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Around New York’s Transit System
B-Type/D-Type Excursion to the Rockaways
Member Ron Yee reports that on Saturday, August 27,
the New York Transit Museum operated a combination
vintage BMT train made up of three B-Type Standards
(2390-1-2) and one D-Type articulated Triplex subway
car (6112ABC) on an excursion train from the Transit
Museum to Rockaway Park. This was the first time to
our knowledge that these cars have operated over the
former LIRR, now NYCT Rockaway Line in around 35

years since the days of the "Nostalgia Trains" operated
by the Transit Museum in its early years. Although three
round trips between Rockaway Park and Rockaway
Boulevard were scheduled after the initial drop-off of
passengers at Rockaway Park, an opening of the Broad
Channel moveable bridge for marine traffic created service delays on the Rockaway Line and limited the
"railfan" round trips to just two.

Commuter and Transit Notes

selected to participate in a trial where they received
special blue badges to designate themselves as needing priority access to seats on public transportation. The
“please offer me a seat” tags are being tried out for a
month with passengers who have a particularly difficult
time at getting a seat when they need it.
Transport for London recruited over 1,000 riders to
participate in the six-week trial that began in midSeptember to determine how effective the technique
would be in helping riders, especially those who have
disabilities that are not clearly visible to other passengers. If the trial is successful, TfL customers will be able
to request badges later in the year when the trial period
has concluded. (Mass Transit Magazine, August 31)
Italy
Alstom and Italy’s NTV have reached an agreement to
purchase four new high speed Pendolino trains and
maintenance service for the new rail cars. There will
also be an extension of maintenance service for NTV’s
existing rail fleet of train cars. This is part of an agreement that was originally put together last October as an
order for eight new trains. The first of the new trains are
currently being built in Savigliano in northern Italy and
will be completed in late 2017 in time to enter service by
the following year. (Metro Magazine, September 7)

(Continued from page 15)

The Guardian has reported that the station’s new
concourse is “broad and elegant,” yet lacks a sufficient
amount of “wow factor” to justify the hefty price tag. The
station concourse features large concrete and steel
arches that jut upwards from the ground to the ceiling at
harsh angles within the center of the space. This design
is a far cry from the old Victorian railway vaults that
used to exist in the space.
On the bright side, the new renovation will help to accommodate an increase in capacity for the station from
56 million to 70 million passengers per year. This will
enable the new Thameslink service to operate out of
the station. The station features extra platforms and a
new layout intended to help with passenger flow
throughout the station. The station is the fourth busiest
in the United Kingdom and keeping the station up and
running during construction work was a challenging
feat. Work on the station is scheduled to be completed
in its entirety by 2018. (The Guardian, September 4)
A new pilot program has been created by Transport
for London in order to attempt to offer some relief to
passengers in need of seats. Eligible passengers were

Brooklyn PCC Cars’ 80th Anniversary

November 19,
1945

Greenpoint

Discontinued — Low
Ridership

REASON FOR CHANGE

December 1, 1945

Union Avenue

Discontinued — Low
Ridership

June 29, 1947

West End

Discontinued — Duplicate
Service

September 2,
1947

Bushwick Avenue

Discontinued—Low Ridership

(Continued from page 5)
DATE

LINE

(Continued on page 10)

November 23,
1942

Canarsie Shuttle
Right-of-Way

Discontinued —Duplicate
Service

November 1, 1943

Sumner-Sackett

Discontinued —Duplicate
Service

November 1, 1943

Bergen Street

Rerouted from Borough
Hall to Hamilton Ferry

March 4, 1944

Erie Basin

Discontinued — Duplicate
Service

October 28, 1945

Franklin Avenue and
Nassau Avenue

Replaced by Lorimer
Street and Crosstown

October 28, 1945

Lorimer Street

Rerouted from Nostrand
Avenue to Franklin Avenue and Box Street to
Nassau Avenue
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McDonald-Vanderbilt PCCs, Flushing Avenue 5000s,
Graham Avenue 5100s, and Crosstown 6100s transported me and thousands of other Navy Yard workers
24/7. A few years later, buses replaced all the trolley
cars.
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BROOKLYN PCC CARS’ 80TH ANNIVERSARY
(Continued from October, 2016 issue)
The smooth-riding, fast, and quiet PCC
cars appeared after several years of research and development. In 1929, senior
executives of large street railway companies
discussed methods of building a car that
could compete with automobiles. They decided to expedite the development of a new
type of urban railway car.
While the executives were deliberating,
BMT’s subsidiary, Brooklyn & Queens Transit
Corporation, ordered a demonstrator. It was
constructed specially for B&QT on a Twin
Coach bus body equipped with experimental
automotive control apparatus and was
mounted on standard trolley trucks. The car,
5200, was placed in service on November
12, 1929 and usually operated on Flatbush
Avenue. PCC trucks with different types of
springs, motors, control equipment, gears,
brakes, and wheels were installed under the
car. It was described as a rail bus in the 1931
roster and was retired on June 30, 1939. The
company continued testing the demonstrator
while the railway executives met frequently.
In December, 1929, they met in Chicago and
formed the Presidents’ Conference Committee, whose initials formed the name PCC. Dr.
Thomas Conway, Jr., President of the Cincinnati & Lake Erie Railroad, was instructed to
study and report to the executives. Each participating company agreed to contribute
funds for research. Because of the large
sums spent, the PCC was nicknamed the
Million Dollar Trolley Car. When the plans
were completed, the committee ordered a
prototype, 5300, from Pullman in 1934. The
car was exhibited at Albee Square on October 18, 1934, where borough and transit officials agreed the car was a success. After
your Editor-in-Chief started working for the
Board of Transportation in 1947, his supervi-

sor told him that the car lost its brakes, which
were energized by 600 volts, when the pole
dewired under the structure, probably at
DeKalb Avenue and Broadway. The car performed just as poorly when its brakes were
energized from the battery, probably because
of low battery voltage. The car was retired on
December 31, 1938.
The design was perfected on the streets of
Brooklyn and in the Ninth Avenue Depot. Acceleration and braking tests were performed
on McDonald Avenue between 10 PM and 5
AM when there was no service.
About 1948, your Editor-in-Chief’s supervisor told him that the twelve busiest trolley
lines were to be retained indefinitely. We
were ordered to keep the tracks and overhead in a state of good repair. But in 1947
and 1948 buses were substituted on ten
lines, six of which were converted to trolley
coach when construction was completed.
Several more trolley coach lines were
planned, but never built. When the trolley
coach overhead was under construction,
buses were operated. The following lines
were operated for less than twelve years:
TROLLEY COACH OPERATION
LINE

BEGUN

DISCONTINUED

B-23/Cortelyou
Road

July 23, 1930

October 31, 1956

B-45/St. Johns
Place

September 16,
1948

March 25, 1959

B-65/Bergen
Street

October 17,
1948

July 27, 1960

B-47/Tompkins
Avenue

November 19,
1948

July 27, 1960

(Continued on page 4)
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Twin Coach railbus 5200.
Bernard Linder collection

Car 5300 exhibited at Albee Square, October 18, 1934.
Bernard Linder collection

Car 5300 at East New York Depot.
Bernard Linder collection

Trolley coach 1000 at 62nd Street and New Utrecht Avenue, March
31, 1946.
Bernard Linder photograph

Trolley coach 1004 at 62nd Street and New Utrecht Avenue, March
31, 1946.
Bernard Linder photograph

Trolley coach 3024 at 62nd Street and New Utrecht Avenue, November 11, 1948.
Bernard Linder photograph
(Continued on page 5)
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Interior of trolley coach 3123, 62nd Street and New Utrecht Avenue,
October 3, 1956.
Bernard Linder photograph

Troy Avenue end of Bergen Street Depot, May 16, 1960.
Bernard Linder photograph

Trolley coach 3144, Flushing Avenue and Rust Street looking east,
May 16, 1960. Note the inverted “V” trolley wire at the LIRR grade
crossing.
Bernard Linder photograph

Trolley coach 3128, LIRR crossing at Flushing Avenue and 56th
Street, May 16, 1960.
Bernard Linder photograph

Siding on Empire Boulevard near Flatbush Avenue, May 17, 1960.
Bernard Linder photograph

Trolley coach 3019, siding on Empire Boulevard near Washington
Avenue, May 17, 1960.
Bernard Linder photograph
(Continued on page 20)
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No. 336
by Ronald Yee and James Giovan with Alexander Ivanoff
Editor has also heard unofficial reports from an anonymous
LIRR operations supervisor that the work equipment, a large
track tamper which was also traveling eastward to clear off
the mainline track after completing its work assignment that
day encountered a switch that was misaligned and directed it
into the side of the passenger train. They had been doing
switch testing and someone involved may not have restored
the interlocking characteristics properly, leading to the
crash.) (New York Daily News, October 9)
MTA Metro-North Railroad
Fares will increase by an average of 6% on December
1 for travel to and from as well as wholly within the
State of Connecticut on Metro-North’s New Haven Line
and Shore Line East. The 2% Mail and Ride discount
will be discontinued and the combination MetroCard
and Commuter Rail ticket discount will be reduced from
4% to 2%. Following a series of six public hearings
where fare hikes were balanced against maintaining the
current fares with a menu of service reductions to compensate, the Connecticut Department of Transportation
will proceed with the fare hike, enabling the state to
continue financing the current level of rail services.
(WestportNOW.com, October 3)
NJ Transit
At around 8:45 AM September 29, Pascack Valley
Line Train #1614, with four push-pull coaches and the
locomotive at the rear, slammed through the bumping
post on Track 5 at Hoboken Terminal, slid one-and-ahalf car lengths beyond, and came to rest at the wall of
the historic terminal building. While the building was not
damaged, the canopy over the concourse collapsed as
vertical and horizontal support beams were knocked out
by the errant train. One bystander who had been walking across the platform concourse was killed and 114 in
the concourse as well as aboard the train were injured.
The lead car was Comet V Cab Coach 6036 and the
locomotive pushing the train was GP-40-PH-2B 4214,
acquired by NJT in 1994 as part of the locomotive fleet
additions that replaced the U-34-CHs. The other coaches were also 2002-4-vintage stainless steel Comet Vs
built by Alstom. All train service into and out of Hoboken
was suspended until October 10 while the wreckage of
the collapsed canopy was removed, the event recorder
in the lead car removed for analysis, and the wrecked
train moved to the NJT Meadowlands Yard. Subsequent
analysis of the data from the recorder shows that the
train entered the platform Track 5 at 8 mph and the bell
activated, the normal sequence of events. However, 38
seconds before the train impacted the bumping post,
the throttle was advanced to the #4 position and the
train sped up to 21 mph before impacting the bumping
block. At around one second before impact, the throttle
was placed in idle and the brakes applied in emergency
by the Engineer. It is expected to take around one year

MTA Long Island Rail Road
At around 9:10 PM Saturday, October 8, a half-mile
east of the New Hyde Park station, the 8:22 PM out of
Penn Station to Huntington carrying 600 passengers
was sideswiped by work equipment on an adjacent
track. The collision sent at least three cars of the passenger train off the rails, tilting them but not tipping
them over. 33 people were injured, 4 seriously, in the
wreck. While the lead car of the 12-car M-7 electric multiple unit train was not struck by the work equipment,
the three cars behind it were derailed by the sideswipe
impact. News video showed the F-end of car 7044 derailed with severe corner post damage, crushing in the
area with the two seats opposite the mid-consist cab.
Cars 7033 and 7034 appeared to be the other two cars
derailed, with 7034 sustaining some corner post damage to the B-end. Service on the LIRR mainline was
suspended all day Sunday, October 9 while MTA and
LIRR personnel performed post-incident investigations
and later allowed LIRR crews to re-rail the derailed
cars, remove the train from the scene, and repair the
tracks. Westbound passengers on the Port Jefferson
and Ronkonkoma Branches rode trains to Hicksville,
where they were directed to a diesel shuttle train operating to Babylon via the Central Branch. At Babylon,
passengers would travel west to Jamaica and points
west on Babylon and Montauk Branch trains. Eastbound passengers rode to Babylon and connected with
the diesel shuttle to Hicksville, where they resumed
their eastward journeys to Huntington and Ronkonkoma
with connections to Port Jefferson and Greenport. Limited substitute bus service to and from Jamaica was
offered for Oyster Bay Branch customers as well as
those served at New Hyde Park, Merrillon Avenue, Mineola, Carle Place, and Westbury. LIRR also advised
customers to use the Hempstead Branch if at all possible. Early on October 10, a single track was restored in
time to allow limited AM peak service. Several trains
were cancelled and combined with others to reduce the
number of trains passing over the restored tracks, which
had severe speed restrictions. Attempting to operate the
usual number of peak direction trains would only result
in trains being back up for miles, exacerbating the already heavy delays. LIRR advised customers to expect
at least 30-minute delays for the AM peak on Monday,
October 10. Mid-morning, eastbound service was restored with the first train being the 9:35 AM out of Penn
Station to Huntington. By the PM peak, both tracks had
been restored and normal PM peak service in both directions was operated. (Editor’s Note by Ron Yee: Using
the M-8 that was damaged in a similar manner in the May,
2013 Metro-North derailment and wreck at Fairfield on the
New Haven Line as an example for these newer generation
cars built to a heavier standard to withstand and absorb the
forces of a crash, car 7044 may be a write-off if the frame
was distorted. Car 7034 “appears” to be repairable. This

(Continued on page 9)
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neck in the middle of the concourse. Eventually, 38 additional monitor displays will be placed at strategic locations around the station, such as boarding gates, Acela
Lounge, Amtrak seated waiting areas, and the Rotunda.
(Metro Magazine, October 12)
Amtrak Acela and regional service between Penn Station and New Rochelle, New York were suspended for a
few hours after a CSX freight train derailed and jackknifed several cars, fouling both tracks of the Northeast
Corridor, on Wednesday, October 5. Service was restored three hours later at around 12:30 PM after the
cars were cleared and tracks, signals, and catenary inspected. During the outage, Northeast Corridor passengers were advised to transfer to and from Metro-North
trains at New Rochelle for service to New York City’s
Grand Central Terminal.(NBC4 News, October 5)
Industry
On October 21 Bombardier, Incorporated announced
plans to cut approximately 7,500 jobs worldwide as part
of a workforce optimization and site specialization program running through to 2018. Around two-thirds of the
job losses would be at the Bombardier Transportation
rail business, with the rest in the aerospace business.
Further details are to be released once the company
has held talks with employee representatives over the
coming weeks. There will be a “streamlining” of administrative and non-production functions, with centers of
excellence to be created for design, engineering, and
manufacturing. Bombardier said the impact on overall
employment would be partially offset by recruitment to
support “key growth programs,” including the C Series
and Global 7000 aircraft and major rail contracts.
The company expects to achieve recurring savings of
approximately $300 million by the end of 2018. It anticipates $225-$275 million in restructuring charges, which
would be reported as special items starting in the fourth
quarter of 2016 and continuing through 2017. The restructuring forms part of a five-year turnaround plan
launched in 2015. (Editor’s Note from Sasha Ivanoff: With
problems traveling over third rail gaps, NYCT is suspending
testing of the R-179 cars. Bombardier, known years ago for
delivering dependable equipment, now seems to be missing
more than hitting.) (Railway Gazette, October 21)
Miscellaneous
ERA
Trip
Report
–
Cleveland-BuffaloRochester
The Electric Railroaders’ Association held its annual
fall season rail themed trip around destinations in the
northeastern United States. This year's trip covered the
New York Museum of Transportation near Rochester,
New York, Cleveland's RTA rapid transit Red Line and
light rail Blue and Green Lines, and, finally, Buffalo's
light rail line operated by the Niagara Frontier Transportation Authority (NFTA). ERA based itself out of the
Hampton Inn Buffalo Airport/Galleria located in Cheektowaga, convenient to the interstate highway system for
easy access for the long bus trips to and from our destinations. We departed out of New York City on Saturday,
October 15 at 8:20 AM and had a lunch stop in the Des-

(Continued from page 8)

for NTSB to issue a report on the probable cause of this
wreck. The Engineer stated he passed through the yard
interlocking at 10 mph, activated the cab car’s bell as he
entered the platform track, and has no recollection of
anything until he regained consciousness on the floor of
the operating cab after the train had crashed. From
September 30 through October 7, weekday service over
the Main, Bergen, Pascack Valley and Port Jervis Lines
was operated on a weekend schedule only as far east
as Secaucus Junction. All passengers were required to
transfer there for trains to New York or Newark. Service
into and out of Penn Station New York and Penn Station
Newark operated on a normal weekday peak and offpeak schedule. Partial service to Hoboken Terminal was
restored for the morning peak period on Tuesday, October 11 with Tracks 10-17 re-opened to passenger service. Tracks 1-9 were still out of service as this edition
of The Bulletin was being written. Weekday peak period
service on the Port Jervis/Main/Bergen County and
Pascack Valley Lines was also restored. Full service
was restored to Hoboken on Monday, October 17, two
and one-half weeks after the wreck. (NJT website, October 6-14; NBCTV News 4, September 29-30)
Amtrak
Amtrak suspended passenger services on its Florida
routes Thursday, October 6 through Monday, October
10. On October 10, the Silver Star was restored only
between Miami and Winter Park, Florida as CSX reopened its rail lines over that stretch of track following
track and structure inspections after Hurricane Matthew
struck the state on Friday, October 7. The Silver Meteor
and the Auto Train remained suspended over their entire routes until the following weekend. Carolinian and
Piedmont services to North Carolina were suspended
Sunday due to high water conditions threatening the
integrity of the tracks and structures along the line. The
Piedmont remained cancelled between Raleigh and
Charlotte on October 10 while the Carolinian was partially restored in two sections, New York City to Richmond and Charlotte to Raleigh. Service to Norfolk, Virginia was restored with Northeast Regional train #125 to
Norfolk on October 10 and full service restored the
morning of October 11. The Silver Meteor resumed service over its entire New York City-Miami route on October 14, the Silver Star on October 15, and the Auto
Train Sanford, Florida-Lorton, Virginia on October 16.
(Amtrak website, October 13)
Amtrak unveiled its new state-of-the-art Passenger
Information Display System (PIDS) at New York City’s
Penn Station, replacing the old information board in the
main concourse. Two large LCD displays located at
each end of the main train hall/concourse provide departure information, clock time and date, visual messaging, and synchronized station announcements. The new
locations of the PIDS are intended to move the waiting
passengers and spread them out to cluster at either
end, eliminating a longstanding (pun intended) bottle-

(Continued on page 10)
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tiny USA Mall, formerly known as the Carousel Center
Mall, in Syracuse. While there, some members took
advantage of the proximity of the mall's food court to
milepost 292 of the CSX (ex-New York Central Water
Level Route) mainline just west of the Syracuse Regional Transportation Center, which incudes the Amtrak station. Fortunately, Amtrak Train #63, the Maple Leaf from
Penn Station New York bound for Toronto, was due to
depart Syracuse and pass by during our meal break.
Milepost 292 on the CSX mainline is also the location of
the Carousel Center station of the short-lived commuter
rail service operated by the New York, Susquehanna &
Western Railroad using ex-Metro-North Railroad RDCs
linking Syracuse with a college campus south of the
city. The station is still completely intact, single track,
platform, canopy, lighting, stairs, and ADA ramps leading to it from the adjacent access road of the mall.
There is a six-foot-high chain link fence that totally sep-

seen operating slowly out of the barn for a short trial run
before being put away back in the barn. The ERA group
had a dinner stop at the famous Anchor Bar & Grill,
home of the original Buffalo Wings, near downtown Buffalo before overnighting at the hotel.
On Sunday, October 16, the ERA Coach Tours bus

Brill 161 at New York Museum of Transportation, October 15, 2016.
Ronald Yee photograph

took the group to Cleveland, where the 11:30 AM arrival
provided the group with over five hours with which to
ride and photograph the Cleveland RTA transit system.
While enough time to cover the entire system, with Sunday service headways, attendees had to be fairly selective with where they set up their photo/video shoots.
Knowing that the weather forecast was going to be iffy
in the mid-late afternoon, my wife and I opted to immediately cover both the Green and Blue light rail lines in
the bright midday sunshine. The 1982-vintage Breda
LRVs cover all service on the Blue and Green Lines and
I selected Tower City/Public Square, Shaker Square
(where both lines split for their respective destinations),
Amtrak P-42 182, Syracuse, New York, October 15, 2016.
Ronald Yee photograph and the terminals of each line at Warrensville/Van Aken
and at Green Road for my photos. A visit to Cleveland is
arates the station area and track from the CSX main- not complete without a visit to the Rock and Roll Hall of
line. A couple of ERA members were able to photograph Fame, conveniently located two blocks north of the E.
Amtrak Train #63 as well as two CSX freight trains 9th Street station of the Waterfront Line, affording me
passing through in perfect midday sunshine. Afterward, chance to ride and photograph this relatively new line at
the group paid a two- hour visit to the New York Muse- the E. 9th Street station as well as its terminus at the
um of Transportation (NYMT), where former Philadelph- South Harbor station. Finally, on the way to meet the
ia & Western (P&W) Brill car 161 provided a ride on the group at Guarino's Italian Restaurant in the Little Italy
half-mile electrified track and ran photo/video run-by for section of Cleveland, a ride on the eastern half of the
the group. Afterward, there was time to visit the other Red line to Windermere, recording images of the 1984exhibits in the museum's collection, which included New 5 Tokyu-built rapid transit trains at Tower City/Public
York State Railways, Rochester & Eastern Rapid Rail- Square, Windermere, and at the new Mayfield Road/
way 157, NJT PCC 7, Northern Texas Traction Compa- Little Italy station. On the way to Windermere, work in
ny 409, and Philadelphia Transportation Company snow progress was definitely seen at some of the stations
sweeper C130 among other cars undergoing various with older wood plank high level platforms; they were
stages of restoration. In the trolley barn was the other being renovated with concrete platforms, stairs, and
P&W Brill in the collection, 168, with an original interior, probably ADA accessibility. During the tour, plans for
which is used as a backup in the event 161 is not avail- RTA’s 30+-year-old rail fleet were part of the discussion
able. Because NYMT is a museum of transportation, it amongst members. One subject was the possibility that
also had a vintage automobile, truck, fire engine, etc. in all of the current equipment would be replaced by one
the barn. As the group departed NYMT, Brill 168 was
(Continued on page 11)
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large car order for light rail vehicles, the intent being to
convert the Red Line into light rail. As the Red Line has
always been a rapid transit line already equipped with
high-level platforms, the logical conclusion would be
that the Blue and Green Lines would be fully equipped
with high-level platforms, simplifying ADA accessibility
issues by relocating all of the accessibility issues to the
station platforms, a much cheaper alternative to providing ADA lifts on all of the railcars to service low-level
platforms. If this does come about, the light rail look on
the Blue and Green Line stations will vanish. The only
part of the RTA rail system I did not have time to cover
was the western half of the line to Cleveland Hopkins
Airport. That will have to wait for another visit.

built in 1917. The lower level is used as part of the servicing facility for NFTA's light rail fleet with the main
shop located adjacent to the historic building. The 1983vintage, Tokyu-built LRV fleet is currently undergoing a
mid-life overhaul performed by AnsaldoBreda in Dansville, New York in which the cars will be equipped with
LED destination and informational signage and totally
new interiors, lighting, seating, flooring, windows, door
operator mechanisms and door chimes, automated station announcements, and upgraded propulsion sand
braking systems. 14 of the fleet of 27 cars have been
rebuilt, the speed of the program being limited by the
number of cars (6) that NFTA can set aside at any given
time for rebuilding. During the shop tour, the NFTA
guide quoted the enormous cost savings by rebuilding
solidly built cars ($1.7 million each) compared with $3-4
million per car for a new LRV. Current car fleet size with
6 of 27 cars off-line for rebuilding prevents NFTA from
meeting the peak period requirement of 7 three-car
trains, fielding only 4-5 three car trains with the other 23 trains operating with 2 cars each.

RTA Blue Line LRV 842 at Van Aken, October 16, 2016.
Ronald Yee photograph

NFTA LRV 119, fresh from rebuilding, October 17, 2016.
Ronald Yee photograph

Following the shop tour, the group was taken on a tour
up to the second level of the DL&W terminal, walking
along the old trackbed of the upper level trainshed. Afterward, the group was bused to the Erie Canal Harbor
station (normally the last stop of the 6.4-mile, 13-station
line unless there is a special event that warrants the use
of the 14th station, appropriately named Special Events.
We then rode LRV 104 to the recently rebuilt Fountain
Plaza station, which is the last surface station before
the line dips underground for the remainder of the route.
Our NFTA guide had informed us that NFTA and the
RTA Red Line car 337 at Tower City, October 16, 2016. City of Buffalo are slowly converting the transit mall the
Ronald Yee photograph line runs on (Main Street) into a regular street that the
LRVs will have to share with automotive traffic, all in the
On Monday, October 17, ERA visited Buffalo’s Niagara name of promoting business growth downtown, howevFrontier Transit Authority (NFTA) light rail line. A com- er illogical that sounds in terms of operating a surfaceprehensive tour of the maintenance shops was first on running light rail line efficiently. The one good thing that
the agenda. The shops are located on the grounds and will come out of this process will be that all of the surpart of the structural complex that was once Buffalo's face stations on Main Street will be totally rebuilt, FounDelaware, Lackawanna & Western Railroad Terminal,
(Continued on page 12)
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tain Plaza being the prototype of what is to come. After
photographing one headway in each direction, the
group re-boarded and rode LRV 120 to the last stop,
University, and boarded the Coach Tours chartered bus
for a return to New York City via Corning, New York.
Other Transit Systems
Boston, Massachusetts
Massachusetts Bay Transportation Authority officials
are seeking proposals from firms that are interested in
providing services to extend Boston’s Green Line train
service. MBTA is hosting a forum on November 16 that
will include design-build firms so that the firms can gain
a good understanding of the scope of the work. The
Green Line extension will include a plan for two new
branches that will serve as an extension of the existing
line. A mainline branch is planned to operate in the already existing section of the Lowell Line from approximately the Lechmere station in Cambridge up north to
Medford. Additionally, a second branch line would run
within the existing area of the Fitchburg Line to Union
Square in Somerville. MBTA is requesting for contractors to relocate the Lechmere station along with constructing seven brand new stations. The extension plan
has been approved by MBTA’s fiscal board and will be
funded by local and state tax dollars in addition to contingent money from the Federal Transit Administration.
Norfolk, Virginia
A referendum on the November ballot for Virginia
Beach could, if approved, begin the process that would
culminate in the extension of the Norfolk TIDE light rail
line beyond its current single-track terminus at Newtown
Road. The line would continue east for 3.5 miles to Virginia Beach Town Center, stopping at three new stations: Witchduck Road, Kellam Road, and Constitution
Drive. This extension is expected to cost just over $243
million, including $21 million for three additional light rail
vehicles that would need to be acquired, $24.8 million in
right-of-way costs, and over $157 million in design-build
costs that would include three new bridges over the
heavily trafficked Witchduck Road, Independence
Boulevard, and Market Drive, nine grade crossings, and
six signalized street intersections. (Al Holtz, October 6)
Cincinnati, Ohio
Cincinnati’s new streetcar line, known as the Cincinnati Bell Connector, is increasing service on the weekends due to extremely high ridership according to
Transdev, the line’s operator. The line, which opened to
the public on September 9, has been reaching full rider
capacity to the point where passengers have been unable to board the streetcars on several occasions due to
overcrowding. Transdev spokesperson Ruth Otte has
stated that it “will add extra service to meet weekend
demand.” It is believed that between 300 to 500 percent
more riders than originally projected are riding on the
new tram service. Cincinnati’s contract with the streetcar operator requires that passengers must not have to
wait more than fifteen minutes for a streetcar, further
12

justifying the additional service. (trains.com, October 11)
Chicago, Illinois
Metra issued new schedules effective October 9 on
the BNSF line to Aurora with timetables adjusted to better reflect actual travel times between intermediate stations. Changes for around two-thirds of Metra trains on
the line range from 1-2 additional minutes of total travel
time, but some trains had 4-7 minutes added following
an analysis of several months of BNSF operating data
identifying points of delay for each train. Arrival and departure times at Chicago Union Station will remain unchanged. (Chicago Tribune, October 3)
Minneapolis, Minnesota
Plans to expand light rail in Minneapolis are moving
forward after the project received environmental review
clearance from Minnesota and the Federal Transit Administration. The MetroTransit Blue Line extension will
be the agency’s fourth light rail project and will provide
new service to the northwest suburbs through Golden
Valley, Robbinsdale, Crystal, and Brooklyn Park. The
project has become known as the Bottineau LRT and
will serve rapidly growing communities. The next phase
of the project is to secure the necessary $1.53 billion for
its completion. The Federal Transit Administration is set
to pay for half of the expenses and transit leaders are
going to call on the State of Minnesota to contribute additional funding. It is hoped that construction on the new
extension will begin by 2018 and be completed and in
service by 2021. (trains.com, October 4)
Phoenix, Arizona
Valley Metro is beginning construction on the Gilbert
Road Extension, which will add 1.9 miles of track on
Main Street from Mesa Drive to Gilbert Road. A groundbreaking ceremony took place on October 15 and construction was set to begin in the coming weeks. The
project is scheduled for completion in late 2018 or early
2019 and will provide better transit service for locals in
the Gilbert Road area. (valleymetro.org, October 15)
California
In Sacramento, work is being done to connect the
power grid to a new high-speed rail line that is currently
under construction. A $36 million contract has been
awarded to Pacific Gas & Electric that calls for the company to design, engineer, and permit ten substations
along a 345-mile route from San Jose in the Bay Area to
Bakersfield in the south end of Central Valley. The contract will run through 2018 and future contracts for other
major work relating to the project are anticipated in the
near future. Currently, construction is on schedule for
the new rail line to open between San Francisco and
Los Angeles by 2029. The new high-speed rail line will
carry passengers between the major cities at speeds of
up to 220 miles per hour, meaning a ride will take less
than three hours, a major reduction in travel time compared to other transit options. (trains.com, October 12)
Los Angeles, California
Metrolink filed a lawsuit against Rotem, the manufacturer of its most recently acquired push-pull coaches
that were involved in a grade crossing collision with a
(Continued on page 13)
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utility truck. The Rotem cars (57 cab cars and 54 coaches) were purchased specifically for their ability to manage and deflect impact forces in the event of a collision,
significantly improving protection levels for passengers
and crew. However, it appears that the “pilot,” formerly
known as a “cow catcher,” of the cab cars was not attached strongly enough to the underside of the car
body, in this case, allowing it to tear loose upon impact
with that large vehicle at the grade crossing, become
lodged under the lead truck assembly, and derail the
train, causing the lead cars to roll over onto their sides,
resulting in the death of the Engineer and injuring 30
passengers. A subsequent investigation revealed that
all of the cab cars had a similar defect. As a result, Metrolink was forced to lease a number of BNSF freight
locomotives that were placed in front of the cab cars
until the pilots could be reinforced to the proper
strength. (Metro Magazine, October 5)
Toronto, Ontario, Canada
The Toronto Transit Commission (TTC) has implemented One Person Train Operation (OPTO) on its
Sheppard Line as a measure to reduce operating costs
by eliminating the “Guard” position on the train. TTC is
anticipating a C$172 million deficit for this year. The
Operator is now tasked with opening and closing the
doors at each station stop as well as operating the train.
This line is a short five-station line connecting with the
Yonge Street mainline. Ridership is low enough to permit the operation of shorter trains, making it an ideal
candidate on which to try out OPTO. While the Sheppard Line is an ideal route to implement this practice
(which is common practice worldwide at other transit
systems) the labor union representing the Operators
and Guards was quick to point out the inherent risks
associated with a reduced crew on security issues, perceived passenger safety, and customer service to the
riding public. (CBC News, October 9)
Calgary, Alberta, Canada
On September 20, a C-Train light rail vehicle was involved in a derailment that seriously injured the Operator. Calgary Transit director Doug Morgan stated that
the accident, which occurred at the Tuscany LRT station, was caused by Operator error. The train derailed at
the end of the Northwest Line early on the morning of
September 20, causing serious damage to the vehicle
and injuring the experienced female Operator, who was
in her early 60s and was reported to have not remembered the accident after it occurred. There is no evidence that the accident was caused by mechanical failure. Calgary Transit is beginning a process to purchase
new cars to replace its aging fleet and each new car
costs about $3.2 million. (CBC News, October 6)
East Anglia, England
Major rail company Bombardier has agreed to produce and deliver 665 new AVENTRA train cars to Angel
Trains for use on the East Anglia rail franchise operated
by Abellio in the United Kingdom. Bombardier finalized
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the contract after having already been selected as a
preferred bidder for the deal back in August. Bombardier will also take on the role of maintaining the new
trains. The contract for the new trains is valued at about
$1.1 billion and the contract for maintenance services is
valued at close to $108 million. Per Allmer, President of
the Europe, Middle East & Africa Division of Bombardier
Transportation, has stated that, “Our modern AVENTRA
platform will greatly improve the journey experience for
Abellio Greater Anglia's customers by delivering an enhanced interior environment and passenger comfort
together with greater connectivity, shorter journey times
and more reliable trains. These important contracts
demonstrate Bombardier's ability to deliver high quality,
integrated transportation products and services, providing value-adding long-term solutions for our customers.
As a modular train, our AVENTRA product family offers
maximum flexibility and hence has the capability to
serve many different market requirements from metro to
intercity, both in the UK and worldwide". (Bombardier
press release, September 30)
France
On October 2, a Eurostar train traveling from London’s
St. Pancras station to Paris Gare du Nord was delayed
for close to an hour after coming into contact with a wild
boar that had wandered onto the railroad tracks in the
Haute Picardie area of Northern France. A spokesperson from Eurostar said that the accident led to minor
delays because of speed restrictions that were put into
place afterwards. No one on board the train was injured
from the accident, and the train arrived safely at its destination after being delayed. Eurostar conducted an investigation regarding the accident but has not provided
any further information. (bbc.com, October 2)
Normandy is set award Bombardier a contract to replace Corail coaches on inter-city services that the region is taking over from French National Railways
(SNCF), according to regional Councillor Jean-Baptiste
Gastienne. Gastienne told Agence France-Presse
(AFP) on October 20 that the region will place an order
for 40 Bombardier Omneo Premium double-deck EMUs,
with deliveries starting in late 2019. SNCF President
Guillaume Pepy also told reporters during a visit to Rouen on October 20 that Normandy will receive €720 million from the French state to fund the order and the contract will be signed on November 23.
Normandy signed an agreement with the French government on April 25 to take over the operation of five
loss-making inter-city services from SNCF in a deal that
included a commitment by the French government to
fund the renewal of rolling stock. Under the agreement,
which represents the first transfer of so-called Balance
of Territory (TET) trains currently operated by French
National Railways (SNCF) to regional control, Normandy will assume responsibility for Paris-Caen-Cherbourg,
Trouville-Deauville, Paris-Rouen-Le Havre, ParisGranville, Paris-Evreux-Serquigny, and Caen-Le MansTours services by the beginning of 2020.
On October 17 Bombardier France President Laurent
(Continued on page 15)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from October, 2016 issue)
After taking a few photos of the Matterhorn from the
clean picture windows of our car, we alighted at the second stop, Riffelalp, at 11:03. We chose this station because of the short battery-operated tramway that connects it with the 5-star Riffelalp resort hotel. But we discovered that the first tram of the day would not leave
until 11:34 (meeting the next train), so we walked up the
gradual gradient of a path alongside the track to the
hotel, and immediately saw two bright red cars posing
in beautiful sunlight in front of the Matterhorn, no doubt
just for us.
Actually that was not a surprise, because I had corresponded with the hotel just to make sure the tram would
be running. Its website states that it operates daily in
the summer, but I was not sure what would be the last
day of its season. The immediate reply I received indicated that it would run through the 22 nd, which is the
day before the onslaught of autumn. The Swiss are very
literal and I should not have doubted that when they
said summer, it would be all summer. The hotel is also
open during the skiing season, starting in the middle of
December, but snowmobiles are used for transport to
and from the Gornergratbahn instead of the tramway.
The line's gauge is 800 millimeters and it is a less
than half-mile long (2,215 feet). Trams run every 24
minutes, the same frequency as the Gornergratbahn.
The hotel, at an altitude of 2,222 meters (7,332 feet),
was built in 1884, and an electric tramway to connect it
with the railway to Zermatt was added in 1899. A fire in
1961 destroyed the entire complex. The hotel was reopened in 1988, and by 1998 had been rebuilt and up-

graded to all its past glory. The tramway was restored in
2001, but not with its original cars. While they had not
been destroyed in the fire, they had deteriorated to such
an extent that it was decided to construct replica motor
cars instead of restoring them. A goods trailer, used for
baggage, rounds out the roster, but we did not see it,
having made no attempt to visit the car house, which
also contains a battery charging station. The cars are
capable of reaching a speed of about 6 mph. The hotel's website, http://www.riffelalp.com/de/das-resort/
riffelalp-tram/, provides further information.
After photographing the trams and the Matterhorn
from every possible angle, we paused for refreshment
at the hotel's outdoor cafe. We had a tea, a caffe latte
and some elaborate pastries — at a cost of about $35.
Main dishes were even more expensive. After our
pleasant repast in sight of the Matterhorn we proceeded
into the hotel's spacious lobby. I asked the desk clerk if
the hotel sold postcards of the tramway and was treated
to some gratis, but better yet, we were rewarded with a
cardboard model of a tramcar — filled with delicious
Swiss chocolates. We wrapped it carefully and brought
it back to New Jersey, where we consumed its contents
gradually; the model is now on our mantel as a reminder of our enjoyable visit to this unique tramway. After a
complimentary ride around the loop (the trams are double-ended, and tend to use the loop only when pulling
the baggage trailer) we paid two 2.5-franc one-way
fares and took the 12:30 trip back to the Gornergratbahn.

The Riffelalp's two-car battery-powered train alongside the hotel's
outdoor cafe. A happy passenger peeks out the window of the
front compartment.

A close-up view of battery car 1 on the 800-millimeter gauge Riffelalp Hotel tramway.

(Continued on page 15)
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Two views of the Riffelalp Hotel's tramway at its hotel terminal with the Matterhorn looming in the distance. Step boxes aid passengers in
boarding and alighting. The track at left leads onto a loop, which is traversed when the train pulls a goods trailer. In normal service the
operator just changes ends at the terminal.
(Continued next issue)
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Bouyer told AFP that the company’s Crespin plant in
Hauts-de-France, which is currently building Omneo
trains for the French regions, has no booked orders beyond the first quarter of 2019. (International Railway
Journal, October 21)
Liège, Belgium
Three consortia have submitted bids to prequalify for a
revised design-build-finance-maintain concession to
build the planned 12.5-kilometer tram route in Liège.
The proposals opened on October 12 were submitted
by Alstom/BAM PPP PGGM; CAF/Colas/DIF; and Škoda Transportation/Vinci/CFE/Meridam.
Société Régionale Wallonne du Transport announced
earlier this year that it would re-tender the project, after
its previous contract awarded to an Alstom-led consortium was halted because the PPP arrangements failed to
meet Eurostat requirements. The agency had ruled that
too many state-related banks were involved and that the
risk had been unevenly distributed between the public
and private partners. Although SRWT could still have
proceeded with the €398 million project, the cost would
have to be carried on the Wallonie regional budget.
A new DFBM specification has therefore been developed, for which SRWT expects to receive Eurostat approval by the end of 2016. This would allow the new
tender documents to be sent to the shortlisted bidders
in early 2017. As a result of the delays, the line is not
now expected to open before 2022 at the earliest.
(Railway Gazette, October 21)
Addis Ababa, Ethiopia
Ethiopia and Djibouti have begun operating service on
the first fully electrified cross-border rail line in Africa.
The new line links Ethiopia’s capital of Addis Ababa to
the Red Sea port of Djibouti, traveling a length of over
15

750 kilometers (466 miles). Trains on the line will travel
at speeds of up to 120 kilometers per hour, and the service will dramatically reduce travel time from three days
to 12 hours. The project cost approximately $3.4 billion
to complete and received funding from a Chinese bank
and will have Chinese employees. Tracks of the new
line will parallel an abandoned Ethio-Djibouti railway
that is over 100 years old. When the line opens it will
initially only run freight service, but passenger service is
expected to begin within the next three months. Ticket
prices for the new route have not yet been announced,
but the line is anticipated to be much cheaper and more
reliable than traveling the same route by road. The rail
line is expected to provide huge benefits to the local
economies and is being met with positive support from
public and government officials. (bbc.com, October 5)
Melbourne, Australia/Kolkata, India
Melbourne and Kolkata are very rare examples of cities outside of Europe that have continuously used tram
systems since the 19th Century. This long and continuous operation has led to something special being
formed called the Tramjatra, a friendship society that
was started back in 1996. At that time Kolkata’s tram
tracks were in a bad state of repair, accidents were
commonplace, and the lines used antiquated cars. The
system was on the verge of closing until Robert D’Andrea, a tram Conductor from Australia, visited the city,
riding the tram network and getting to know some of the
employees. He returned to Melbourne and discussed
the unfortunate situation of the tram network to his colleagues, who in turn worked with him to create a relationship between their tram depot in Melbourne and the
tram depot in Belgachia, India. The Tramjatra partnership involves commissioning art installations on the outside of trams and also emphasizing the importance of
trams and why they benefit the environment.
(abc.net.au, October 6)
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Around New York’s Transit System
W Service Will Resume November 7
W trains, which ceased operating in 2010, will make
local stops between Whitehall Street and 57th StreetSeventh Avenue while N trains will be routed via the
express tracks between Canal Street and 57th StreetSeventh Avenue.
If the Second Avenue Subway is opened in late December, 2016, Q trains will be rerouted in the new subway and W service will be extended to Astoria. At the
present time, tests are being conducted on Second Avenue’s third rail.
Under the previous schedule, W trains operated on
weekdays during rush hours, midday, and early evening
and N trains made local stops at other times.
Second Avenue Subway Progress Report
Test trains made up of R-68 and R-160 equipment
signed up G and B were observed operating through
the Lexington Avenue station on the 63rd Street Line,
which normally carries only F trains, by an unidentified
transit enthusiast who just happened to be in the right
place at the right time and recorded video of the trains.
These trains were reported to have weights inside the
cars, simulating a passenger load. He reported it to
DNAinfo New York, which followed up on the report with
MTA, which confirmed that test trains were indeed being
operated over the entire line. Over 300 successful test
runs are required before the line can be opened to the
public. An engineering consultant indicated that the testing was behind schedule, as were the 72 nd and 86th
Street stations. Despite these issues, MTA continues to
anticipate the opening of the line before the end of

2016.
Meanwhile, on October 21, the New York Daily News
reported that adjustments had to be made to parts of a
tunnel wall to accommodate 75-foot cars. While 75-foot
cars are not expected to operate on the new line on a
regular basis, they could be sent there if a train needs
to be diverted for some reason. A Track Geometry Car
discovered the problem, which was on a curve. The repair is not expected to affect the opening date of the
Second Avenue Subway.
Flushing Line CBTC Testing
On Saturday October 8, member Ron Yee observed a
set of R-188s numbered in the 7850-series operating
southbound out of 61st Street-Woodside on the northbound local track on the Flushing Line. It is apparent
that testing of the CBTC systems has commenced, the
northbound local track between Rawson Junction and
69th Street being one of the first sections. He then rode
a Manhattan-bound 7 and observed the same consist
making a turnaround south of 33rd Street-Rawson
Street. Evidently, they were testing the bidirectional signaling capabilities that CBTC will offer when it is “cut-in”
in late 2017.
L Service Disruption
Member Ed McKernan reported on October 6 that due
to a major service disruption on L, NYCT added two
extra consists to increase service on G to accommodate the diverted riders. R-46 consist (north) 5664 and
(south) 5488, and R-160 consist (north) 9117 and
(south) 9103 were utilized.

Brooklyn PCC Cars’ 80th Anniversary

ceeded rapidly. In the first five months of 1951, buses
replaced trolley cars on nine lines. After May 27, 1951,
PCCs provided service on Church Avenue, Coney Island Avenue, and McDonald Avenue. Twenty 8400s
were retained for rush hour short-line service to the
crossover at Avenue I and McDonald Avenue.
October 31, 1956 was the last day of trolley operation
in Brooklyn. Buses appeared on Church Avenue, but
there was no longer any surface transportation on
McDonald Avenue. Brooklyn’s PCCs were in service for
less than 20 years and were scrapped long before the
end of their useful lives. Trolley coaches, which were
less than 12 years old, probably could have run a little
longer, but they were replaced by buses on July 27,
1960, the last day of electric surface transit in Brooklyn.

(Continued from page 5)
B-48/Lorimer Street

March 23, 1949

July 27, 1960

B-57/Flushing Avenue November 14, 1949

July 27, 1960

B-62/Graham Avenue

July 27, 1960

December 11, 1949

After the eight trolley lines were motorized in 1949, the
PCCs, 6000s, and 8000s were able to provide service
on the remaining lines. Your Editor-in-Chief’s supervisor
assumed that these lines, which were in a state of good
repair, would continue running for several years. But
when buses appeared on one of the twelve busiest,
Putnam Avenue, on February 5, 1950, he believed that
the Brooklyn trolley car was doomed. Conversion pro16
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ERA BULLETIN — DECEMBER, 2016

The
Bulletin

Electric Railroaders’ Association, Incorporated
Vol. 59, No. 12
The Bulletin
Published by the Electric
Railroaders’ Association,
Incorporated, PO Box
3323, New York, New
York 10163-3323.
For general inquiries, or
Bulletin submissions,
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
©2016
Electric
Railroaders’
Association,
Incorporated

In This Issue:
From
Recognition to
Dominance—
The New York
Connecting
Railroad
(Continued)
…Page 2

December, 2016

BROOKLYN PCC CARS’ 80TH ANNIVERSARY
by Bernard Linder
(Continued from November, 2016 issue)
As soon as the cars were in service, newspapers reported that the passengers liked
the quiet, fast, comfortable cars. St. Louis
Car Company’s booklet explains how the
company accomplished this feat.
The designers proceeded to develop a radically new control and braking apparatus for
smooth and rapid starts and stops. To determine the maximum comfortable acceleration,
your Editor-in-Chief’s supervisor sat in a car
loaded with sandbags. Tests were conducted
in the Ninth Avenue Depot at different rates
of acceleration and deceleration. These experiments revealed that high acceleration
and braking rates are comfortable as long as
they are accomplished without jerking or sudden changes in rates. The controls were set
as shown in the following table, which compares the performance of the old and the
new cars:
PCCs

6000s

OLD CARS

Acceleration
(MPH/sec.)

4.00

3

0.5-1.0

Braking
(MPH/sec.)

4.75

2.5

1.5

Smooth acceleration was accomplished by
mounting 99 resistors on the rim of a drum
powered by a 32-volt electric motor. Use of
rheostatic acceleration instead of seriesparallel eliminated the transition notch and
made it possible to obtain high rates smoothly. Cars were stopped without jerking by using dynamic, air, and magnetic track brakes.
The dynamic and magnetic brakes slow the
car quickly and smoothly from high speeds
without generating excessive heat in the
wheels and also insure against skidding. The

dynamic brake came into service first and
was increased as the brake foot pedal was
depressed. At 3-inch pedal movement, the
track brake cut in. The air brake completed
the braking cycle and held the car after it
stopped. Your Editor-in-Chief’s supervisor
recalled that the Brooklyn cars’ magnetic
brakes were disconnected after they wore
out the track rails at the trolley stops. The
PCC’s brakes gave rates of retardation that
were not previously achieved.
The PCCs were much quieter than the older cars. This noise reduction was accomplished by attaching the motors to hypoid
gears floating in oil and by designing a new
assembly for the trucks and wheels using
rubber connections, instead of metal ones,
between the truck and the car body. This
type of resilient wheel is one of the most novel features and was one of the latest developments of the use of rubber for mechanical
purposes. A new method of vulcanizing rubber to metal made the new wheel possible.
The wheels were flanged steel bands with
large discs of rubber supporting the axle. The
rubber disc in the wheel separated the metal
tire from the rest of the wheel. The hub of the
wheel and the axle were also separated from
the frame of the truck by rubber. The large
conical rubber springs were used for this purpose.
An automatic system was designed to heat
and ventilate the car. Air was taken through
an opening in the roof and carried through
ducts in the car. All the rheostats used to
control the motors during acceleration and
dynamic braking were enclosed in a compartment under the center of the car. Cool air
(Continued on page 20)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from November, 2016 issue)
Harlem River Branch, along with their small passenger
coaches, to the Hartford-New Britain-Bristol suburban
service starting in July, 1906, when its (unique) 10-yearold 3rd rail electrification was shut due to mounting legal
issues, after several young boys had been killed by falling across the energized rail. This action was also influenced politically by some New Britain merchants who
didn't like their customers being able to easily hop the
3rd rail cars into Hartford to shop…The locals dubbed
them ‘Dinky’ trains due to their small engines and small
coaches, but it was not used as a term of endearment
because the vast majority of riders were never very
happy with them. The first day of service brought an
uproar of complaints by riders, including the same folks
in New Britain that had complained the loudest about
the 3rd rail. The Forneys burned soft coal which produced more smoke and when the windows of the
coaches were opened it flowed unpleasantly inside,
covering everyone in cinders. Plus, many passengers
sorely missed the open electric cars that had traditionally run each and every summer. In addition, the Dinky
trains had difficulty maintaining the fast, rapid transit-like
schedule that the electric cars had, and in the winter the
little Forneys had trouble staying warm enough to steam
properly. Shortly, calls were made for the New Haven to
bring back the 3rd rail despite its faults, which the company steadfastly refused to do. The Forneys thus continued to serve the “Dinky” until they were retired, most
by 1908, with a few making it to 1913 and one to 1915.
They were also used on the Rockville Branch, the New
Britain-Berlin Line and the Berlin-Middletown Line. Other S Class engines may have been (and probably were)
used on the Hartford-New Britain-Bristol route as well,
with older, smaller 4-4-0s replacing the Forneys as they
were retired (although the public still referred to the
‘newer’ engines as Dinkys while the same, small ‘Eads’
coaches were still in service). These were initially used
in the same fashion, running tender-first from Bristol
toward Hartford, but this resulted in a number of wrecks
when the tenders derailed at higher speeds. The Connecticut Public Utilities Commission finally prohibited
this practice and the New Haven, to avoid installing a
turntable in Bristol, ran the Dinky trains up to the Terryville loop to turn them around. As far as I've been able
to determine the Dinky trains ran into the 1920s (Note:
circa 1923), at which time the former rapid transit “Eads”
coaches (delivered for through service to 129th Street in

THE NEW HAVEN’S “RAPID TRANSIT”
SERVICE TO 129TH STREET STATION ENDS

By February of 1904, the New Haven’s Engineering
Department was deep into its task of planning details in
the extensive package of right-of-way reconstructions
that would soon encompass the Harlem River Branch
and appointed its first Project Manager to oversee this
gargantuan enterprise. The actual work would not commence for another 20 months, but in the meantime the
New Haven’s own steam-powered “rapid transit” operation was replaced by a third rail-electrified IRT shuttle
from the 129th Street station to the existing high center
platform at the Harlem River (Willis Avenue) Terminal
beginning on May 11, 1905. In truth this was actually
the last piece of the entire Manhattan Elevated system
to require Forney steam engines for propulsion, the balance of Manhattan Railway Company lines having been
so converted in 1903, before they were handed off to
the Interborough Rapid Transit Company in anticipation
of their integration with the subway system then under
construction. Standard IRT “gate cars” were thus deployed to again shuttle between the two stops, albeit at
a peppier pace than their steam-powered predecessors,
and it appears that public response was much better
than the earlier incarnation thanks to the operational
advantages provided by electrification (faster relay
moves and operating speeds, in a relative sense). Concurrently, the New Haven resumed its pre-1887 service
pattern on the Harlem River Branch local, which again
roamed strictly between New Rochelle and the outer
platforms of the Harlem River Terminal. Two transfer
alternatives were then available for continuation to Manhattan: the Willis Avenue Shuttle to 129th Street or a
walking transfer to the 133rd Street station, where
through express service could be had during the rush
hours. The New Haven’s existing “rapid transit” rolling
stock continued its assignment on the Harlem River
Local through the first several months of this revival,
being gradually replaced by shared equipment from the
New Haven’s “main line” operation into Grand Central
sometime in the first half of 1906.
The ultimate fate of the New Haven’s Forney locomotives and their companion, specialized “rapid transit”
coaches is herewith revealed by Mr. Charlie Dunn of the
New Haven Rail Road Historical & Technical Association:
“In the period between May, 1905 and July, 1906 all
ten (10) of the New Haven S-8 Class Forneys were
shopped for class repairs…All were transferred from the

(Continued on page 3)
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(west to east), with 3-4 nominally designated for local
passenger trains, 1-2 for through passenger trains, and
5-6 for freight trains, though such assignments were not
strictly followed. New and existing trackage was elevated from New Rochelle Junction (SS-22) to the Pelham
Bay drawbridge (SS-14), partly elevated and partly depressed from the Pelham Bay drawbridge to Morris
Park, depressed from Morris Park to the Bronx River
drawbridge (SS-7), and depressed from the Bronx River
drawbridge to SS-3 at Bungay (E. 149th) Street. Also
included was the installation of a new, 1,600-foot, sixtrack trestle across Pelham Bay immediately to the east
of that opened with the original Harlem River &
Portchester Railroad in 1873, with a six-track Scherzer
Rolling Lift Bridge employed at its navigation channel in
the form of three parallel two-track plates. (Note: It
should be noted that the “Scherzer Rolling Lift Bridge,” a
modern design of the late 19th century, was a common element of many major water crossings throughout the New Haven system).
Work included the replacement of drawbridges at Pelham Bay and the Bronx River; the corresponding relocation and expansion of station facilities, with (low) platforms generally aligned to the outside of newlyestablished (outer) local tracks 3 and 4; the corresponding (minor) modification to yard facilities at Westchester
and Oak Point; the installation of seven (7) new steel
six-track overpasses* (usually consisting of three adjacent two-track components) on joint stone and concrete
abutments; the installation of seventeen (17) new steel
and truss-type six-track underpasses* on joint stone
and concrete abutments; and the expansion of one (1)
existing overpass. (Note: *overpasses and underpasses in
this project area are defined from the railroad’s viewpoint.
That is, the railroad passes overhead at an overpass and
underneath at an underpass.)
The geographic progression of improvements was as
follows:
● The existing four-track overpass at Webster Avenue
in New Rochelle (built 1873, widened by 1894) was
again rebuilt for six tracks
● A new six-track overpass was installed at Beechwood Avenue, New Rochelle.
● Existing (low) platforms at the Woodside station
were rehabilitated
● The existing four-track overpass at Old Boston Post
Road (Kings Highway), New Rochelle (built 1873,
widened by 1894) was again rebuilt for six tracks
● A new six-track overpass was installed at Main
Street, New Rochelle
● A new six-track overpass was installed at the Pelham Country Club, Pelham
● A new six-track overpass was installed at Pelhamdale Avenue, Pelham
● New (low) platforms were installed at the Pelham
Manor station
● A new six-track overpass was installed at the
Bartow Mansion in Pelham Bay Park, Bronx which
used stone abutments per request of the City of

(Continued from page 2)

1890-1) were retired permanently.”

NEW YORK CONNECTING RAILROAD,
PHASE 1-A, CAPITAL UPGRADES IN THE
BRONX AND WESTCHESTER

The long and drawn-out effort to remove grade crossings and otherwise upgrade the New Haven’s Harlem
River Branch at last got underway in October of 1905,
and then consumed some 28 months before reaching a
state of beneficial use (though probably not full completion). This was one of two major efforts addressing both
sides of what would in time become the New York Connecting Railroad and in 2016 is found to be the lesserdocumented from a historical perspective. Given that
there was also extensive civil engineering then underway on virtually all of Greater New York’s rail transportation assets this should come as no surprise, but it
does hinder an ability to paint the project’s advancement in any great detail a century-plus after the fact. As
such, the following checklist grants a fine overview of
the specific components contained in the Harlem River
Branch upgrade and enlargement as completed. What
is known can be derived from a project summary that
appeared in the Engineering Record of November 9,
1907 as the project was beginning to wind down. A perfunctory description states that the first key part of the
project to be accomplished was the “Hunts Point Cut” in
the Bronx, the spoils from which were used to create a
pilot three-track elevation in the project area’s upper
reaches and enable the establishment of preliminary,
temporary overpasses. Two of the tracks on the elevation were then used for revenue service and the other
for construction needs. While the project advanced
these pilot embankments were gradually filled out and
expanded with permanent overpasses, underpasses
and station facilities being constructed as passengers
continued to utilize the temporary installations. Of note
is that this so-called “cut” was actually its adjustment to
undulating geography in the Bronx, which topographically is really the southern end of the Saw Mill Mountain Range.
The following describes the project’s scope as accomplished:
First section: Grade crossing elimination and expansion from four to six tracks on the Harlem River Branch
from New Rochelle Junction (Signal Station 22) as far
as the Pelham Manor station, and from two to six tracks
from the Pelham Manor station to Signal Station 3
(Bungay Street, the Bronx). This was component to the
anticipated New York Connecting Railroad from Bay
Ridge, Brooklyn and Sunnyside, Queens to Port Morris
via a proposed bridge across the Hell Gate Channel at
the mouth of the East River. At that time, the New York
Connecting Railroad franchise was pending with the
City of New York, with application filed by the Pennsylvania Railroad.
In this portion, the widened right-of-way was occupied
by six tracks, arranged 3-1-2-4-5-6 from left to right

(Continued on page 6)
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BROOKLYN CARS OPERATING BETWEEN 1900 AND 1956

BRT car 5 (formerly Montague Street cable car) in 1921.
Bernard Linder collection

B&QT rebuilt box car 2537.
Bernard Linder collection

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

Convertible with windows removed for summer.
Bernard Linder collection

Two-man convertible 4550 at Edaville.
Bernard Linder collection

BRT open car 2075.
Bernard Linder collection
(Continued on page 5)
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(Continued from page 4)

PCC 1055 on Route 67 leaving Brooklyn Bridge southbound, early
1950s.
Bernard Linder collection

Car 8460 on Flushing-Ridgewood Line under Myrtle Avenue “L.”
Bernard Linder collection

5000, a double-ended two-man car from the 5000-79 series.
Bernard Linder collection

5063, a single-ended car from the 5000-79 series.
Bernard Linder collection

A one-man 5100-series car.
Bernard Linder collection

6077 on Nostrand Avenue Line at Avenue U Loop, 1949.
Bernard Linder collection
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●

A new six-track underpass was installed at Baretto
Street, Bronx
● A new six-track underpass was installed at Tiffany
Street, Bronx
● A new six-track underpass (steel truss type) was
installed at Lafayette Avenue, Bronx
● A new six-track underpass was installed at Longwood Avenue, Bronx
● A new six-track underpass (steel truss type) was
installed at E. 156th Street, Bronx
● A new six-track underpass (steel truss type) was
installed at Leggett Avenue, Bronx
● New (low) platforms were installed at the Casanova
station
● A new six-track underpass (steel truss type) was
installed at Bungay Street (E. 149th Street in 2016),
Bronx
Second section: Grade crossing elimination, and expansion from two to four tracks on the Harlem River
Branch from Signal Station 3 (Bungay Street, Bronx) to
the Harlem River Terminal. This was component to the
anticipated New York Connecting Railroad, including the
existing grade crossing with the Harlem River (New
York Central) Rail Road’s Port Morris Branch.
In this portion, the widened right-of-way was occupied
by four tracks, arranged 3-1-2-4 from left to right (west
to east), with 3-4 nominally designated for local passenger trains and 1-2 for through passenger and freight
trains. New and existing trackage was elevated from
SS-3 at Bungay (E. 149th) Street to E. 132nd Street
(including passage over the Harlem River (New York
Central) Rail Road’s Port Morris Branch), then rebuilt at
grade from E. 132nd Street to the Harlem River Terminal.
Work included the corresponding expansion of station
facilities, with (low) platforms generally aligned by new
(outer) local tracks 3 and 4, the installation of one (1)
new steel six-track underpass on joint stone and concrete abutments, and the installation of twelve (12) new
steel four-track overpasses (usually consisting of two
adjacent two-track bridges) on joint stone and concrete
abutments.
The geographic progression of improvements was as
follows:
● A new six-track overpass was installed at the Harlem River (New York Central) Rail Road’s Port Morris Branch, Bronx
● A new four-track overpass was installed at E. 141st
Street, Bronx
● A new four-track overpass was installed at E. 140th
St., Bronx
● A new four-track overpass was installed at E. 139th
Street, Bronx
● A new four-track overpass was installed at E. 138th
Street, Bronx. This overpass provided for trackage
of the Third Avenue Railway Company X/138th
Street Crosstown trolley
● A new four-track overpass was installed at E. 137th
St., Bronx
● A new four-track overpass was installed at E. 136th

(Continued from page 3)
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●
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●

●
●
●
●
●
●

●

New York
New (low) platforms were installed at the City Island
(Bartow) station
The Pelham Bay trestle and drawbridge (SS-14)
was replaced
New (low) platforms were installed at Baychester
station
A new six-track overpass was installed at Eastchester Road, Bronx
New express (low) platforms were installed at the
Westchester station (between Tracks 3-1 and 2-4)
A new six-track underpass was installed at Williamsbridge Road, Bronx
A new six-track overpass was installed at Bear
Swamp (Bronxdale) Road, Bronx
New (low) platforms were installed at the Van Nest
station
A new six-track underpass (steel truss type) was
installed at Unionport Road, Bronx
One new six-track underpass was installed at Adams and Van Nest Streets (E. 180th Street in 2016)
and West Farms Road (E. Tremont Avenue in
2016), Bronx. This underpass provided trackage for
the Third Avenue Railway Company Tremont Avenue trolley on West Farms Road
A new six-track underpass was installed at Tremont
Avenue (E. 177th Street in 2016), Bronx. This underpass was sufficiently rated to support later installation of the Third Avenue Railway Company E. 180th
Street Crosstown trolley
New express (low) platforms were installed at the
West Farms station (between Tracks 3-1 and 2-4)
The original Bronx River drawbridge (Signal Station
7) was replaced with a six-track Scherzer Rolling
Lift span composed of three (3) parallel two-track
plates
A new six-track underpass and station depot were
installed at Westchester Avenue, Bronx. This underpass provided trackage for the Third Avenue Railway Company Westchester Avenue trolley
New (low) platforms were installed at the Westchester Avenue station
A new six-track underpass was installed at Ludlow
Avenue, Bronx
A new six-track underpass was installed at Longfellow Avenue, Bronx
A new six-track underpass was installed at Bryant
Avenue, Bronx
A new six-track underpass was installed at Faile
Street, Bronx
A new six-track underpass and station depot were
installed at Hunts Point Avenue, Bronx. This underpass was sufficiently rated to support later installation of the Third Avenue Railway Company 163rd
Street Crosstown trolley
New (low) platforms were installed at the Hunts
Point station

(Continued on page 15)
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STATUS OF NORTH AMERICAN TRANSIT PROJECT OPENINGS
SCHEDULED FOR 2016
by Randy Glucksman
Using the latest available information, the projects listed in the table below were or are scheduled for completion by the end of 2016. You may
refer to the table that was published in the January
2016 Bulletin. As usually happens, some projects "slip" into next year for various reasons and
DATE

AGENCY

four are listed below the main table. The CTA Orange Line extension to Ford City, has been postponed till further notice. Seven projects are still
scheduled to open this year; however, at publication time, those dates were not available.

CITY

TYPE

LINE

DETAILS
Occidental/South Jackson to
Broadway/East Denny Way
2.5 miles, 10 stations
Union Station to Oklahoma
Avenue
2.2 miles, 8 stations

January 23

Sound Transit

Seattle,
Washington

SC

First Hill Streetcar

February 27

District DOT

Washington,
D.C.

SC

H Street/Benning
Road

March 5

Los Angeles County Metropolitan Transportation Authority

Los Angeles,
California

LR

Gold - Foothill Phase
2A (Pasadena to Azusa)

March 19

Sound Transit

Seattle,
Washington

LR

University Link LRT

March 19

Valley Metro Rail

Phoenix, Arizona

LR

Northwest Phase I

April 22

Denver RTD

Denver,
Colorado

CR

A (East Rail)

May 6

Kansas City Streetcar Authority

SC

KC Downtown Streetcar Project

May 15

NJ Transit

CR

Bergen County

May 20

Los Angeles County Metropolitan Transportation Authority

Los Angeles,
California

LR

Expo Phase II

Culver City to Santa Monica
6.6 miles, 7 stations

June 6

Southern California Regional Rail Authority

Los Angeles,
California

CR

91/Perris Valley Line

Extension from Riverside to
Perris
24 miles, 4 stations

July 25

Denver RTD

Denver,
Colorado

CR

B (Northwest Rail) Segment I

Union Station to Westminster
6.2 miles, 2 stations

August 27

Dallas Area Rapid Transit

Dallas, Texas

SC

Oak Cliff Streetcar
Phase II

Dallas Union Station to Arts
District
0.7 mile, 1 station

September 9

South West Ohio Regional
Transit Authority

Cincinnati, Ohio

SC

Cincinnati Streetcar
Phase I

September 24

Sound Transit

Seattle,
Washington

LR

S. 200th Street Link
Extension

September 30

Massachusetts Bay Transportation Authority

Fitchburg,
Massachusetts

CR

Fitchburg

October 2

New Orleans Regional
Transit Authority

New Orleans,
Louisiana

SC

Rampart Street/St.
Claude Phase II

October 24

Dallas Area Rapid Transit

Dallas, Texas

LR

South Oak Cliff Blue
Line Extension

November

MTA New York City Transit

Staten Island,
New York

HR

Arthur Kill Station

Kansas City,
Missouri
Wood-Ridge,
New Jersey

Sierra Madre Villa to APU/
Citrus College
11.5 miles, 6 stations
Westlake to University of
Washington
3.15 miles, 2 stations
19th Avenue/Montebello to
Dunlap Avenue
3.2 miles, 3 stations
Union Station to Denver International Airport
22.8 miles, 8 stations
Union Station to River Market
2.2 miles, 14 stations
Avalon-Wesmont station
opened

Findlay Market to Fountain
Square/5th Street
3.6 mile loop, 18 stations
SeaTac Airport to Angle Lake
1.6 miles, 1 station
Extension from Fitchburg to
Wachusett
4.5 miles, 1 station
Elysian Fields-Canal Street
1.6 miles, 6 stations
Ledbetter to University of North
Texas
2.6 miles, 2 stations
Replaces Nassau and Atlantic
stations

(Continued on page 8)
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(Continued from page 7)
DATE

AGENCY

CITY

TYPE

LINE

DETAILS

December 2

Trans Link (SkyTrain)

Vancouver, British
Columbia

Fall

Denver RTD

Denver, Colorado

CR

G (Gold)

Fall

Amtrak

Miami, Florida

LD

Tri-Rail

Late Fall

Bay Area Rapid Transit

San Francisco,
California

HR

Warm Springs Extension

December

Empire State Development
Corporation

New York, New York

LD

Northeast Corridor

December

MTA New York City Transit

New York, New York

HR

Second Avenue Subway Phase I

ART

Evergreen

Coquitlam to Lougheed
6.83 miles, 6 stations
Union Station to Wheat RidgeWard
11.2 miles, 8 stations
Trains begin serving Miami
International Airport station
Fremont to Warm Springs
5.4 miles, 1 station
Moynihan Station Phase I
opens
96th Street to Lexington
Avenue/63rd Street
6.3 miles, 3 stations

Moved to 2017
Winter

Denver RTD

Denver, Colorado

LR

R (Aurora/I-225)

Early

Chicago Transit Authority

Chicago, Illinois

HR

Washington/Wabash
Station

St. Louis, Missouri

SC

Delmar Loop Trolley

Boston,
Massachusetts

CR

Petaluma, California

DMU

Spring
May
Late Spring

Loop Trolley Transportation
Development District
Massachusetts Bay
Transportation Authority
Sonoma Marin Area Rail
Transit

Nine Mile to Peoria
10.5 miles, 16 stations
Replaces Randolph/Wabash and
Madison/Wabash stations

Boston Landing Station
Sonoma County
Airport to San Rafael

Fill-in station between Yawkey
and Newtonville

Legend:
ART: Advanced Rapid Transit HR: Heavy Rail
SC: Streetcar
CR: Commuter Rail
LD: Long Distance
DMU: Diesel Multiple Unit
LR: Light Rail

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED NOVEMBER 6, 2016

LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

10 R-32, 296 R-46

20 R-32, 296 R-46, 8 R-68A

L

168 R-143, 24 R-160

152 R-143, 16 R-160

B

48 R-68, 152 R-68A

48 R-68, 136 R-68A

M

184 R-160

176 R-160

C

64 R-32, 80 R-160

56 R-32, 80 R-160

16 R-68, 310 R-160

16 R-68, 310 R-160

D

232 R-68

216 R-68

Q

190 R-160

190 R-160

E

260 R-160

260 R-160

R

240 R-46

240 R-46

F

56 R-46, 370 R-160

56 R-46, 370 R-160

S (Rockaway)

12 R-46

12 R-46

G

52 R-68

52 R-68

S (Franklin)

4 R-68

4 R-68

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

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

J/Z

N/W

CORRECTION
Member Murray Friedman informs us that the table on
page 1 of the November, 2016 issue should read:

TROLLEY COACH OPERATION
LINE
B-23/Cortelyou Road

8

BEGUN
July 23, 1930

DISCONTINUED
October 25, 1956
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Commuter and Transit Notes

No. 337
by Ronald Yee and James Giovan

Metropolitan Transportation Authority
During a social gathering amongst top level transportation professionals attended by News Editor Ron Yee,
it was stated that the opening date for the Second Avenue Subway will be Saturday, December 31, just in time
to meet the “end of 2016” deadline set by New York
State Governor Andrew Cuomo. That date was selected
as it fell on a weekend when it would be easier to open
up a new line and, as the last day of the calendar year,
provide the maximum amount of time for workers to
properly prepare the line for an opening. (Ron Yee, November 15)
MTA revealed two options for the next fare increase
currently set for March 1, 2017. For the subways and
local buses, Plan A would keep the current base fare of
$2.75 with a discount of 5% on a $5.50 round trip purchase, making the effective fare $2.62, while Plan B
would raise the base fare to $3 with a 16% discount on
a $6 round-trip purchase, making the effective fare
$2.59. Plan A and B would price the 30-day MetroCard
at $121, an increase of $4.50 over the current $116.50,
while the 7-day MetroCard would be hiked by one dollar
to $32.00. Express bus cash fares would remain the
same at $6.50 with Plan A while Plan B would raise it to
$7. The $1 new card fee remains unchanged. Commuter rail fare increases within the State of New York would
be capped at 3.75% or $15 for the monthly ticket or
$6.75 for the weekly ticket covering the longest distance
trips. Intermediate fares would increase between 4-6%
due to fare increases being rounded to the nearest 25cent increment. MTA Bridges and Tunnels would see
cash tolls increase from $8 to $8.50 while a New Yorkissued private automobile/car E-ZPass would see a
modest increase from $5.54 to $5.76 on the Robert F.
Kennedy, Bronx-Whitestone, and Throgs Neck Bridges
and the Queens Midtown-and Hugh L. Carey Tunnels.
Cash tolls for non-Staten Island residents would go up
by $1 from $16 to $17 while New York-issued E-ZPass
tolls for cars would go from $11.08 to $11.52. The Henry
Hudson, Marine Parkway/Gil Hodges, and Cross Bay
Veterans Memorial Bridges with their lower tolls would
see increases of similar percentiles. (MTA website, November 16)
MTA Long Island Rail Road
LIRR issued new schedules effective November 14 to
cover the service enhancements and changes for the
Thanksgiving holiday period starting November 23 with
extra “getaway” trains through Sunday, November 27,
added weekend trains starting Saturday, November 26
through Sunday January 1, 2017, as well as make
some seasonal changes to services on the east end of
the island. On the Montauk Branch, the schedule of the
weekday 5:39 AM train from Montauk to Hunterspoint
Avenue was adjusted, as was the schedule of the 7:03
AM from Patchogue to Babylon advanced by 2 minutes

to 7:01 AM and its connection at Babylon moved up to
7:35 AM, operating 2 minutes earlier than before between Babylon to Seaford, reverting to its former schedule the rest of the run to Penn Station, arriving at 8:48
AM. On the North Fork, two round-trip shuttle trains will
operate on weekends between Ronkonkoma and
Greenport, restoring the year-round weekend shuttle
service that had been suspended in 2010 due to the
budget crisis back then. On the Far Rockaway Branch,
Friday-only “Sundown” service began operating on November 18, departing Atlantic Terminal (Brooklyn) at
3:05 PM and Penn Station at 3:07 PM, both connecting
to a 3:31 PM train out of Jamaica stopping only at Valley Stream, Gibson, Hewlett, Woodmere, Cedarhurst,
and Lawrence and arriving at Far Rockaway at 4:05
PM, sufficiently ahead of the earliest time of sundown
for the benefit of the large Jewish community living
along the line. Some off-peak trains were adjusted to
accommodate track work necessitating single track operations on the Port Washington Branch (Mets-Willets
Point to Bayside for tie replacement during weekday
middays), Atlantic Branch (welded rail replacement between East New York and Jamaica), and the Montauk
Branch (concrete ties) with weekday overnight outages
between Valley Stream and Rockville Center, and Rockville Center to Freeport on weekends. (Editor’s Note by
Ron Yee: The LIRR press release states that these schedule
changes will remain in effect through March 6, 2017; the actual public timetables, adorned with a Thanksgiving theme,
have an effective date of November 14-December 11, 2016. It
can be expected that a revised edition of this timetable
adorned with a ‘Season’s Greetings’ motif will be issued effective December 12, 2016 to reflect schedule changes required for the Christmas holiday season. It can also be expected that yet another edition of this public timetable will be
issued around January 9, 2017 to remove all references to the
holiday season and its extra service.) (LIRR Press release,
November 8)
MTA Metro-North Railroad
Metro-North continues its tradition of operating extra
trains for the holiday shopping season, aptly named
“Shopper’s Specials,” on the Hudson and New Haven
Lines. On Saturdays, starting November 19 through
December 17, there are two additional upper Hudson
Line trains and eight on the New Haven Line. On Sundays, there will be three added trains on the New Haven
line. (Mileposts, November 15)
The MTA Board approved an order for 60 additional
M-8 electric multiple unit (EMU) commuter rail cars to
be manufactured by Kawasaki at its Lincoln, Nebraska
plant. These cars will serve on the New Haven Line,
augmenting the existing fleet of 405 M-8 cars. The contract has an option for an additional 34 cars, bringing
the potential order to 94 cars, raising the total count of
(Continued on page 10)
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M-8s in the fleet to 465 and possibly 499 if the 34-car
option is exercised. These cars will enable Metro-North
and the Connecticut Department of Transportation to
finally retire the 36 1973-6-vintage M-2 class EMUs that
had been retained as back-up cars with at least one set
of 8 cars scheduled in the weekday equipment cycles,
filling in for M-8 fleet shortages generated by ridership
increases and service improvements that have outstripped previous expectations since the initial M-8 order of 405 cars was placed. Literally speaking, MetroNorth is a victim of its own success. These cars are expected to begin arriving in three years. These cars will
be funded 65% by the State of Connecticut and 35% by
the MTA Capital Program. The contract also includes
funding to retrofit 10 M-8s into a Café car configuration,
with Connecticut footing 100% of the cost. The 405
M-8s already in service have far exceeded the reliability
goals previously set by Metro-North by 53%, the average M-8 operating 460,277 miles between mechanical
breakdowns, by far the most reliable cars on the fleet.
These newer M-8s will be delivered with Positive Train
Control and on-board cameras already installed and
operational. Like their earlier sisters, these cars will seat
110 in the A car and 101 in the airline-style vacuum toilet-equipped restroom and bicycle rack-equipped, ADAaccessible B car. The cars will have at-seat 110-volt a.c.
power outlets and easy-to-read destination signs inside
and out as well as internal and external speakers for PA
announcements at station stops. The seating is expected to be the same red color as the original M-8s,
representative of the New York, New Haven & Hartford
Railroad heritage of the line. They will be capable of
operating under Metro-North’s 12,500-volt, 60-cycle a.c.
catenary and Amtrak’s Northeast Corridor east of New
Haven with its 25,000-volt, 60-cycle a.c. catenary
(enabling these cars to cover Shore Line East services)
as well as Metro-North’s 700-volt d.c. underrunning third
rail to Grand Central Terminal. While it cannot yet be
confirmed, the M-8 third rail shoe design is intended to
be compatible with the 700-volt d.c. LIRR overrunning
third rail that will be extended north beyond Harold Interlocking to CP GATE on the Hell Gate Line (where the
Northeast Corridor splits away from the former New
York Connecting Railroad freight line in northern
Queens) and allow New Haven Line service between
New Rochelle and Penn Station, New York via Co-Op
City and the east Bronx. The catenary between New
Rochelle and CP GATE has already been changed from
the Pennsylvania Railroad-style 11,000-volt, 25-cycle
power to the Metro-North standard. (Metro-North Railroad press release, November 16)
NJ Transit
Member Randy Glucksman reported that the consist
of the NJ Transit Pascack Valley train that was wrecked
in Hoboken on September 29 was Comet V cab car
6036, Comet V coaches 6577, 6575, and 6521, and
locomotive 4214 pushing from the rear. This information
10

missed the printing deadline for the November Bulletin.
(Randy Glucksman, October 20)
New timetables were issued for all NJ Transit commuter rail lines on November 6, 2016. The weekday changes are mostly minor schedule adjustments on the Northeast Corridor Line for outbound trains departing between 5 and 5:45 PM and select morning peak period
trains to improve operations into and out of New York's
Penn Station to coordinate NJ Transit and Amtrak train
movements. Select trains arriving and departing Hoboken around the midnight hours will have their schedules
adjusted to provide "time windows" during which track
and other maintenance functions can be performed. On
weekends, the North Elizabeth station will be served by
at least one train per hour from 8 AM to 9 PM to New
York and from noon to 1 AM from New York by adding
this station to select North Jersey Coast Line trains. (NJ
Transit website, November 3)
Amtrak
Amtrak passengers who use the Texas Eagle route for
service between San Antonio and Chicago will now
have a new stop available in Missouri. The new Arcadia
Valley station opened on November 20 and is expected
to greatly benefit people in the area, which is located
about 92 miles southwest of St. Louis. A ribbon cutting
ceremony for the station took place on November 17.
The station opening was a happy moment for supporters who had been trying to raise money to build an
ADA-compliant platform at the location since 2011.
(trains.com, November 9)
Other Transit Systems
Philadelphia, Pennsylvania
The South Eastern Pennsylvania Transportation Authority (SEPTA) was hit with a strike by the labor unions
representing the 4,700 employees operating its city services including the Market-Frankford and Broad Street
rapid transit lines, Subway-Surface light rail (Routes 10,
11, 13, 15, 34, and 36), and local city bus and trackless
trolley routes. The Route 100, 101, and 102 suburban
light rail services to Media, Sharon Hill, and Norristown
and the suburban bus network were not affected and
operated normally. However, pickets appeared at work
sites associated with SEPTA’s regional rail system, requiring a court injunction barring the picketing of those
locations and facilities. Crowd control restrictions were
placed into effect at commuter rail stations in the city,
including at 30th Street, Suburban Station, Jefferson
Station (formerly known as Market East), Temple University, and the University City. This was similar to
measures implemented during the papal visit during
September 26-27, 2015 where all customers had to wait
in concourse queuing areas and have their tickets collected prior to entering the platforms, relieving the crew
of the need to collect fares until the train left the parts of
the city with heavy ridership from strike-diverted passengers. The strike commenced after 12:01 AM on
Tuesday, November 1. As Election Day approached,
there were concerns that the strike could prevent voters
in the inner city from reaching their polling places to
(Continued on page 11)
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cast their votes. Contingency plans were made to call
on both sides to suspend the strike for the election day
period to eliminate any effect of such a strike on the
outcome of a presidential election in a crucial “swing”
state. As it turned out, the strike ended on November 7,
just in time to not disrupt Election Day, with both sides
coming to an agreement that was ratified by Transport
Workers Union (TWU) Local 234 as a five-year contract.
(SEPTA, November 1-7 and 18)
SPECIAL REPORT FROM ERA MEMBER BOB
WRIGHT ON THE ROTEM
SILVERLINER V SAGA
SEPTA Regional Rail Problems – Almost Solved
SEPTA’s newest electric MU commuter cars, the 120car Silverliner V (S-V) fleet, entered service in 2010 and
allowed the retirement of the Silverliner II/IIIs, dating to
the mid-1960s, in 2012. The Silverliner Vs represent
nearly ⅓ of the Regional Rail car fleet, serving alongside the 231-car Silverliner IVs dating back to 1974-6
and 45 Bombardier push-pull coaches from two orders
in 1987 and 2000. Current schedules (April, 2016) call
for a weekday service complement of 291 cars to cover
788 scheduled trains.
On Friday, July 1, a crew noticed that S-V car 812 was
leaning oddly to one side on an in-service train. The
train was sent to Overbrook Shop after its assignment
was completed for an inspection, where a fatigue crack
was observed in one of the car’s equalizer beams.
There are four such beams on each car and these
serve to transfer the load of the car body to the trucks.
Throughout the day, other S-V trains were instructed to
observe a 50 mph speed restriction while in service,
and trains were removed from service at the end of their
service day for inspection. The inspections turned up
cracks in the equalizer beams of 115 of the 120 cars. It
was decided to remove all of the S-V cars from service
until a solution was found, since failure of the beams
particularly at speed could be catastrophic.
A public announcement was made to this effect on
Saturday, July 2, catching riders by surprise. Fortunately, the long July 4 holiday weekend gave SEPTA staff
opportunity to implement a service plan with the available cars of a much-reduced fleet. Accounting for maintenance (several of the push-pulls were undergoing rehabilitation, ironically at Rotem, the builder of the Vs, as
part of the settlement for cost-overrun items and late
delivery of the Vs), a program utilizing 233 cars on 577
trains, just over 70% of the normal daily requirement,
would be the best that could be done. The public announcement instructed riders to check the SEPTA website on July 4 to see what schedules would be provided
for the work week beginning Tuesday, July 5.
The “interim” schedules were basically modified weekend timetables, which offer hourly service on most lines
(Paoli-Thorndale has half-hour headways on Saturdays,
while Airport is carded half-hourly every day). Trains
would be lengthened to 6 cars on most lines (the effec11

tive limit of the Silverliner IVs and longer than the platforms at many outlying stations) and additional rush
hour service would be provided as needed. The Cynwyd Line, which has a requirement for two single-car
“trains” and operates in peak hours with a single round
trip midday, was closed and buses were substituted,
operating between Cynwyd and 30th Street, one stop
shy of the line’s usual terminus at Suburban Station.
The first few days of the modified schedules could
best be described as chaotic. Regular commuters were
in for surprises as they showed up for their “normal”
trains, only to learn of the revised schedules. Many
trains were overcrowded and had to bypass stations
located closer to downtown as there was no room for
additional passengers. The limited-stop and express
trains that many riders enjoyed over the years were not
offered in the new schedule that featured all-stop locals,
so most trips were longer and slower. News media reports showed trains with riders in vestibules, between
cars, and wherever they could squeeze in. Trains were
late as loading and unloading was slow. As the first
week wore on, some rush hour deadheads and put-ins
were added as car availability and turnaround permitted
to provide service to the closer-in stops where possible,
and SEPTA urged riders to use transit where it was an
option. Parking lots were identified and opened close to
several subway stops to provide some relief. At the
same time, the existing and popular park-and-ride adjacent to the Broad Street Line’s AT&T (nee Pattison) station was closed for preparations and security related to
the Democratic National Convention (DNC), which was
held at the nearby Wells Fargo Center. Some replacement parking was offered at the Philadelphia Eagles
practice facility a few long blocks away, creating more
inconvenience to riders. That park-and-ride lot was reopened after the DNC concluded in early August.
SEPTA staff also began to reach out for equipment
from nearby commuter railroads and Amtrak to help the
situation. By July 22, a total of 28 cars from other properties were on hand to ease the burden somewhat. NJ
Transit supplied 8 coaches with an ALP-45, which
served a Trenton trip in each peak. Amtrak freed up a
Keystone set of 5 coaches and an ACS-64 to provide
four Bryn Mawr shorts (two inbound AM peak, 2 outbound PM peak, with the equipment quickly deadheading back for a second peak period trip.). Equipment for
each of these laid up in midday at the Suburban Station
stub tracks. MARC provided 15 cars, which were divided into two 8-car sets with two leased Amtrak ACS-64s
providing power. One MARC cab car served one train
and a SEPTA push-pull cab car was cobbled onto the
other, with these on the Wilmington/Newark and West
Trenton Lines for the most part. The 8-car consists,
dubbed “super trains,” greatly assisted the reduced service levels.
Schedules were updated on July 11 and 18 as the
added trains were inserted and times were fine-tuned
based on experiences from the first week of modified
runs. New timetables were posted on-line and printed in
(Continued on page 12)
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Xerox format. On-time performance suffered greatly,
even though there were fewer trains on the lines, dropping to the 45-60% range instead of the normal 85-90%.
Overcrowding was one factor, and hot weather, which
imposed speed restrictions to account for catenary expansion and sag, was another. Many riders began to
find alternatives, either driving or transit.
In the quest for equipment, the eight Comet cars purchased by SEPTA from NJT in 2008, in dead storage at
Overbrook Shop for the last couple of years, were
moved to Wayne Shop in mid-July for evaluation for
reuse. Unfortunately, during their time laid up in Overbrook Yard, they had been heavily “tagged” with graffiti
and would need to be thoroughly cleaned before reuse.
The cars were not returned to service.
On July 14 SEPTA management held a press conference at Overbrook and laid out the plan of attack to repair the S-Vs. It advised that the four equalizer beams
on each car would need to be completely removed and
replaced because of the observed cracks, which were
found to be failed welds. New beams — 480 of them —
would need to be fabricated and installed. No other
problems were found in a top-to-bottom inspection of
the fleet. The process would begin immediately, with a
schedule for the first 10 repaired cars back in service by
the end of August and a production plan of 10 cars per
week following. The intent was a return to normalcy by
mid-October. The cars are still under warranty from
Rotem which will cover the cost of these repairs by
SEPTA personnel. However, the costs associated with
the leasing of the NJ Transit, MARC, and Amtrak consists and locomotives have not yet been agreed upon,
not to mention the losses of passenger revenue from
reduced ridership during this period.
The combination of revisions in service and reduction
in ridership eased the overcrowding situation to some
degree, but it was common for peak-hour trains to have
all seats filled with a lot of standees in the aisles, which
continued to slow operations and result in late trains.
Some riders began to “backtrack” to ensure they would
get seats, riding to 30th Street or Jefferson to avoid
crowds in the PM peak. To address this to some extent,
SEPTA instituted a system of mezzanine-level fare collection and inspection on August 1. Riders would need
to show passes or surrender tickets to inspectors before
going to the platforms at University City, 30th Street,
Suburban, Jefferson, and Temple during afternoon
hours (originally 3-6:30 PM, since modified to 3-7 PM).
Crowded trains often prevented Conductors from getting through cars to collect fares, so this measure would
ensure that riders paid (although some quickly learned
they could pay the minimum zone fare for the outbound
ride as there was no additional ticket checking on the
trains). Schedules were further fine-tuned on select
lines on August 1, 8, and 15 to reflect time changes and
related items. A MARC trainset was placed on a MediaElwyn run in early August to add some capacity, with an
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inbound AM/outbound PM operation.
After sitting in Powelton, Overbrook, and Roberts
Yards for a while, S-Vs slowly began moving to shops
for the repair work. A handful of cars at Overbrook were
targeted by graffiti vandals while there, resulting in the
need for a clean-up before going in for repairs. The first
repaired S-Vs were available in late August for testing
and made a number of non-revenue runs on various
lines during nighttime hours. The repairs appeared to be
successful and the program continued, with some confidence that the return of the S-Vs would happen as
planned.
SEPTA’s concern was that Labor Day would mark the
end of the Summer vacation season and, combined
with the start of the Fall semester at local colleges,
would add riders to the regional rail system that the
modified schedules could not accommodate. Additional
MARC cars were made available in late August, increasing the complement to 35 cars total by midSeptember, allowing for some slight tweaks in schedules. The 40-year-old S-IVs, which soldiered on dependably all summer, were showing some wear and
tear of their own, and many were pressed into service
with minor problems (often failed air-conditioning and
sticking doors) as long as they could be operated. To
address the need for additional capacity, SEPTA announced the initiation of several express bus routes that
would provide alternate service. The possibility of bus
supplements and complete replacement on shorter
lines, such as Fox Chase, had been hinted at by SEPTA
throughout the Summer. Limited peak hour, peak direction service would begin on September 6 with a handful
of runs from Chestnut Hill West serving Chestnut Hill
East and several of that line’s stations to/from Fern
Rock, a Jenkintown-Elkins Park-Melrose Park route to/
from Fern Rock, a Fox Chase express to/from Fern
Rock, a handful of Norristown Line runs calling at Ivy
Ridge, Manayunk, and Wissahickon express to/from
Suburban, and Swarthmore-AT&T (Pattison) on MediaElwyn. Despite the fare for these trips set at the normal
transit rate ($2.25) instead of the higher Regional Rail
amount, ridership was low as most stuck to the trains.
(This author rode an outbound express to Wissahickon
during the first week of operation and found that he was
the only passenger on the trip, a slow and circuitous
routing that took nearly three times as long as the train.)
The first group of repaired Vs was released for service
on September 12, with a set dedicated to Fox ChaseChestnut Hill West and a short “welcome back” ceremony at Fox Chase. The service was short-lived, as the
heads of the steel pins securing the equalizer beams to
the truck frames were found to be 1/32” too wide, resulting in undesirable friction and wear. The cars were returned to the shop for correction, and others already in
the process were retrofitted, with cars back in service
on September 20. At that point the initial 20 rehabs
were back and a schedule of 10-15 per week was set,
meaning that the fleet would be back in full in midNovember. Another notable change occurred around
(Continued on page 13)
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this time, with the Amtrak Keystone set moved to cover
two inbound expresses from Newark, Delaware in the
AM peak and the Bryn Mawr short-turns formerly using
them reverting to MUs (the PM Bryn Mawr shorts kept
the Amtrak consist).
With the replacement express buses getting little use,
SEPTA was anxious to end the operation. It was confirmed that the car fleet would be sufficiently available to
allow a return to “normal” schedules during the last
week of September. Accordingly, a public announcement was made on September 28 that the April, 2016
schedules would once again be in effect as of Monday,
October 3. A new Media-Elwyn Line schedule was introduced as that line returned to its Elwyn terminal from its
temporary endpoint at Swarthmore on September 6 with
the reopening of the Crum Creek viaduct. The supplemental bus service would cease as of the last runs on
September 30.
SEPTA reported that ridership was down nearly 21%
in July compared with 2015, and 10% in August, with
the revenue over the two months close to $8 million.
The Service Guarantee program was suspended for the
duration and remains as such as of mid-November as
this report goes to press.
The re-start of “normal” service was marked by several short trains (as cautioned by SEPTA, but this occurrence became less and less frequent throughout October). Sufficient S-Vs were returned to service, allowing
the NJ Transit consist to be relinquished on October 14.
The Amtrak Keystone set remained on the two PM Bryn
Mawr runs for another week. The MARC cars and their
Amtrak locomotives are still in service, and have been
confined to Thorndale expresses. Amtrak has indicated
it will need the ACS-64s back to power its Thanksgiving
extra train service, and about a dozen MARC cars were
seen in Amtrak’s Penn Coach Yard in mid-November
awaiting return to their owner. As of early November 90
of the 120 S-Vs were back on the property and the return of normal regional rail schedules by the latter part
of the month appears to be on track.
As if there were not enough problems, on November 1
TWU Local 234 called for a transit strike against SEPTA
as its contract expired (see above). Normally Regional
Rail would pick up the brunt of the displaced riders, but
difficulties were expected as equipment was scarce to
add cars to trains or add runs. SEPTA did manage to
creatively field roughly a dozen additional trains using
deadheading consists and turning around some trains
more quickly and Regional Rail was able to respond to
some extent. The transit strike was settled on November 7.
Crew problems continued to plaque the operations all
Summer, as a shortage of Engineers led to a number of
train cancellations. A new crop of Engineers is entering
service, so this shortage is expected to end by New
Year’s.
Hopefully Thanksgiving marked the end of the Silver13

liner V sagas and a return to normal operation on SEPTA’s Regional Rail system. (Bob Wright, November 16,
2016)
Port Clinton, Pennsylvania
The Reading & Northern Railroad in Pennsylvania is
about to receive new diesel locomotives and an expanded and improved fleet of freight cars. The move
was prompted by a 15 percent increase in freight business. The railroad is planning to purchase six locomotives from a recent Norfolk Southern auction and expected growth in the railroad’s coal business has also
resulted in a purchase of over 150 used steel hopper
cars. The fleet expansion brings the railroad’s rolling
stock count up to 1,179 cars. Along with freight business, the railroad’s passenger excursion business has
also risen about 15 percent compared to 2015 when
ridership was up to 100,000 visitors. To prepare for an
increase in business, Reading & Northern has also improved track infrastructure in anticipation of more rail
traffic in the near future. (trains.com, November 7)
Washington, D.C. area
The Washington Metropolitan Transportation Authority
(WMATA) announced that the 82 surviving 4000-series
metro cars have been abruptly withdrawn from service
following the agency’s discovery of a potential issue
with the automatic train control (ATC) system when the
cars are placed in the lead position of a train. The manufacturer, AnsaldoBreda (now Hitachi Rail) recommended annual testing for these cars to reduce the risk of
false speed limit indications, which could mislead the
Train Operator into operating the train (while in manual
mode) at a higher speed or closer to a train ahead than
would be safe. Out on abundance of caution, rather
than embarking on a testing program to mitigate the
risk, the cars were immediately withdrawn from service
until further evaluation could be done. A day afterward,
WMATA determined that the cars would not pose an
ATC safety issue and the agency would “bury” this small
fleet of cars mid-consist until their scheduled retirement
in late 2017, or it may consider retiring these cars on an
accelerated schedule, ahead of the 1000-series cars,
which are also designated as “belly cars” (not permitted
to be on the leading or trailing ends of any trains) owing
to structural deficiencies that make them less crashworthy than the other cars in the fleet. The 100-car fleet of
4000s have long been considered a class that never
met even basic expectations of mechanical reliability
since their introduction to service in 1991, such as suffering un-commanded door openings while in motion
among other chronic mechanical issues during their
career at WMATA. When the order for the 7000-series
cars was placed with Kawasaki, an option for an additional 100 cars was exercised in 2013 with intent of replacing the balky 4000s despite their relatively young
age, rather than proceed with an extensive rebuilding
program slated to commence in 2014 that could have
resolved the issues. The order of 7000-series cars is
currently at 748 units, with the first entering service on
June 8, 2015, and are scheduled to replace the 1000-,
(Continued on page 14)
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4000-, and 5000-series cars by the end of 2020.
(Progressive Railroading, November 18; WMATA
press release, November 19)
North Carolina
The Rail Division of the North Carolina Department of
Transportation has awarded an additional $10 million to
improve freight rail and railroad crossing safety within
the state in 2017. The funding was added after severe
damage was incurred to a great deal of state rail infrastructure after Hurricane Matthew struck in October.
$7.3 million will go towards rebuilding a section of rail
line between Chadbourn and Whiteville, in addition to
other track and railroad crossing improvements. $1.7
million will be used to upgrade rail bridges in various
counties. The rest of the funding will go to other aspects
of infrastructure improvements. The added funding
brings the state’s total funding commitment to just under
$14 million towards rail improvements in 2017.
(trains.com, November 8)
Miami, Florida
Miami-Dade MetroRail was presented on October 246
with the first two of 136 new rapid transit cars in a $300
million contract with Hitachi Rail Italy at a manufacturing
facility that was built in nearby Medley, Florida. This rail
manufacturing company was the formerly known as the
Italian car builder AnsaldoBreda that was taken over by
Hitachi in November, 2015. The cars will replace the
original car fleet built by Budd/Transit America in 1983
for the system’s opening back on May 20, 1984 and are
all expected to be in service by mid-2019. (Railway Age,
October 24)
Chicago, Illinois
In support of the historic run of post-season playoff
games the Chicago Cubs baseball team played on its
way to winning its first World Series since 1908
(coincidentally the same year in which the Chicago,
South Shore & South Bend Railroad was founded), the
Northern Indiana Commuter Transportation District
(NICTD) operated an extra baseball special train on the
South Shore Line departing its Millennium Station in
Chicago an hour after the conclusion of each National
League Championship game held at Wrigley Field and
90 minutes after the conclusion of each of the three
World Series games held at Wrigley. The baseball extra
eliminated the need for baseball game attendees to wait
for the last regularly scheduled train departing Millennium Station at 12:45 AM, far too late for convenience.
The baseball train, named the “Cubs Extra,” operated
express from Millennium Station to Hegewisch and
made regular station stops from there to Carroll Avenue
in Michigan City, Indiana. During the entire postseason
run of the Cubs, South Shore Line trains displayed 11 x
13-inch white “classification flags” emblazoned with a
large blue “W” over the Engineer’s cab on the lead and
rear car. While not signifying the train as an extra, these
flags were displayed to commemorate a Cubs win at
Wrigley Field or away from home. The South Shore’s
Nippon-Sharyo-built electric multiple unit commuter cars
were all built with mounting brackets for classification
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flags which, in today’s world of dispatching, have fallen
into disuse. (Al Holtz, October 29)
Not to be outdone by NICTD’s South Shore Line, the
Chicago Transit Authority (CTA) rolled out an eight-car
train made up of 1976-8-vintage Boeing-Vertol 2400series elevated cars restored to their original appearance with wide red, white, and blue striping along the
sides below the windows. The vintage train made one
round trip from Howard departing around 3:45 PM and
operating southward to 95th Street/Dan Ryan Expressway, departing around 4:50 PM for the trip back to Howard prior to each World Series game. The interiors of
the cars were adorned with posters celebrating the historic Cubs season. Additional service was operated over
the CTA Red and Yellow Lines to handle the World Series crowds.
Seattle, Washington
Sound Transit has conducted three public meetings to
discuss the latest design for three Lynnwood Link light
rail stations that will be part of an extension project
bringing new service to neighborhoods north of Seattle.
Open houses were conducted in Lynnwood, Shoreline,
and Mountlake Terrace to give chances for the public to
provide feedback on the design of the new stations. The
Lynnwood Link light rail extension will extend the line by
eight and a half miles north to Lynnwood and Northgate
and is expected to open by 2023 and carry up to 75,000
passengers daily by 2035. (trains.com, November 10)
Modesto, California
In Modesto, trains are getting a major speed boost.
Thanks to improvements on a four-mile stretch of track
owned by Union Pacific, trains passing through the area
are now able to increase their speed from 40 to 60
miles per hour between Plaza Parkway and River Road.
The speed limit increase took effect on November 15
and the railroad has invested over $11 million on infrastructure improvements within the past decade to make
the change possible. Union Pacific plans to invest an
additional $120 million towards improving more tracks
throughout California in the remainder of 2016.
(trains.com, November 10)
San Francisco, California
Caltrain is working to reduce overcrowding on trains
by adding more passenger cars to rush-hour trains. The
commuter rail agency is planning to add an extra car to
three trains that currently operate as five-car trains, but
will soon each have a sixth car to expand capacity by
up to 200 passengers. All three trains with the additional
cars will be southbound trains from San Francisco.
(trains.com, November 10)
San Diego, California
The San Diego Metropolitan Transit System (MTS)
awarded a contract for 45 new S-70 class light rail vehicles (LRVs) to Siemens, boosting the number of Siemens LRVs on MTS to 244. The new LRVs will provide
a fleet expansion needed to operate the new 11-mile
extension of the Blue Line to UC San Diego currently
under construction. The new cars are expected to arrive
in late 2018. (Railway Age, November 1)
(Continued on page 15)
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St., Bronx
New (low) platforms were installed at the Port Morris station
A new four-track overpass was installed at E. 135th
Street, Bronx
A new four-track overpass was installed at E. 134th
Street, Bronx
A new four-track overpass was installed at E. 133rd
Street, Bronx
A new four-track overpass was installed at E. 132nd
Street, Bronx
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Toronto, Ontario, Canada
VIA Rail’s Toronto facility will receive a major upgrade
thanks to federal funding that has been allocated towards improving infrastructure. Canada has set aside
$34.4 million to improve numerous mechanical and
electrical systems, water treatment systems, and track
infrastructure, in addition to other things. James Maloney of the Parliament for Etobicoke-Lakeshore said that
the government’s investment in VIA’s Toronto facility will
“ensure the seamless and safe movement of passengers beyond Toronto’s borders by improving the transportation network as one of Canada’s busiest transportation hubs.” The money for the project was made possible because of an initiative on federal infrastructure
presented in the 2016 budget. (trains.com, November
10)
Metrolinx has filed a notice to cancel a contract worth
over $700 million for Bombardier to supply light-rail vehicles for new LRT lines currently under construction.
"There have been some concerns about Bombardier's
performance as there have been significant quality and
manufacturing issues that, to-date, have not been resolved," Metrolinx spokesperson Anne Marie Aikins told
CBC News. According to Metrolinx, the transit agency
has experienced issues with other Bombardier train orders in the past and decided that the best option moving
forward would be to file a notice of intent to cancel the
order.
Bombardier
spokesperson
Marc-Andre
Lefebvre told CBC News the notice of intent is a
"normal" part of the contractual process, but declined to
elaborate on the cause of the delay. The cancelling of
the light-rail order is not definitive as of yet, and issues
on the prototype light-rail vehicle still have the potential
to be resolved. The cars would not be needed for service until 2021. (cbc.ca, November 3)
Vancouver, British Columbia, Canada
A 6.83-mile-long extension to the Evergreen Line was
set to open to riders on December 2 and it will be connected to the existing SkyTrain system. The extension
project was funded in part by Canada, British Colombia,
and Translink. The project has cost C$1.43 billion to
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A new four-track underpass (exaggerated span)
was installed at Cypress Avenue, Bronx
According to a subsequent article published in the Engineering Record, all aspects of this reconstruction
project were in use by February, 1908. At that time there
were about two dozen New Haven Local round-trips
running on weekdays along Tracks 3 and 4 (expresses
would begin later); up to four “through” passenger trains
ran between Washington and Boston on Tracks 1 and 2
in cooperation with the Pennsylvania Railroad and numerous road freights on Tracks 5 and 6 which came off
the New Haven system to reach the car floats at Oak
Point (which also opened in 1908) and Harlem River
Terminal.
complete and is expected to benefit at least 70,000 daily riders by 2021. “We are thrilled that our customers
and neighbors across the Tri-Cities will soon have more
transit choices to seamlessly connect to the Metro Vancouver transit network,” said Kevin Desmond, CEO of
TransLink. “We are focused on ensuring a smooth transition for customers and continue to get ready behind
the scenes; testing the extension, planning the Community Celebration, and preparing for bus integration after
Evergreen opens.” (rtands.com, November 9)
London, England
Seven people were killed and over 50 injured in a fatal
trolley accident in London on the morning of Wednesday, November 9. It was reported that the trolley derailed and overturned in the south London borough of
Croydon at approximately 6:15 AM local time. The Operator was taken into custody on suspicion of manslaughter, according to local police. The last time a fatal
trolley accident occurred in the United Kingdom was
back in 1959, when three people died after a trolley
caught fire when it crashed into a truck in Glasgow,
Scotland, according to Britain’s Press Association.
(usatoday.com, November 9)
Budapest, Hungary
A contract has been planned by a Chinese developer
to create a 300-mile high-speed rail line between Budapest and Belgrade. Plans for the new passenger rail
service were recently unveiled at a finance summit between China and Central and Eastern European countries. Currently, traveling on the existing rail line takes
eight hours, but it is hoped that a new high speed line
would cut travel time down to two-and-a-half hours. The
new initiative supports improved connectivity between
Asia and Europe as explained by CCTV America. Further details on the project have yet to be disclosed.
(cctv-america.com, November 6)
Karachi, Pakistan
A fatal crash involving two trains carrying hundreds of
passengers has killed at least 20 people and injured
more than 60 in the Pakistani city of Karachi. Witnesses
described that a train stopped at the Quaidabad station
was struck by another train that ran into it on the morning of November 3. Officials have estimated that up to
(Continued on page 20)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from November, 2016 issue)
The morning dawned cloudy again, and we arose at
6:45. By the time we had breakfast at 7:15, walked to
the railroad station (we had found out about a back entrance), and boarded our meter-gauge Matterhorn
Gotthard Bahn (MGB) train at 8:23, the sun had broken
through. It turned out that the adjacent first class car of
our meter-gauge train was getting filled with mayors of
all the places we stopped at--for some kind of a meeting
or convention; they detrained at Obergesteln, one station before our destination. Our companion in the typical
knee-to-knee seating on Swiss regional locals turned
out to be a railfan whose English was reasonably good.
He was carrying a video camera for a day of photography and provided us with a little history of the lines of
the former Furka Oberalp railway, which we were riding
today — this one and its old route over Furka Pass that
is now a mostly steam-operated heritage line. We arrived at Oberwald at 9:37, right on time. There were
signs indicating where to board the Furka Steam Railway (DFB or Dampfbahn Furka-Bergstrecke in German), but first we had to pay for our reserved tickets,
which were waiting at the MGB station.
We had attempted to purchase tickets on the mostly
volunteer DFB Lines website. Our plan had been to ride
west from Realp to Oberwald on this date, but that train
had already been sold out when we inquired a few
months earlier, so we were fortunate that the morning
train in the other direction (eastbound) was available.
But every time I got to the Pay screen, my computer
would hang up. I eventually emailed DFB and a representative kindly indicated that our tickets would be waiting for us at Oberwald and we could pay when we
picked them up.
That accomplished, we got to the platform just as a
shuttle train from Gletsch arrived, with steam engine
No. 4 pulling two coaches and a diesel locomotive at
the rear. Four bright red coaches were already at the
platform and after some switching, including the reversing of the steam locomotive on the turntable (all duly
photographed), No. 4 was positioned in front of our four
-car train, while the diesel and the other two coaches
were on the adjacent siding, all facing in the right direction for scheduled service later in the day. Meanwhile
most of the passengers for our train were arriving by
automobile. Inspection of the coaches indicated that
computer-printed sheets were pasted on the backs of
the wooden benches displaying the names of the parties that would occupy them in large bold lettering. Our
seats were facing backward, but we were very fortunate
that the J.A. Timmers, who had reserved the seats opposite ours, were no-shows. Thus we ended up sitting
forward and had lots of leg room. Our 10:20 departure
was delayed, though, as a Glacier Express connection
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that left Brig at 9:18 was tardy and did not arrive until
10:29 (11), so we did not leave until 10:33. I was very
happy we had not used that as our connecting train, as
I would have missed all of the switching maneuvers and
the watering of the locomotive.
Operations over this mostly rack-and-pinion line was
discontinued when the Furka-Oberalp (now merged into
the Matterhorn Gotthard Bahn) completed the construction of a base tunnel from Oberwald to Realp in 1982,
making the steep old route through Gletch and the Furka Pass surplus. The original rack-operated line had its
own, albeit shorter, tunnel, and reached Gletsch in 1914
and Furka in 1925. The 11-mile-long route was electrified in 1941. But because of the difficult terrain, with
large amounts of snow and ice at its altitude (high point
over 7,000 feet), the line was impassible during the winter months and could not be operated. Each year one of
the railroads bridges had to be folded up, removed, and
transported away to avoid destruction from avalanches,
and then reinstalled, along with its overhead wire, the
following spring. Now, the 8.5-mile-long base tunnel
allows service to operate all year round.
Almost immediately a group of railfans formed the
Verein Furka-Bergstrecke to restore the old railway and
operate historically accurate vintage steam trains over it
during the summer. Part of the line was brought back
into service as early as 1992, with the entire DFB route
inaugurated to great fanfare in 2010. To operate the line
the organization obtained two cog-wheel locomotives
from Vietnam (Nos. 1 and 9), which had originally been
part of a group built by SLM in Winterthur, Switzerland
between 1923 and 1930. Another Swiss-built locomotive, No. 6, is on the roster, and a fourth steamer, No. 4,
which formerly operated over the route, is on loan from
MGB.
Our train immediately began climbing into beautiful
scenery. There were a few photographers on the first
hill, but we were soon in extremely rugged areas that
probably take great effort to access. I suspect the line
has been chased with fantastic results, but it is something that would have to be planned carefully, and most
likely would involve more than a single day if all the
most interesting spots were to be covered. I could not
see any sign that the line was ever operated with electrified overhead wire — the restoration is so good.
Meanwhile, the picture windows and especially the
open platforms made it possible to get some good photos from the train. Of course the windows were closed
prior to every tunnel and none of the riders made the
mistake of staying on the platform at those times. DFB
treats its passengers like adults. No “stay in your seats”
and ”you cannot stand on the platforms because safety
(Continued on page 16)
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is our number one concern.” It was very refreshing after
some of my experiences on U.S. museum lines.
We soon arrived at Gletsch, which translates to glacier. The town is dominated by the Hotel Glacier du
Rhone, a large resort. But Gletsch is not what it used to

An electric locomotive in push mode at the rear of an MGB train
westbound from Andermatt to Zermatt. Most of those detraining at
Oberwald were passengers for the Furka steam line.

be, as the glacier, once the largest in Europe, is rapidly
shrinking. In 1985 Clare and the kids stayed in the
town, and were able to walk to the ice field. Photos from
the beginning of the twentieth century show the blue ice
almost enveloping the town. Now you need binoculars
to really get a good look at the Rhone Glacier — it has
retreated so much that it can hardly be seen by the naked eye.

DFB 2-6-0 locomotive No. 4 pulling into Oberwald with the first
westbound train of the day, a shuttle from Gletsch, carrying few
passengers, but more importantly, the rolling stock for a midday
diesel-powered short turn return run. The western portal of the
Furka Base Tunnel is at left, including an unelectrified track that
connects the MGB mainline to DFB, the route we would traverse
shortly afterward — the original Furka-Oberalp Line.

The next three photos illustrate the switching that took place to turn the steam engine and place it on the point of our train to
Realp, while the diesel at the rear of the shuttle would end up in the exact same position after all its work.

No. 4, having pulled the shuttle equipment westward, is at rest
alongside the platform at left. The diesel locomotive that was on its
rear has already been detached and is shown in the right background at the throat leading to the station. It was moving toward
the camera to be placed on the eastern end of our train (at the
right platform). It then pulled our consist out onto the mainline
beyond the switch to the turntable, allowing the steam locomotive
to first pull ahead toward the camera and then back up over the
crossover.

After the diesel pulled our consist beyond the portal on the mainline, No. 4, now with an open path, backs eastward toward the
turntable, while . . .

(Continued on page 18)
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. . . a few minutes later, the diesel heads in the same direction back
to the throat after having been detached from our train's equipment. The diesel first pulled our consist from the platform out onto
the mainline beyond the switch to the turntable, providing the 2-6-0
with a route to leave the platform area and be turned. It then
brought the passenger cars of our train back to the platform. It will
now cross back over to the other track in order to be ready to pull
a later departure.

(Above and below) No. 4 being turned. The mainline track is at
right in the photo above.

After being turned No. 4 was attached to our train and now takes
on water.

The train stands, awaiting departure.

(Continued on page 19)
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The whistle has been blown signifying "all aboard" and after many
photographs of loved ones posing alongside the locomotive, a few
holdouts take one last picture before boarding.

Two displays of scenic splendor on the western end of the Furka steam line. The railway climbs from 4,481 feet at Oberwald to 5,781 at
Gletch along this 3-mile stretch, aided by many bridges and tunnels, a sample being shown above. A morning cloud dissipates above a
stream in the view on the right.

The Hotel Glacier du Rhone in Gletsch. The "Belle Epoch" resort
dates back to 1830. The green hills behind the hotel was once an
icy bluish white color during all seasons of the year, having been
covered by the Rhone Glacier in the years surrounding the turn of
the 20th century.
(Continued next issue)
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Around New York’s Transit System
Equipment Moves for Reintroduction of W Service
In connection with the restoration of W train service
on November 7, 2016 (see November Bulletin), the following transfers were made over the weekend of November 5-6:
● R-46 5822-45 (24 cars) from Pitkin to Jamaica
● R-160 9183-9222 (40 cars) from Jamaica to Coney
Island
See page 8 of this issue for car requirements.
Truck Damages Station’s Mezzanine
An October 27 advisory states that a truck hit and
damaged the Pennsylvania Avenue 34 station mezzanine in the morning. The overall steel structure and
the tracks are structurally safe, but 3 and 4 trains will
bypass the closed station for about four weeks while
repairs are made. Free shuttle buses are operating between the Pennsylvania Avenue and Van Siclen Avenue
34 stations at all hours.
Second Avenue Subway Progress Report
MTA still expects to open the Second Avenue Subway
on December 31 despite the slow progress testing elevators, escalators, and fire alarms. Crews were scheduled to install the final three of the 13 escalators at the
86th Street station by October 10, but were unable to
complete the work on time. Work at the 72 nd Street station is also behind schedule.
Service Changes for Myrtle Avenue Viaduct Repairs
Starting in the summer of 2017, NYC Transit expects
to demolish and rebuild the viaduct’s connecting curves
linking the M Myrtle Avenue “L” with the J/Z Broadway “L” and the New York & Atlantic Railway bridge east
of Fresh Pond Road. Starting July, 2017, M trains will
be rerouted until work is completed. On weekdays, they
will operate from Forest Hills /71st Avenue EFMR
to
Broadway Junction ACJLZ. During the afternoon
peak, several short-turns will operate between Forest

Hills/71st Avenue and Second Avenue F.
Alternate bus service will be provided to the closed
Myrtle Avenue M stations. J and Z trains will stop at
all stations between Broadway Junction and Marcy Avenue. Riding on L is expected to increase when M is
closed for reconstruction. NYC Transit expects to add
11 round trips on weekdays, 12 round trips during Saturday mornings and afternoons, and 27 round trips on
Sunday from morning to evening.
The 14th Street Tunnel, which was flooded during Superstorm Sandy in 2012, will be closed for repairs in
2019. When the tunnel is closed, it is expected that
JMZ riding will increase.
New York City revealed potential routings for the proposed $2.5 billion, 16-mile, 30-station streetcar line currently referred to as “BQX.” In Astoria, a “transit desert”
could be served with the BQX routed along 27th Avenue,
then south along 21st Street. Vernon Boulevard, Crescent Street, and 31st Street were identified as alternatives with a listing of the shortcomings of each. In Williamsburg, the BQX could run along Bedford Avenue
offering connection with the NYCT L. Kent Avenue,
Wythe Avenue, and Berry Street could be alternative
routings with lower traffic volumes competing for street
space but not offer the L connection. In Downtown
Brooklyn, the streetcar route would serve the site of the
former Brooklyn Navy Yard and pass through Cobble
Hill and Red Hook where a Columbia Street alignment
could offer a connection to the NYCT elevated station at
Smith-9th Street. The BQX would cross the Gowanus
Canal on a new transit bridge at 10th Street or 19th
Street, the latter possibly serving as a rout for bicycles
and pedestrians. Finally, the BQX could run down Second, Third, or Fourth Avenues in the Sunset Park section of Brooklyn, each of which has its strong points as
well as disadvantages as a route to carry the line to its
planned terminus at the Brooklyn Army Terminal.

Brooklyn PCC Cars’ 80th Anniversary

weather or through louvers under the seats in the winter. If the car was still cold, thermostatically-controlled
heaters took their power from the trolley wire.
PCCs’ circuits were complicated, but the old cars’ circuits were quite simple. Resistors hung under the car
were cooled by the breeze when the car was in motion.
Heaters were adjusted by the Motorman in accordance
with the Dispatcher’s orders.

(Continued from page 1)

had to be blown on them at all times when the car was
running, to prevent them from reaching excessively high
temperatures. A blower, which was interlocked with the
motor circuit, cooled these resistors. The waste heat
from the resistors was circulated through the thermostatically-controlled baffles outside the car during warm
Commuter and Transit Notes
(Continued from page 1)

1,000 people were aboard the two trains when the accident occurred. It is believed that a major contributing
factor to the accident is a lack of investment in railway
20

safety. Thousands of miles of track in Pakistan remain
from the past when it was constructed during Britain’s
control of the area and train accidents unfortunately are
very frequent. (yahoonewsdigest-intl.tumbler.com, November 3)
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THE MILEPOSTS OF THE
NEW YORK SUBWAY SYSTEM
by ERIC R. OSZUSTOWICZ
Many of us are familiar with the chaining
system for the tracks of the New York subway system. Each track on the system has a
marker every 50 feet based on a “zero point”
for that particular track. For example, the zero point for the BMT Broadway Subway is
just north of 57th Street-Seventh Avenue. The
southbound local track is Track A1. 500 feet
south of the zero point, the marker is
A1/5+00. One hundred fifty feet further south,
the marker is A1/6+50. If you follow the line
all the way to 14th Street-Union Square, one
will find a marker reading A1/120+00 within
the station. At this point, one is 12,000 feet
from the zero point located at 57th Street.
Each BMT and IND track uses the same
basic system, although the IND uses a zero
point for its tracks at the New York/New Jersey state line south of Staten Island. The IRT
uses a similar system where the last digit
denotes the track number and the remaining
numbers multiplied by 100 represent the distance from that track’s particular zero point.
The IRT system is further complicated by the
fact that the number 4 as last digit denotes
Track 1, the number 2 denotes Track 2, the
number 1 denotes Track 3 and the number 3
denotes Track 4. This is system known to
many of us. We will discuss some of the
more interesting examples. There is another
distance measurement system known to very
few.
At some point after the opening of the line
to Far Rockaway in 1958, another system of
measurement was added to the New York
subway system. Mileposts were placed on
the IND, BMT, and IRT at half-mile intervals.
These were not based on the abovementioned chaining system. Each of the
1

three former divisions (plus the Flushing and
Canarsie Lines) had one zero point. Most of
these signs have been removed due to various construction projects over the years and
were never replaced. Their original purpose
is unknown, but shortly after their installation,
they quickly fell into disuse.
Over the years, I have been recording and
photographing the locations of the remaining
mileposts before they all disappear completely. These locations were placed on a
spreadsheet. Using track schematics showing exact distances, I was able to deduce the
locations of the zero points. The Flushing
Line presented a particular problem, since I
was only able to locate one remaining milepost. Without this one milepost, it would have
been impossible to find the zero point for this
line.
The zero point for the IND is the bumping
block at the Far Rockaway station on the A
line (see photograph below). Every milepost
placed on the IND is based on this one zero
point. This is the only known actual zero
point sign that still survives. This is the furthest “railroad south” any train can travel on
the IND. The zero point for the IRT is the
leaving home signal going north at New Lots
Avenue on the 3 line. This station is the furthest “railroad south” any train can travel on
the IRT. The tracks continue beyond New
Lots Avenue into Livonia Yard, but mile post
zero is at the north end of the New Lots Avenue station.
The BMT is more complicated due to the
“loop” characteristic of Stillwell Terminal. The
zero point is the center of the Coney Island
(Continued on page 4)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from December, 2016 issue)
Haven Railroad). Ironically, for all the investment expended by the Pennsylvania Railroad on both of the
maritime terminals to be supported by the New York
Connecting Railroad, cutting-edge cable-suspension
bridges were installed only at Greenville, being placed
in service with its car floating operation that began moving cars to Bay Ridge by barge on December 22, 1909.
On the Brooklyn side of the Bay meanwhile, more
“conventional” pontoon floats were used on the equally
new transfer facility at the former 65th Street Ferry.
At this point it is worth reflecting on the evolution of
New York Harbor to date (1907), inasmuch as the railroad car floating trade had developed across its first 40
years. On the New Jersey side of the Hudson there
were six principal terminals, five of which were by then
equipped with car floating capabilities of one sort or
another. The oldest was the Jersey City (Port Liberty)
terminus originally established by CNJ in 1866, which
by then was shared with the powerhouse Baltimore &
Ohio along with the Philadelphia & Reading, all of which
had formed a cooperative triumvirate in 1886 to divide a
competing route to the Pennsylvania’s Northeast Corridor. The Erie and Delaware, Lackawanna & Western
(through predecessor companies) had been sharing the
so-called “Long Dock” terminus at Jersey City (near
Pavonia) since its beginning in 1861, but this location
even in 1907 still required trans-shipment between railcars and liter vessels, with a modest float terminal having been newly established near the Lackawanna’s new
Hoboken terminal earlier that year. All other surviving
New Jersey car floating venues to that time had been
the province of the mighty Pennsylvania: Harsimus
Cove and its (mostly passenger train) companion at
Paulus Hook, which was now supplemented by the new
Greenville facility. On the New York side, there were a
number of West Side (Manhattan) piers available as
destination points for the car floats, but this was not an
option for furtherance toward Long Island or New England. There were also two “dead-end” float terminals in
Brooklyn, the most noteworthy being that at N. 1st
Street in Williamsburg, which was operated on behalf of
both B&O and New Haven; and the recently opened
Lackawanna float at “Greenwood,” which had been established at the foot of 25th Street in 1906. Otherwise
the Long Island Rail Road remained “king of the hill” in
this regard, able to provide terminal connections or facilitate the furtherance of intact carload freight through
its extensive facilities at Long Island City, originated in
1861 and float-equipped in 1904, along with its newly

THE PENNSYLVANIA’S GREENVILLE YARD

Even before reconstruction engulfed the Harlem River
Branch, and while the Pennsylvania was left to hang on
its initial franchise application by the City of New York,
construction was proceeding at full speed on the massive yard at Greenville, New Jersey in judicious anticipation that the New York Connecting Railroad would
soon ascend from the planning stage to reality. This
was especially so once the massive excavation work by
Henry Steers Company had commenced at the site of
Pennsylvania Station in Manhattan after the summer of
1904, as many tons of its “spoil” (tailings) were transported to the Greenville site by barge where the dredging out of an artificial bulkhead was quickly being completed. Once there, it was used along with other copious quantities of general rip-rap (including a generous
helping of New York City garbage) to create a manmade island that measured two miles long by one mile
wide, quite literally at the edge of New York Bay. At the
same time, other artificial fills were created to support
the eastward extension of PRR’s New York Bay Railroad from Oak Island Junction into the new facility. By
the end of the 1906 construction season things had taken shape nicely at Greenville Yard, but even so, the
company’s stubborn process in obtaining its city franchise was still being played out. By all indications these
troubles were overcome at last in March, 1907 (at
which point that long-sought and well-planned concession was finally obtained) and initial operations at
Greenville Yard commenced. It was concurrently at this
time that the Long Island Rail Road and the smaller but
steadfast Sea Beach Railroad worked a swap of terminal facilities which granted that inbound railcars from
Greenville could be berthed at an improved facility on
the Brooklyn side. Since the 1895 reconfiguration of
Bay Ridge LIRR’s car floating operations continued to
be performed through the enlarged-but-geographicallyconstricted “65th Street Ferry” terminal, which had tight
curves and limited additional space. To counteract this
operational limitation LIRR bought out the adjacent pierage of the New York & Sea Beach in March, 1907, in
exchange providing it with the property to establish a
wholly new bayside terminal at the end of 63rd Street. In
the end this even greater expansion at 65th Street provided the joint Pennsylvania/LIRR operation with a superior basis for marine transfer operations, and better
yet a straight shot from the new Bay Ridge car floats
onto the Manhattan Beach Division that was easily sufficient to support the long strings of freight cars that were
expected to form the through freights to be created in
the years to come (and moved northward by the New

(Continued on page 3)

2

ERA BULLETIN — JANUARY, 2017
From Recognition to Dominance

Section 2, much like the methodology followed on the
Harlem River Branch in the Bronx. In the year 1907,
new street bridges were opened for use (along with the
open cut beneath) at 18th Avenue and 53rd Street, 52nd
Street, E. 3rd Street (near the former Parkville depot
site), and Flatbush Avenue on Section 1, the last including a newly-depressed passenger station at Vandeveer
Park. On Section 2 new railway overpasses (and street
underpasses) were placed in service, along with the
attendant right-of-way elevations, at E. 83rd Street
(formerly Wyckoff Avenue) in East Flatbush; at New
Lots Road on the boundary between Brownsville and
Canarsie (joined to the rapid transit elevated structure
recently built for the Canarsie Railroad); and at Rockaway Avenue. Opening of the latter concurrently resulted
in the closure of existing grade crossings on either side
of it at Rockaway Parkway and “The Mill Road,” a former Dutch colonial trail that was also being erased by
Brooklyn’s street grid reconfiguration. Other milestones
that were achieved during this time along Section 1 involved the elimination of three at-grade railway crossings and one major interlocking. The latter, at LIRR’s
meeting point with BRT’s Culver Line on Gravesend
Avenue, was the first to be replaced on September 19,
1906 with a new bridge, followed by the Manhattan
Beach Division’s intersection with the West End Line at
New Utrecht Avenue (once the site of “Bath Junction”)
on July 16, 1907. In both cases new overpasses carried
the street and their associated rapid transit lines over
LIRR, but for the Culver Line, physical track connections were also provided with the newly-depressed
LIRR at Parkville Junction that ultimately survived for
several decades. Lastly, where the Manhattan Beach
Division had crossed above the former Brooklyn, Flatbush & Coney Island Railway near Avenue H & E. 16th
Street since 1878 (with no physical connection), overall
depression of the LIRR alignment repositioned it beneath its counterpart as of January 17, 1908 due to a
coordinated effort between the Grade Crossing Commission, BRT, and LIRR that simultaneously resulted in
elevation of the Brighton Line in that area.
Meanwhile, a parallel project initiated by the Brooklyn
Grade Crossing Commission involved equally extensive
re-engineering of BRT’s “Brighton Line,” including the
total elimination of its many grade crossings in a 7-mile
stretch from St. Marks Avenue in Crown Heights to
Sheepshead Bay. Like that on the Manhattan Beach
Division, this effort was divided into three sections, each
with its own distinct topographical characteristics, but
unlike the other job, the third, southernmost section was
to be expanded substantially and used as a basis for
the complete relocation of the Long Island Rail Road’s
Manhattan Beach Branch. In time this would permit the
complete disposition of its original grade-level survey,
as laid by Austin Corbin’s New York & Manhattan Beach
Railroad in 1876-7. When the Brighton Beach Railway
was extended to make a physical connection with the
Kings County Elevated in 1896, this was accomplished
rather quickly by erecting a stiffly-graded steel ramp and

(Continued from page 2)

expanded Bay Ridge yard at the former 65th Street Ferry. This latest facility would not in fact be operationally
complete for a few more years, but when finished it
would far outshine the parallel, relatively modern 63rd
site, which from 1907 to 1916 consisted only of two long
piers that were controlled by the Brooklyn Rapid Transit
Company.

NEW YORK CONNECTING RAILROAD
PHASE 1-B, CAPITAL UPGRADES ACROSS
BROOKLYN, INCLUDING RECONSTRUCTION
OF THE BRT BRIGHTON LINE

After bids were received and a contract awarded in
March, long-running reconstruction along the entirety of
LIRR’s Manhattan Beach Division, work that was collectively entitled the “Bay Ridge Improvements,” formally
commenced on May 19, 1905 near the previous site of
the Parkville station. It would be more than a full decade
before this overall effort concluded, but by November of
that first year dirt was already flying across the borough
of Brooklyn on both of the line segments involved,
which varied from three to five track miles in length and
had unique topographic relationships with their surrounding landscapes. Unlike the project of similar nature in the Bronx, a much better record of progress for
this undertaking survives in the form of a report from the
Brooklyn Grade Crossing Commission, dated April 30,
1918. Within, the two portions were described as such:
● “Section 1” consisted of expanding and improving
the original open cut from Bay Ridge into what had
been the plains of New Utrecht, as well as widening
and/or depressing approximately 5¼ miles of existing grade level right-of-way from the 65th Street Ferry to Troy Avenue (a recent survey) through portions
of the latter-day Bay Ridge, Bensonhurst, Borough
Park, Mapleton, and Flatbush neighborhoods of
Brooklyn. Project scope in this section included the
addition of 29 new street bridges (railway underpasses) and 2 pedestrian bridges and the rebuilding
of 4 existing street bridges
● “Section 2” consisted of widening and elevating approximately 3 miles of the original grade level rightof-way from Troy Avenue to New Lots Road through
portions of the latter-day Flatbush, East Flatbush,
Flatlands, and Canarsie neighborhoods of Brooklyn.
Project scope in this section included the addition of
10 new street underpasses (railway bridges)
The most immediate action of any public consequence
during 1905 was the closure of two existing grade
crossings in Section 1 that were located at streets being
deleted in favor of Brooklyn’s developing thoroughfare
grid. One was Kouwenhoven Lane between Tenth and
Eleventh Avenues in Borough Park; the other was
Amersfort Place (formerly Flatbush Road), situated between Nostrand and Flatbush Avenues. Otherwise the
expanded cut progressed along Section 1 all through
1906, with its spoils being used to build the elevation on

(Continued on page 17)
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The G Crosstown Line offered a complication since the line has no
direct track connection to the IND line from Far Rockaway. The junction with the E line occurs at Queens Plaza where the chaining is
D4/1250 and is at mile 26.8 from Far Rockaway via the E and A
lines. E2/26.5 is at E2/1234, or 1,600 feet from D4/1250 (track E2
merges into track D2). The distance is approximately 0.3 miles from
that point. The mileposts go down from Queens Plaza, so the milepost is 26.5 at this point.
Eric R. Oszustowicz photograph

The IND zero point marker is seen here in the lower right at the
Far Rockaway bumping block. The track number is F3A and the mile
marker is 0.0. All IND mile posts are based on this location.
Eric R. Oszustowicz photograph

The last milepost on the 5 line is just north of the Dyre Avenue
station. It reads Y2/26.0 which signifies that a trip from New Lots
Avenue via the Seventh Avenue Line to this point is 26 miles.
Eric R. Oszustowicz photograph

A few surviving mile posts are in public view. Above, we are looking at mile post B3/23.5 located in the middle of the 47th-50th StreetRockefeller Center station. This mileage is not based on the mileage
from Far Rockaway. The mileage for the A line at 59th StreetColumbus Circle at the south end of the station is 24.32 miles (from
Far Rockaway). The mileage for the Sixth Avenue Line is based from
this point and goes down. Therefore, a B or D train that left 59th
Street traveled 0.82 miles to reach this point. The Eighth Avenue Line
between Jay Street-Metrotech and 59th Street-Columbus Circle is
about 400 feet longer than the Sixth Avenue route, so the Sixth Avenue mileage is not based at Jay Street.
Eric R. Oszustowicz photograph

station. The base mileposts for the BMT are based on
traveling from this point over the Sea Beach Line because it travels the longest distance to DeKalb Avenue.
The mile posts for the West End and Brighton Lines do
not begin at Coney Island, but rather they count down
from where they switch off from the Sea Beach (N)
Line. The mileposts along the J line are based on the
mileage along the Sea Beach Line, via the Montague
Street tunnel and then via the Nassau Street Line. For
the Canarsie Line, see the line by line explanations.
The Flushing Line was considered an entity unto itself
(Continued on page 5)
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for milepost purposes. The zero point was located at the
bumping blocks just west of Times Square prior to the
line’s extension to 34th Street-Hudson Yards.
Below is a partial list of mileposts that are still visible
today.

(Continued from page 4)

LINE
Fourth Avenue
Seventh
Avenue IRT

A

Above is a photograph taken during the mid-1960s just north of
the Eighth Avenue station on the Sea Beach Line. It reads E3/5.0. The
chaining from here (E3/555) to the center of the Coney Island station
is exactly 5 miles. The Sea Beach Line is the basis for the mileage of
every BMT line with the exception of the Canarsie Line. This sign has
long since been removed.
Bernard Linder collection

LOCATION

MILE
POST

NOTES

Approximately 600
feet south of 86th
4
Street on Track F1
Approximately V4109 south of Chris10
topher Street
**V4 15 feet north of
560+00 at 23rd
11
Street
**V1 & V2 at 34th
11.5
Street
**Far Rockaway
0
block F3A-940
&& South end of B.
60th Street at F3A2
834
South of BroadwayEast New York
13
Track A1
Lafayette Avenue
17
A4/A3-732

South of HoytSchermerhorn on
Track A4

Jay Street A4-786=Milepost
18.04
17.5 See F for its Jay Street
notes and text

A3-890 300 feet
18.5
south of High Street
South of Chambers
20
Street Track A4
** South end of W.
21.5
4th Street Track A1
th
A3-995 south of 14
59th Street A3-1118=
22
Street
Milepost 24.32
135/145 A4-1339

28.5

A train of Standards is rounding the curve into Seneca Avenue and
A4 1392
29.5
is also about to pass milepost M1/18.5. This milepost is based on a
Track A3 homeball
32
trip from Coney Island via the Sea Beach Line, the Montague Street
north of 200th Street
tunnel, and the Nassau Street Loop.
Bernard Linder photograph Proof of A Mileage — F3A-940 to F4-432 (Far Rockaway-Rockaway
Boulevard) is 9.62 miles; K2-543 to K2-467 (Rockaway Boulevard to
north of Euclid Avenue) is 1.44 miles; A1-418 TO A3-1541 (north of
Euclid Avenue to 207th Street bumping block) is 21.27 miles. Total mileage is 32.34 miles.
Brighton

Canarsie

Few mileposts remain on elevated structures, but this is the only
example known of a milepost actually on an elevated platform. We
are looking north at 111th Street on the JZ lines.
Eric R. Oszustowicz photograph

5

&& South of
Sheepshead Bay
2.5
Track A4
&& A2-448 north of
7
Parkside Avenue
&& Track A3 north
7.5
of Prospect Park
&& Diamond crossover north of Rocka- 16
way Parkway
North of E. 105th
16.5
Street
North of Bushwick18.5
Aberdeen Q2-394
West of Wilson
19
Avenue

(Continued on page 6)
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LINE

(Continued from page 5)
LINE
Canarsie
(Continued)

LOCATION

MILE
POST

** Halsey Street
near 8-car marker
Track Q2

19.5

North of Myrtle
Avenue Track Q1

20

East of Lorimer
Street
Track Q1 leaving
Bedford Avenue
Concourse

North of Kingsbridge Road
400 feet north of
Fordham Road
th

South of 174 175th Streets

NOTES

23
33.5
33
31.5
31

Flushing

C1 2.0/101+30 50
feet south of
Vernon-Jackson

2

Crosstown

** Court Square
station E2-1234

26.5

Dyre Avenue

40 feet north of
Dyre Avenue

26

Proof of New Lots Avenue to Dyre Avenue mileage: E460-E120+50
(New Lots Avenue to Borough Hall) is 6.428 miles; K297-K172
(Borough Hall to Park Place) is 2.367 miles; V172-V0 (Park Place to
north of Times Square) is 3.257 miles; B197+57-B343 (north of Times
Square to north of 96th Street) is 2.754 miles; F0-W365 - F becomes W
north of E. Tremont Avenue (north of 96th Street to the 2/5 split north
of E. 180th Street) is 7.404 miles; Y143-Y343 (2/5 split north of E.
180th Street to north of Dyre Avenue) is 3.787 miles. Total mileage=26.0 miles.
For E460, E is the track designation and 460 is the survey marker. Add
two zeros for actual footage. E460 is 46,000 feet from the north end of
the curve leaving Fulton Street on the Lexington Avenue Line. K297 is
29,700 feet from the north end of Times Square, where the original
1904 line turned north onto Broadway. B197+57 is 19,757 feet from the
south end of Brooklyn Bridge on the Lexington Avenue Line. See 5
notes regarding Dyre Avenue chaining zero point.
F B1/B2
and B3/B4
on 6th Avenue

North of 7th Avenue-9th Street on
B3

16

Rutgers Tube

19

Track B3 opposite
B4 end of trailing
point switch north
of BroadwayLafayette Street

21

** 47th-50th Street
station Track B3—
center of station

23.5

Track B4 100 feet
south of switch
approaching 59th
Street-Columbus
Circle

24

MILE
POST

NOTES

J1-31+00 north of
13
Canal Street
J1-58 south of
13.5
Essex Street
J2-490 south of
21.5
85th Street
th
** Middle of 111
Street station
23
Track J1
Lexington
** Bleecker Street
10
Avenue Line Track 1 56+50
North end Seneca
M
18.5
Avenue M321
Proof of M mileage to milepost 18.5: E819-E532 (Coney Island to
south end of interlocking at 59th Street-4th Avenue) is 5.435 miles; F532
-F314 (59th Street to south end of interlocking at DeKalb Avenue) is
4.129 miles; B370-B275 (south end of DeKalb Avenue Interlocking to
Nassau Street Connection in Montague Street Tunnel) is 1.8 miles;
R275-R218+90 (Nassau Street Connection in Montague Street Tunnel
to south end of Chambers Street) is 1.0625 miles; J1+84-J236 (*R
chaining and J chaining overlap by 184 feet) (south end of Chambers
Street to Broadway-Myrtle Junction) is 4.435 miles; M236-M321
(Broadway-Myrtle Junction to north of Seneca Avenue) is 1.61 miles.
Total Mileage=18.4715 miles + overlap of 184 feet (.0348 miles)=18.5
miles. The overlap was added to their calculation for an unknown reason—this also affects the J calculation.
Queens
D4-1208 53rd
26
Boulevard
Street Tunnel
**D1 Steinway
Street middle of
28
station
**D1 46th Street 3
28.5
cars in
**D4 1620+50
north end of Union 33.5
Turnpike station
&& Approximately
Sea Beach/ 12th-13th Avenue
4
Broadway
north of New
Utrecht Avenue
E3-555 south of 8th
5
Avenue
F4 600 feet north
of south-facing
7
homeball north of
36th Street
F3-329 south of
DeKalb Avenue
after first curve
9.5
leaving DeKalb
Avenue
A3/A4 75 feet
north of 154 homeball signal (6th
Avenue tracks
leaving Manhattan
10
Bridge) and A4th
289 (6 Avenue
approach to Manhattan Bridge)
** 28th Street 8-car
15
marker Track A1
30 feet south of
49th Street Track
16
A1
Track A1 entering
16.5 Based on mileage via tunnel
57th Street
(Continued on page 7)
J

22.5

C3/4-1469 south of
170th Street

LOCATION

Jay Street B4-786=MP
18.11; see A Jay Street note
and text
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vey markers used by the Track Department. Their survey marker at this point is 122+00. The passenger line
(Continued from page 6)
begins at Y143+00 (Signal Department stationing)
where 2 and 5 split and gets higher from there. The
MILE
LINE
LOCATION
NOTES
POST
line to Dyre Avenue was once part of the New York
Proof of Sea Beach Line mileage from center of Coney Island to north
Westchester & Boston Railway (NYW&B). The station
th
th
end of 57 Street-7 Avenue via Montague Street Tunnel: E819-E532
for the NYW&B is east of the E. 180th Street 25 stath
th
(Coney Island to south end of interlocking at 59 Street-4 Avenue) is
tion and still has trackage. The tracks currently end one
5.435 miles; F532-F314 (59th Street-4th Avenue to south end of interlocking at DeKalb Avenue) is 4.129 miles; B370-B173 (south end of
block north of Tremont Avenue at approximately
DeKalb Avenue Interlocking to south end of Prince Street Interlocking)
Y129+05 (Signal Department stationing) and Y90+00
is 3.731 miles; A173-A4 (south end of Prince Street Interlocking to north
(Track Department stationing, no longer used). When
end of 57th Street-7th Avenue) is 3.20 miles. Total mileage=16.5 miles.
the city took over the line in 1941, the tracks went much
South of Bay 50th
further south to a connection with today’s Amtrak line.
West End
Street parallel to
1
Stillwell Yard
The connection was just south of E. 174th Street. South
79th Street station
of the former NYW&B station at E. 180th Street, only the
3.5
at D3/4 634
Track Department stationing appears on the schematic.
White Plains && North of 225th
The railroad connection was located at Y53+00 with a
25.5
Road
Street
derail at Y54+00. The schematic ends at Y52+00, which
was 5,200 feet from some point. This point was the porKey:
tal for the Pelham Line north of Hunts Point Avenue.
** The milepost is within station limits and is visible to the public
The Track Department’s chaining was a provision for
&& The milepost is between stations, but visible from a passing train
during daylight hours since the line is outdoors. All others are between connecting today’s 6 line to the Dyre Avenue Line, but
stations and are only visible from the front window of a moving train
what was the Signal Department’s plan? Their stationNote:
ing was 3,950 feet higher than that of the Signal DepartIf a listing is italicized, this is a milepost that no longer exists, but was
ment. 3,950 feet south of the Pelham Line portal is the
visible in vintage photographs
Following is a line by line explanation of the milepost street bridge at Leggett Avenue, which is exactly 14,300
feet south of Y143, where the 5 line splits from the 2
system with unusual chaining information included:
1: The mileage for this line rises from Chambers line. This is the location of the northern end of the Oak
Street based on the mileage from New Lots Avenue. Point Freight Yard. Perhaps they had a Second Avenue
South of Chambers Street, the mileage descends, but subway connection in mind. Perhaps that is as far the
NYW&B tracks went at the time in 1941. It is all irreledoes not reach zero.
2: The mileage for this line rises from Nostrand vantth now. The NYW&B was torn down south of the E.
(Rogers) Junction based on the zero point at New Lots 180 Street station and there is nothing to connect to
Avenue via Seventh Avenue. The mileage descends anymore. The “ghost” survey markers no longer exist as
far as I know. In any case, that is why Y143 is Y143**.
towards Flatbush Avenue but does not reach zero.
expla3: Since this line starts at New Lots Avenue, all mile- Below are two schematics to back up the above
th
nation.
(**After
the
rebuilding
of
the
E.
180
Street
age is based on that point via the Seventh Avenue Line.
4: From Utica Avenue (New Lots Avenue during the switching complex north of the station, the northbound
overnights), the mileage ascends towards Woodlawn switch to the Dyre Avenue Line was moved south apbased on the New Lots Avenue zero point via Lexington proximately 200 feet to stationing Y141. Since the mile
post system was based on the original alignment, we
Avenue.
5: The mileage for this line rises from Nostrand are using Y143 as the division between the 2 and 5
(Rogers) Junction based on the zero point at New Lots lines for the northbound track.)
Avenue. The mileage descends towards Flatbush Avenue but does not reach zero. Once reaching 149th
Street-Grand Concourse, the mileage is based on the
distance along Seventh Avenue. Mile post 26.0 is just
north of Dyre Avenue. The Dyre Avenue Line has a
unique chaining formula (not concerning mile posts), so
we will discuss this below.
The standard chaining of the Dyre Avenue Line is anything but straightforward and is somewhat bizarre.
There is a point north of E. 180th Street where the line
enters straight track and the right-of-way has no curves
Above was the schematic for the southern end of the Dyre Avenue
Line where it connected to today’s Amtrak line from Boston. The
for the remainder of the route to Morris Park. This is at
th
survey maker 161+05. According to the schematics pro- “ghost” chaining referred to above was used south of E. 180 Street.
Eric R. Oszustowicz collection
duced in 1966, this is the Signal Department’s survey
marker. South of here, there were alternate “ghost” sur(Continued on page 8)
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Above is a 1966 schematic showing the tracks south of Morris Park
where the two chainings overlapped south of Y161+05. The signals
use the chaining based on the Y161+05. The schematics used both to
the south end of the NYW&B station at E. 180th Street. South of E.
180th Street, only the Track Department’s chaining (stationing)
appeared.
Eric R. Oszustowicz collection

6: The mileage is based on the distance from New
Lots Avenue, but via Lexington Avenue.
7: This line has its own zero point, which is located
just west of the Times Square station and goes north
(east). The 34th Street-Hudson Yards station opened
after the milepost system fell into disuse.
Grand Central-Times Square Shuttle: There are not
any known mile posts, but they most likely would have
been based on a trip north along Park Avenue South
from New Lots Avenue.
A: Since the A line is home to the zero point of the
IND at Far Rockaway, it is relatively simple as the last
milepost (32.0) is located just south of the 207th Street
station. The mileposts on the branch to Rockaway Park
go down from Hammels Wye but do not reach zero. The
mileposts on the line to Lefferts Boulevard go down
from Rockaway Boulevard but do not reach zero. The F
chaining from the Rockaways ends at Rockaway Boulevard (Liberty Junction) at F432. The chaining continues
up the former LIRR Ozone Park Branch. Just south of
the Jackie Robinson Parkway many years ago, there
was a sweeping connecting track that turned west off

the Ozone Park Branch and joined the Montauk Branch
of the LIRR just west of Woodhaven Boulevard. Today,
a road leading to three baseball fields east of
Woodhaven Boulevard was built over the former rightof-way for this connection. The chaining went over this
connection reaching zero in Long Island City, 8.18 miles
or 43,200 feet from Liberty Junction. At Liberty Junction,
the K chaining takes over at K543. This was the chaining for the former Fulton Street elevated (abandoned in
1956), which continued down Liberty Avenue, Euclid
Avenue, Pitkin Avenue, Snediker Avenue, Fulton Street
(abandoned south of Rockaway Avenue in 1940), and
over the Brooklyn Bridge to Park Row. From Rockaway
Boulevard, this trip was 54,300 feet to Park Row.
B: This line uses the BMT mileposts from Brighton
Beach and the IND mileposts from Broadway-Lafayette
to Bedford Park Boulevard (see the D, F, and Q explanations).
C: This line shares the A mileposts.
D: South of 36th Street, the mileposts go down based
on the Sea Beach Line milepost at 36th Street. The
West End Line mileposts do not reach zero. Mile 1.0
was located at the bottom of the hill south of Bay 50th
Street. Between 36th Street and Coney Island, the West
End Line is 2,600 feet shorter than the Sea Beach Line.
From 36th Street to the Manhattan Bridge, it shares the
Sea Beach mileposts. The mileposts were installed prior
to the Chrystie Street Connection, so there are no mileposts upon leaving the Manhattan Bridge and until
Broadway-Lafayette is reached. From there, the F IND
mileposts are used from Broadway-Lafayette to 59th
Street (see the F explanation). Upon entering 59th
Street, the mileposts are based on the distance from
Far Rockaway.
E: From World Trade Center, the mileposts are based
out of Far Rockaway. In Queens, mileage is based on
the longer local route between 36th and 65th Streets. No
mileposts have been observed on the Archer Avenue
Line, since the milepost system was already defunct
when the line opened in 1988.
F: When the Church Avenue Connection opened to
Ditmas Avenue, the IND chaining prevailed (B1-B4
tracks replaced C1-C4 tracks) and it is also assumed
that the mileposts south of Church Avenue would have
been based on the IND system going down from 59th
Street. No mileposts are visible south of Church Avenue. Once reaching Church Avenue, the mile posts rise
as one goes north and up Sixth Avenue. The Sixth Avenue mileage is based at 59th Street-Columbus Circle
and goes down from there. At Jay Street, the milepost
for the F line in the middle of the station at B4-786 is
approximately 18.11, but the A milepost across the
platform at A4-786 is approximately 18.04, the reason
being that the distance via Eighth Avenue to 59th StreetColumbus Circle is approximately 400 feet longer than
the Sixth Avenue route. South of W. 4th Street, the A and
B tracks meet via a connecting ramp at A962+54/
(Continued on page 9)
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system was already defunct when the line opened. Beyond East New York, the mileposts are too low by about
900 feet and there is no explanation for this other than
an error in placement. This is the only location on the
system where a variance occurred. The J line once
terminated on an elevated structure at Jamaica Avenue
and 168th Street. The bumping block at 168th Street was
at survey marker J696, or 69,600 feet (13.18 miles)
from the south end of Chambers Street.
L: This line uses mileposts that ascend from the
Rockaway Parkway end. The first visible milepost is
16.0 at the diamond crossover leaving Rockaway Parkway. The mileage at the south end of Broadway Junction is approximately 18.0. The J line, which passes
below at this point has a mileage of about 18.91. It was
assumed that the L mileposts used Broadway Junction
as the point to join the BMT milepost system, and rise
or descend from this point, but it is off by about 0.91
miles. Perhaps by coincidence or not, the radius of 16.0
miles from the north end of Rockaway Parkway roughly
touches the same IND chaining zero point south of Staten Island.
M: Along the Queens Boulevard Line, this line uses
the E mileposts, the F mileposts along Sixth Avenue,
and the J mileposts to Broadway-Myrtle. They then
ascend to Metropolitan Avenue.
N: This line uses the BMT zero point from the center
of the Coney Island station to Canal Street via the Manhattan Bridge. The mileposts in Manhattan north of Canal Street are based on the distance via the Montague
Street Tunnel. The route over the Manhattan Bridge is
5,600 feet shorter than the route via the tunnel.
Q: The mileposts south of DeKalb Avenue descend
based on the Sea Beach Line milepost at DeKalb Avenue. The mileposts do not reach zero. The distance
from DeKalb Avenue to Coney Island is approximately
1,400 feet shorter than that of the Sea Beach line. The
line shares the mileposts of the Sea Beach Line north of
DeKalb Avenue. The mileposts in Manhattan north of
Canal Street are based on the distance via the Montague Street Tunnel.
R: In Queens, the E mileposts are used. Once beyond Queens Plaza going southbound, the BMT mileposts gradually descend based on the Sea Beach mileposts via the Montague Street Tunnel, but never reach
zero due to the fact the R line branches off from the N
line at 59th Street. The lowest visible milepost is 4.0 just
south of the 86th Street station. From 59th Street, the N
line reaches its 4.0 marker north of New Utrecht Avenue
and 0.0 at the center of Coney Island station.
Franklin Avenue Shuttle: The mileposts for this line
ascend from Prospect Park based on the mileage for
the Q line.

(Continued from page 8)

B951+40, a difference of 1,114 feet from Jay Street.
The distance from W. 4th Street to 59th Street via Eighth
Avenue is shorter due to the diagonal running under
Greenwich Avenue. Just south of 59th Street, the survey
markers merge at A1110+50 and B1106+32, a difference of 418 feet. The Eighth Avenue survey markers
prevail after this point, but this track is for the B and D
lines, not the F line. The F line continues up Sixth Avenue and then across 63rd Street in Manhattan and 41st
Avenue in Queens where there are no mileposts since
this section opened in three segments (to 57th Street,
then 21st Street-Queensbridge, and finally to 36th Street)
after the milepost system was defunct.
The F line has two chaining oddities. The express
tracks take a shorter route between Seventh Avenue
and Church Avenue in Brooklyn, but the survey markers
match for the express and local tracks at both stations.
Going south, the express track structure separates from
the local track structure just south of Seventh Avenue at
survey marker 647+25.7. This one point has an additional survey marker of 640+55.9. On Tracks B3 and B4
one will not find any survey markers between these two
numbers as they jump 669.8 feet so that the survey
markers match again as the tracks enter Church Avenue. As a note, the line is double-decked from north of
Church Avenue to 1,100 feet north of Fort Hamilton
Parkway. The express tracks take the shorter route from
this point.
The second oddity is in Queens (for both the E and
F lines) between 36th Street and 65th Street, where
once again, the express tracks (D3 and D4) take the
shorter route, this time under Northern Boulevard. The
structure is double-decked from survey marker 1361,
which is in the Northern Boulevard station, 300 feet
from the south end. At approximately the point where
the lower level structure meets the upper level structure,
the survey markers on D3 and D4 tracks jump from
1340+56.546 to 1356+84.501 at the same point. The
local route is exactly 1,627.955 feet longer than the express route. This is why the survey markers match at
36th Street & 65th Street, the two stations where the local and express lines run with each other.
G: This line uses the F mileposts from Church Avenue. North of Bergen Street, the mileposts are based at
Queens Plaza and go down from there.
J: This line uses mileposts based on the Sea Beach
Line, then the distance via the Montague Street Tunnel
and then via the Nassau Street Line to north of 121st
Street, where the connection to Archer Avenue was
placed in service in 1988. No mileposts have been observed on the Archer Avenue Line, since the milepost
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Commuter and Transit Notes

No. 338
by Ronald Yee, James Giovan, and Alexander Ivanoff

Metropolitan Transportation Authority
MTA has unveiled options for needed increases to
fares and tolls over the next two years of less than 4
percent — or an average of 2 percent annually, consistent with the financial forecast made in July. MTA’s
continued discipline in keeping costs down has resulted
in the lowest increase since 2009, when MTA committed
to a biennial schedule to keep adjustments as small and
predictable as possible.
According to MTA Chairman and Chief Executive Officer Thomas F. Prendergast., fare and toll revenue cover just 51 percent of MTA’s $15.6 billion annual operating budget. MTA has achieved nearly $1.8 billion in
2016 annual savings, with more cost-cutting planned
every year to hold increases to a minimum.
The proposals were the subject of eight public hearings across the MTA region in December, 2016. The
MTA Board will review public input before a final proposal is selected and voted on by the full Board in January. The new fares and tolls will take effect on March 19,
2017. (MTA press release, November 21, 2016)
MTA Long Island Rail Road
LIRR released its Environmental Impact Statement for
public comment regarding the third track and grade
crossing elimination project on 9.8 miles of the main line
between Floral Park and Hicksville. Costing an estimated $2 billion, the expansion would enable LIRR to offer
constant bi-directional train traffic and enable express
trains to bypass locals. Seven grade crossings would be
eliminated, vastly improving safety for both trains and
motorists and finally banishing to the history books the
train horns and constant traffic jams generated by
crossing gates being down for long periods of time during rush hours with trains passing through on close
headways. Amazingly, this plan would not require any
residential property acquisitions as the railroad worked
closely with local communities and outreach programs
to residents alongside the right-of-way. The reconstructed tracks would also feature sound-walls to reduce train
traffic noise in surrounding communities, upgraded stations, and additional parking. Comments will be accepted through January 31, 2017 (MTA website, Progressive Railroading, November 28-29, 2016)
MTA Metro-North Railroad
Metro-North completed the upgrading of its Fordham
station, doubling the width of its northbound platform
and adding a stairway from Fordham Road. On the
north end of the southbound platform, a new street level
entrance was built leading directly to Webster Avenue at
E. 193rd Street. Artwork was added to beautify the station, which is the busiest reverse commute station on
the system. (Al Holtz, November 29, 2016)
NJ Transit
Member Randy Glucksman, Chair of the Metro-North
Railroad Commuter Council, observed a shortcoming of
10

the new information display at New York’s Penn Station.
He had noticed the absence of indicator symbols for
whether departing trains would make stops at Secaucus
Junction and/or Newark Liberty International Airport. He
contacted an official at NJT regarding the matter who is
in a position to remedy the issue and by December 1,
2016, an “S” symbol for a scheduled stop at Secaucus
Junction and an airplane symbol for Newark Airport
were added to the display board. (New Jersey Association of Railroad Passengers, December 2, 2016)
An old rail line is being rehabilitated for freight use in
Ocean and Burlington Counties. “The Blue Comet” line,
which runs between Jersey City and Atlantic City, has
existed for more than 150 years and was abandoned in
the 1970s, but will soon be revitalized thanks to a plan
conceived by Clayton Sand Company, New Jersey Seashore Lines, and Conrail. In 2013, Governor Chris
Christie’s administration awarded $2.1 million in grants
to assist with restoring a portion of the line and other
grants were received to fund the project. The restored
freight line will be used for transporting sand and gravel
for a local business. (app.com, December 9, 2016)
Amtrak
On December 16, 2016, federal railroad regulators
endorsed an ambitious and costly plan to rebuild the
congested Northeast Corridor over the next 30 years by
shoring up crumbling infrastructure, running more trains,
and building new tracks that would allow speeds of up
to 220 mph on a stretch of the Washington-Boston
route.
The Federal Railroad Administration's plan aims to cut
down on delay-causing bottlenecks and increase capacity and reliability by upgrading outdated bridges and
tunnels — including ones into New York City that are
more than a century old — and realigning tracks to eliminate speed-restricting curves.
FRA estimates the $120 billion plan would cut travel
times between Washington and New York by 35
minutes, to about 2 hours 10 minutes, on the fastest
trains and save 45 minutes to an hour on trips between
Boston and New York, which now take close to 4 hours.
FRA's plan is the first comprehensive look at the future of the 500-mile corridor, which handles about 2,200
trains and 750,000 passengers each day on commuter
and intercity trains. The agency said it is the product of
a four-year process that sought input from state and
local officials and residents, as well as Amtrak and commuter railroads.
Now it is up to the states, railroads, and Presidentelect Donald Trump to give their approvals and figure
out which aspects of the plan to prioritize, but not everyone is on board.
U.S. Senator Richard Blumenthal (D-Connecticut) declared a part of the plan calling for new tracks from Old
(Continued on page 11)
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Saybrook to Rhode Island "dead on arrival," even after
FRA opted to recommend a tunnel instead of elevated
tracks through the historic town of Old Lyme. He contends the plan will still devastate neighborhoods, marshlands, commercial districts, and tourist attractions along
the state's southeastern shoreline. A tunnel would add
$20 billion to the project, and even a tunnel, according
to local leaders, would have environmental impacts.
Matthew Lehner, FRA’s Public Affairs Director, said
that the recommendation is just one step in the process
and that construction could not begin on any aspect of
the plan without the support and agreement of state
leaders.
Elsewhere, work has begun on some projects incorporated into FRA's plan. They include a $20 billion project
to build new, expanded tunnels under the Hudson River
between New York and New Jersey and a $4 billion project to replace a 143-year-old tunnel in Baltimore.
Among other provisions in the plan: a new Amtrak
stop at Philadelphia's airport, eliminating the need for
some travelers to reach the city and switch to a commuter train; increased service to parts of southern New
England; and a new level of service that makes stops at
a variety of commuter rail stations and major city hubs.
Straighter tracks would enable trains to reach 220 mph
between Baltimore and Wilmington, Delaware. The fastest trains on the system currently top out at 150 mph,
with a project underway to boost that to 160 mph near
Trenton, New Jersey.
U.S. Senator Cory Booker (D-New Jersey), said implementing FRA's plan is vital to the growth of the region, which is expected to add 7 million people by 2040.
Currently, the Northeast is responsible for about 30 percent of the nation's jobs and 20 percent of its gross domestic product, according to federal data. (ABC News,
December 16, 2016)
The first of 25 new Viewliner II dining cars went into
service on the Silver Meteor, Train #98, departing Miami
on December 5, 2016 bound for Penn Station New
York. These dining cars are part of a 130-car order
placed by Amtrak with CAF-USA based in Elmira, New
York back on July 23, 2010. (Al Holtz, December 6,
2016)
Pets are now welcome on the entire route of the
Amtrak Vermonter. Amtrak has recently announced that
small dogs and cats can now join their owners on the
Vermonter route from Washington, D.C. to St. Albans,
Vermont as long as their trip time does not exceed seven hours. “VTrans is pleased that Amtrak riders will now
be allowed to bring carry-on pets along the entire Vermonter route,” said VTrans Rail Director Dan
Delabruere. “Our customers were asking for this and
VTrans agrees that this will make it a much more enjoyable trip for the entire family.” Pet reservations officially
launched for the line on trips taken beginning on December 12. According to Amtrak, over 15,000 pets have
travelled on Amtrak with their owners since the program
11

launched on a smaller scale in October, 2015. Pet service is currently also available on many other Amtrak
routes. (news10.com, December 5, 2016)
At an industry conference on November 17, 2016,
Wick Moorman stated that he does not have a longterm future at Amtrak. Moorman took the top spot at the
railroad in September. Moorman’s goals at Amtrak include making the company highly efficient, developing a
stronger safety culture, and finding the right executive to
lead the company over the long term.
Moorman retired as Chief Executive Officer of Norfolk
Southern in mid-2015 and stepped down from the
freight railroad's Board of Directors on December 31,
2015. He and his wife moved to Charlottesville, Virginia
to be closer to their children and grandchildren in retirement. Then Amtrak called, asking for help finding a new
CEO after Joseph Boardman announced he would be
stepping down. One thing led to another and Moorman
was offered the job. He said, “no,” but relented after the
Amtrak Board persisted in asking for his help. Moorman
said that the future of Amtrak is important to the United
States, but also noted that close family were against the
move.
Moorman has brought in a few fellow NS retirees, including former Chief Operating Officer Mark Manion, to
help him make the company more efficient. It is easier
to get lawmakers and others behind Amtrak when it is
efficient and well-managed, and by becoming more efficient, Amtrak can reduce operating losses while providing better service, he says. Amtrak’s safety culture, according
to
Moorman,
is
also
improving.
Amtrak has a lot of great people who work hard and
believe in the company’s mission, he says. He will listen
to their suggestions while developing training programs
that aim to make on-board service more consistent.
The railroad needs to focus on its product, which is
tired and frayed in places due, in part, to its aging
equipment and belt-tightening that led to coaches being
cleaned less frequently, Moorman says. Replacing the
railroad’s worn fleet of P-42 locomotives can be done
relatively quickly. But there is no quick solution to replacing Amfleet I and II equipment, which needs a funding source and a new design. The replacement for Acela Express train sets, announced in August, 2016, will
be a game-changer for high-speed rail in the Northeast
Corridor when delivery begins in 2021.
Long-distance trains are the system’s “political glue”
and are essential for underserved areas of the country,
Moorman says. The railroad understands the growth
opportunity of its regional trains as well as statesupported services in shorter corridors, Moorman says.
They are particularly attractive compared to the hassle
of flying and dealing with airport security. “Amtrak’s bag
fees are very low,” Moorman quipped. “And, you’ll hear
this in our marketing, there’s no middle seat.”
Adding new regional service will require cooperation
from Class I host railroads. Moorman aims to improve
the partnership and dialogue between Amtrak and each
of the Class I systems. Moorman wants, for example,
(Continued on page 12)

NEW YORK
OCTOBER,
ERA DIVISION
BULLETINBULLETIN
— JANUARY,
2017 2000
Commuter and Transit Notes
(Continued from page 11)

NS Chief Dispatchers to know Amtrak operating officials
so that they can solve problems together.
Moorman spoke at the RailTrends 2016 conference,
sponsored by analyst Anthony Hatch of ABH Consulting
and the trade publication Progressive Railroading.
(Editor’s Note from Alexander Ivanoff: A friend told me recently that NS has been putting its own trains in holds to get
Amtrak trains moving quicker after whatever cause. Moorman at Amtrak’s helm is starting to pay yields, and I do say
that I hope Moorman’s successor will also be from a Class I
and not a political hack.) (Trains Magazine via Al Holtz,
November 21, 2016)
Other Transit Systems
United States
The Federal Transit Administration recently announced a $2.75 million opportunity for non-profit
groups to apply for funding that will help in the research
and development of zero-emission public transit vehicles and infrastructure technology. The funding is intended to focus on initiatives towards pursuing batteryelectric, hybrid electric, hydrogen fuel cells, in addition
to charging and refueling infrastructure. Organizations
that are eligible to apply for the funding will have until
close to the end of February, 2017 to do so. (trains.com,
December 1, 2016)
Boston, Massachusetts
A seven-stop extension for Green Line trains in Boston has been set back until at least 2021, according to
the Massachusetts Bay Transit Authority. The line,
which is planned to bring new service into Somerville
and Medford, was originally hoped to open partly in
2017. Rising cost estimates have led the state to stop
work on the project and complete a scaled-back redesign. John Dalton, the new project manager for the $2.3
billion extension, expressed confidence that the project
could be completed, but there are still major hurdles to
be overcome for the project to proceed.
The project still needs to receive a major grant from
the federal government, as well as fill a $75 million fund
gap and hire a new team dedicated to working on the
project. When finished, the new Green Line extension
would provide service from a relocated Lechmere station in East Cambridge to Union Square in Somerville,
and College Avenue in Medford. In total, there is expected to be 4.7 miles of track and seven new stations.
A new set of contractors is intended to be selected by
the end of 2017 at which point work on the project may
resume. (Boston Globe, December 7, 2016)
Washington, D.C. area
The Washington Metropolitan Area Transit Authority
(WMATA) announced its latest two programs to return
the ailing rapid transit system to a state of good repair
and reliability to its customers. Dubbed “Back2Good,”
the first program will phase out, by the end of 2017, the
original fleet of 1000-series Metro cars as well as the
4000-series cars, which have been mechanically unreliable since their delivery in 1991. As the 7000-series car
12

deliveries ramp up, all eight-car trains will be made up
exclusively of these new cars. The “Railcar Get Well
Program” will put the 2000-, 3000-, 5000-, and 6000series cars through a repair and replacement program
covering the heating and air conditioning systems and
propulsion and braking systems to improve their reliability. Currently, 60% of train delays are due to mechanical
issues on the railcar fleet; the goal is to reduce this type
of delay by 25% by the end of 2017. The on-going SafeTrack plan is continuing to make improvements to track
and rail infrastructure to improve safety and will be expanded to replace signal displays with brighter LED
bulbs in an effort to prevent red signal violations, a
problem that has plagued the system for quite some
time, resulting in several accidents and near-misses. (Al
Holtz, December 5, 2016)
Charlotte, North Carolina
City leaders have selected a construction firm to build
the next phase of the city’s CityLYNX streetcar Gold
Line. The Johnson Brothers Corporation of Texas have
been awarded an $80.6 million contract to build a 2.5mile expansion of the current 1.5-mile system.
The Charlotte City Council also selected Siemens to
build six new S-70 streetcars for the Gold Line. The
units will be designed with advanced hybrid technology
that features a battery storage system, which allows for
operation in portions of the city's Uptown area without
an overhead wire. Siemens' battery-storage technology
was first demonstrated in San Diego, where it achieved
a world record for longest distance traveled by a battery-powered tram from one charge in 24 hours, according to the company's press release.
The new streetcars will run on the second phase of
the Gold Line and replace the legacy green and yellow
trolleys currently in operation. The new phase will add
2.5 miles to the line.
The units have features aimed at enhancing the riding
experience and operational performance, Siemens officials said. Those features include traffic light preemption, a pedestrian-friendly front mask, an automatic passenger counter with 3-D infrared sensor technology,
larger windows, and an unobstructed floor with room for
bicycle storage and wheelchairs. The order is valued at
$40.4 million, The Charlotte Observer reported.
Work is expected to begin in 2017, with the project
wrapping up by summer of 2020. (Trains Magazine via
Al Holtz, November 30,2016)
Miami, Florida
The first of five trainsets which Siemens is building for
the privately-financed Brightline inter-city project has
arrived in Florida following a 3,000-plus-mile journey by
rail from the manufacturer’s Sacramento plant.
The train sets will each comprise four stainless-steel
coaches, top-and-tailed by diesel-electric locomotives.
The initial train set carries a blue livery, and will be followed by the pink, red, orange, and green sets, which
are scheduled to be delivered by the end of March.
“Having our first Brightline trainset completed is a major accomplishment and brings us one step closer to the
(Continued on page 13)
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introduction of our innovative new train service,” said
Brightline President Michael Reininger on December
14, 2016. “Our operations team will begin the required
testing as we ready to launch Brightline between Miami,
Fort Lauderdale, and West Palm Beach next summer.”
Michael Cahill, President of Siemens Rolling Stock,
said construction of the train set involved “the latest in
modern manufacturing techniques (and) a vast supply
chain and leveraged the best in Siemens engineering
and manufacturing know-how,” with components coming from over 40 suppliers across more than 20 states.
Siemens will also be responsible for maintenance of
the fleet, which is expected to provide full-time employment for approximately 70 Siemens and 40 Brightline
employees. (Railway Gazette, December 14, 2016)
Cincinnati, Ohio
Ridership on the Cincinnati Bell Connector street car
line has declined sharply, according to data recorded
over the past month. The streetcar had only about half
of the projected passengers expected to ride on it in
November. Overall ridership on the line, which opened
to the public in September, is actually 53% above expected, yet looking closer reveals that day-to-day numbers are declining.
Day-to-day ridership has shown that over 130,000
passengers took the street car in September compared
to less than 50,000 in November. Some reasons for the
decline in ridership have been attributed to difficult-touse ticket vending machines, non-functioning street car
countdown clocks, and a lack of predictable service. It is
hoped that work can be done in the future to correct
these issues, but no formal plan has been made as of
yet. (fox19.com, December 8, 2016)
Chicago, Illinois
The Lake Bluff station on Metra’s Union Pacific Line
lost its Ticket Agent beginning December 8, 2016 due to
declining ticket sales and the fact that around 25% of all
ticket sales to and from that station are now done on
Ventra, a mobile phone app. While vending machines
will continue to sell tickets, customers will be allowed to
purchase one-way paper tickets from the train crews.
(Al Holtz, November 28, 2016)
Oklahoma City, Oklahoma
City Council members have chosen Herzog and Stacy
and Witbeck to install rail for the new Oklahoma City
Streetcar system in a contract valued at around $50
million.
Construction will begin in January, 2017 and when
completed, the OKC Streetcar will connect downtown to
Bricktown with service through several city neighborhoods. City leaders estimate that it will take about two
years for all of the rail and other infrastructure to be installed. Brookville Equipment Corporation is slated to
build the street cars.
The street car project is being funded through a capital improvement program known as MAPS 3. The $777
million program is funded through a one-cent sales tax
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that began in April, 2010 and ends in December, 2017.
(Trains Magazine via Al Holtz, November 29, 2016)
Las Vegas, Nevada
The University of Nevada’s Las Vegas campus will be
the site of the country’s latest transportation center. The
U.S. Department of Transportation recently awarded a
$1.4 million grant to the university to assist with funding
for a University Transportation Center that will focus on
methods to create more high-speed rail and improve rail
infrastructure in Nevada and all around the country. The
center will be the second of its kind in Nevada. In 2013,
U.S. Senator Harry Reid (D-Nevada) assisted in having
funding allocated to a transportation center at the university’s Reno campus. The primary goal of University
Transportation Centers, which are located throughout
the nation, is to conduct research that aligns with the
priorities of the U.S. Department of Transportation as
well as other agencies. (trains.com, December 6, 2016)
San Francisco, California
A computer hacker found access to the fare collection
system when a MUNI employee clicked open a link in
an email that contained a computer virus that quickly
disabled 900 employee computers. The problem was
discovered on November 25 and was continued through
November 27, 2016. As a precaution to prevent customer inconvenience, all ticket vending machines were
turned off and all fare gates left in the open position, the
latter a matter of safety if they had malfunctioned and
ended up trapping people inside the MUNI Metro stations. MUNI assured the public that no customer or employee information was compromised, although the MUNI payroll system was briefly interrupted. At no time was
operational safely compromised (e.g., signals and
switches). MUNI Information Technology Department
personnel quickly restored all systems and determined
the source of the computer virus, verifying that it had
not penetrated the firewall protecting the integrity of its
computer systems. This is not the first major cyberattack on a transit system’s computer network. In 2008, a
14-year-old hacker accessed the computerized control
systems of the transit system of Lodz, Poland, causing
several derailments that injured 12 passengers. The
boy was charged and imprisoned for his misdeeds. The
hack on MUNI was different in that it was ransomware
where the hacker demanded a payment of around
$73,000 in bitcoin to end the cyberattack. Since 2007,
the American Public Transport Association as well as
the Department of Homeland Security have called for
increased vigilance and steps to secure the everincreasing dependency on computerized systems to
operate mass transit systems. (Editor’s Note by Ron Yee:
This issue raises major safety concerns with the advent of
driverless transit lines (JFK AirTrain), Positive Train Control
(all passenger rail lines governed by FRA), and Communication-Based Train Control (CBTC, already installed on NYCT’s L and being installed on 7). If the control systems are
severely hacked, trains can literally be switched from one
track to another or run into each other in an act of terrorism.) (San Francisco Examiner, November 28, 2016)
(Continued on page 14)
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Bay Area Rapid Transit (BART) is planning to ease
overcrowding aboard its trains by modifying its existing
fleet to accommodate more passengers. Seven rows of
double seats on one side of up to 380 selected cars
would be replaced by seven single seats, allowing more
room for standees in the newly widened aisle. BART
has been collecting customer opinions on three potential configurations where seating was reduced to accommodate more riders per car. One configuration took
away seats adjacent to the side doors; another removed
all seats in the middle of the car. These two alternatives
were less favored than the apparent winner, in which
one side on the middle of the car was modified to single
seating. BART now transports over 440,000 per day, up
100,000 in just the past five years. As there are some
voices of opposition to the reduced seating plan, which
is expected to cost $1.6 billion, at press time BART was
awaiting a December 15, 2016 Board meeting where
the plan could be approved, upon which the modifications would immediately commence at a rate of around
10 cars per week. This would be a stopgap measure
until the new fleet of Bombardier-built cars built to carry
more passengers and ordered in greater numbers than
the current fleet to accommodate future ridership increases, takes over. (Mass Transit Magazine, December 5, 2016)
San Jose, California
The Mineta National Transportation Research Consortium at San Jose State University will receive a $7 million grant from the U.S. Department of Transportation
for continued studies in transit technology, workforce
development, and education for public transportation
networks around the country. The money was made
possible through the agency’s University Transportation
Center program, providing five annual installments of
$1.4 million. The Mineta center is one of numerous
transit research centers around the country that seeks
to find solutions to transit and infrastructure challenges
affecting the nation. There are other comparable programs that exist at Howard University, Navajo Technical
University, and the University of North Carolina at Charlotte. (trains.com, December 9, 2016)
Montreal, Quebec, Canada
As the Societe de Transport du Montreal retires its
1966-vintage rubber-tired Metro rapid transit cars, it has
issued a call for proposals from the public to see if there
is any interest in purchasing cars for private use. Stipulations are that the cars are to be sold to buyers with
adequate financial resources to maintain them, used in
an environmentally friendly manner, and utilized in a
manner respectful of their heritage. The purchase price
is a reasonable C$750-$1,000, but the cost of transport
from the Metro facility to their final destination can be up
to $4,000. One challenging issue is likely to be that
these cars do not have any thermal insulation, owing to
the fact that they spent practically all of their service
lives underground and would be hard-pressed to be
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habitable for any kind of occupancy in the cold winter
months. (The Canadian Press, April 2, 2016)
Bombardier announced November 22, 2016 that it has
been awarded an eight-year contract by Montreal’s
Agence Metropolitaine de Transport (AMT) for the operations and maintenance of the AMT commuter rail fleet
on all of its six lines in the greater Montreal area.
The contract is valued at approximately C$331 million
(U.S.$246 million) and includes a two-year option. The
new contract took effect on November 18, 2016.
Bombardier has been providing maintenance services
for AMT since 2010. With this new contract, Bombardier’s scope of work will not only cover the maintenance of AMT’s entire fleet of 264 coaches and 41 locomotives, but will also extend to the operations of AMT’s
commuter rail service.
Over the past 12 months, Bombardier reports its average on-time performance for maintenance of the AMT
fleet has been 99.87%, which it says offers "marketleading results even in harsh winter conditions." (Railway Age, November 22, 2016)
Ottawa, Ontario, Canada
Transit leaders on Ottawa’s new O-Train Confederation Line have started testing Alstom’s Citadis Spirit light
rail vehicles (LRVs). While the 7.7-mile light rail system
will not begin full revenue service until 2018, testing will
continue through much of 2017.
LRVs will undergo static and dynamic testing, including dynamic braking tests at speeds exceeding 50 mph.
The tests will evaluate traction and braking performance, as well as passenger comfort and overall train
handling. Other static tests will take place at nearby Belfast Yard in Ottawa, according to an Alstom news release. The first phase of testing will last until the end of
March, 2017 on single vehicles. In the middle of 2017,
transit officials will conduct similar tests using multiple
LRVs.
When opened, the $2.1-billion light rail project will
serve 13 stations in and near Ottawa’s downtown. To
date, it is the city’s largest infrastructure project. (Trains
Magazine via Al Holtz, December 7, 2016)
Toronto, Ontario, Canada
GO Transit extended its Richmond Hill Line on December 5, 2016 when it opened its newest station,
Gormley, north of the former terminus of Richmond Hill.
Located on Stouffville Road between Highway 404 and
Leslie Street, the new station features 850 parking
spaces, a platform fully accessible to the handicapped,
and connecting bus service with GO Transit bus route
61. (GO Transit website, December 5, 2016)
Metrolinx is preparing to increase service for GO
transit commuters on its 63-mile Barrie, Ontario line by
2017. The agency is introducing a new year-round
weekend passenger service that will add three new
trains to the schedule traveling between Allandale, Ontario and Toronto’s Union Station. The trains will run
south to Toronto in the morning and will make the return
trip to Barrie in the evening. The added trains will provide more options and reduced crowing for passengers
(Continued on page 16)
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STATUS OF NORTH AMERICAN TRANSIT PROJECT OPENINGS
SCHEDULED FOR 2017
by Randy Glucksman
Using the latest available information at time of publication, the projects listed in the table below are scheduled for completion by the end of 2017. On the list in the
December, 2016 Bulletin there were five projects that
DATE

AGENCY

December 5

Metrolinx

December

MTA Staten Island
Railway

December 31

MTA New York City
Transit

had been scheduled for completion in 2016. Two are
still due to be completed; the others have been annotated as "Holdover." The new Metrolinx Gormley station
came as a surprise and was not previously reported.

CITY

TYPE

LINE

Completed or to be completed in 2016
Toronto, Ontario,
CR
Richmond Hill
Canada
Staten Island, New
HR
Arthur Kill station
York
New York, New York

HR

Second Avenue Subway Phase I

DETAILS
Extended one station to Gormley
Replaces Nassau and Atlantic
stations
96th Street to 63rd Street/
Lexington Avenue
6.3 miles, 3 stations

2017
Holdover
Winter
(Holdover)
January
(Holdover)
Early
March
(Holdover)
Spring
May
Late Spring
?
Mid

Union Station to Wheat RidgeWard
11.2 miles, 8 stations
Nine Mile to Peoria
10.5 miles, 16 stations
Fremont to Warm Springs
5.4 miles, 1 station
Washington/Wabash station
opens, replacing Randolph/
Wabash and Madison/Wabash
stations
Moynihan Station Phase I
opens

Denver RTD

Denver, Colorado

CR

G (Gold) Line

Denver RTD

Denver, Colorado

LR

R (Aurora/I-225) Line

Bay Area Rapid
Transit

San Francisco, California

HR

Warm Springs Extension

Chicago Transit Authority

Chicago, Illinois

HR

Brown, Green, Orange,
Pink and Purple

New York, New York

LD

Northeast Corridor

St. Louis, Missouri

SC

Delmar Loop Trolley

Brighton, Massachusetts

CR

Framingham/Worcester
Line

Petaluma, California

DMU

Initial Operating Segment

Los Angeles, California

CR

San Bernardino Line

Extension to San Bernardino
1 mile, 1 station

Miami, Florida

LD

Brightline Phase I

Miami to West Palm Beach
70 miles, 3 stations

Empire State Development Corporation
Loop Trolley Transportation Development District
Massachusetts Bay
Transportation Authority
Sonoma Marin Area
Rail Transit

Southern California
Regional Rail Authority
Florida East Coast
Industries (All Aboard
Florida)

Mid

M-1 Rail

Detroit, Michigan

LR

Q Line

August

Charlotte Area Transit
System

Charlotte, North Carolina

LR

Blue Line Extension

September

Long Island Rail Road

Suffolk County

CR

Main Line Second
Track Phase I

No earlier than
December

Toronto Transit Commission

Toronto, Ontario

HR

Yonge-University Line

Late

Toronto Transit Commission

Toronto, Ontario

HR

York-Spadina Extension

?

Virginia Railway Express

Potomac Shores,
Virginia

CR

Fredericksburg Line

Forest Park to University City
2.2 mile loop, 10 stations
Boston Landing station (fill-in
station) opens between Yawkey and Newtonville
Sonoma County Airport to San
Rafael
43 miles, 10 stations

Woodward Avenue to 8 Mile
Road
3.3 miles 12 stations
7th Street to UNC Charlotte
Main
9.3 miles, 11 stations
Double-track: Central Islip to
Ronkonkoma
4 miles
Downsview Extension
5.3 miles, 6 stations
Sheppard West (Downsview) to
Vaughn Metro Centre
5.3 miles, 6 stations
Potomac Shores station opens
(Woodbridge and Rippon Landing)
(Continued on page 16)
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DATE

AGENCY

CITY

TYPE

LINE

?

Bay Area Rapid
Transit

San Jose, California

HR

Berryessa Extension
Phase I

Holdover

Amtrak

Miami, Florida

LD

Tri-Rail

Late or 2018

Bi-State Transit

St. Louis, Illinois

LR

Red Line/Blue Line

Legend:
CR: Commuter Rail
DMU: Diesel Multiple Unit
HR: Heavy Rail

DETAILS
Warm Springs to Berryessa
10 miles, 2 stations
Trains begin serving Miami
International Airport station
Cortex station (fill-in station)
between Central West End and
Grand stations

LD: Long Distance
LR: Light Rail
SC: Streetcar

Commuter and Transit Notes
(Continued from page 14)

on the line. (trains.com, December 8, 2016)
Cuba
The Director of Cuba's foreign trade agency Tradex,
José Antonio Arias, signed a contract with Andrei Solovey, Chief Executive Officer of Transmashholding subsidiary Tver Carriage Works (TVZ), on November 10, 2016
for 68 passenger coaches for Cuban Union Railways
(UFC). The agreement was signed during the visit of
Cuban transport minister Eduardo Rodríguez Dávila to
Russia. The order comes under the umbrella of a
broader agreement between Russia and Cuba to modernize the railway network on the Caribbean island.
The coaches will replace aging vehicles from Germany and Mexico on long-distance trains. The poor condition of these coaches means that many long-distance
trains have been cut back to operate only every three
days. (Railway Age, November 15, 2016)
Santiago, Chile
Santiago Metro has awarded a joint venture of Arrigoni
Engineering & Construction, Chile, and Strukton International a U.S.$49 million contract to construct stations
on the new Metro Line 3.
Package group 1 and 2 covers the construction of underground stations and ventilation shafts at Los Libertadores, Cardenal Caro, Vivaceta, Conchali, and Plaza
Chachabuco on the northern part of the line. The scope
of the contract includes civil, structural, architectural,
mechanical, and utilities works.
Line 3 will link the northern district of Huechuraba with
Fernando Castilo Velasco in the east via the city center.
The 18-station line is due to open in June, 2018.
(Railway Age, November 28, 2016)
Paris, France
Bombardier Transportation is to build 52 additional
trainsets for the French National Railway Co. in a contract that is valued at $370 million. The new high-speed
trains will provide service from the Saint Lazare Station
in Paris. Currently, there are 200 passenger trainsets
running on the SNCF state owned railway system. The
new trains will be built at a Bombardier facility in
16

Crespin, France and are expected to be finished in early
2018. (trains.com, December 9, 2016)
Newton Aycliffe, England
A new high-speed Intercity train that was developed at
a factory in County Durham, United Kingdom, has rolled
off the production line. Hitachi Rail Europe’s Newton
Aycliffe plant was completed in 2015 after the company
recently won a £5.7 billion contract to supply express
trains for the East Coast and Great Western main lines.
The plant will complete work on 110 high-speed trains
which are manufactured in Japan. The new trains will
initially run at speeds up to 125 miles per hour with the
potential for an increase to 145 miles per hour if track
are upgraded on Rail Europe routes. The new factory
will support the region by providing thousands of jobs
and developing a strong engineering skills base.
(bbc.com, December 9, 2016)
Dublin, Ireland
Direct rail service between Dublin’s southwest suburbs and its central business district began running on
November 21, 2016, after completion of a €13.7 million
project to adapt the orbital link through the 690-meter
Phoenix Park tunnel for regular passenger service. The
4.4-kilometer 1877-vintage link between Islandbridge on
the Dublin Heuston-Cork main line and Glasnevin Junction on the Dublin Connolly-Maynooth route had been
mainly used for freight service and rolling stock transfers, but occasionally carried diverted inter-city service.
According to the National Transport Authority, regular
commuter service could not be run until capacity constraints at Connolly were addressed by resignalling. The
project, funded by the Department of Transport through
NTA, also included cutting stabilization, drainage improvements, and vegetation clearance, as well as repairs to the tunnel. Some track was relaid, and the stations at Drumcondra and Tara Street upgraded.
Iarnród Éireann is initially operating seven trains from
Newbridge and Hazelhatch to Grand Canal Dock via
Drumcondra, Connolly, Tara Street, and Pearse in the
morning peaks, and eight evening peak trains from
Grand Canal Dock, along with some limited-stop services in the opposite direction. Connections are provid(Continued on page 20)
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“L” structure from the existing grade level right-of-way at
Prospect Place (just north of the Sterling Place station).
It passed overhead of several streets and the LIRR Atlantic Division, and included a perfunctory (likely wooden) high-platform replacement station at Dean Street,
then ended at Franklin Avenue where the structure and
another set of high platforms were appended to the existing Fulton Street “L.” The balance of the Brighton
Line at that time consisted of the 14 original groundlevel railway stations from Sterling Place to the Brighton
Beach Hotel, with an extension to Culver Depot added
for some trips using the former Seaview Railroad in
April of 1900. It was initially electrified on May 6, 1899
using third rail from Franklin Avenue, where steam power was cut away or added, to Church Avenue, then
overhead contact wire from that point to Brighton
Beach. Electrification was then extended to the Brooklyn Bridge via the Fulton Street “L” on July 18 (for trains
so equipped) and the use of locomotives consequently
reduced. The former excursion road was then also
shared with street cars south of Prospect Park, where a
ramp was added for trolleys passing to and from Flatbush Avenue. Of course, this arrangement among several necessitated the use of both trolley poles and third
rail shoes on BRT’s elevated rolling stock for years afterward.
Crossing elimination work sponsored by the Commission through a municipal bond sale actually started on
August 1, 1904 when mild elevation of the tracks was
begun along the First Section, from Park Place to St.
Marks Avenue, where it met the existing steel ramp to
Franklin Avenue and served to ease the transitional
grade. During 1905, Park Place itself was undercut to
pass beneath the line at what had been its at-grade
crossing, thus to allow the rapid transit line to continue
its slope into an open cut south of that point, where the
Second Section began. Across the construction seasons of 1905 and 1906 the 1896-built steel connecting
structure to the Fulton Street elevated was gradually
replaced by a hefty solid fill, with all seven cross streets
traversed by steel girder bridges on concrete abutments
(including an extended version which forded the newlydepressed Long Island Rail Road at Atlantic Avenue). In
1905 BRT’s streetcar service that operated via the
Brighton Line was discontinued in anticipation of the
line’s reconstruction, being diverted into a “feeder” loop
at the Prospect Park station that enabled easy connection with elevated trains to and from Brighton Beach.
By the middle of 1906 a raw excavation had been
completed along the westerly flank of the Brighton Line
from Park Place to Church Avenue that would enable
the line to be depressed. In the meantime, a two-track
connection was also quickly constructed between the
Brighton Line and the Manhattan Beach Branch between Avenue H and Avenue J (south of its passage
beneath the Bay Ridge Branch). Effective March 5,
1906 all BRT rapid transit trains were diverted through
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this so-called “BRT Junction” (as controlled by Tower 75
after May 22), using LIRR’s tracks as far as Emmons
Avenue, just south of the Sheepshead Bay station. Naturally, this action also required that the Manhattan
Beach Branch be electrified with overhead wire between the same points, which effectively extended such
capability for BRT trains all the way to Manhattan
Beach itself when combined with the small portion that
had been wired in 1899. BRT placed crude low-platform
station stops on the Manhattan Beach Branch where
none had previously existed at Avenue J (coined
“Manhattan Terrace” to replace its own, now-closed
venue at Fiske Terrace) and “Avenue O.” Its trains also
began sharing the pre-existing LIRR low platform stations at South Greenfield (Elm Avenue), Kings Highway,
Neck Road, and Sheepshead Bay. Access at either end
was through hand-thrown switches at first, but by June
the Tower 79½ junction at the Sheepshead Bay end
had been completely reversed in orientation to feed
Brighton Beach trains solely onto the Manhattan Beach
Branch. A new Tower 75 had also been activated right
at “BRT Junction” on May 25, while the far northern end
of the Manhattan Beach Branch was temporarily realigned slightly eastward as far as the South Greenfield
station by July 13, 1906 to open the future site of its
elevation on to the adjacent Brighton Line embankment.
From this time for almost the next two years, contractors had the entirety of the Brighton Line’s Third Section
to themselves between Avenue H and Sheepshead Bay
to perform its extensive job of demolition and reconstruction.
The completed First and Second Sections of the
Brighton Line were opened for revenue service as of
May, 1907, though some of the overhead bridge work
would not be finished for up to two more years. The
First Section included the solid fill connector to the Fulton Street elevated and incorporated a totally new station with high platforms at Dean Street, while the original Brooklyn, Flatbush & Coney Island depot building at
Sterling Place was retained but attached to a new highlevel island platform that was named Park Place and
positioned across that street’s newly-depressed alignment. Both the Dean Street and Park Place stations
would then remain in operation with little change for
nearly 90 more years. The initial part of the Second
Section that was opened by May of 1907 consisted of a
two-track cut from Park Place as far as Church Avenue,
over which eleven new street bridges of steel and concrete were constructed, including four “compound”
spans that supported intersecting arteries above. New
and replacement stations were built into this part of the
open cut at Consumer’s Park (Montgomery Street), Prospect Park (next to Flatbush Avenue), Woodruff Avenue
(half a block south of Parkside Avenue), and Church
Avenue, with all new trackage still being powered by
third rail. On the balance of the Second Section south
of Church Avenue service was maintained at the existing grade level while excavation was performed along
the railroad survey’s westerly flank as far as Avenue G
(Continued on page 20)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from December, 2016 issue)
We arrived at 10:53 (45) and departed five minutes
later, the usual dwell time. We kept climbing, and at the
Muttbach siding right before the original 1.15-mile long
Furka Tunnel, we stopped to allow diesel locomotive
506 to push us through. We emerged from the tunnel
portal at the Furka station, the summit of the route, at
11:27 (25). This is where we were scheduled to pass
our opposite number, and be able to relieve ourselves
and get lunch. Tables were set up for free (included in
the ticket price) food and drink, but the occupants of the
other train got there before we did, and the victuals had
pretty much disappeared, having been picked clean.
But the usual kinds of snacks and beverages were also
on sale at a kiosk during this scheduled 35-minute stop,
as were souvenirs.
While the weather on the Gletsch side of the mountains was clear, here the skies were overcast. The blue
train (ours was red) was being pulled by locomotive 9,
another 2-6-0, one that had been restored after being
repatriated from Vietnam. I got some photos of that train
after our industrial diesel was removed, but also was
hoping for a great action shot upon its departure, so I
positioned myself very close to the tunnel portal. The
train began to chug (literally) at 11:40 (25) under an incredible amount of thick steam that enveloped the locomotive. I began to kick myself (figuratively) for not positioning myself closer to the station (which is a bit cluttered) so I could snap just as it was getting underway,
but then fortunately a gust of wind blew much of the
steam away and the photo became somewhat acceptable.
We departed on the advertised at 12:00 and as we

descended the sun reappeared. But I cannot say the
downhill ride was uneventful, as we almost hit a cow on
the tracks and the crew had to shoo it away after we
went into emergency. Our arrival at the end of the line in
Realp was at 12:30 (40). So despite the encounter with
livestock we arrived early. Just prior to entering the station we passed the shop lead, and then a track connection with the MGB near its base tunnel's eastern portal.
There is a lovely, full-service station at this point, which
is well-stocked with postcards and souvenirs. After unloading the passengers the train headed for the shop
and another turntable. Leaving Clare at the terminal I
walked down to the complex and was totally ignored as
I photographed the cleaning of the smoke box, the removal of ashes (with a sliding crane), and the refueling
and watering of the locomotive for its afternoon trip.
The MGB station is located in the center of Realp, a
few blocks away from the DFB terminal. The town
looked very attractive, but we did not have time to stop,
as our day's work was nowhere near completed. Soon,
running 6 minutes late, the 13:20 MGB train to Andermatt arrived and we duly boarded. There were not too
many others on the platform, as most DFB patrons
must have bought round-trip tickets, as their cars were
probably parked at Oberwald.
It was a great ride; the scenery, sounds and smells
couldn't have been better. I was also impressed with the
authenticity of the operation; there was no indication
that the line had ever been electrified.

2-6-0 locomotive 9 picks up speed as it powers the three-car “blue
train” toward the eastern portal of DFB's tunnel at Furka.

Industrial locomotive 506 was fabricated in 1953, but has been
totally rebuilt for its duties at the summit of the line in Furka, which
includes aiding in the ascent of DFB's full schedule of steam-hauled
trains.
(Continued on page 19)
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A three-quarter view of 2-6-0 No. 4 with the four-car “red train” at
the Furka station, the highest on the line at 7,096 feet above sea
level.

Our open-platform coach. Its windows were constantly closed and
opened as the train traversed a series of tunnels on its route between Oberwald and Realp.

A workman hauls away some ashes spilled from the locomotive's
smoke box under the watchful eye of two budding railroaders at
DFB's shop and maintenance facility in Realp.

The picture postcard perfect town of Realp, an agricultural community 5,072 feet high and with a permanent population of 143. It is located
at the eastern end of the Furka Base Tunnel and has two narrow-gauge railway stations as well; the right photo shows the arrival of an
MGB Zermatt-Andermatt train.
(Continued next issue)
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Around New York’s Transit System
“Holiday Train” Suspended
NYCT was forced to suspend the operation of its
“Holiday Train” consisting of eight R-1 to R-9 class subway cars dating back to the 1930s on December 4
when car 1300 developed a serious mechanical issue
upon arriving at Second Avenue on F where it would
be positioned to begin the day’s service. It was the sixth
car of an eight-car consist, the third south motor. In an
effort to maintain “Holiday Train” service, 1300 and the
two cars behind it were uncoupled and left at Second
Avenue while the north five cars took on the task of filling in the day’s planned activities. Scheduled for five
round trips between Second Avenue and Queens Plaza
following the M route, the first northbound trip was uneventful. However, even at 10:45 AM, the five-car train
quickly became overcrowded on its first southbound trip
back to Second Avenue. Out of concern for the safety of
the pubic trying to jam aboard the truncated consist,
upon arrival at Second Avenue, officials decided to suspend operation of this train for the day.
The train operated on Sundays, December 11 and 18,

but with seven cars instead of the usual eight.
Arthur Kill Station Opening Delayed
The opening date of the Arthur Kill station has been
delayed and pushed back from November to December,
2016 (as of press time of this edition). Postponed three
times from its original April, 2016 opening date, this
$27.9 million station is to replace the Nassau and Atlantic stations, both of which will close upon the opening of
Arthur Kill station, which will have a 150-car park-andride lot and entrances from Arthur Kill Road and Ellis
Street, and feature an enclosed pedestrian overpass
and two concrete side platforms with canopies, windscreens, benches, and wheelchair-accessible ramps.
The station will have security cameras and customer
assistance intercoms. No reason was given by MTA as
to the cause of this series of delays. (siadvance.com,
December 3, 2016)
R-188 Cars With Green Circles and Red Diamonds
A solid train of R-188 cars, 7501-9/7928/7510, is operating with exterior signs with green circles (for locals) or
red diamonds (for expresses) around the route (7).

Commuter and Transit Notes

rail infrastructure and I know that it will prove to be of
immense benefit to the travelling public, as will other
transport projects such as the Luas Cross City Line,
which will open in 2017.” NTA Chief Executive Anne
Graham added that “together with city center resignalling, the new services ensure we will exploit the
full potential of existing rail infrastructure at minimal
cost.” (Railway Gazette, November 22)

(Continued from page 16)

ed with outer suburban trains to Kildare and Portlaoise.
IÉ and NTA are hoping to introduce off-peak and weekend service at a later stage.
Minister for Transport, Tourism, and Sport Shane Ross
said, “the Phoenix Part tunnel line is a vital part of our
From Recognition to Dominance
(Continued from page 1)

(Glenwood Road), where the Third Section started.
Some months later (probably about August) Brighton
Line trains were shifted onto the first two depressed
tracks between Church Ave and South Midwood
(Newkirk Avenue), while excavation and finishing efforts
were transferred to the existing grade along the line’s
eastern flank.
The entire four-track open cut between these points
was placed in revenue service by November, 1907,
though again some of the six overhead street bridges
included in the project would not be complete for another year or so. The three replacement stations contained
within this portion of the cut were configured to be in
harmony with the line’s expanded operational capabilities. Those at Beverly and Cortelyou Roads (which succeeded the original depot sites at Avenues B and C)
had high platforms along the outside, or local, tracks
while the station at Newkirk Avenue, which replaced the
original depot site at South Midwood, was designed with
a pair of high island platforms to serve both the local
and express tracks. All this new trackage was also powered by electric third rail, with trains changing to over20

head wire for propulsion before they entered the Manhattan Beach Branch. By the end of April, 1908, progress on the Third Section of the Brighton Line reconstruction, which consisted of a four-track elevation from
Avenue G to Sheepshead Bay, had reached a point
where BRT added a temporary station location on the
Manhattan Beach Branch at Avenue U, which more or
less corresponded with that on its soon-to-open relocation, while the interim station at Avenue O was eliminated. Finally, the new BRT elevation itself was placed in
revenue service on May 30, 1908, bringing with it the
familiar Brighton Line litany of latter-day station locations: Avenue H, Avenue J, Avenue M (all local), Kings
Highway (express), Avenue U and Neck Road (local)
and Sheepshead Bay (express). Once again this resulted in the extension of third rail all the way to Sheepshead Bay, where the change to overhead wire was
made for the rest of the trip to Culver Depot. The new
elevation also included a grade-separated connection to
the Brighton Line’s side terminal at the Sheepshead
Bay Race Track. With BRT trains gone, the Manhattan
Beach Branch reverted solely to seasonal steampowered Long Island Rail Road service, which in 1908
was offered at levels about half of those a decade earlier.
(Continued next issue)
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SHORT PLATFORMS EXTENDED FOR LONG TRAINS
by Bernard Linder
At the turn of the 20th century, New York’s
elevated trains were so overcrowded that it
was obvious the city desperately needed
more rapid transit. While designing the new
subway, the planners were not sure that people would like to ride underground.
The original plans specified 200-foot platforms for 5-car 51-foot locals and expresses
south of 96th Street, but the 1902 plans
showed 350-foot platforms for 8-car expresses on stations south of 96th Street. Because
the cars had no middle doors and the end
doors were closed, the front and rear cars
extended beyond the platform.
Meanwhile, riding increased rapidly because the subway was popular and New
York’s population was also increasing rapidly.
Rush hour service, which was operating closer than a 2-minute headway, could not be
increased. Therefore the IRT Company decided to order additional cars and lengthen
platforms. In 1910, platforms at and south of
96th Street were lengthened to 480-500 feet
for 10-car expresses and 210-220 feet for 6car locals. We do not know when most of the
platforms north of 96th Street were extended.
The first 10-car train was in service on January 23, 1911, and there were all 10-car rush
hour trains on May 24, 1911. Contract 3 platforms were probably built to accommodate
ten-car trains.
In the Spring of 1934, your Editor-in-Chief
made his own survey of platform lengths,
which revealed that southbound expresses
opened their doors on only the six north cars
at stations from 238th Street-Broadway to
103rd Street (except the 191st Street fulllength platforms) and from 177th Street to
Jackson Avenue. At 174th Street and proba1

bly other busy stations, a Conductor stood on
the southbound platform in the morning rush
and opened the center door of the fourth car.
The platforms south of 177th Street were extended in September, 1934, but the Broadway platforms were not lengthened.
In the 1930s and 1940s, Lexington Avenue
Locals were composed of 6-car trains on
weekdays and Saturday (except midnights)
and 5-car trains on Sunday. Broadway Locals
and Lenox Avenue Locals were 6-car trains
in the rush hour and 5 cars at other times. At
210-foot platforms, five 51-foot cars with their
ends extending beyond the platform could
open all the doors. Six-car trains, which extended beyond the platform, were operated
with end cars equipped with hand-operated
doors. At the short Contract 1 stations, both
Conductors kept the center doors closed and
opened only the end doors. When the local
platforms were lengthened in 1910, the company used narrow spaces at the ends of the
platforms formerly reserved for manholes.
Signal plans, which were revised in the
1940s, showed short Contract 1 local platforms and upper Broadway southbound express platforms. Nearly all other platforms
could accommodate old 10-car trains.
End doors on cars built after 1938 were
located behind the Motorman’s cab. When all
doors were open on 10-car trains, they may
have extended beyond the 480-foot platforms. In 1938, the World’s Fair cars were
placed in service, train lengths were shortened from 10 to 8 cars, platforms were not
extended, and more frequent service was
operated.
We do not know when the platforms were
(Continued on page 20)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from January, 2017 issue)
Over on the Manhattan Beach Division, the year 1908
saw the completion of six new street bridges on Section
1 (16th Avenue and 59th Street, 17th Avenue, E. 14th
Street, Nostrand Avenue, Brooklyn Avenue, and Avenue
H and Albany Avenue) and four railway overpasses on
Section 2 (Avenue G (Glenwood Road), Utica Avenue,
Remsen Avenue, and E. 94th Street). By late in the summer, after the final tasks associated with completion of
the Brighton Line’s elevation had been completed, work
to expand it in support of partial relocation of the LIRR
Manhattan Beach Branch was begun. This part of the
job was undertaken on behalf of the railroad company
and the Brooklyn Grade Crossing Commission, which
were acting as co-sponsors in a similar manner to their
joint administration of the Bay Ridge Improvements. By
June of 1909 the result was near full completion of a
two-track embankment appended to the easterly side of
the new Brighton Line elevation that included 18 steel
bridges on concrete abutments largely shared with BRT,
some for streets that were still being originated as the
new street grid emerged:
Avenue J

Avenue N

Avenue R

Avenue V

Avenue K

Avenue O

Avenue S

Neck Road

Avenue L

Avenue P

Avenue T

Avenue Y

Chestnut
Avenue

Kings Highway

Avenue U

Avenue Z

Avenue M

LIRR was also forced to retain its original right-of-way in
an operational state for Sheepshead Bay Racetrack
Specials through that September and for the next year.
The new embankment ramped back to ground level in
time for the line to cross Voorhies Avenue at grade, and
then resumed its former course to the line’s beachfront
terminus. Redevelopment was beginning to effect largescale change at that end of the line, too, with the original LIRR terminal at the Oriental Hotel being forsaken
after the 1908 season, giving way to an off-season electric trolley shuttle for the last increment. This abbreviation of service was soon formalized by the establishment of concrete platforms, bumping blocks, and a new
Manhattan Beach terminal building at West End & Oriental Avenues (opened on June 19, 1909), but even so
it was clear that Austin Corbin’s former showcase resort
was gradually slipping toward extinction. The same
number of daily trains (eight) were offered for the 1910
summer season on the Manhattan Beach Branch, with
the second track being completed and operational over
the length of the route, as per contract, by early June.
Sheepshead Bay Race Track would run no more after
the summer racing season concluded that September,
and soon thereafter BRT’s side terminal, along with the
original New York & Manhattan Beach alignment, were
abandoned outright. As late as the mid-1990s some
concrete abutments associated with the Brighton Line’s
1908 elevation to the sporting venue could be found
along the wayside on E. 16th Street between Avenues X
and Y. In June, 2011 the Metropolitan Transportation
Authority found itself entangled in a public relations
brouhaha when it was discovered that someone had
sued the agency for governance rights over a curious,
“forgotten” plot of land between E. 17th and E. 18th
Streets, from Avenue U to Avenue V. This parcel was
apparently overlooked when Corbin’s original survey
had been sold off in 1924, and then, lo and behold, the
agency was caught short after some intrepid local research exposed the very existence of the New York &
Manhattan Beach Railroad! The issue was finally resolved through a court ruling in favor of some longtime
residents, who had by then been “squatting” on an otherwise unknown, dormant railroad right-of-way for 52
years.
As the Bay Ridge Improvements reached their boiling
point, major work proceeded on three sections of the
venture at once and the majority of its associated projects reached a beneficial state of completion. Eight
new street bridges were opened along Section 1 during
1909 (Fort Hamilton Avenue, 11th Avenue, 13th Avenue,

Sheepshead
Bay Road

Four new low-platform stations were also included on
the new embankment, at locations that matched those
of the original New York & Manhattan Beach (gradelevel) alignment that lay one to three blocks eastward:
Greenfield (Avenue M)
Kings Highway
Neck Road
Sheepshead Bay
Once again by the time Manhattan Beach Branch operations had been “swung over” to their new alignment
during that summer season, the Long Island Rail Road
had been obliged to cut its seasonal passenger service
even more than the previous year as traffic continued to
decline, so in an effort to expedite the completion of this
now-drastically-overbuilt improvement only a single
track was laid for its entire distance (with no passing
sidings), which proved to be highly adequate for the
eight daily trains to and from Long Island City that were
scheduled (compared to the 24 of times past for which
the new embankment was designed). Nevertheless,

(Continued on page 3)
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salvaged from the “Old Main Line” that BRT had removed in 1904), the entire raising was accomplished in
just four months, including third rail to supply power all
the way to the Rockaway Parkway station and the framing for side station platforms with modest canopies at
New Lots Road and Sutter Avenue along with their attendant means of access. When Canarsie rapid transit
service was initiated using the new structure on July 30,
1906 neither of the two stations were opened right away
as they awaited approvals from the Public Service Commission, which meant that trains ran non-stop between
the Eastern Parkway and E. 105th Street stations for
several months. Another set of side platforms was also
built as provision for an additional stop at Livonia Avenue, but unlike the other two its related street had yet to
materialize in any meaningful form and completion of
the station house and connecting stairways were deferred to a later date. At that time all three grade crossings of the Brooklyn & Rockaway Beach (Canarsie)
Railroad were eliminated (New Lots Road, Sutter Avenue, and Eastern Parkway), but each one’s adjacent
grade-level encounter with the double-track LIRR Manhattan Beach Division remained as they had been since
1877. As their issues were ultimately resolved, construction work on the first two BRT elevated stations, at
Sutter Avenue and New Lots Road (now New Lots Avenue), was gradually completed. After an initial mention
in the Brooklyn Daily Eagle on August 19, 1906, their
opening was ultimately delayed until January 14, 1907,
almost six months after the new service had commenced. The third BRT stop at Livonia Avenue almost
became part of the LIRR project in its own right as its
fate was tied to the progress of Section 3 and the related establishment of Brooklyn’s street grid. That eventuality also required Public Service Commission approval
when “grade” issues in the area were addressed.
Construction along the length of Section 3 commenced almost immediately by June of 1909 with another raw excavation, as had earlier been performed
next to the existing Brighton Line trackage, undertaken
along the westerly flank of the Manhattan Beach alignment from Liberty Avenue to a point south of Sutter Avenue (at the intersecting survey of incomplete Dumont
Avenue). When this task was completed, Manhattan
Beach Division tracks were relocated into the partial cut,
excavation of the easterly half undertaken and bridge
work proceeded. In 1910 the four-track cut and associated street bridges replaced existing grade crossings at
Sutter Avenue, Eastern Parkway (later re-designated
Pitkin Avenue), and Liberty Avenue. Blake Avenue was
also placed upon a bridge across the cut as part of a
completely new through street, while a 300-foot, pedestrian-only overpass was installed across the cut to connect either side of Belmont Avenue. A street overpass
was completed at Glenmore Avenue as part of new construction there by September, while the rest of Section 3
followed suit by the next year when another pedestrian
bridge, with an attached stairway into the unopened
BRT station, was built overhead of the existing grade to

(Continued from page 2)

14th Avenue, 15th Avenue and 61st Street, 60th Street,
Coney Island Avenue, and Ocean Avenue, the last including a newly-depressed, replacement station at Manhattan Beach Junction), along with two more in 1910 at
7th Avenue and at E. 18th Street. On the elevation in
Section 2, the year 1909 saw the completion of a new
railway overpass at E. 92nd Street as a replacement for
the latter-day Canarsie Road crossing, with a new platform appropriately situated to serve as the (third) Rugby
station. Another pair of substantial overpasses were
opened as part of ongoing street reconfiguration at
Ralph Avenue-Avenue D and Kings Highway in 1910,
with the latter also marking the advent of the new station at Kouwenhoven, which was desperately hanging
on to its original, non-descript (Dutch) name in a time
steeped in modernism and change. Finally, the construction contract for “Section 3” of the Bay Ridge Improvements, which consisted of widening and depressing approximately one mile of existing grade level rightof-way from New Lots Road to East New York Avenue,
was awarded in May of 1909 and work begun immediately. Per description, this encompassed portions of the
latter-day East Flatbush, Flatlands, Canarsie, Remsen
Village, Brownsville, and East New York neighborhoods
of Brooklyn (including the former town of New Lots),
while the project scope in this section included the addition of five new street bridges (railway underpasses)
and two pedestrian bridges.
It is of interest to note that an extensive amount of regrading and some elevation work of another sort had
already taken place in much of this section long before
the Bay Ridge Improvements were started. In March of
1906, four months after the Brooklyn Rapid Transit
Company assumed control of the Brooklyn & Rockaway
Beach (Canarsie) Railroad, a pact was reached between it and the Long Island Rail Road (with the Brooklyn Grade Crossing Commission as partner) to divide
the responsibilities of expediting the upgrading and creation of streets through what would become Section 3,
as well as grade-separating them from all intersecting
railway traffic. The immediate upshot was replacement
of the Canarsie Line’s ground-level single track (as had
existed since 1867) with a two-track fill and steel elevated from New Lots Road to Eastern Parkway (Pitkin Avenue). This structure would ascribe to the minimum
standard of vertical clearance of 12 feet required to
meet municipal thoroughfare guidelines across an uncertain landscape (and thereby avoid the later cost of
individual bridges—it was actually lifted to a median
height of 14 feet), and also enable an easy tie-in with
the existing Fulton Street elevated east of that point to
ensure the extension of rapid transit service from Canarsie straight onto BRT’s extensive system of public
conveyance. Thanks to its relatively simple engineering
and a ready supply of steel (legend has it that the Canarsie Line’s steel structure, which still survives in 2017
as part of MTA New York City Transit’s L train, was

(Continued on page 6)
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CONTRACT 1 SCENES

E. 177th Street and Devoe Avenue, May 21, 1914, original inspection
shop at 177th Street station.
Bernard Linder collection

Original escalator, 177th Street station, December 2, 1956.
Bernard Linder photograph

Abandoned inspection shed and yards at 177th Street station,
December 20, 1924.
Bernard Linder collection

Original inspection shop at 177th Street station, March 8, 1942.
Bernard Linder photograph

177th Street station, White Plains Road Line, looking
north,November 6, 1916. The original tower is in the foreground.
The new tower is under construction in the background.
Bernard Linder collection

Looking north from 177th Street station, White Plains Road Line.
Bernard Linder collection
(Continued on page 5)
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Looking south from 180th Street, Bronx Park station, July 20, 1951.
Bernard Linder photograph

E. 180th Street and Boston Road, July 30, 1952.
Bernard Linder photograph

177th Street station, White Plains Road Line, looking north, July 20,
1951.
Bernard Linder photograph

180th Street, Bronx Park station, east pocket, looking north, July 30,
1952.
Bernard Linder photograph

180th Street, Bronx Park station, west pocket, looking north, July 30,
1952.
Bernard Linder photograph

E. 181st Street and Boston Road, July 30, 1952.
Bernard Linder photograph
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superseded the two-year old replacement overpass as
a result. On December 1, 1913 excavation in the vicinity
reached such a crescendo that for the first known instance in the U.S., early motor buses were substituted
for all trolleys as far as 14th Avenue (Bath Junction),
where patrons could either connect with West End rapid
transit trains or return to the newly-truncated Sea Beach
trolleys. This remained the situation until that first BRT
subway line was complete enough to commence revenue service on June 22, 1915.
For the balance of the Bay Ridge Improvements, Section 4 was designed as an underground tunnel beneath
the maze of tightly-woven streets through East New
York and initially deferred, while Section 5 consisted of
widening and elevating just a ½-mile of right-of-way
through Bushwick to the Queens boundary, containing
but one railway overpass at Central Avenue. This was a
10½-foot-high steel girder span that was completed during 1912 and turned out to be the last grade crossing
replacement implemented under the original undertaking that had begun in 1905. From that point forward
most of the remaining construction included bridges for
several new streets being added to the grid: an overpass at 50th Street in Mapleton and pedestrian bridge at
E. 15th Street in Flatbush that were added in 1913;
street bridges in Bay Ridge at 8th Avenue in 1914 (which
included BRT trolley tracks) and at 6th Avenue in 1915;
and the last a span at Bedford Avenue, Flatbush, in
1916 where that broad thoroughfare was being overlaid
on what had been E. 25th Street. An original, contentious underpass that was situated beneath tony Ocean
Parkway in 1877 (and was the site of the famous LIRR
“Parkville” wreck of June, 1893 that led to the prohibition of gauntlet track) also had to be widened substantially to provide for a full double-track right-of-way and
was not completed until 1913.

(Continued from page 3)

join separate portions of Livonia Avenue. This unusual
conglomeration was constructed per an agreement between BRT and the Long Island Rail Road dated January 27, 1911 that made way (at last) for the station to
open after five years in abeyance, it being placed in service on May 15. The baseline cut from East New York to
Dumont Avenues was depressed below the former
Manhattan Beach grade by some 21 feet while the overpass at Livonia Avenue was set at a similar height
above. This had (and still maintains) the interesting effect of NYC Transit’s elevated line slightly overlapping
(and thereby noticeably overhanging) the easterly edge
of the LIRR line along the length of the open cut.
As the overall Manhattan Beach Division crossing
elimination project entered its latter stages, emphasis
again returned to the Bay Ridge end of the line on Section 1, with several factors requiring an even greater
enlargement of the original 1876 cut (as revised in
1895) that originated at 65th Street Ferry. One was the
long-delayed city approval of the New York Connecting
Railroad’s final routing in 1909, in response to which the
Pennsylvania Railroad (through its LIRR affiliate) assumed the laborious undertaking of greatly expanding
Bay Ridge Yard and its nearby rights-of-way to accommodate the voluminous traffic levels that were anticipated. This expectation manifested itself during 1911 with
replacement of the original (wooden) New York & Sea
Beach trestle over the Bay Ridge Branch, located between 7th and 8th Avenues, with a concrete overpass as
part of an overall widening that stretched as far as 7 th
Avenue. The same impetus also produced a threeblock-long concrete and steel street viaduct at 1st Avenue, along with enlargement of the 17-year-old 2nd Avenue bridge in 1912.Other pre-existing overpasses along
the Bay Ridge cut that dated from the 1895-era improvements which also had to be expanded were located at 4th Avenue in 1914; 5th Avenue in (March) 1915;
and finally at 3rd Avenue in 1917, which drew all work on
Sections 1, 2, and 3 of the Bay Ridge Improvements to
a close. Another factor was occurrence of BRT’s “Dual
Contracts” rapid transit expansion, with the Sea Beach
Line first to be upgraded for through service to Manhattan using modern equipment, as agreed in March of
1913. To expedite the entire rapid transit line’s depression into an open cut, trolleys from 63rd Street Ferry began providing all service on the Sea Beach Line in place
of “motor” (rapid transit) trains out of both 63rd Street
Ferry and as connected off the West End Line at Bath
Junction on October 28 of the same year. This mode
was proven to be more easily adaptable to a quicklychanging operational environment and its reconstruction
was thus easily able to be coordinated with the ongoing
Bay Ridge Improvements between 4th Avenue, where it
would emerge from its new subway connection, and the
BRT station at 8th Avenue. As things turned out the two
slightly revised railway alignments crossed directly under the four new subway tracks near 7th Avenue and

A POST-PENN STATION PUSH:THE NEW
HAVEN’S ELECTRIFICATION AND THE ENIGMATIC NEW YORK, WESTCHESTER & BOSTON

With all construction and franchise aspects of the New
York Connecting Railroad sanctioned at last by 1909,
the Pennsylvania, Long Island, and New Haven Railroads set to work creating the cohesive, semistandardized railroading environment that would be
necessary to make the undertaking an operational success, much as the Pennsy and LIRR had coalesced on
behalf of Pennsylvania Station. As such there emerged
a conglomeration of facilities and methods that represented certain components of each but created an entirely new whole, all to be set to its own timetable of implementation. Whereas there was already corporate
control of the Long Island Rail Road by the Pennsylvania, this captivity had long since been evident in their
uniformity of operational practices, which in turn facilitated an efficient collaboration of resources. For its part
the Pennsylvania conceded early on that the New Haven would have to be the standard-bearer for longrange railroad operations on the eastern side of New
(Continued on page 7)
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economic tides, then finally disappeared from the collective business consciousness. In 1906 it was revived
from triviality at the hand of J.P. Morgan, who evidently
saw its initial charter as a springboard to further enhance the New Haven’s pre-eminent position in the regional transportation scheme of southern New England
and Greater New York, though it had long since
achieved such dominance, if not a downright monopoly
in some cases. Morgan’s wishes were prosecuted
through his associate Charles S. Mellen (1852-1927), a
highly-touted railroader and man of great business acumen originally from Concord, New Hampshire, whose
job after 1903 was to manage, maintain and expand the
New Haven’s “brand recognition” in a market that was
markedly devoid of competition. With all of their political
and economic might primed for construction by late
1909, Mellen formed yet another management team to
specifically concentrate on materialization of NYW&B,
which in turn heavily relied upon the knowledge and
resources in addition to the largesse of Morgan and the
New York, New Haven & Hartford Railroad. At that point
it was obvious what course of design, formation and
operation the new suburban railroad would follow.
The New Haven had long since grown into one of the
stalwart operations serving Manhattan’s Grand Central
Terminal by the 1890s as well as one of the seminal
railways in the entire country; a monster of a presence
whose mainstay route was the 228 hyperactive railroad
miles between New York and Boston, along with numerous metropolitan areas throughout much of New England. Nevertheless, there remained a lingering cloud of
municipal dissatisfaction if not disdain over the situation
at Grand Central in the decades after it was established, a sentiment that was moved into the political arena as the city grew past the railroad’s neo-primal state
and was exaggerated through several corporate missteps and calamities. Following a serious collision in the
steam-enshrouded Park Avenue Tunnel that resulted in
several passenger fatalities on January 8, 1902, all railroad lines using the terminal were forced by a 1903
edict of the New York State Legislature to electrify their
operations, a collective action to be effective on July 1,
1908. Though the railroad companies were for some
time uncertain how best to proceed in terms of technology and financing, the New York Central ultimately
chose to implement a d.c. system similar in function to
that of the city’s subway and the Long Island Rail Road
(chiefly thanks to limited overhead clearances in the
Park Avenue Tunnel), but employed an unusual
“Wilgus-Sprague” type of under-running third rail for
enhanced wayside safety.
(Continued next issue)

(Continued from page 6)

York Bay, given that most of the traffic so routed (freight
and passenger) would be distributed through its extensive system, which dominated southern New England
and made the best connections with roads venturing
even farther north. At that time, the Pennsylvania was in
the latter stages of applying its first attempt at urban
railroad electrification in the New York Terminal zone
using d.c. third rail technology, a manner that was economical for the company and proven to the time for that
particular purpose. In addition, however, the Pennsy
was also still in an uncertain state from a corporate
standpoint as to how the electrification concept could be
expanded to encompass its larger main line operations,
so was truly in no position to impose a technological
alternative in its own right. So it was that the New Haven was left to make independent judgment on how
best to flesh out the easternmost end of this shared,
jointly-controlled venture given its long body of practical
experience, a direction which made the entire enterprise
captive to that company’s operational philosophy, whatever form it might take. While a prolonged period of
preparation would surely have given both railroads additional opportunity to take advantage of the continuous
developments emerging in the science of railway electrification, time was of the essence with regard to the New
York Connecting Railroad, with Pennsylvania Station
almost ready to commence operations and as such a
definitive course of action needed to be taken and soon
to expedite associated construction of the venture. This
left the New Haven little choice but to update and stand
fast with the a.c. system of electrification it was already
using, extend its reach onto the new railroad, and, for
commercial and standardization purposes, begin the
overall process of implementing it.
There was also impetus for the New Haven to establish a greater standard of operations from another, rather obscure quarter. For many years prior to this time,
prospective railroad and transit “paper” interests
abounded in the territories between New York City and
southern New England, though few were actually
brought to reality. One such scheme (among many) was
a company called the New York, Westchester & Boston
Railroad, which secured a New York State charter in
1872 to build a system of lines around Westchester
County, centered on a mainline from the Harlem River
to Port Chester that in part greatly resembled that of the
New Haven’s Harlem River Branch. It was soon buffeted about by the power plays of wealthy financiers and
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NEW YORK CITY SUBWAY CAR UPDATE
Subdivision “A” News
A single “assigned” train of R-62s continued to be
seen on 1 through early 2017 (cars 1406-10 and 14314, plus 1438), being joined by unit 1456-60 as of September 23, 2016. It was complemented by one or two
other, random consists on loan from 3 during rush
hours through at least mid-December, 2016. The group
of fifteen (15) R-62s then continued to be seen in several variations on an almost daily basis into the middle of
January, 2017. While in short-term, “captive” supplementary service on 1, certain Livonia-assigned R-62
consists wound up being exported to the Westchester
facility of 6 for ongoing inspections, with 1581-5 and
1596-1600 being observed there over the October 8-9
weekend. In at least one known instance, one of these
“visitors” was actually appropriated for revenue service,
as exemplified by 1326-30 and 1466-70 spending their
entire day on Friday, November 4 roaming around on
6. This was the first known instance of a Kawasakibuilt R-62 consist operating in regular (nondiversionary) service on 6 since their 1984 introduction.
In another first, the entire 7 was operated with 37 “R188” trains on Friday, September 30, 2016 and no R62As at all.
Subdivision “B” News
No sooner had our previous Update been released
than word arrived that “open-end” R-46s 6206/7 were
on the road to reactivation. Sure enough they turned up
in A service on September 22, 2016, which fully restored the active R-46 fleet to its current maximum of
752 cars, or the equivalent of 940 60-footers (thus forming the planned basis for NYCT’s future R-211 order).
An October 7, 2016 electric power problem brought L
service to its knees, a situation counteracted that afternoon by the supplementary assignment of 4 “fulllength” (8- or 10-car) trains on G, employing four different kinds of equipment: R-46s 5664-5-3-2/5486-5-7-8;
R-160s 9117-6-5-4-3/9107-6-5-4-3; R-68As 5088-7-56/5024-5-3-2; and R-68s 2826-7-5-4/2840-1-3-2. There
were also three “extra” trains deployed on M at that
time, utilizing R-143 equipment and their attendant “PM”
crews as diverted from the errant L.
As partially revealed in previous issues, to provide the
ten additional trains necessary for the restoration of W
on November 7, 2016, a variety of separate car transfers occurred over the preceding November 5-6 weekend: R-68s 2768-75 were moved from Concourse (D)
to Coney Island (BG, sometimes N and W); R-46s
5822-45 went from Pitkin (A) to Jamaica (FR); and R160s 9183-9222 were sent from Jamaica (EF, sometimes R) to Coney Island (NQW). Finally, to provide
for the introduction of an R-32 consist on A in the
morning rush and the addition of a second such train in
the PM (this on top of the existing R-32 train taken from
C that has been serving Lefferts Boulevard and the R-

68/68A consist borrowed off B), Phase I R-32s 3414-5,
3436-7, 3660-1, 3726-7 and 3864-5 were permanently
shifted from East New York to 207th Street, which commensurately changed their official allocation to 102 on
J/Z and 120 on C, with a couple of trains used on A
weekdays. Further complicating things to a slight degree is the temporary removal of R-32s 3872-3 and
3878-9 from C for some time (going back to 2014-5).
Both have issues serious enough to require long-term
repair (though by all indication they will be repaired).
This detail reduces the overall fleet of active Phase I R32s to 218, with 102 at East New York and 116 at 207th
Street.
Virtually all car assignment exceptions have continued
unabated from mid-August, 2016 into mid-January,
2017, most notably including the use of R-46s on F, R68As on G, R-143s on J, R-160s on R, and R68/68A’s on N, each of which varies in quantity and
regularity from day to day. Following the restoration of
W, and the temporary truncation of Q to 57th Street on
November 7, 2016, one or two daily trains of R-68s and/
or R-68As began to regularly appear on both, harking
back to equipment usage patterns that were so common prior to the service cuts of June, 2010. Since the
initiation of Q to 96th Street/2nd Avenue on January 1,
R-160s have been carrying all known service for its first
two-plus weeks of existence. There remains one technical glitch, however, as software problems prevent the
Automated Announcement Systems from being employed on the R-160s, so Conductors must provide oldfashioned, manual narration on all trips north of 57 th
Street. Another side effect of the fleet swaps that occurred on November 5-6 was the near-daily use of one
Coney Island-based consist on F in the morning rush
hours, nominally as an AM put-in that enters service at
Kings Highway. Most times this has been a standard
Coney Island-assigned R-160 train, which readily
blends in with the legions used otherwise out of Jamaica, but on the morning of December 8 it turned out to be
R-68As 5110-9-11-12/5094-3-5-6. This was the first
confirmed instance of an R-68A being used on F since
their arrival in 1988-9, and the first observation of this
car type on F overall since early February of 1988. On
New Year’s Day, 2017, a completely different train of R68As (5146-5-7-8/5180-79-7-8) was spied as it wandered in D service by old friend Bill Zucker. Another
was also in use that day, composed of 5054-3-5-6/
5044-3-1-2.
Starting on or about September 19, 2016, Coney Island R-160s 9057-6-5-4-3/8938-9-40-1-2 were directed
to be kept together as a dedicated set on N and Q, as
all 10 cars were equipped with a pilot USB charging
installation for the convenience of customer electronic
devices. The unsuccessful test lasted approximately
two months, being succeeded in late November by the
(Continued on page 17)
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No. 339
by Ronald Yee, James Giovan, and Alexander Ivanoff
Avenue Tunnel and Grand Central Terminal, in both directions, calling out the signal aspects and monitoring the
train’s movement as the cab signaling and automatic speed
control systems are not capable to affecting a train’s movement below 15 mph. It is uncertain if PTC will insure that an
equipped train will stop short of the bumping block.)
(WABC-TV News, January 19, 2017)
Miscellaneous
Ringling Brothers Barnum and Bailey Circus announced that it would cease operations nationwide.
Dwindling attendance numbers, exacerbated by the retirement of all elephant acts last year, forced the 146year-old circus to bring down the curtain for the final
time this year. Its famed circus trains will make their last
runs across the nation this winter and spring. The Blue
trainset will be in the New York City area for circus performances at Brooklyn’s Barclays Center February 23 to
March 3 (train lays over in New Jersey) and Long Island’s Nassau Coliseum from May 12-21 (train lays over
in two sections, one at Mitchell Field Secondary and the
other at Long Island City) where the circus will have its
last-ever performance. The train is scheduled to leave
New York afterward for its final return to its Florida base
of operations. (Fox News, Al Holtz, January 15, 2017)
Amtrak
After four years of working with the Northeast states,
federal and state partner agencies and dozens and dozens of public meetings, the Federal Railroad Administration on December 16, 2016 recommended a vision to
build a better and stronger Northeast Corridor over the
next 30 years. In 2012, at the urging of Congress, all
Northeast states and the Federal Railroad Administration began working together to develop a vision for the
corridor to deal with capacity constraints and slow
speed zones and bring the corridor up to a state of good
repair.
The recommendation announced by FRA would increase reliability and provide more options by:
● Increasing the Northeast Corridor to four tracks in
most locations, which would allow for more frequent
and faster service. Additional tracks would be added
to areas with greater demand
● Providing intercity access to Philadelphia Airport so
that passengers do not have to change trains at 30th
Street
● Adding direct and frequent service to Hartford, Connecticut and Springfield, Massachusetts
● Increasing, and in some cases doubling, the number of regional trains and providing up to five times
more intercity trains
The recommendation would improve travel times:
● Travel from Boston to New York City would be 45
minutes faster (total time of 2 hours 45 minutes)
● Travel from New York City to Washington, D.C.

Metropolitan Transportation Authority
The day after the successful opening of the Second
Avenue Subway to the public, MTA Chairman Thomas
Prendergast announced his retirement effective sometime this coming spring, capping off a successful 25year career that started at New York City Transit
(NYCT), included the presidency of the Long Island Rail
Road, and ended as Chairman of MTA (since June,
2013). In addition to getting the Second Avenue Subway opened within the schedule laid down by Governor
Cuomo, one of his other more notable accomplishments
was at NYCT, where he was hailed as the key person
responsible for the amazingly quick recovery of the subway system from Hurricane Sandy in 2012. He had
planned to retire after three years as Chairman but
stayed on a few more months to oversee the completion
of phase one of the Second Avenue Subway. Potential
successors include NYCT President Veronique Hakim,
New York State Commissioner of Transportation Matt
Driscoll, U.S. Transportation Secretary Anthony Foxx,
and former U.S. Transportation Secretary John Porcari.
(New York Daly News, January 2, 2017)
MTA Long Island Rail Road
LIRR Train #2817, the 7:18 AM out of Far Rockaway
with a consist of six M-7s, crashed into the bumping
block at the end of Track 6 at Atlantic Terminal in Brooklyn at around 8:15 AM on Wednesday, January 4, 2017,
injuring 103 of its approximately 430 passengers and
crew. Subsequent examination of the data on the train’s
“Black Box” event recorder revealed that the train entered the terminal track at over 10 mph, twice the speed
limit, and that the throttle settings were erratic, causing
the train’s speed to vary but remain over the limit until
impact with the bumping block at over 10 mph. The
train’s Engineer, a 15-year veteran, is being investigated for sleep apnea as a contributory factor as he stated
that he did not remember anything after entering the
terminal track. He was on the next-to-last trip of his
overnight shift and had just returned from being off for 3
days due to the New Year’s holiday weekend. NY1 TV
news video showed the lead car with its first three car
number digits visible; the number was 7558 or 7553.
(NBC, NY1, Newsday, January 4, 2017)
LIRR officials confirmed that federally recommended
steps to improve safety as trains enter stub-end track
terminals were in the process of being implemented on
that same morning but were not yet in place to prevent
this wreck. Like MTA Metro-North Railroad and New
Jersey Transit, LIRR now requires the Conductor to be
in the operating cab with the Engineer as the train approaches stub-ended tracks. (Editor’s Note by Ron Yee:
at Metro-North, a member of the train crew who is certified
as being qualified on the book of rules and physical characteristics of that section of the railroad must be in the operating cab with the Engineer between the south end of the Park

(Continued on page 10)
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would be 35 minutes faster (total time of 2 hours 10
minutes)
While the recommendation made on December 16
would grow the role of rail along the Northeast Corridor,
it prioritizes bringing the current corridor back to good
condition, or a state of good repair, first.
With the corridor returned to good condition, the recommendation includes projects that will allow for even
faster and more reliable service, along with more options for customers. The recommendation is also projected to create 47,000 jobs each year for 30 years.
It will now be up to states, cities, and railroads to take
next steps and decide whether to move forward with
any of FRA’s recommendations. (Federal Railway Administration press release, December 16, 2016)
Amtrak recently opened a new, modern passenger
station in Niagara Falls, New York. It occupies portions
of a former customs house and now shares space with
a U.S. Customs and Immigration Inspection Office and
an Underground Railroad Historical Interpretive Museum.
The station serves passengers on the east- and westbound Toronto to New York City Maple Leaf and the
Niagara Falls to New York City Empire Service.
Maple Leaf Train #64 was the first to call at the new
station on December 6, 2016.
Meanwhile, plans for a new Schenectady Amtrak station are poised to move forward after Governor Andrew
Cuomo proposed infusing the project with additional
state funding during his State of the State address on
January 11, 2017 in Albany, investing a total of $15 million in capital funds to replace the existing Erie Boulevard station. The exact amount in new funding was not
immediately clear, but the announcement places a renewed focus on the long-stagnant project, and officials
said it will help get the rebuild back on track.
The Schenectady station is expected to see an increase in traffic with the Rivers Casino and Resort
opening in February. Previously, the state Department
of Transportation budgeted roughly $15 million for the
overhaul, though some of that came from federal funds.
Last March, officials with the state Department of
Transportation put the project out for bid, but only received one response. That number came in about $10
million over budget. The project has been stalled since.
The existing depot, which was built in the late 1970s to
replace the old Union Station, handled about 61,000
passengers in 2013, according to Amtrak.
In addition to the complete station overhaul, a second
rail line is being installed between Schenectady and the
Albany-Rensselaer stop. Work on the second track is
ongoing, and is expected to be finished this spring.
(Schenectady Daily Gazette, January 11, 2017;
(Trains Magazine via Al Holtz, December 12, 2016)
Other Transit Systems
Buffalo, New York
Despite the program having come under criticism in
10

the past, Governor Cuomo unveiled on January 9 a
$500 million next phase of his Buffalo Billion economic
development program, promising hundreds of millions
of dollars for projects intended to spur development in
downtown Buffalo, on the East Side, in Lackawanna
and Niagara Falls.
Cuomo’s most far-reaching proposal may be the
state’s embrace — for the first time — of extending the
Metro Rail north to the University at Buffalo campus in
Amherst and south to the Delaware, Lackawanna &
Western Railroad Terminal near the KeyBank Center in
downtown Buffalo. As the Niagara Frontier Transportation Authority (NFTA) looks to recommend a specific
plan to federal authorities early in the new year,
Cuomo’s advocacy for the project could eventually provide crucial local financing to a project requiring Washington’s approval. Cuomo outlined the proposals in Amherst during his annual State of the State address, presented this year in six locations around New York rather
than the traditional address from Albany. Cuomo’s
transportation initiatives were warmly received by the
crowd, especially with expanding Uber and Lyft to upstate — where they have never been approved by the
Legislature — would end Buffalo’s distinction as the
nation’s largest city without ride-sharing services, almost suggesting that the Legislature should not adjourn
without approving ride-sharing upstate.
But Cuomo’s most far-reaching proposal may be extending NFTA's Metro Rail system beyond the current
6.4-mile line completed in 1985. One piece would be to
extend Metro Rail into the former DL&W terminal that
serves as home base for the system’s light rail vehicles.
NFTA’s proposal would redevelop the trainshed for
mixed use.
No specific plan or route has yet been recommended
by NFTA planners, though specifics are expected soon.
But the Governor’s reference to a system serving Amherst commuters appears to center on a rail alternative
(as opposed to enhanced bus service), with additional
studies to determine environmental ramifications and
costs.
Metro Rail, long criticized as a “train to nowhere” was
profiled by the website Buffalo Rising in 2009, noting
that this train to nowhere is far from that, carrying
26,000 riders a day and only being held back due to its
un-expanded line, the only light rail line in the United
States that has the distinction of never having had an
extension to its network. With the Governor on board,
that expansion is looking more likely.
How all those projects would be funded with $500 million is uncertain. The Governor said he will also propose
a $2 billion fund for clean drinking water infrastructure
improvements. How the program will be funded, such
as perhaps through a voter-approved statewide referendum, remains uncertain.
Meanwhile, in what might fuel further transit usage in
Buffalo, the city has, for the first time since 1953, overhauled its zoning codes and has become the first major
city in the country to completely remove outdated mini(Continued on page 11)
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mum parking requirements, according to an article from
CityLab. (Editor’s note from Sasha Ivanoff: ERA First VicePresident John Pappas and I have had conversations on numerous occasions about the poor state of planning in the Buffalo metropolitan area. It seems that a combination of local
and state factors might change the city’s way of doing business with developers and make for a much more sustainable
city. With climate change becoming a significant factor, Buffalo, with an elevation of 600 feet above sea level, is fairly
well protected. Furthermore, I can see further downtown development coming at the cost of convenient downtown parking, as those lots could be torn up for development.) (Buffalo
News, January 9, 2017; Buffalo Rising website, June
9, 2009; CityLab, January 9)

Washington, D.C. area

Two cars of an eight-car Washington Metropolitan Area Transit Authority train separated while in rush-hour
service on December 12, 2016, local media reported.
No one was injured. The separation happened at the
Twinbrook station as the train was headed outbound to
Shady Grove, Maryland. There were fewer than 40 passengers on the train. These passengers were able to
get off at Twinbrook. Metro said the train stopped automatically after the break-apart. Both sections were
moved under their own power to a rail yard for inspection.
The train was made up of 7000-series cars, the newest in Metro's fleet. Cause of the separation is under
investigation. A train of 3000-series cars separated on
the Green Line in January. (Trains Magazine via Al
Holtz, December 12, 2016)
Charlotte, North Carolina
The Charlotte Area Transit System is planning on
spending $1.5 million to study how it should expand its
network to serve the west side of the city and its airport,
the Charlotte Observer reports.
A decade ago, the transit agency proposed building a
streetcar line along Wilkinson Boulevard, one of the
city’s main roads. However, that plan never went beyond being a proposal.
The study will determine where exactly the route
should go, how it should access the airport, and how
could it best serve the new River District development
west of Interstate 485. (Trains Magazine via Al Holtz,
December 13, 2016)
Chicago, Illinois
The Chicago Transit Authority has received a $1.07
billion grant to provide major modernizations for its Red
and Purple Lines. The large sum awarded by the Federal Transit Administration will help to reconstruct a section of transit lines on Chicago’s north side. The funds
will also improve infrastructure and increase capacity on
the agency’s oldest sections. A large portion of the work
will involve track improvements north of the Belmont
station to relieve a bottleneck at a junction between the
Red, Purple, and Brown Lines. The funds will also help
to renovate some CTA train stations. It is expected that
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design and engineering work will begin later in 2017
while construction for improvements will begin in 2018.
(Trains Magazine, January 11, 2017)
Long-stalled efforts to clean up Metra's fleet of
dirty locomotives could get a big boost next year, as
Illinois is slated to collect nearly $98 million for antipollution efforts from a federal legal settlement from
Volkswagen, reported the Chicago Tribune. The
agreement stipulates the money from the German automaker — which installed secret software in nearly a
half-million diesel vehicles to make them appear cleaner
than they actually were — must be used to reduce lungand heart-damaging nitrogen oxides emitted by diesel
trains, buses, ferries, and equipment, the report said.
So far there has been no public discussion of how
Governor Bruce Rauner's administration should spend
the VW windfall, though a top aide said Metra, which
relies on locomotives built in the 1970s, and other potential recipients already are clamoring behind the
scenes to secure a share, according to the Chicago
Tribune. (Metro Magazine, December 27, 2016)
Fort Worth, Texas
The TEX Rail commuter line that will link downtown
Fort Worth with the Dallas-Fort Worth International Airport will receive $499 million in federal funding, officials
announced on December 15, 2016. The Federal Transit
Administration announced the grant agreement with the
Fort Worth Transportation Authority. The grant will cover
roughly half the cost of the $1.03 billion project, which is
scheduled for completion by the end of 2018.
The 26.8-mile commuter rail line will serve downtown
Fort Worth, the City of Grapevine, and the Dallas-Fort
Worth Airport. The project also will provide connections
to other transportation services in the area, including
the Dallas Area Rapid Transit light rail system, Amtrak,
Trinity Railway Express, and a local bus system.
The service will use diesel multiple units built by Swiss
company Stadler at a new plant in Salt Lake City, Utah.
Officials estimate that 44 daily trains will carry about
9,000 people when the line opens, growing to 13,700 by
2035. (Trains Magazine via Al Holtz, December 16,
2016)
Houston, Texas
Houston has completed a rail line extension. On January 11, 2017, Houston Metro celebrated the completion
and opening of the Metro Green Line light rail project to
its originally planned destination, Magnolia Park Transit
Center. The Green Line now has nine stations, an addition of two. The length has increased from 2.0 miles to
3.3 miles. The line opened on May 23, 2015 from downtown to the Altic/Howard Hughes station, just short of a
crossing of the BNSF Railroad. Most of the extension
beyond that point was built, but couldn’t be opened until
a controversial bridge over the tracks could be completed. (John Pappas)
California
Caltrain riders can soon expect a new way to pay for
their rail tickets. The agency is beginning to develop a
new mobile ticketing app for use throughout its commut(Continued on page 12)
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er rail system. A contract worth more than $600,000 has
been awarded by Board members to provide funds to a
mobile tech company to design and implement the new
fare technology. The app is expected to be ready by
summer 2017 and will be compatible with both iOS and
Android devices. (Caltrain press release, January 10,
2017)

San Francisco, California

On January 13, 2017, Muni’s first train from its fleet of
the future was to arrive. It is the first of 24 light rail vehicles to arrive through the end of 2018. The next 40 vehicles will arrive on a rolling basis through 2020. The ultimate purchase of 260 light rail vehicles may be one of
the largest purchases of light rail vehicles in North
America in modern history, and will increase Muni’s light
rail vehicle fleet by 50 percent.
But once they are put in service, the San Francisco
riding public will get a glimpse at Muni’s future. The
trains, built by Siemens, will come equipped with bells
and whistles that today’s N/Judah, L/Taraval, J/Church,
K/Ingleside, M/Oceanview, and T/Third do not enjoy.
In August, 2016, the San Francisco Examiner took a
tour of one of the new train cars on the factory floor in
Sacramento. As the Examiner reported, the seats are
still fiberglass, but the individual seats, lined in a row,
have been replaced by benches. Bright red, the surface
has a slight texture, which was added for “grip,” according to Siemens’ designers.
The box of sand has moved, too. Well-known to riders
of the N/Judah train, the sand is dropped to create friction while the train brakes. Now, instead of sitting underneath the seats, the sand box is hidden beneath a panel
containing buttons to release seats for wheelchair access.
And perhaps the brightest new feature is LED signage
within the streetcar, so riders always know what train
they are on.
All told, said John Haley, SFMTA’s Director of Transit,
there are more than 50 discrete design improvements
throughout the trains, the result of months of public surveys. (San Francisco Examiner, January 3, 2017)
Los Angeles, California
A federal grant and loan totaling nearly $1.5 billion to
help build the second phase of the Metro Purple Line
Extension to downtown Beverly Hills and Century City
was announced by the U.S. Department of Transportation and the Los Angeles County Metropolitan Transportation Authority (Metro).
Metro received a construction grant agreement for
$1.187 billion through the Federal Transit Administration’s (FTA) Capital Investment Grant program and a
$307 million loan through the U.S. Department of Transportation’s TIFIA program to total $1.494 billion. The
project will also receive $169 million in federal funding
through the Congestion Mitigation and Air Quality program.
Coupled with Metro’s $747 million local match made
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possible by 2008’s Measure R sales tax, $2.4 billion is
now secured to continue construction of one of Los Angeles County’s most critically needed public transit projects — a subway primarily under Wilshire Boulevard
that will finally connect downtown Los Angeles and
Westwood with service en route to the Miracle Mile,
Beverly Hills, and Century City.
Metro is now in the process of selecting a contractor
to build the subway extension’s second section. The
agency planned to recommend a contractor to the Metro Board in January.
Metro is already building the first section of subway
between the current subway terminus at Wilshire/
Western and Wilshire/La Cienega with three new stations. The second section will add another 2.6 miles to
the project and build two new stations at Wilshire/Rodeo
in downtown Beverly Hills and Century City.
Pre-construction activities for the second section are
already underway. Major construction is planned to
begin in 2018. Completion of the second subway section is anticipated no later than 2026 per the FTA Full
Funding Grant Agreement and Metro is aiming to possibly finish the project at an earlier date. A third and final
section will extend the subway to the Westwood/VA
Hospital. Construction on this last section is planned to
begin as early as 2019.
Construction of the Purple Line Extension Section 2
will support over 20,500 jobs in Southern California during its construction, according to the Los Angeles County Economic Development Corporation.
The Purple Line Extension to the Westwood/VA Hospital station will garner about 49,300 daily weekday
boardings at the seven new stations. There will be
about 78,000 new daily trips on the full Metro Rail System as a result of opening this line.
A total of $3.1 billion in federal New Starts funding has
now been secured for recent high priority Metro transportation projects. (Metro Magazine, January 5, 2017) >
Montreal, Quebec and Toronto, Ontario, Canada
New equipment for Canada’s two largest transit systems are continuing to be problematic. As Toronto continues to wait for Bombardier to deliver the remainder of
the very delayed new streetcars, a staff report says the
few already on the road are having problems much
sooner than they should.
The report found that the streetcars are failing six
times quicker than anticipated. The target distance between failures was set at 35,000 kilometers. The report
shows the cars are failing after only 5,696 kilometers.
A TTC spokesperson quoted by CityNews downplayed
the report, saying it was the normal part of a new fleet
of vehicles.
According to TTC, all 30 cars have had at least one
minor issue. Some of the streetcar failures include issues with the doors, seating issues, and electrical problems. The issues are tracked to determine if it is just
one car or a consistent flaw that needs to be brought up
to Bombardier.
According to TTC, the door issues are the most com(Continued on page 13)
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mon found on the new streetcars. The matter has been
forwarded to Bombardier.
And in Montreal, Societe de Transport de Montreal
(STM) officials are trying to find out why their new cars
are taking damage in normal service. One week after
announcing more frequent Metro service, STM held a
news conference on January 16 to announce that all 12
of the new Alstom/Bombardier-built Azur Metro trains
acquired to date have been removed from service as
well as another, older trainset. At the news conference,
STM General Manager Luc Tremblay said that at a subsequent inspection of the entire line and the rolling
stock used on it, all 12 Azur cars, and at least one
1970s-era Bombardier-built MR-73 trainset have sustained running gear damage.
An investigation into the cause is under way. In the
interim, all Azur sets are out of service pending repairs,
as is the damaged MR-73.
The withdrawal has placed a crimp in the previously
announced train frequency increase, as a like number
of cars in the system's oldest fleet, the MR-63 series,
which date from the system's 1966 start-up, have been
retired and or scrapped.
An Alstom representative told a writer for Trains Magazine that its focus is on a vehicle-track interaction problems and that any parts damaged on the Azur trains will
be replaced and upgraded, if necessary, on trains yet to
be delivered. (CityNews, January 13, 2017; Trains
Magazine via Al Holtz, January 16, 2017)
Winnipeg, Manitoba, Canada
VIA Rail Canada recently prepared for aurora borealis,
or northern lights, season aboard its Winnipeg to
Churchill, Manitoba, train starting on Jan. 24. Every
year, thousands of people take the train to the edge of
the Hudson Bay to see the stunning northern lights display, which is at its best between January and March —
a dark, clear, and cold time of year. VIA Rail markets the
Winnipeg-to-Churchill train as the best way to see this
remote community. October and November, 2016 saw
record-breaking ridership aboard the train as people
traveled north to see the polar bears that frequent the
area, according to the Canadian passenger railroad.
(Trains Magazine via Al Holtz, December 14, 2016)
Vancouver, British Columbia, Canada
Local elected officials have asked Canadian Pacific to
give priority to West Coast Express commuter trains
after a spate of delays this fall, the Vancouver Sun reports.
Slower-moving CP freight trains have caused more
than 80 hours of delays to commuters since October 1,
2016, according to the newspaper. The Mayors’ Council
on Regional Transportation wrote to CP Chief Executive
Officer E. Hunter Harrison and Canadian Transportation
Minister Marc Garneau to negotiate a solution.
CP says it is working on solutions to the delays. “We do
our best to avoid delays, but the possibility exists that
they will happen,” Mark Redd, a CP operations Vice
13

President, wrote to transit officials. Copies of the
mayors’ group letter were available to commuters on
board trains. The West Coast Express carries 11,000
riders each weekday. (Trains Magazine via Al Holtz,
December 15, 2016)
London, England
The first demonstration rail freight service carrying
textiles and other consumer goods from China to England arrived at the London Eurohub terminal in Barking
just after 1 PM on January 18, 2017, having left the
Yiwu Xi station in eastern China’s Zhejiang province on
January 1. The inaugural train is expected to be followed by weekly trips for three or four months to assess
customer demand.
The 12,000-kilometer route ran via Kazakhstan, Russia, Belarus, Poland, Germany, Belgium, and France.
The two breaks of gauge between China and Europe’s
1,435-millimeter standard gauge and the 1,520millimeter broad gauge used in the former Soviet Union
required transhipment at Dostyk on the ChinaKazakhstan border and at Brest on the Belarus-Poland
border.
A total of 44 40-foot intermodal containers left Yiwu, of
which 10 were destined for Duisburg in Germany. The
other 34 were transferred in Duisburg to special DB
Cargo container wagons that are approved for use in
the Channel Tunnel.
The 18-day journey time was around half the time required for sea transport, and significantly cheaper than
air freight. The service would also offer a more costeffective alternative to air freight for consignments that
miss a ship’s departure date owing to manufacturing
delays but cannot be held back for another vessel.
The service was organized by Yiwu Timex Industrial
Investment Company as an extension of the route from
China to Duisburg in Germany and Madrid in Spain,
which it has offered since 2015. England is the eighth
country and London the 15th city to be added to its European network. Yiwu Timex’s England agent is One
Two Three Logistics, which was supported by Brunel
Project Cargo.
Train operations were managed by Switzerland-based
InterRail Group on behalf of China Railway Corporation
subsidiary China Railway International Multimodal
Transport. InterRail subcontracted Kazakh Railways
subsidiary KTZ Express to manage the 1,520-millimeter
gauge section of the route, DB Cargo hauled the service from Duisburg to Aachen and DB Cargo UK was
responsible for the English leg.
The project supports the Chinese government’s One
Belt, One Road trade connectivity initiative to create a
modern-day Silk Road. According to DB around 40,000
containers were transported by rail along the routes between China and Europe in 2016, with journey times of
between 12 and 16 days. Annual traffic is expected to
increase to 100,000 containers by 2020. (Railway Gazette, January 18, 2017)
Edinburgh, Scotland
A ScotRail electric train was left temporarily stranded
(Continued on page 14)
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Second Avenue Subway Inaugural Ceremony
On December 31, the day before revenue service began, a ceremony was held at the 72 nd Street station.
Governor Cuomo and MTA Chairman Prendergast presided. Member Randy Glucksman and his wife, who
were also invited, were able to meet the dignitaries.
To keep the 72nd Street mezzanine warm, temporary
doors and electric heaters were installed. Randy also
recalled that he rode the first train on Archer Avenue
and on 63rd Street. Doors were opened at 9:30 PM;
guests passed through security and rode the long escalator to the mezzanine level, where food and drinks
were served buffet-style.
The opening act was a brief performance by actors
from the subway-named Broadway musical “In Transit,”
which was followed by almost continuous music performed by the Sunnyside Social Club, a jazz band that
is part of MTA’s Music Under New York program. At
10:15 PM, the guests were invited to descend to the
track level and board the train on the northbound track.
The train on the southbound track was wrong-railed
alongside Randy’s train. At 86th Street and 96th Street,
the guests were given brochures describing the artwork and allowed 15 minutes to inspect the stations,
after which the train proceeded non-stop to 72nd Street,
where Chairman Prendergast and Governor Cuomo
made brief speeches. Drinks were served and the
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after it was accidentally routed onto a non-electrified
track in Edinburgh. The four-car train, which got stuck
near Haymarket Station on December 29, 2016, had to
be coupled to a diesel train and towed back onto electrified track. A small amount of damage was caused to the
electric train’s pantographs after it lost contact with
overhead electric power lines. An investigation has
been launched regarding the incident. It is believed that
contributing factors to the accident were human error on
behalf of the signaler in charge of setting the train’s
route, in addition to low visibility on the tracks that prevented the train’s operator from noticing the incorrect
routing in time to stop before losing all electric contact.
Fortunately, the train was not in passenger service during the incident and the error did not affect regular train
service. The affected class 380 model train has since
been repaired and returned to passenger service.
(scotsman.com, January 5, 2017)
Paris, France
New trains are coming to Paris cross-city suburban
network lines through a contract worth up to $4 billion.
The French Railway system has chosen an AlstomBombardier consortium to provide up to 255 new highcapacity commuter rail cars for the D and E train routes.
The first part of the order is worth $1.2 billion and will
provide 71 new trains. These and more trainsets would
14

guests rang in the New Year and departed.
WiFi and Cell Service Project (Almost) Completed
On January 9, 2017, Transit Wireless, the contractor
hired by NYCT for $300 million to equip all underground
stations with WiFi and cellular telephone service, completed its work a year ahead of schedule, except for the
Bay Ridge Avenue, 53rd Street, and Prospect Avenue
stations on the Fourth Avenue Line, which are undergoing reconstruction. 4,000 antennas and 120 miles of
fiber optic cables were installed underground to finally
enable subway customers to maintain their electronic
communication connectivity at all stations. The WiFi and
cellular signal is only provided at stations. Security concerns dictated that cellular phone service should not be
provided in the tunnels between stations, especially in
the under-river tubes.
MTA and TWU Reach Contract Agreement
Transport Workers Union (TWU) Local 100 and MTA
reached an agreement on January 16, 2017, averting
the possibility of a labor action. The 26-month contract
will provide two 2.5% wage increases and a $500 bonus
for the last 2 months of the contract, which will end in
May, 2019. While this contract demanded no “givebacks,” TWU was able to further increase the pay for
some of its workers. Drivers of articulated buses will be
paid $1 per hour more as opposed to the current 25cent premium over standard buses and MTA will hire an
extra 100 employees to renovate employee break and
locker rooms around the system. The contract now
goes out for ratification by the rank-and-file.
enable the retirement of older trains running on the D
and E routes as well as offer the needed fleet boost to
expand service.
Alstom and Bombardier are planning to construct the
new trains in their French factories and the order will be
split so that Alstom has a somewhat bigger share. The
new trains will begin hitting the rails in 2021, just in time
for a $4 billion extension of the E route west to Nanterre
via the La Défense business district. Alstom has named
the train design “Xtrapolis Cityduplex.” The new train
cars will feature closely connected single-level and bilevel cars with extra-spacious sliding doors, and are
designed to easily accommodate many passengers.
(Alstom press release, January 11, 2017)
Netherlands
In an innovative move, electric passenger trains in the
Netherlands are now receiving energy generated from
wind-power. Nederlandse Spoorwegen, a Dutch passenger rail company, has collaborated with electricity
company Eneco to create new wind energy technology.
The rail company announced that all of its electric trains
are now running on energy harvested from newly constructed wind farms as of January 1, 2017. Nederlandse
Spoorwegen is the major passenger rail provider in the
Netherlands, operating over 4,000 trains every day
across the country’s 3,200-mile rail network and the
innovation in wind power will provide substantial environmental efficiency benefits.
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from January, 2017 issue)
We continue our narrow gauge journey that we started in
the previous issue.
The 6 minutes of tardiness at Realp were not made up
and we arrived at our destination at 13:26, but we still
had two minutes to cross the platform for our 13:28 connection to Goeschenen. Andermatt is 4,710 feet above
sea level on the meter-gauge east-west line, while
Goeschenen is down in a valley at 3,629 feet. The line
connecting them is less than two and a half miles long,
so the grades are steep, and because of its tunnels,
snow sheds, and the tall mountains surrounding it, it
seems that hardly any sunshine ever penetrates to the
tracks. Goeschenen is the northern mouth of the famous Gotthard Tunnel, and so the line is a valuable
connector for MGB passengers wanting to continue on
trains to Luzern and Zurich to the north, and Lugano
and Milan to the south. The line was the originally independent Schoellenbahn and electrified at a different
voltage than the Furka Oberalp’s 11,000, but was converted, and now some of the MGB regional trains from
Brig run through to Goeschenen. High-frequency SBB
rail service through Goeschenen is on its last legs as
soon the new Gotthard Base Tunnel will open, and express trains will be diverted through the forthcoming
high-speed route (I am sure connecting service will remain, as Andermatt/Goeschenen is an important transfer point).
We rode the same equipment back, which left at 13:53
and arrived Andermatt at 14:03 (04). After grabbing
some snacks and beverages at the station’s kiosk, by

14:27 we were aboard the MGB regional train to Disentis/Muster. But we were not going to go to that division
point, the end-to-end junction with the Rhaetische
Bahn, but only as far as Sedrun, in order to cover the
most scenic and interesting part of the former Furka
Oberalp railway (in my opinion). Upon leaving Andermatt (4,710 feet up) we twisted and turned, traversing
four cutbacks (the highway has eight) and several tunnels totaling about three miles to reach the next town,
Natschen, less than one air mile away (0.87), but 1,277
feet higher at 5,987.Needless to say it felt like we were
on a gradual ascent in an airplane, with the relatively
large town of Andermatt slowly getting smaller and
smaller. It was even more spectacular on our return trip,
as the town loomed larger as we steadily came down
the mountain.
We detrained at Sedrun at 14:15 in order to get back
to our hotel at a decent hour, and, here at the mouth of
another tunnel, an old electric motor, apparently still
usable for charters, was on display. We took the 14:31
back, having to change regional trains at Andermatt
(15:22-37), which allowed some time for photography,
including a view of a late-running Glacier Express). We
tried to board this train, but were told we would have to
pay a reservation fee of about $20 each, so we finessed
that, and took the connecting regional back to Brig, arriving at our home station at 17:38 (33). We soon got to
our room and sprawled out for a couple of hours before
dinner. It was our second great day on the MGB and its
connections.

The MGB Andermatt station is at the crossroads of the east-west meter-gauge rail line from St. Moritz and Chur to Brig and Zermatt, and the
north-south standard-gauge Gotthard Pass and Tunnel line from Zurich and Luzern to Lugano and Milan, the latter being reached by the
short connecting line to Goeschenen, over 1,000 feet below. The left photo shows the rear of an MGB train arriving from Zermatt, made up
of modern Stadler-built (2011-3) partly low-floor EMUs. The right view shows the front of the locomotive-hauled "Glacier Express" heading
for Zermatt. There are 13 of these electric engines on the MGB, built for its predecessor companies by the Swiss Locomotive and Machine
Works (SLM) between 1986 and 1990. (The Winterthur-based Schweizerische Lokomotiv- und Maschinenfabrik company, which built more
of these for other meter-gauge rack lines, and equipped the Manitou & Pike's Peak Railway with diesel railcars, was acquired by Stadler in
1998.) All of the equipment shown is equipped for cog-wheel operation. Also note that Swiss railways run left-handed.
(Continued on page 16)
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Cogwheel locomotive 36 was on display at the Sedrun station,
where we reversed our direction and began our return trip to
Brig. The electric locomotive still sports the "F O" markings for the
MGB predecessor in this location, the Furka Oberalp Railway. It was
built in 1949 by SLM with electric equipment provided by Maschinenfabrik Oerlikon, the same pair of companies that built the iconic
Crocodile (Krokodil) steeplecab locomotives. The railroad interests
of SLM were later acquired by Stadler, while MFO's were sold to
Brown Boveri and Company. BBC eventually merged with ASEA of
Sweden to form ABB, which then became a component of Adranz
before finally being swallowed up by Bombardier.

We headed down the mountain in a local train pulled by a locomotive painted to celebrate the 100th anniversary of the completion of
the Furka Oberalp railway between Brig and Gletsch in 1914. 104 is
one of a series of electric motors built by SLM for the FO and other
Swiss meter-gauge cog railways between 1985 and 1990.

The village of Rueras as seen from the windows of our train descending toward Andermatt. It is part of the Tujetsch
region (population 1,359), which also includes the larger town of Sedrun.

(Continued on page 17)
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Two photos of Andermatt from our train as it descended from Natschen. On the left is a bird’s eye view of the railway station, while the
right picture shows our train taking one of the last curves approaching the town.
(Continued next issue)

CORRECTIONS
In the “Status of North American Transit Project Openings Scheduled for 2017” article in the January issue,
we noted that the NYC Transit Second Avenue Subway
is 6.3 miles long. The section that opened on December
31, 2016 (to the public on January 1, 2017) is 1.5 miles
long.
In the same article, we listed the Staten Island Railway Arthur Kill station as opening in December, 2016.
The new Arthur Kill station opened at 5 AM on Saturday,
January 21, 2017, replacing the outdated and little-used
Atlantic and Nassau stations just north of the line’s terminus at Tottenville. The $27.4 million intermodal station

is compliant with the Americans with Disabilities Act
(ADA), having ramps leading to each of the two side
platforms, and features a new 150-car park-and-ride lot,
bicycle racks, security cameras, and a pedestrian overpass decorated with 28 glass panels depicting images
of local wildlife and landscapes. An S78 bus stop is located in front of the new station and parking lot. The two
stations it replaces were simultaneously closed and will
be slated for demolition. The opening of this new station
had been delayed by a need to re-design key elements
to make it more resilient to storm damage after Hurricane Sandy struck the city in 2012.

New York City Subway Car Update

ceedings, but by Thanksgiving those first five cars had
reputedly completed their initial tour of the entire Subdivision “B” (ex-BMT and IND) system. Evidently, any resultant technical concerns were sufficiently addressed
to enable delivery of the second 5-car unit (3015-9) between November 15 and November 17. This set was
also tested independently in the Rockaway “Flats” once
assembled and made operational at Pitkin, with the first
known complete, 10-car train of R-179s seen making its
way through the Howard Beach-JFK and Aqueduct stations on December 21, 2016. That same evening, “pilot”
R-179s 3053 and 3052 were also delivered to 207th
Street Shops, followed by 3050 and 3051 on December
22 to form the initial 4-car unit of the R-179 order. This
was as far as known progress related to the R-179 had
proceeded through January 15, 2017, but the weeks
and months ahead promise to yield news of their initial
revenue service testing, and eventually what effect their
arrival will have on Subdivision “B” equipment assignments and any potential retirements. Stay tuned to your
ERA Bulletin!

(Continued from page 8)

“pilot” installation of electronic LCD interior signage on
some Coney Island-assigned R-160s, in place of the art
“posters” that the cars have sported since their arrival a
decade ago. Reportedly, NYCT has received sufficient
funds to apply these LCD readouts, whose main purpose appears more related to advertising as opposed to
simple rider information, to 100 such cars and may
equip the entire 510-car contingent if additional money
is supplied to pay for the conversion during 2017.
As previously described, the first of the anticipated
300 R-179s (car 3014) was delivered to 207th Street
Shops by flatbed truck on September 6, 2016, with its
four mates (3010-3) following suit by the end of the
week. After being marshaled at Pitkin Shop in Brooklyn,
a month of static testing followed before the 5-car “pilot”
unit embarked on its maiden voyage to Far Rockaway
and back on October 14. Some initial software and electrical problems were experienced with the cars, which
brought about another delay in early evaluation pro17

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
— FEBRUARY,
2017 2000

Around New York’s Transit System
Second Avenue Trains are Finally Running
On New Year’s Day 2017, rapid transit returned to
upper Second Avenue more than seven decades after
Second Avenue “L” service was discontinued at Unification, June, 1940.
Before revenue service began, the 96th Street station
was open for public inspection. At the December 22,
2016 open house, maps, T-shirts, and cookies were
distributed. The next day the station was open again
from 8-10 AM and 5-7 PM. Officials attended the inaugural ride on December 31.
At noon January 1, the first train departed from 57th
Street-Seventh Avenue and provided revenue service in
the new subway to 96th Street. Trains operated from 6
AM to 10 PM until 24/7 service began on January 9.
The new line will serve more than 200,000 passengers
per weekday and will relieve overcrowding on the
456 Lexington Avenue Line. Q trains are routed via
the Brighton and Broadway Lines to the new terminal at
96th Street-Second Avenue. Running time of these

trains, which stop at Lexington Avenue-63rd Street, 72nd
Street, 86th Street, and 96th Street, is only nine minutes
from 57th Street-Seventh Avenue to 96th Street.
ERA Tri-State and Commuter News Editor Ron Yee
rode the first northbound train out of 57th Street-7th Avenue to 96th Street-2nd Avenue. The consist was: (R-160)
N-9108-9-10-1-2/9113-4-5-6-7-S.
Your Editor-in-Chief always enjoyed riding on the Second Avenue “L,” which was never as crowded as the
other elevated lines. As far back as anyone can remember, Second Avenue trains never ran all night. In 1939,
there was no service leaving 129th Street from 12:054:38 AM and no elevated service from Corona and Astoria at about the same time.
Trains operated from lower Manhattan to 129th Street
at other times and to Freeman Street and Bronx Park
Third Avenue during rush hours. Service from lower
Manhattan to Corona and Astoria was discontinued in
June, 1942 because of low ridership.
(Continued on page 14)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED JANUARY 1, 2017

LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

10 R-32, 296 R-46

20 R-32, 296 R-46, 8 R-68A

L

168 R-143, 24 R-160

152 R-143, 16 R-160

B

40 R-68, 160 R-68A

32 R-68, 152 R-68A

M

184 R-160

176 R-160

C

64 R-32, 80 R-160

56 R-32, 80 R-160

24 R-68, 300 R-160

24 R-68, 300 R-160

D

232 R-68

216 R-68

Q

210 R-160

210 R-160

E

260 R-160

260 R-160

R

240 R-46

240 R-46

F

56 R-46, 370 R-160

56 R-46, 370 R-160

S(Rockaway)

12 R-46

12 R-46

G

52 R-68

52 R-68

S (Franklin)

4 R-68

4 R-68

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

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

J/Z

N/W

Short Platforms Extended for Long Trains
(Continued from page 1)

extended again, but we know that 10-car R-type or
LINE

DATE
7 CARS

1 Broadway Local

—

2 Seventh Avenue Express

—

6 Lexington Avenue Local
7 Flushing

longer locals were not operated until the platforms were
extended. Checking the schedules, we found the dates
trains were lengthened.

8 CARS

9 CARS

February 6, 1959
(A)

September 22, 1948 January 20, 1956
—

—

(A) June 27, 1958 — 10-car Lo-Vs and 9-car R-22s
Data for 3, 4, and 5 is not available

10 CARS

11 CARS

—

May 24, 1976

—

February 10, 1959

May 6, 1968

—

September 4, 1962

November 4, 1963

—

July 14, 1948

November 1, 1962

April 19, 1964

(To be continued)
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SHORT PLATFORMS EXTENDED FOR LONG TRAINS
by Bernard Linder
(Continued from February, 2017 issue)
At the present time, nearly all platforms are
long enough to accommodate the trains that
are scheduled to stop there. The exceptions
are 145th Street-Lenox Avenue, where doors
are opened on only five cars, and the original
curved South Ferry station.
The original IND platforms are longer than
the 10-car trains, and most are able to accommodate the 11-car trains that were operated in the 1950s. Eleven-car trains were in
service on E from October 3, 1955 until it
was canceled abruptly on September 8,
1958. In the AM rush, ten 11-car trains from
Jamaica were laid up in Brooklyn and returned to Jamaica for the PM rush. Elevencar trains never ran to the Rockaways and
they were also operated on F, probably between the long Es.
We have no information about the length of
the original BMT platforms, and we do not
know whether they were extended before
Unification. A train of eight 67-foot BMT cars
was 536 feet long, but a train of ten 60-foot R
-type cars that replaced them was 600 feet
long. Platforms were extended to 615 feet
before the new cars were placed in service,
except on the Broadway (Brooklyn), Myrtle
Avenue, and Canarsie Lines.
After checking previous Bulletins, we were
able to compile an incomplete list of the
dates that platforms were extended.
February 9, 1964 — Completed Newkirk Avenue (now Newkirk Plaza), Brighton Line
February, 1964—Work in progress, Atlantic
Avenue to Newkirk Avenue, Brighton Line
August, 1964—Started work at Avenue H
and Neck Road, Brighton Line
September 14, 1964—Avenue M, Avenue U,
and Brighton Beach, Brighton Line, in service
1

October, 1965—Work in progress at Kings
Highway, W. 8th Street, and Coney Island,
Brighton Line
February, 1972 — Broadway, Fourth Avenue,
and West End Line stations nearly completed; work was not started on 8th Avenue, New
Utrecht Avenue, 18th Avenue, 20th Avenue,
and 86th Street, Sea Beach Line. Platforms at
other Sea Beach Line stations were long
enough
The following IRT platform extensions,
which were omitted from the previous issue,
were also listed in the Bulletin:
April, 1961 — Livonia Avenue Line platforms
were completed; Lexington Avenue Line local
platforms from Brooklyn Bridge to 116th
Street, Jerome Avenue Line stations, and
149th Street-Grand Concourse and Third Avenue-149th Street stations, White Plains
Road Line, were started
February, 1962 — Atlantic Avenue and
Nevins Street, Brooklyn Line, were extended.
Dyre Avenue Line stations were to be extended
Concrete platforms were gradually replacing wooden platforms. The February, 1968
Bulletin informs us that wooden platforms
were still in place from Jackson Avenue to
174th Street, White Plains Road Line, and
from Dyckman Street to 242nd Street, Broadway Line.
After checking signal plans that were revised before and after Unification, we were
able to determine the length of the Manhattan elevated platforms. The 47-foot 7-car
trains (except Composites) were able to
open all doors or gates if they stopped with
their ends extending beyond the short 260(Continued on page 17)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from February, 2017 issue)
Much like the Pennsylvania, the New York Central’s
Manhattan trackage was but a small part of a huge railway system that was regional and national in scope, so
its electrification was to be limited from the start only to
those lines directly feeding into Grand Central (namely
the Hudson and Harlem Divisions) and their contiguous
commutation zones, with the more conventional method
of steam propulsion continuing to be applied beyond
New York’s outer reaches. In turn this resulted in the
construction of two big power generating stations (one
at Port Morris in the Bronx, another at Kingsbridge in
Yonkers) that fed 11,000 volts of alternating current to
several wayside substations at 25 Hz, where in turn it
was converted to 660 volts of direct current for the third
rail. Also like the Long Island Rail Road, the Central
sought to employ trains of electric multiple-unit cars for
its local service, and developed a custom-built series of
electric locomotives to haul its longer-distance passenger trains through the electrified terminal zone. On September 30, 1906 the first electric motor train (locomotive
and coaches) made a special press run along the Hudson Line from the Highbridge station in the Bronx (169 th
Street) to Grand Central, with scheduled operation then
anticipated for a November start-up. Steel MUs were
finally placed in local revenue service between these
points on December 11, then on the Harlem Line as far
as the Wakefield station at the Bronx-Westchester
boundary effective January 28, 1907 and to Mount
Vernon (West) on February 13. At that time the use of
electric locomotives was concurrently started on the
through trains traveling both branches, with a motive
power change being made for continuance farther north
(and vice versa for south) at both Mount Vernon (West)
and Highbridge. This operation was briefly suspended
after a serious accident between Botanical Garden (i.e.
“Bedford Park”) and Williamsbridge just three days later
that claimed 22 lives and was blamed on a pilot truck
design flaw in the otherwise reliable “S” motors. Nevertheless all Harlem Division trains were electrified in operation to Grand Central at the end of that April, with the
Hudson Line following suit by July 1, well in advance of
the legal mandate.
The operation of Harlem Line locals was finally extended from Mount Vernon (West) to North White Plains
in March of 1910 (and there the third rail would end for
74 more years), with the motive power change on the
Harlem Line’s through trains simultaneously moved to
White Plains. On the Hudson Division, through trains to
Harmon, Peekskill, Poughkeepsie, and beyond continued to be hauled by “S” motors as far as Highbridge,
while local service terminated there until April, 1908,

when both operations were extended to Yonkers. At the
same time, the Central began using a temporary side
terminal for its electric MU services at Lexington Avenue
in Manhattan, set in place to stage some of its operations during the expansive, multi-year construction of
the elaborate replacement terminal at Grand Central
itself. Local MU service on the Hudson Line was then
extended incrementally, with through trains being repowered by steam at each interim electric terminal as
the third rail advanced northward — to Glenwood in
1910 and Tarrytown in 1911. Electrification of the Hudson Division was then completed when the new Grand
Central Terminal entered service in early February of
1913, at which time the third rail and local MU service
reached Croton (later known as “Croton-North”), while
the motive power change for regional and long-distance
trains was relocated to its permanent locale at nearby
Harmon (née Croton-Harmon), where a huge shop
complex was also established.
As can be discerned, the New York, New Haven &
Hartford was thus left to its own devices in electrifying
its pathway into Grand Central, but had to accomplish
this objective in compliance with the New York State
mandate while simultaneously working around the New
York Central’s operational requirements. It was also
necessary to factor in its own needs for longer-term corporate growth through the most advanced, economical,
and productive means available. Whereas the latter
qualities took precedence (and owing to some ongoing
legal ramifications at that particular time), the company
took immediate and decisive action to pursue a course
of dual electrification which involved requisite use of the
New York Central’s d.c. third rail system inside that portion of its overall route and an overhead catenary system once on its own rails, powered by alternating current (a.c.). To briefly review its prior experience in this
domain, the New Haven owned an extensive stable of
local streetcar and regional trolley systems across New
England, many of which were utilizing overhead wire
electrifications from an early date (the first around
1890). In 1895 it tried the use of a similar system with
some measure of success on its summer-oriented railway branch to Nantasket Beach and Hull south of Boston, and then implemented a crude form of third rail
electrification (coined “rapid transit”) on local service
concentric to the Hartford area starting in 1896. Neither
of these methods were seriously considered as a longer-term, longer-distance solution to the New Haven’s
quest for total operational efficiency owing to their associated cost and infrastructure requirements, but unin(Continued on page 3)
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upon the New Haven’s actual experience through the
years with trolley wire anchored on plain wooden poles
that were exposed to difficult weather environments.
Whatever the case, the results were quite straightforward, with feeder lines from the New Haven’s generating station at Cos Cob tied into the system at various
strategic points through cables that adorned the tops of
the catenary towers along with telephone and communication lines. A pair of messenger wires was fastened to
the top or bottom cross-truss of each upright (otherwise
known as a “bridge”) through ceramic insulators, forming a top layer of parallel lines above the track bed,
while the actual contact wire, which was also separated
by insulators adjusted at a steady elevation and centered to the track at precise locations, was strung beneath the cross-trusses. Early on, that original running
“wire” consisted of strengthened copper as was used to
power traction interests, but after some apparent softness under load this material was changed to bronze. It
was all stabilized by a unique series of “Y-shaped” steel
braces which tied the whole system together between
uprights, binding the twin messenger wires above with
the lone contact wire below in the profile of a triangle
and thus subscribing to the long-used descriptive of
“triangular” catenary. Its composition was the product of
extensive testing during those early years, which forced
numerous revisions along the way to bear up to the system’s natural and operational stresses. Even after
reaching 90 years of age in a few locations, it remained
capable of withstanding loads in the hundreds of
pounds per foot with no lateral movement!
Given its moderate positioning from Grand Central of
33 miles and existing site as junction point for the New
Canaan Branch (which was already powered with a
simple d.c. trolley system using overhead wire and thus
provided an opportunity to secondarily utilize forthcoming assets), Stamford, Connecticut was selected as the
most logical end point for the company’s initial main line
electrification. As installation work was completed, the
supports and catenary continued through the layover
yard past the station there, which was to be henceforth
dedicated for use by electric locomotives and coaches
(then later MUs). Empty lattice “bridges” then proceeded for a distance of 8/10 of a mile as far as the Main
Street crossing to provide for the eventual extension of
electrified operations even farther to the east. As on the
New York Central, the New Haven set out to acquire
custom-built electric locomotives with which to tote its
strings of coaches, utilizing motors and control systems
that were included as part of the overall package of upgrades by Westinghouse. The Baldwin Locomotive
Company of Philadelphia had actually been experimenting with electric propulsion in this manner for some
years, and was able to supply an initial stock of 35 diminutive “B+B” box-cab type units (class EP-1, delivered 1906), followed by 6 more in 1908 that were slightly modified as based on initial field experience, most
obviously a “1+B-B+1” wheel arrangement to mute oscillation at speed. These units included no less than

(Continued from page 2)

tended consequences of another sort (liability from accidental electrocutions) may have been what irretrievably
pushed the company in the direction of a system based
on the employment of high-voltage, overhead power
distribution.
The New Haven conducted its own independent engineering studies following the May, 1903 New York State
enactment of its compulsory electrification legislation,
which concluded that a power distribution system similar to that being installed on rapid transit lines and chosen by the Long Island Rail Road would not only be
costly but grossly inefficient, with a loss factor of up to
25% between generation from the power house and
contact by a moving train. Given the extraordinary
horsepower required to replace, if not exceed the operational qualities offered by existing steam locomotion
this was especially egregious, so the first conclusion
was that it was best to transmit as high a voltage as
possible directly from generator to locomotive in a single phase. This eliminated the need for intermediate
distribution substations and associated voltage reconfiguration equipment, which thus maximized the effect and
minimized the capital cost for the railroad. For their part
both General Electric and Westinghouse worked out a
complete matrix of options before a specific system was
selected, such that the New Haven was able to get an
excellent read on what the market would be able to offer
along with its optimal results and detailed costs. The
latter company was ultimately chosen to implement the
electrification in 1905 and immediately commenced an
extensive period of testing and experimentation that
was intended to translate the ongoing theoretics of engineering into actual railroad operations. Ultimately, it was
determined that the most advantageous output would
be 11,000 volts of alternating current at a frequency of
25 Hz, based on the capacity of the best available generating equipment at the time, as well as the system’s
intrinsic commercial value (that is, its relationship with
the surrounding electrical grid (such as it then was)) and
its standing within the New Haven’s existing range of
infrastructure assets.
The New Haven electrical system’s basis in theory as
opposed to reality turned out to be the project’s albatross for some months, but as progress was eventually
made by trial and error, construction soon followed and
by late 1906 a series of steel lattice catenary supports
was gradually marching northward, placed at 300-foot
intervals from a point just past Woodlawn, where the
New Haven merged with the Harlem Line in the Bronx,
well into Westchester County. These now-quaint, if not
artful trusses (almost all of which survive as visual landmarks in 2017) were erected as such for cost containment purposes as much as engineering considerations,
though it was hypothesized that an assembly of riveted
steel strips shaped into uprights and cross members
could be more flexible under load stress than would a
union of rigid steel beams; speculation perhaps based

(Continued on page 6)
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CONTRACT 1 SCENES

Looking south toward second Broadway Bridge from 225th Street
station, April 25, 1959.
Bernard Linder photograph

Second Broadway Bridge, looking east, April 25, 1959.
Bernard Linder photograph

Looking east toward third Broadway Bridge under construction,
October 11, 1961.
Bernard Linder photograph

238th Street station, Broadway Line, 1957.
Bernard Linder collection

W. 240th Street and Broadway, looking south.
Bernard Linder collection

240th Street Yard.
Bernard Linder collection
(Continued on page 17)
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South of Battery Place.
Bernard Linder collection

Battery Place station.

Battery Place station, looking south.
Bernard Linder collection

Battery Place station, looking north.
Bernard Linder collection

Rector Street station, looking north.
Bernard Linder collection

110th Street.
Bernard Linder collection

(Continued on page 7)
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reinforced for the application of two pantographs and
cooling apparatus, while below the cars were built upon
beefy steel framing to anchor the control group, transformer, grids, and coolant reservoir (at that time filled
with mineral oil) into a compact space between huge
trucks. All of this paraphernalia was in support of their
biggest wonder: the ability to operate with ease on both
the New Haven’s high-voltage, alternating current overhead and the New York Central’s direct current third rail
into Grand Central Terminal. Weighing 84 tons (168,000
pounds) the four initial MU motor cars fielded by the
New Haven were among the heaviest of railway coaches constructed. They were equipped with Westinghouse’s “HB” control group, a manually-accelerated
system that represented a technological twist compared
to the automatic systems becoming widespread on
LIRR and elsewhere at the time. Each car had four motors from the same supplier that produced up to 150
horsepower each (or 600 hp overall) to enable a maximum of three trailer cars of the six acquired to be
matched with each pair of motors, all the while maintaining a maximum speed of about 60 mph to stay on
schedule, a task they assumed upon entering revenue
service on February 28, 1910. To be sure, the traction
motors themselves were primarily engineered for use
with a.c. power and received current through a transformer when under wire that took the 11,000-volt feed
and stepped it down to the 650 volts required for the
motor to function. By design they worked just as well, if
not better, when straightforwardly provided with direct
current, as the transformer was by-passed entirely. This
first order was matched only by another procurement of
16 such MUs in 1912 consisting of 4 cars (4024-7) that
were even heavier at 88 tons (176,000 pounds) with a
seating capacity of 84 and driven by 175 hp traction
motors, plus 10 trailers (4206-15) and 2 combines
(4650 and 4651). They were used almost exclusively
throughout their service lives on New Haven locals from
Grand Central to several points (New Rochelle, Port
Chester, and most notably Stamford), as well as an occasional appearance on the Harlem River Branch after
its electrification.
Given the swirl of developments surrounding final approval of the New York Connecting Railroad and the
imminent opening of Penn Station after 1909, it was
incumbent upon the New Haven to step into the breach
and establish a solid operating basis for its part of that
overall venture. The electrification of its track connections to the Hell Gate Bridge and Pennsylvania Station
in its own image were inevitable; such was the only assured means of relaying the trains it would exchange
with the Pennsylvania Railroad to their final destinations
in an efficient manner, regardless of whatever long-term
electrification solution its operating partner might institute at a later date. This sentiment was finally codified in
an agreement between the three railroad companies
and officials of the New York Connecting Railroad dated
October 16, 1912. Equally inevitable was the New
Haven’s extension of its initial electrification farther east

(Continued from page 3)

three different arrays of conductive pick-up devices (a.c.
pantographs, d.c. third rail shoes, and a small d.c. pantograph for overhead third rail at interlockings) and were
outfitted with a transformer plus associated equipment
that enabled them to collect both alternating current on
the New Haven’s line and direct current on the New
York Central. So advanced were they at the time that
one was used a basis for the Pennsylvania Railroad’s
development and testing of its own electric locomotive
design in the fall of 1907.
Followed by an extensive period of training, the New
York, New Haven & Hartford Railroad at last joined the
then-select brotherhood of companies with electrified
main line trackage on July 24, 1907, albeit in an imperfect state. At that time its first EP-1-powered coach consists were operated from Grand Central, drawing voltage from the New York Central’s d.c. third rail as far as
Woodlawn. Once there the units’ pantographs were deployed at speed and they began collecting 11,000 volts
of alternating current for the remaining 4½ miles to New
Rochelle, where a yard and turntable were situated that
could support the necessary engine change-outs. This
phase of the electrification was applied to as many
through trains as there were EP-1s to equip plus 12
locals per day. The local schedule was then expanded
to 23 daily runs when the wires were activated as far as
Port Chester on August 5 before finally reaching the
intended terminal at Stamford on October 6. Some
steam-powered through service from points such as
New Haven, Boston and Springfield was continued until
the New Haven’s full stable of EP-1 locomotives was
delivered, the last such trains being converted to electrified operation (and drawing all steam operation from
Grand Central to a close) on June 27, 1908, just days
before the deadline legislated five years previous. All
through trains then continued the practice of changing
between steam and electric locomotion at Stamford for
several years more. The generators at Cos Cob were
engineered to simultaneously output single- and threephase power, the former fed into the catenary, the latter
to supply the New Haven’s own miscellaneous needs
like signals and lighting as well as compensate the New
York Central for use of its electrical facilities between
Grand Central and Woodlawn. Once relayed to the facility at Port Morris, it could conceivably be returned to
their system and converted to d.c. for the third rail.
In 1909 the New Haven took initial delivery of its first
ten multiple-unit cars (motors 4020-3 and trailers 42005), innovative units from the Standard Steel Car works
of Hammond, Indiana that were heavy, expensive, and
somewhat anachronistic in that their steel body was laid
out like a traditional railway coach, complete with oldfashioned open vestibules. There was more to this story
though; their cabin length of 70 feet 10½ inches was
lengthy for the time as the known science of steel coach
construction went (a trait thath yielded a generous seating capacity of 76) while their standard railroad roof was

(Continued on page 7)
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railroad. So it was by the middle of 1911 that an entirely
new series of steel lattice towers and associated catenary were raised over all six tracks of the Harlem River
Branch as additional, higher voltage generating capacity
was installed at the Cos Cob powerhouse, capable of
doubling its line output to 22,000 volts. However, in this
iteration the power was to be sent to a series of wayside
“substations” instead of being fed directly into the catenary as had been done on the initial electrification to
Stamford. These substations were not buildings that
contained rotary converters in a traditional (d.c.) sense,
but rather a bank of automatic transformers which determined the appropriate input for each section, set
along the right-of-way with the line divided into several
“sections” governed against overloads and outages by
“circuit breakers” that were mounted atop certain catenary towers (and denoted by their coolant-filled tanks).
In this manner 25 Hz power was re-distributed to the
overhead at 11,000 volts or less through an
“autotransformer” system, but only in the immediate
area of each substation. The New Haven also took
steps to guard against the possibility of overburdening
its newly-fortified generating capabilities at Cos Cob by
“sectionalizing” its output as far as West Farms Junction, where the New York, Westchester & Boston would
eventually merge for the rest of its trip to Harlem River.
South of that point the branch was to be supplied with
the raw 25 Hz, 11,000/22,000-volts fed by the Sherman
Creek power house of the United Electric Light & Power
Co. (located at 201st Street along the Harlem River)
through a 2¼-mile long underground transmission line,
with Cos Cob’s output only being used as a
“parallel” (back-up) resource if required.

(Continued from page 6)

into Connecticut, obviously at least to its New Haven
terminal area and perhaps beyond. All of this forced the
company to continue observing the developments in the
science of railway electrification with a great selfinterest, such that newer facilities would be improved in
function, operation and economy. Its advancements
were in no way stemmed or stymied by the 1907 initiation of service to Stamford; the state of the industry was
such that the New Haven’s proud installation was almost a lesson in obsolescence before it was even activated. In practical terms, the New Haven’s starter system proved to be too firm and susceptible to its environment. It had engendered unforeseen trouble with electromagnetic interference to adjacent communication
lines, and despite success in its somewhat limited first
state of application, was perceived as lacking the inherent ability to support the electrification of much longer
track intervals. This was not insignificant considering
the hundreds of miles that made up the New Haven’s
greater system.
With electrification of the Harlem River Branch as
component to the future support of anticipated traffic
growth at both the Harlem River Terminal and Penn Station, the company took the next necessary step to transform ongoing theory and experimentation to an even
more practical operating application. This would also aid
in establishment of the ancillary New York, Westchester
& Boston, which was to be similarly outfitted for purposes of system standardization and, taken altogether, provide a springboard for “Phase II” of the New Haven’s
gradual reinvention of itself as a first-class, electrified

(Continued next issue)
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Commuter and Transit Notes

No. 339
by Ronald Yee, James Giovan, and Alexander Ivanoff

Metropolitan Transportation Authority
MTA Chairman and Chief Executive Officer Tom Prendergast officially retired on January 31, 2017 and New
York State Governor Andrew Cuomo appointed NYC
Transit President Ronnie Hakim as interim Chief Executive Officer and MTA Vice Chairman Fernando Ferrer
will serve as acting Chairman until a permanent successor can be found. In turn, Ms. Hakim named Darryl C.
Irick as acting President of NYC Transit in her absence.
(AM New York, January 30, 2017; NY1 News, February 1)
The MTA Board approved an agency-wide 3-4% fare
and toll increase, which will take effect on March 19.
While the base fare of the NYC subways and local buses remains at $2.75 (the single ride ticket stays at
$3.00), the increase in revenue will come from a lowering of discounts currently offered to purchasers of tickets or fares in bulk. There will only be a 5% bonus for
purchases of MetroCards valued at $5.50 and above,
effectively raising the cost of each discounted ride from
$2.48 to $2.62. The cost of a 7-day unlimited MetroCard
will increase by $1 to $32 and the 30-day unlimited MetroCard will increase by $4.50 from $116.50 to $121.
Express bus fares remain at $6.50 for a single ride and
go from $5.86 to $6.19 with the MetroCard bonus.
Fares on the Long Island Rail Road and Metro-North
Railroad are slated to increase between 3 and 4 percent
for monthly passes but may go up by as much as 6%
for some single ride local tickets due to the need to increase single fare rides in increments of 25 cents. Tolls
on the MTA bridges and tunnels will increase from $5.54
to $5.76 for New York State E-Z Pass holders and from
$8 to $8.50 for cash tolls. Verrazano Bridge tolls are
double the aforementioned tolls (collected in one direction), although Staten Island residents will see an increase of less than 25 cents. This fare increase is a part
of the planned timetable to increase fares, not a result
of and labor contract wage increases. (Long Island
Press, January 26; Second Avenue Sagas, January
29)
MTA Long Island Railroad
At approximately 4 AM on Wednesday, February 8,
the last car of a 10-car train deadheading (no passengers aboard) eastbound into Jamaica Station’s Track 8
derailed, rendering a portion of that station’s tracks and
switches out of service. With reduced capacity at this
critical LIRR hub, eight of 131 evening peak period
trains were cancelled to avoid cascading delays that
would have snarled the entire system with delayed and
late trains. A 10-14-inch snowstorm that struck the New
York City region and hit Long Island as a blizzard on
February 9 added to the woes of Long Island’s rail commuters as repairs to the damaged track had not yet
been completed. (ABC7 News, February 8)

MTA Metro-North Railroad
After an eight-year, $9.4 million study of its options for
improving service on the Port Jervis line, Metro-North
Railroad has concluded that construction of a midpoint
yard in Campbell Hall and three sets of passing sidings
will do the trick faster, better, and cheaper than other
alternatives.
"Our ultimate aspiration remains a one-seat ride to the
city, but until all those pieces (of Amtrak's project to
build new rail tunnels to Penn Station) are in place —
and many of them are outside our control and years
away — this will give our customers the more frequent
service they've asked for,'' said Michael Shiffer, MetroNorth's Vice President for Operations Planning and
Analysis.
Shiffer and Elisa Van der Linde, the railroad's Assistant Director of Long-Range Planning, said the $150
million worth of improvements they envision will give
Metro-North the yard and track capacity to operate as
many as 44 trains to and from Hoboken versus the 27 it
fields now.
Assuming that additional funding beyond the $24 million in the Metropolitan Transportation Authority's 20159 capital plan is forthcoming, the improvements could
be in place in 2023. The cost estimates are in 2012 dollars and do not yet include any money for more rolling
stock.
The planners said the resultant increase in peak, offpeak, and reverse peak trains would come in phases
and would primarily benefit the 90 percent of MetroNorth's customers who board at Middletown and stations to the east. For them, many of these trains would
originate from the new yard in Campbell Hall rather than
the old one in Port Jervis.
The remaining 10 percent — fewer than 100 customers — who board at the Port Jervis and Otisville stations
would continue to have the same level of service they
do now, but it would be spread throughout the day rather than remain clumped at rush hour.
"Some people don't take the train now because the
schedule isn't convenient, so we'd be addressing that
latent demand,'' said Shiffer, noting that the demand of
today's commuters goes beyond the conventional definition of rush hour.
The railroad's ability to increase service has been constrained because the mostly single-track Port Jervis
Line functions as a one-way street, keeping trains from
moving in opposite directions at the same time — and
forcing them to traipse the entire 95 miles between
yards in Port Jervis and Hoboken before they can turn
around.
The passing sidings, Van der Linde said, would be
constructed within the railroad's right-of-way west of
(Continued on page 9)
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and Nisqually. The project is part of a major plan to relocate Amtrak trains off the current BNSF freight rail line
along the Puget Sound onto a more inland route that
travels close to Interstate 5. The new line will relieve
congestion caused by freight rail traffic and will allow for
trains to travel at higher speeds. Cascades riders will
save an expected 10 minutes when the new route
opens for service. A new Amtrak station in downtown
Tacoma at the site of the former Milwaukee Road freight
house will also be part of the project and will benefit
passengers nearby. The project is expected to be finished in Fall, 2017 and two round-trip Amtrak trains will
be added to the schedule when the line opens. (Trains
Magazine, February 6)
The Hoosier State, a train operating four times per
week linking Indianapolis and Chicago, reverted to utilizing Amtrak locomotives and coaches and on-board
service personnel effective March 1. For over a year,
equipment and on-board services had been provided by
Iowa Pacific, which introduced a vastly improved passenger experience with a full-length dome car, on-board
Wi-Fi, and business class seating. An Iowa Pacific
press release stated only that the terms of the contract
with the Indiana Department of Transportation had
turned out to be financially unfavorable. (Railway Age,
January 30)
Industry
U.S. freight railroads are projected to spend an estimated $22 billion in 2017 to upgrade and maintain the
nation’s private rail network, large investments that the
industry believes will strengthen an essential transportation system. "This year's private network spending, a
combination of capital expenditures and maintenance,
is part of a continued trend of remarkable proportions,
including more than $630 billion since the industry was
partially deregulated," remarked AAR President and
CEO Edward R. Hamberger. "As the House of Representatives convenes today to discuss a '21st Century
Infrastructure' and policymakers continue bipartisan
discussions with the Trump administration, we hope
these leaders realize how important America's private
freight rail network is in moving raw and finished products, supporting the U.S. manufacturing sector, providing a foundation for commuter and passenger rail and
lessening deterioration of this country's public infrastructure."
The anticipated $22 billion in private spending in 2017,
which equates to about $60 million a day, will cover upgraded track and trains, in addition to technological advancements required to meet demand and increase
safety. Freight railroads spend approximately six times
more of their acquired revenues on capital expenses
than the typical U.S. manufacturer. The most updated
statistics available show that freight railroads created
close to $274 billion in economic activity, generated
nearly $33 billion in state and federal tax revenues and
supported about 1.5 million jobs just in 2014. The freight
rail industry has credited a large amount of its ability to
spend based on regulatory frameworks enacted nearly

(Continued from page 8)

Middletown, east of Salisbury Mills and the Moodna Viaduct, and north of Tuxedo. Each of them would be about
two miles in length — and serve as predicates for the
eventual double-tracking of the line.
The new yard would be built adjacent to the Campbell
Hall station, parallel to the tracks, and be configured to
hold as many as five of the Port Jervis Line's current
inventory of nine trains – generally defined as a locomotive and eight cars.
Van der Linde said the yard, which has yet to be designed, is likely to be long and narrow, perhaps 3,000
feet by 400 feet, and could require the railroad to acquire some private property beyond its right-of-way.
The 29.5 acres that Metro-North owns along Watkins
Road leading to the station is perpendicular to the
tracks and thus not suited for the yard but could possibly be used in some support capacity.
The planners also considered the Harriman and Salisbury Mills stations for the midpoint yard, but eliminated
Harriman because of its distance from Middletown, and
Salisbury Mills because of its residential neighbors, hilly
terrain, and wetlands.
"The key factor in the decision was that, with a yard in
Campbell Hall, we would only have to deadhead trains
six miles back to Middletown to serve riders there,'' said
Van der Linde.
Middletown is the Port Jervis Line's third busiest station, after Harriman and Salisbury Mills. (Editor’s Note by
Sasha Ivanoff: As a frequent customer of the Port Jervis Line,
I am glad to see an effort is being made to improve service.
The line’s ridership includes a customer base from not only
Orange and Rockland Counties, but also from Ulster & Sullivan counties but also Pike County, Pennsylvania, Sussex
County, New Jersey, and possibly further locales. With low
parking fees and plenty of spots, ridership from Orange that
would traditionally use Beacon will now use Middletown far
more often, or switch altogether. While not conceived by the
Erie Railroad with passengers in mind, the Graham Line,
constructed originally as a low-grade freight rail line, has
sort of become New York’s own Lackawanna Cutoff, with
several sections of 79 MPH MAS (maximum authorized
speed) running). (Times Herald Record, February 9)
NJ Transit
NJ Transit will be releasing a revamped and updated
smartphone app that will be compatible with Apple iOS
and Android platforms. The new app’s home screen is
in a “tile” format where users will have quick access to
“buttons” that will be larger with functions that will provide timetable, ticket, and other transit information. The
app will also have a “Quick Buy” option that will purchase fares at the click of just one button. NJT expects
this new app to be made available to the public soon.
(Railpace, February 10)
Amtrak
Work is close to complete on a new station and line
for the Amtrak Cascades service. Testing has recently
begun on a newly upgraded line between Lakewood

(Continued on page 10)
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40 years ago that allowed greater autonomy for business operations. (Trains Magazine, February 2)
Miscellaneous
Elaine Chao was confirmed in a 93-6 vote as Secretary of Transportation in the Trump Administration. She
had served as Secretary of Labor 2001-9 in the George
W. Bush Administration and Deputy Transportation Secretary 1989-91 in the George H.W. Bush Administration
and is married to Mitch McConnell, the current Senate
majority leader. The almost unanimous vote to confirm
her is indicative of support from both Democrats and
Republicans, political support vital to forward any of the
plans for a massive investment in transportation infrastructure promised by the new administration. It is
hoped that rail and mass transit receives a fair share of
the federal funding. (Washington Post, January 31)
Other Transit Systems
Philadelphia, Pennsylvania
The next chapter of recent woes to befall SEPTA began over the weekend of February 4, when a routine
inspection revealed cracks in the body bolsters of two
M-4 class Market-Frankford Line subway cars. Unlike
the 2015 Rotem Silverliner V debacle involving cars
less than 4 years old, the M-4 class cars have been plying the rails for almost 20 years, so it is uncertain
whether this was brought on only after decades of service. Initial inspection reports show a possible pattern
as some of the cars that had motor vents welded onto
the load-bearing support beam had developed cracks
while cars that did not have that weld did not have any
cracks. Why cars within the same class are different
and whether the welded part is a post-manufacture addition by SEPTA is unclear. Within two days, 108 of the
fleet of 218 cars had been inspected and released for
service. 58 cars were discovered to have these cracks,
resulting in nearly 100 cars being removed from service
as the cars are configured in permanently married pairs.
As the line requires 144 cars to meet peak period service demands, peak period headways were lengthened
with a supplemental bus service operating parallel to
the line to make up the shortfall in carrying capacity. Offpeak, evening, and weekend schedules were not affected. As this Bulletin goes to press, SEPTA has not provided any details for the repair of these cars and an expectation of when normal service can be restored. (ABC
News, February 6)
Pittsburgh, Pennsylvania
Transit managers at the Port Authority of Allegheny
County have approved a seven-year plan to install Wi-Fi
hotspots at seven light rail stations around Pittsburgh.
The service will be available in stations near Station
Square, downtown, and the North Shore region. The
Wi-Fi is being installed at no cost to the transit agency
and is being provided by Xfinity. It is expected to be
online and ready for use in June and will be free of
charge. Pittsburgh’s light rail network spans 26.2 miles
and currently has more than 50 stations. (Trains Maga10

zine, February 2)
Baltimore, Maryland
Maryland Transit Administration and the Maryland Stadium Authority will undertake a $7.2 million joint venture
to rebuild the MARC commuter rail station at Camden
Yards. The current structure had been erected as a temporary facility in the late 1980’s when Camden Yards
stadium was built to house the Baltimore Orioles baseball team. While no definitive plans have been released,
it is expected that the new facility will feature a brick
structure building to match the motif and theme of the
adjacent baseball stadium. The Federal Highway Administration will provide $6 million as a part of its Transportation Alternatives Program with the state of Maryland contributing $1.2 million. (Baltimore Business Journal, February 7)
Washington, D.C. area
WMATA began retiring its troublesome 4000-series
subway cars on February 15. A class of 100 cars built
by Breda in 1991, they had been plagued by several
chronic mechanical issues resulting in a poor reliability
record throughout their service life at WMATA. The latest issue involved the automated train controls, necessitating these cars to be “buried” mid-consist in six- and
eight-car trains. With approximately half of the 1976vintage 1000-series cars already retired, the 4000s
were added to the retirement stream earlier than expected in an effort to reduce delays in the system
caused by mechanical failures. WMATA intends on retiring all 1000- and 4000-class cars by the end of 2017.
(Progressive Railroading, February 7)
Chicago, Illinois
Construction workers have started renovations on the
Chicago Transit Authority’s Illinois Medical District station. The facility is located on the agency’s Blue Line.
In early February, crews closed the Damen Avenue
entrance so that modernization work could begin on the
station’s main entrance area. Through mid-May, construction workers will make exterior and interior improvements to the station and its concourse area.
The $23-million project calls for upgrades to the station’s appearance as well as improvements to accessibility, lighting, and signage. Crews will also install new
security cameras and train tracker display screens. Both
of the auxiliary entrances will receive new flooring and
wall and ceiling finishes, among other improvements.
(Trains Magazine via Al Holtz, February 9)
Dallas, Texas
Texas Central promoters say they have secured 30
percent of the land they need so far to build the proposed Dallas to Houston high-speed railroad.
Managers with Texas Central say that there are parcels of land under negotiation in all of the ten counties
that the 240-mile train route will pass through between
Dallas and Houston. The option agreements provide for
50 percent of the required land in Waller and Grimes
Counties, where a mid-point station will be built in an
yet-to-be-determined location.
Most of the Texas Central’s route will take advantage
(Continued on page 11)
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of existing utility and railroad corridors. The purchase
agreements are progress towards Texas Central’s longstated goal of acquiring the private property needed for
the train without invoking the use of eminent domain
proceedings. In a news release, rail promoters also said
that the encouraging negotiations have inspired them to
withdraw 17 lawsuits seeking court orders to allow surveyors onto private property, a prerequisite for eminent
domain proceedings.
The possible use of forced land seizure has drawn
vocal opposition at the state and local level. Some state
legislatures have cast doubt on whether Texas Central
meets the legal definition of a railroad — a prerequisite
for invoking eminent domain clauses — and several
counties have passed legislation making construction
difficult without that designation.
“Texas Central withdrew their lawsuits but retained the
option to bring the suits back to the court at a later
date,” Kyle Workman, President of Texans Against HighSpeed Rail, says in a statement released in response to
the announcement. (Trains Magazine via Al Holtz, February 9)
Denver, Colorado
Denver Regional Transportation District (RTD) opened
a $867 million, eight-station, 10.5-mile-long extension of
the R Line on February 24. It extends the line from the
Nine Mile station east then northward along Interstate
225 to the Peoria station on the A Line, which is the
commuter line linking Denver International Airport with
Denver’s Union Station. The local single zone fare on
the new line is $2.60. (Al Holtz, February 1)
San Francisco, California
The San Francisco Municipal Transportation Company
received its first of 215 light rail vehicles (LRV) built by
Siemens of Sacramento, California on January 13. The
testing program is expected to be completed by late
Summer, 2017 with the LRVs placed in service afterward. (Al Holtz, January 17)
The new owners of the Napa Valley Wine Train are
considering operating a commuter rail service on the
same route that carries their famed wine and lunch/
dinner tourist trains. In an effort to relieve severe traffic
congestion on adjacent Highway 29, a commuter train
service could address the issue and provide a viable
transportation option for employees and possibly tourists along the corridor between St. Helena and as far
south as Vallejo. Based on a rail corridor study performed in 2003, start-up costs would be almost $139
million with a $6.9 million annual operating cost. Equipment and funding/subsidy issues abound and must be
clearly identified before the concept can move forward.
(Napanews,com, January 18)
Honolulu, Hawaii
A HART (Honolulu Authority for Rapid Transportation)
inspector sent to the Hitachi (Breda) railcar manufacturing plant in Italy discovered a flaw in the aluminum
beams that could result in fatigue cracking in the car11

body floor structure. While the issue is being addressed,
the redesign will likely result in yet another delay to the
commencement of railcar testing. (KITV Island News,
January 7)
Montreal, Quebec, Canada
New trains in Montreal’s rail transit system have resumed passenger service after sustaining damage to
the contact shoes that supply electricity to the cars, according to CBC Montreal. Societe de Transport de Montreal, the city’s transit operator, reported that the new
Alstom Azur Metro transit vehicles had experienced mechanical issues on the Orange Line that led to damaged
contact shoes. The problem occurred on all twelve of
the new railcars and even on some older MR-73 model
transit cars. It is believed that the problem was related
to lateral movement of the train cars. No additional information was provided by the transit agency, but necessary repairs have been made. (Trains Magazine, January 31)
Alberta, Canada
The Canadian Pacific Railway is working in tandem
with park officials to attempt to reduce the number of
train-related grizzly bear fatalities in rural Alberta, according to the Canadian Press. It has been realized that
grizzly bears need better travel paths and visibility of
railroad tracks so they can stay out of danger. Parks
Canada and Canadian Pacific funded a five-year study,
which determined that grizzly bears tend to approach
the right-of-way by railroad tracks because they are
seeking loose grain from passing trains in addition to
berries that grow adjacent to sunny sections of the
tracks.
Park officials have suggested cutting vegetation along
sections of track with low visibility to make it easier for
bears to spot and avoid an approaching train. Canadian
Pacific will spend $750,000 over the next three years to
take this action in addition to experimenting with flashing lights and sounding alarms to alert bears to oncoming trains in places where they are most likely to graze.
The study began back in 2010 after it was found that ⅓
of all bear deaths in Banff National Park were caused
by trains along the section of track that passes through
it. (Trains Magazine, February 1)
Gwynedd, Wales
Work has begun on a £2 million steam railway station
in Gwynedd. The Ffestiniog and Welsh Highland Railway, the longest heritage rail line in the United Kingdom, is responsible for the plan and hopes to increase
visitation by up to 5,000 more people every year. The
project has been funded through the Welsh government’s “Vibrant and Viable Places” program. Work on a
water pipe has delayed construction on the project but
the new station is anticipated to open in Spring, 2018.
(bbc.com, February 5)
Mallorca, Spain
A joint venture of Siemens, MAN, and Sampol has
been awarded a €25 million contract to electrify at 1.5
kV d.c. the 31 kilometers of single track between Enllaç
and Manacor on the 1,000-millimeter gauge SFM net(Continued on page 16)
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A REPORT FROM HONG KONG, SINGAPORE, AND
KUALA LUMPUR, MALAYSIA
by Ron Yee
(Photographs by the author)
ERA Commuter and Transit News Co-Editor Ron Yee traveled to Asia during the three weeks leading up to Christmas
Day, 2016. He spent 9 days in Hong Kong with side trips to
Macau, Guangzhou, Singapore, and Kuala Lumpur. The
length of this trip allowed him the time to perform some detailed riding and photographing of the diverse rail transit
systems in Hong Kong, Singapore, and Kuala Lumpur. He
had visited Hong Kong for a three-day visit in April, 1994
and was eager to see what changes were to be found 22 years
later as well as experience the transit scene in Singapore and
Kuala Lumpur as a first-time visitor. Feel free to use this as a
railfan’s guide, should you ever find yourself with an opportunity to travel to this part of the world.

HONG KONG

Much of Hong Kong's MTR subway operation is underground and almost impossible to photograph in a
traditional railfan manner. All underground stations are
air-conditioned (a welcome luxury in the often hot and
humid climate Hong Kong is known for) and are
equipped with full-height glass walls and platform doors,
making the system a literal horizontal elevator. Fortunately, there are parts of the system that are outdoors
with elevated or at-grade stations and rights-of-way offering some photo opportunities as those stations have
shoulder-high platform barriers and gates. One such
location is at the far western end of the system at Sunny
Bay on Lantau Island where the Airport Express
(Turquoise), Tung Chung (Orange), and Disney Shuttle
(Pink), pass through, stop, or terminate respectively,
offering good photo opportunities for the rolling stock of
all three lines. The Disney Line operates a specialized
fully automated consist of modified Class M cars that
shuttles between Sunny Bay station and the Disneyland
Resort and features cars with a Mickey Mouse motif,
complete with stylized Mickey Mouse windows, deep
cushioned sofa seating, and glass enclosed brass statues of Disney characters. West of the Lai King station,
the Tsuen Wan (Red) Line operates over an elevated
structure and a multi-story parking garage at the Kwai
Fong station offers a great vantage point. The Kwai
Hing station offers a nice view of the trains emerging
out of a covered viaduct built to meet a noise reduction
need, much like the Don Valley bridge on the BloorDanforth Subway in Toronto, Canada. The Kwun Tung
(Green) Line operates on an elevated structure from
Kowloon Bay to Lam Tin, the former station being adjacent to the headquarters building of the operating company, MTR.
There are several classes of subway trains in Hong
Kong. The car classes can be divided into the following
major classes: M Class, first introduced in 1979, built by
Metro-Cammell of the United Kingdom spanning the
period 1979-97, the oldest cars rebuilt by Goninan start12

Hong Kong MTR Metro-Cammell M Class trains at Kwai Fong, Tsuen
Wan Line.

ing in 1998. The A Stock, placed into service in 1998,
were built jointly by an Adtranz/CAF consortium, for the
Airport Express and Tung Chung (Orange) Lines. The
Airport Express consists were built by CAF; the cars
have two doors per side and the interior is outfitted with
comfortable transverse cushioned seating with luggage
stands near the doorways. The Tung Chung trainsets
have five doors per side that match the platform doors/
gates throughout the regular MTR system and feature
the standard longitudinal bench seating configurations.
It should also be noted that there is a windowless car on
the east or downtown end of all Airport Express consists
that is dedicated to carrying checked baggage. MTR’s
Airport Express offers the option of checking in passenger luggage in the downtown Hong Kong or Kowloon
stations before boarding the train to the Airport. MTR’s
East Line (Light Blue) also carries the through train services to Guangzhou and Shenzen in the People’s Republic of China (PRC) and used to be part of the old
Canton-Kowloon Railway Company. MTR has since
absorbed this line into its vast network and it is the only
line without the platform gates and doors; the Kowloon
Tung and Kwai Wai stations offer good photo-ops. If one
has the time and knows the schedules of the Shenzen
and Guangzhou services, good photos of those trains
can be had. All trains are locomotive-powered; some
are bi-level push-pull consists while others are singlelevel coaches. The oldest car type on this line are the
MLR class cars built by Metro-Cammell dating back to
1982 and rebuilt in 2004 by Alstom. In 2001, the
SP1900 class, built by a consortium of Kawasaki and
Kinki-Sharyo, supplemented this car fleet. An almost
identical class, the SP1950, built by the same consorti(Continued on page 13)
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um in 2004, is assigned to the Ma On Shan Line
(Brown) and West Rail Line (Lavender). K Stock, dating
back to 2002, were built by Hyundai-Rotem for the
Kwun Tong (Green) and Tseung Kwan O (Purple) Lines.
In 2011, 22 C class consists became the first Chinesebuilt railcars ordered by MTR, built by CNR Changchun
Railway Vehicles; they serve on the Kwun Tong (Green)
and Tsuen Wan (Red) Lines. All classes of MTR trains
appear to be made up of cars approximately 75 feet
long with five identically spaced doors per side (in NYC
Transit terms, the equivalent of R-46s/R-68s with five
doors, not four), insuring commonality with the station
platform doors system-wide and serving to minimize
station dwell times. In 2015, MTR contracted with Chinese car builder CSR Qingdao-Sifang to completely
replace all Metro-Cammell equipment system-wide.
A ride on the popular Victoria Peak incline railway/
tram was quite scenic, but due to extreme crowds, the
trams were impossible to photograph at the base terminal downtown in Hong Kong. However, a great photo
opportunity can be had if one ides to the upper terminal
platform and remains there until after the crowds exit,
leaving an empty platform and unobstructed view of the
tram. Hong Kong's famous double-deck streetcars ply
the streets of downtown business district as well as the
famous neighborhoods of Wan Chai and Causeway
Bay, and a branch serves the Happy Valley horse racing
track with a two-track terminus. Many photo opportunities abound with every turn of the line. There is a

The light rail vehicle (LRV) fleet is comprised of four car
types. The original Phase I cars (1001-70), built in 1988
by Comeng, make up a majority of the car fleet. Initially,
these cars had a similar appearance to the LRVs in
Melbourne, Australia. They have recently been rebuilt to
the aesthetic appearance of the newest LRVs, the Type
IV. The 1992 Kawasaki-built Type II LRVs (1071-90
powered LRVs and cars 1201-10 non-powered trailers)
have not yet been rebuilt and still retain the original look
they shared with the Type Is. In 1997, A. Goninan built
the class III LRVs (cars 1091-1110) and resemble the
Phase I, II, and IVs except that they have a windscreen
flush with the front of the carbody instead of the sloping
windshield. Finally, in 2009, the phase IV LRVs (cars
1111-32) were delivered in a totally new paint and decorative scheme.

New Territories Phase I LRV built 1988 by Comeng at Chung Uk
Tsuen.

SINGAPORE

Singapore's MRT (Mass Rapid Transit) system consists of five lines. Two of them, the Green (East-West)
and Red (North-South) Lines, draw their power from
750V d.c. under-running third rail and share a pool of
cars with a vintage spanning the system's opening in
1987 with C151A class cars built by Kawasaki that have
undergone a rebuilding process starting in 2007
(although I did find myself riding in a consist that had
what appeared to be the original interior and not yet
rebuilt). The Siemens C651 class debuted in 1996,
2000 saw the C751B class from Kawasaki, 2003 the
C751A by Alstom, and 2011 the C151A by Kawasaki.
The Yellow (Circle) Line operates with fully automated
(driverless) Alstom Metropolis trainsets built in 2009
while the other automated third rail Blue (Downtown)
Trams at Central Market.
Line features brand-new Bombardier Movia C951 class
"Tourist Tram," a modified double-deck tram with the railcars furnished in 2016 and also runs exclusively unforward portion of the upper deck converted to an open derground. The Purple (North-East) Line operates totaltop section affording views upward during a narrated ly underground and uses 1500V d.c. overhead catenary
tour. An hour’s travel on the MTR rapid transit West Line as a power source. With full height platform walls and
(Lavender) to Tuen Mun connects one with the New doors to insure rider safety and to also provide fully airTerritories region, an expansion district not far from the conditioned station platforms in the hot, humid Singaborder with The People’s Republic of China. There, an pore environment, photographs of the cars on these
extensive light rail system serves the local populace.
(Continued on page 14)
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Bukit Panjang LRT C801A APM at South View.

planned community there, connecting to the Purple Line
at Punggol) and the Sengkang LRT (10.7 kilometers
Singapore Green Line C651 and Red Line C751 approaching Jurong
East. with 14 stations, connecting to the Purple Line at
Sengkang) using identical fleets of rubber tired automatlines are impossible for the general public. I did find the ed "Crystal Mover" people mover cars built in 2003
time to ride most of the 106-mile, 102-station, standard (class C810) and 2016 (class C810A) by Mitsubishi,
gauge MRT system and while I was driven around the serviced by a common maintenance facility and storage
city by my cousin, who lives there, I observed some of yard on the Sengkang LRT. The cars are quite different
the cut-and-cover dig sites for the 2017 Stage 3 exten- from the BP LRT in that the car bodies are quite angular
sion of the Blue (Downtown) Line extensions from Chi- and rakish in design, somewhat like the nose treatment
natown as well as the construction of the future Brown of Amtrak's Genesis locomotives. Also designed to be
(Thompson-East Coast) Line slated for a 2019 opening. coupled into two-car trains, they run individually during
Singapore also has three light rail systems on the out- the off-peak periods and look like tiny pods running on
skirts of the city that act as feeder or collector networks an elevated guideway, not unlike Morgantown, West
to the rapid transit system. One is the Bukit Panjang Virginia or Jacksonville, Florida. Incidentally, I had NO
(BP-LRT) which is its original mini-system, opened in issues with railfan photography in Singapore, Hong
November, 1999. The 14-station, 7.8-kilometer system Kong, or Kuala Lumpur. The cardinal rule was to never
located in the northwest corner of Singapore and con- step over the yellow line ~18 inches from the platform
necting the Red and Blue Lines, operates with two dis- edge – CCTV monitoring alerts central control and a
tinct vehicle types. More of an automated people mover verbal warning is sent over the public address system of
(APM) running on rubber tires on a concrete guideway the station.
guided by a steel rail in the middle, the original BP-LRT
cars are almost identical to those seen on Miami's
MetroMover. The BP-LRT is served by 19 Bombardier
Innovia C801-class APM vehicles built in 1999 and supplemented by 13 Bombardier Innovia C801A-class cars
delivered in 2014. Both classes of cars can be coupled
to make up two-car trains. No mixed consists were observed, so the cars do not appear to be compatible with
one another. I was fortunate in catching views of the
LRT trains in the stations with open platforms. By the
end of 2018, the entire system will be equipped with the
ubiquitous platform gates to prevent people from falling
onto the trackway. The cars on this line are equipped
with one very unique feature, high-tech windows that
are electrically triggered to instantly become opaque by
trackside “triggers” whenever the cars pass in close
proximity to residential apartment buildings, providing a
degree of privacy for the residents.
Punggol LRV departing Sumang station.
The other two light rail systems are located in the far
northeast corner of Singapore: the Punggol LRT (10.3
KUALA LUMPUR, MALAYSIA
kilometers and 15 stations, three of which are completKuala Lumpur (K-L) is the third of the cities covered
ed but not yet open pending development of the
(Continued on page 15)
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during this trip. It has a population of over 5 million, a
regional population of 8 million, with similarities to New
York City in terms of vibrancy and diversity and, like the
United States, has a car culture that generates a lot of
traffic downtown and is handled by a network of Los
Angeles-style freeways once out of the downtown area.
It is served by a network of eight rapid transit, commuter, and monorail lines with two more under construction.
In short, there are four major systems in K-L, a monorail
line connecting the downtown business district and
main railway station of "Sentral" with the shopping district, two light rail lines (actually more of a mini-metro
rapid transit system called the Sri Petaling and Kelana
Jaya Lines) and a "Komuter" commuter railway system
running through Sentral station downtown. In June,
2016, the Sri Petaling and Kelana Jaya Lines were extended southward to where the two lines meet at Putra
Heights. Like China and Singapore, Kuala Lumpur is on
a building spree of new rail transit lines, so I should
have plenty of new subject matter if I were to return
there in 5-10 years.
K-L Rapid's Kelana Jaya (Red) line is a totally automated (driverless) mini-metro light rail line utilizing 210
cars of the Bombardier Innovia Mark II ART200 class.
The Bombardier "ART" (Advanced Rapid Transit) is very

original 1998 fleet, with many of the cars having gone
through the program and emerging in a newer blue and
white exterior color scheme and improved seating inside. The un-rebuilt cars have a black and white exterior
color scheme like the four-car sets. An order for 56 new
cars from Bombardier will introduce the Innovia Metro
300 class to the line (Bombardier has retired its “ART”
designation in favor of “Metro.”) Interestingly enough,
although it is a driverless system, like Vancouver, there
are no platform gates. It can only be assumed there is a
sophisticated trackway intrusion alerting system to stop
a train from running over debris or an errant person who
has fallen or trespassed onto the tracks. With exception
of the portion through the central business district of
Kuala Lumpur, this line runs outdoors and mostly as a
concrete elevated, which affords some great photo opportunities. The line has spurred major development
around the stations, especially noticeable along the new
southern extension, where clusters of brand new residential, educational, office towers, and shopping complexes have sprung up.
Kuala Lumpur's Sri Petaling and Ampang Lines utilize
50 new six-car trainsets manufactured 2015-6 by CSR
Zhuzhou of China. It should be noted that these CSR
cars are very similar to the new cars on the Buenos
Aires Subte' Line A, which featured the famous 100year-old wooden subway cars until 2011. These cars
replaced the original 1996 car fleet of 90 EMUs manufactured by Australia's Walkers Limited. The new six-car
trains on this line are run manually with an Operator and
apparently have Communication-Based Train Control
(CBTC) utilizing transmitting towers similar to that being
installed on NYCT's 7 Flushing Line. Like the Kelana
Jaya Line, the new southern extension (which is almost
exclusively on a two-track concrete elevated) has also
spurred a lot of new development surrounding many of

Kuala Lumpur Kelana Jaya Line at Wawasan station.

similar to those operating on NYC's JFK AirTrain and
Vancouver's Expo and Millennium Lines utilizing the
brand's longer Mark II-series cars. They are configured
as either two- or four-car trainsets with an open gangway design between all units of the set. Station annunciator displays inform passengers of the arrival status of
the next train and how many cars it has so people know
where to queue on the platform for boarding. The first of
these cars went into service when the line opened in
1998 with 70 married pair cars. A subsequent order for
35 four-car trainsets were delivered in 2008-10. A railcar
refurbishment program is currently underway for the
15

Monorail at Bukit Bintang station.

the new stations. K-L Rapid has a straddle-beam design
monorail (Green Line) using SelTrac people mover Rapid Transit cars built as two- or four-car trains operating
over an 11-station, five-mile elevated line. Opened in
2003, this line connects the downtown business district
(Continued on page 16)
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and main railway station at Sentral with the "Golden
Triangle," which includes the Bukit Bintang shopping
and tourist district. Originally, the line was equipped with
two-car trains built by Scomi Rail of Malaysia utilizing a
similar ALWEG technology used in Seattle's monorail. In
December, 2014, the first of 12 four-car Scomi-Sutra
trains ordered to address the growing ridership was delivered. All 12 sets should have gone into service by the
end of 2015, enabling the two-car trains to be withdrawn
from service. As of December, 2016, several two-car
trains remain in service, indicative that there has been a

Petaling Ampang rapid transit line at Bukit Jalil.
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work on Mallorca. Main works are expected to begin in
March.
The contract includes the construction of four traction
substations, five transformer stations, and a power feed
from the island’s electricity grid. Sampol will be responsible for modifying the SCADA system that it had previously supplied, as well as other electrical works.
(Railway Gazette, February 10)
South Korea
National operator Korail announced a 269 billion won
order for 84 Hyundai Rotem EMU-250 electric multipleunit cars on December 30, 2016. Deliveries are scheduled by the by the end of 2020.
Derived from the HEMU-430 experimental high-speed
design unveiled in 2012, the EMU-250 has distributed
traction giving a maximum service speed of
260 kilometers per hour.
Korail plans to use the EMUs on routes with a maximum operating speed of 200 kilometers per hour, including Cheongnyangni-Busan (48), Uijeongbu-Iksan
(24), and Icheon-Mungyeong (12). In contrast to the
KTX-Sancheon high speed trainsets, the EMU-250 will
16

delay in completing the delivery of this order. As this line
runs through downtown, many photo opportunities can
be had of this line.
Rounding out the rail transit scene in Kuala Lumpur
are the "Komuter" heavy rail commuter rail lines using
38 sets of six-car, bullet-nosed Class 92 EMUs built in
2011 by CSR Zhuzhou of China and the KLIA Airport
Express Line with its dedicated fleet of four-car low-floor
EMU consists. Operating out of "Sentral," Kuala Lumpur's equivalent of New York CIty's Penn Station, the
far-reaching Komuter rail system extends north to the
tourist attraction of Batu Caves and far south into the
government center at PutraJaya, high tech CyberJaya
(not kidding about the name, it is their version of our
Silicon Valley) and southward to the Airport as well as
far down the Klang River Valley.

2012 Class 92 Komuter train departs Serdang inbound.

be optimized for routes where high passenger capacity
and rapid acceleration and braking between relatively
closely spaced stations are more important than maximum speed. On December 22, 2016 Korail ordered a
pair of eight-car 320 kilometer per hour HEMU trainsets
at a cost of 59 billion won. (Railway Gazette, January 3,
2017)
China
Ceremonies were held at the new Kunming Nan station on December 28, 2016 to mark the opening for revenue service of the Guiyang-Kunming PassengerDedicated Line. The link is the final stage in the 2,252kilometer Shanghai-Kunming corridor, one of the four
east-west and four north-south high speed lines developed under the 2011-5 master plan.
With the eastern part under construction since 2006,
and the western section authorized in 2010, the Shanghai-Kunming corridor is now the country’s longest eastwest high-speed line. It connects the developed east
coast to the southwest, traversing the provinces of
Zhejiang, Jiangxi, Hunan, Guizhou, and Yunnan.
The route has opened in several phases. Trains began running over the 150 kilometers between Shanghai
Hongqiao and Hangzhou Dong in 2009. The Nanchang(Continued on page 20)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from February, 2017 issue)
The Swiss railway system offers a checked baggage
service between most cities for a nominal cost. And we
were going to make good use of it on Sunday, as we
had planned a very aggressive schedule for the day,
aiming to end up in Basel, at the northern tip of the
country. Thus we were going to drop our two carry-ons
at Brig first thing in the morning and pick them up in
Basel at the end of our activities. But gremlins (I think
they are called gnomes in Switzerland) got in the way.
Our itinerary called for a departure from Brig at 7:58,
but on Sundays the station's baggage department
doesn't open until 8:00. We hung around the ticket office in the hope that a staff member might come early,
but this was Switzerland, and it was a good bet that the
door would not be unlocked until 8 on the dot. Thus we
were burdened with our bags for the entire day, although we were able to stash them at times in lockers
along our route.
Both of us planned to spend a good portion of the day
in Lausanne, Clare at one or more of the museums in
that lovely city on Lake Leman (also known as Lake
Geneva), and me riding some rail transit. Our first stop
though was Aigle, the terminal of three formerly independent interurban lines. In 1999 the three meter-gauge
railways, Aigle-Leysin (AL), Aigle-Ollon-MontheyChampery (AOMC), and Aigle-Sepey-Les Diablerets
(ASD) were merged with the Bex-Villars-Bretaye (BVB),
which terminates one station down the line (slightly less
than 5 miles) at Bex, into the regional Transports Publics du Chablais (TPC). The weather kept changing as
we speeded northward, from drizzle to overcast to sunny and back, but upon our arrival at Aigle at 9:05 (06) it
was partly cloudy. The interurban terminal in the station's forecourt had been upgraded since my last trip,
and after 2007, instead of the tracks being embedded in
pavement, each is now ensconced in groomed ballast
alongside parallel canopied platforms containing electronic departure signs. But the basic layout has remained the same, although it is now a little more difficult
to negotiate the area for good photographs. But that
was not too much of a challenge; it just took longer, as I
wanted to avoid scrambling across the tracks.
Clare settled down with the luggage and a book in the
SBB (we'll call it CFF as on this day most of our travels
were through the French-speaking part of Switzerland)
waiting room for our hour's stay, while I observed (and
photographed) the comings and goings of the interurban cars, which tend to operate on hourly headways,
connecting with CFF regional services in both directions. TPC's official livery, which was applied to the cars
of each of the three lines since my last visit, is now a
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uniform two-tone lime green and lemon yellow with
white trim. In earlier days the colors were: AL - brown
and tan, AOMC - red and cream, and ASD - light blue/
gray. But the rolling stock is far from being identical, as
it reflects each line's historic requirements for negotiating the steep hills on their routes. The AL cars are numbered in the 300s and use the Abt rack system, the
400s of ASD do not encounter any cog-wheel trackage,
while AOMC's 500s are equipped with Strub equipment.
AL is the shortest of the three lines, with a length of less
than 4 miles (although it is the steepest with grades as
high as 23 percent), while the two others come in at just
under 15 miles long. All three lines serve ski resorts,
with AL serving Leysin to the north, ASD running east to
Le Diablarets, and AOMC running south and west to
Champery. My first visit to these lines was in March,
1967, on a day off from an intensive week of skiing in
Chamonix, France. Clare and I rode the international
third rail line to Martigny in the last days of wooden
coaches and then a CFF mainline train to Aigle for a
great day photographing interurbans in the snow.
On this first trip, all three operations used street trackage to access their mainlines, but now, instead of first
going east in pavement and then turning south, AOMC
runs directly south from the forecourt, mostly alongside
the SBB, where a new car house was built in 2001 to
serve all of the lines. The other two still wend their way
through the middle of town on single track in the center
of parallel traffic-laden two-way streets on either side of
Place du Marche. The voltage on AL and ASD has always been 1,500, with AOMC running at 850 volt d.c.
Upon their merger the decision was made to raise
AOMC's to 1,500 as well, which was planned for 2016
in conjunction with the acquisition of new low-floor cars.
In the interim AL and ASD cars run at reduced power to
reach the new car house. I have ridden each of the
lines on several occasions; my favorite is ASD because
of its pleasant scenery and "lighter" (more tram-like)
construction.
I chose to take some photographs of the trains away
from their terminal platforms and so I had to scurry a bit.
At one point, when I saw an old ASD car in the yards, I
did cross a track and was admonished by a local
passerby. But after I explained what I was doing, the
young lady directed me to a cafe on the far side of the
terminal, where a number of hand-painted murals depicting interurban cars in mountain settings are on display. So my little bit of trespassing turned out to be fortuitous, as I was able to photograph some attractive railoriented artwork. All of the cars in service were painted
(Continued on page 18)
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street just before Clare and I left to resume our journey
on the CFF. Miraculously, despite the large number of
clouds in the sky, I was able to photograph all the equipment in bright sunlight.

(Continued from page 17)

in the new tropical color scheme except for one brown
AL trailer of a train set that entered the station from the

Left and right: These Control Trailer-Motor lashups are outfitted with the Abt rack equipment, the norm for the Aigle-Leysin line. Trailers
361 and 362 were built in 1987, and 363 (not shown) is identical but was constructed in 1993. Matching motors 311-313, respectively, were
built in the same years by a consortium of Vevey (ASMV), Swiss Industrial Group (SIG) and Brown Boveri (BBC), prior to the rationalization
of the car building industry that saw Stadler and Bombardier acquire the railcar assets of those companies. The left photo shows the TPC's
new paint scheme on a train waiting at the station, while the scene at right shows a motor pushing two trailers as it enters the same station on a lazy Sunday morning.

Left and right: Two views of the 400-series cars that run over the former Aigle-Sepey-Diablerets Line. There are four 1987-built motors on
the roster, and they are usually paired with control trailers built in 1966 (but not necessarily on this Sunday morning). No longer do they
load from the pavement of the forecourt of the CFF (SBB) railway station, but rather from regular railroad station platforms, as shown by
the left photo. The view on the right shows operation along Avenue de Loes surrounded by a healthy display of poinsettias. The sky towards the west is threatening, but that weather never reached the eastern end of the Rhone Valley.

(Continued on page 19)

Short Platforms Extended for Long Trains
(Continued from page 1)

foot local platforms. These cars had no center doors
and their end doors or gates were always closed. Second and Third Avenue express platforms and Bronx
Third Avenue local platforms, which were 350-375 feet
long, could accommodate 51-foot, 7-car Composite
trains. These trains never carried passengers on Manhattan local tracks.
Battery Place was the most unusual station on the
18

transit system. The junction of the Sixth Avenue and
Ninth Avenue Lines was near the center of the station,
about 170 feet north of the south end of the station.
Northbound Sixth Avenue and southbound Ninth Avenue trains could have stopped at the curved full-length
platforms, but southbound Sixth Avenue and northbound Ninth Avenue trains could open doors or gates
on only four cars. We do not know whether passengers
had difficulty boarding at the curved platforms and we
have included pictures and a signal plan of this complicated junction on pages 5 and 20 of this issue.
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(Continued from page 18)

Left and right: The 500-series cars work the old Aigle-Ollon-Monthey-Chambery Line from the platforms closest to the CFF mainline. Driving
trailer 531 from 1986-7 in the left photo is usually hitched to a motor of the matching 501-series, while 591 in the view at right is the precursor of what is to come for TPC's lines. It is a 70-percent low-floor articulated unit, one of two constructed by Stadler for the company in
2001. An updated breed of such cars has begun to appear throughout Switzerland, and in 2016 Stadler cars similar to recent ones built for
other properties were to be placed in service in conjunction with AOMC's voltage being raised to 1,500.

Mountain interurban operations are shown in murals in the cafe on
the far side of Aigle's railway station's forecourt. Having a Feldschlosschen or a Cappuccino with a bite to eat in front of such
scenes adds quite a bit of pleasure of to such an occasion. (Or if you
are consuming the Swiss drink Rivella, it might even make the experience pleasant.)

The undertaking still maintains some ASD historic cars for the occasional celebratory event and for charter. Former control trailer 34 is
shown attached to motor car 1 along the AOMC through tracks and
car house lead adjacent to the CFF Rhone Valley mainline. Both
units were built by SWS/BBC in 1913. SWS, commonly known as
Schlieren for the city in which it was based, was purchased by
Schindler in 1960 and closed in 1983. Schindler, known in the United States mainly for its elevators and escalators, sold its railcar
(waggon) business to Adranz in 1997.

Finally, a panoramic view of the
forecourt of the Aigle station. Perhaps it should no longer
be referred to as the forecourt,
but rather as an extension of the
CFF mainline station, since it is no
longer in pavement and therefore
not accessible by rubber-tired
transport. From right to left: two
AL trailers, an ASD motor, and an
AOMC low-floor articulated, all
waiting for connecting mainline
trains.

(Continued next issue)
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Around New York’s Transit System
Arthur Kill Station Opens
As mentioned in last month’s issue, Staten Island’s
new Arthur Kill station opened Saturday morning, January 21. This new station and a 150-car parking lot are
located on Arthur Kill Road between Lion Street and
Barnard Avenue. All doors of a 4-car train can be
opened at the new station, compared with only one door
at each of the old stations, Nassau and Atlantic; the
Nassau station served primarily the Nassau Smelting
Foundry, which closed in the 1980s. Both stations will
be demolished.
The new station is compliant with the Americans with
Disabilities Act. The northbound and southbound platforms are connected by an overhead structure that is
accessible via platform stairways and ramps. Both towers of the structure are covered by canopies and enclosed with windscreens, providing shade and protection from inclement weather. New LED fixtures provide
brighter lighting to supplement natural lighting through
transparent windscreens.
On an average weekday, more than 16,000 passengers ride the Staten Island Railway, which has 29 miles
of track. The MTA 2015-9 Capital Program includes

$388 million in investments and improvements to the
Staten Island Railway. They include replacement of the
aging R-44s and three new substations for increased
power supply. Capital investments include installing
countdown clocks at all stations, track replacement,
radio system improvement, and station repairs.
Second Avenue Subway Ridership
NYC Transit data reveals that the ridership levels on
the newly opened Second Avenue Subway (SAS)
steadily increased during the first month of operation,
reaching 155,000 riders on January 27, 2017. Passenger boarding figures on the parallel Lexington Avenue
Line (456) have been significantly reduced, 27% on
weekdays with up to a 46% reduction during the morning peak periods between 8 AM and 9 AM compared
with January, 2016. Load factors on 456 have been
reduced, achieving one of the initial goals of the Second
Avenue Subway, alleviating the overcrowding on the
Lexington Avenue Line. (Editor’s Note by Ron Yee: It
would also be interesting to review ridership levels on the
M15 and M15SBS bus services to determine what if any impacts the Second Avenue Subway had on these East Side bus
routes.)

Commuter and Transit Notes

the Chenggong district around 20 kilometers south of
the city center, a 5.4-kilometer branch of Kunming Metro
Line 1 Chunrongjie to Kunming Nan was opened on
December 26, 2016; this has intermediate stations at
Shjixingzhengzhongxin,
Yihelu,
and
Bailongtan.
(Railway Gazette, December 28, 2016)
Singapore
The Land Transport Authority has appointed AECOM
Singapore and a team of specialist consultants to conduct the advanced engineering study for the complete
design of the Singapore section of the future high-speed
line to Kuala Lumpur in Malaysia.
The contract includes the provision of architectural,
civil engineering, electrical, mechanical, and other design services for the Jurong East terminus, the tunnels,
and the bridge across the Straits of Johor.
Announcing the award of the contract on February 8,
LTA said the tender process had been “highly competitive.” It said AECOM had extensive experience with
high-speed rail projects, including planning and design
for the Beijing Nan station, the West Kowloon Terminus
for Hong Kong’s Express Rail Link, and the High-Speed
2 project in the United Kingdom. AECOM Singapore is
currently carrying out an engineering consultancy study
for the planned Rapid Transit System Link between Singapore and Johor Bahru.
The governments of Singapore and Malaysia expect
to complete the Singapore-Kuala Lumpur high-speed
line by the end of 2026, with a fastest end-to-end journey time of 90 minutes on the 350-kilometer route.
(Railway Gazette, February 8)

(Continued from page 16)

Changsha Nan section opened for revenue service in
September, 2014, being followed at the end of that year
by Hangzhou Dong-Nanchang and Changsha NanXinhuang Xi. The Xinhuang Xi-Guiyang Bei leg was inaugurated in June, 2015. Intermediate stations on the
final stage have been provided at Pingba Nan, Anshun
Xi, Guanling, Puan. and Panxian in Guizhou Province
and at Fuyuan Bei, Qujing Bei, and Songming in Yunnan.
The line has been designed for 350 kilometer per hour
operation, with trains initially running at up to
330 kilometers per hour according to China Railway
Corporation. The fastest journey time between Shanghai and Kunming has been cut from 34 to 11 hours.
As well as four daily trains in each direction between
Shanghai and Kunming, two through trains each way
per day are due to be introduced between Kunming Nan
and Shenzhen Bei via Guiyang and Guangzhou with
effect from the January 5 timetable change. These will
cut the end-to-end journey time on this route by
22 hours to around 7 hours.
China already has more than 20,000 kilometers of
350 kilometer per hour and 250 kilometer per hour lines
in operation. The current master plan to develop eight
north-south and eight east-west corridors is expected to
see this figure increase to 45,000 kilometers by 2030,
lifting the total national network to more than 150,000
route kilometers.
To connect with the new high-speed hub, located in
20
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SECOND AVENUE SUBWAY PLANS
On page 18 of the February issue, we reported that the long-awaited Second Avenue
Subway started operating on January 1,
2017. It was a partial replacement for the
Second Avenue “L” that ceased operating in
upper Manhattan at Unification on June 12,
1940.
Elevated trains provided frequent service.
In 1933, the buses that replaced the Second
Avenue street cars were busier than the
street cars. Because IRT was losing revenue,
it increased midday service from 6 minutes to
4 minutes and shortened trains to 3-car
MUDC or 2-car gates. Rush hour service
was just as frequent—4 minutes to 129th
Street, 5 minutes to the Bronx and Willets
Point, and 8 minutes to Astoria.
The Second Avenue “L” was doomed. Planners were anxious to replace it with a subway as early as 1919 and again on August
23, 1929, but money was never available.
In the early 1940s, the Board of Transportation started planning a $2 billion post-war
subway construction program. First on the
list was the Second Avenue Subway, which
would cost an estimated $223 million. As
soon as the new subway was in service, the
Third Avenue “L” would be torn down. The
new subway would start at Coenties Slip and
reach the Bronx. It would run on Alexander
Avenue, Melrose Avenue, and Washington
Avenue, eventually connecting with the Concourse Line, the White Plains Road Line at
197th Street, and the Pelham Line at Hunts
Point Avenue. The subway would also be
extended via a two-track river tunnel to Court
Street, Brooklyn, the site of the Transit Museum, at a cost of $22 million. Numerous other
extensions were planned, including a twotrack subway from Fourth Avenue and 60th
Street, Brooklyn to New Brighton and Tompkinsville, Staten Island. These plans were

submitted to the City Planning Commission,
which listed in its 1946 budget only those
projects deemed essential to keep the rapid
transit lines in safe operating condition and
make possible a few badly needed connections. In its six-year planning program, the
Board of Transportation asked for $344 million for the Second Avenue Subway and an
extension to the Bronx.
A December 15, 1947 newspaper article
reveals a revised route for the proposed subway. At the south end, this plan shows the
connection to the Manhattan Bridge tracks,
similar to the present day operation. At the
north end, the plan shows a connection to
the Pelham Line at 138th Street and Brook
Avenue. Also shown is a branch to 149th
Street and Third Avenue with an escalator for
passengers transferring to the Third Avenue
“L” north of 149th Street. Alteration of the existing structure of the Pelham Line to accommodate the wider Second Avenue cars would
cost $14 million. Planned service changes
included through-routing trains from the Pelham Line to 95th Street-Fourth Avenue, the
West End Line, and Hudson Terminal via a
new connecting subway under 57th Street.
Trains from 149th Street-Third Avenue would
operate on the Brighton and Sea Beach
Lines.
City officials agreed that the subway should
be built, but money was never available.
About 1948, the Comptroller estimated that
$850 million would be needed to rehabilitate
the rapid transit lines and build the Second
Avenue Subway. Therefore, the Board of
Transportation recommended that the city
seek permission from the Legislature to borrow $500 million outside the debt limit to
build the subway. For the city to obtain borrowing power, the Legislature had to approve
(Continued on page 18)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from March, 2017 issue)

(Continued on page 3)
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SECOND AVENUE STREET CAR PHOTOS

Second Avenue Railway car 170.
Bernard Linder collection

Second Avenue Railway car 52, probably at 96th Street Barn.
Bernard Linder collection

Another view of car 52, showing windows for winter operation.
Bernard Linder collection

Screens for summer operation.
Bernard Linder collection

Open car 230.
Bernard Linder collection

Car interior.
Bernard Linder collection

→
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SECOND AVENUE “L” SCENES

Grand Avenue, early 1880s.
Bernard Linder collection

Delancey Street.
Bernard Linder collection

Rivington Street station, looking north.
Bernard Linder collection

1st Street.
Bernard Linder collection

57th Street station, looking north.
Bernard Linder collection

111th Street station, looking north.
Bernard Linder collection
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THE SECOND AVENUE SUBWAY AND ITS PLACE IN THE NEW
YORK CITY SUBWAY SYSTEM
by Subutay Musluoglu
(Photographs by the author)
In the days leading up to the public revenue service
opening of the Second Avenue Subway on January 1,
2017, I had the opportunity to visit the new line a few
times. First, on Friday, December 23, 2016, I attended
an open house at the new 96th Street station organized
by the Metropolitan Transportation Authority (MTA), MTA
New York City Transit (NYCT), MTA Capital Construction (MTACC), and the administration of the Governor of
the State of New York, Andrew Cuomo. I visited 96th
Street again on December 28, followed by the 86th
Street station during its open house on December 30.
That same day brought the permanent opening of the
Third Avenue entrances and fare control area at the
Lexington Avenue-63rd Street station on the 63rd Street
Line, a space initially built in the 1980s during that line’s
construction but not finished out when that station originally opened on October 29, 1989. So, on New Year’s
Day, as I rode up and down the Second Avenue Subway and visited all the stations, including 72 nd Street for
the first time, I marveled at the size of the crowds and
the collective enthusiasm and excitement that was in
the air, as the latest addition to the New York City subway system finally opened for revenue service after
nearly a century of plans and dreams.
I was deeply impressed by these experiences — a
modern, spacious rail rapid transit line built to serve and
last for generations, on par with the best of the new facilities that have become commonplace in New York’s
peer cities around the world in recent years. We can
only hope that this is a sign of things to come as progress on the next phase continues. As such, I would like
to offer some thoughts on the critically important place
of the Second Avenue Subway in the context of the
overall New York City subway system, by focusing on
three key features.
Over the last 20 years, ever since planning, design,
and political commitment began anew to restarting construction of the long-dreamed line, New Yorkers have
been bombarded with a variety of statistics and anecdotes. At the sake of being repetitive, the Second Avenue Subway has been discussed in some form or fashion since 1920 when the engineer Daniel Turner, looking beyond the Dual Contracts, unveiled his “Proposed
Comprehensive Rapid Transit System” which proposed
a second East Side subway. Ever since, every public
agency charged with planning and building subways —
the New York City Rapid Transit Commission, the Public
Service Commission, the Board of Transportation, the
New York City Transit System, the New York City Transit
Authority, and the MTA — has had some form of the line
in its ambitions.
Construction seemed imminent a number of times

over the last 90+ years, in the form of various bond issues, premature rolling stock purchases, and other
teases, without actually yielding a serious building project. The late 1960s brought the creation of the MTA, a
public benefit corporation set up by New York State with
the express purpose of consolidating the financing, operations, maintenance, and capital planning of the various downstate rail transit providers. Soon thereafter, the
MTA’s Program for Action of 1968 — more commonly
referred to as the “Grand Design” — laid out an ambitious vision of broad scope, proposing 52 miles of new
subway arranged in 11 lines across the city. The centerpiece of this program was the 63rd Street Line and the
Second Avenue Subway. Construction of the 63rd Street
Line began in October, 1969, and continued in fits and
starts until 1989. This history has been written about
extensively in prior issues of the Bulletin, including a
series of articles by this author in 2001-2. Ground was
broken for the Second Avenue Subway on October 27,
1972 and construction continued for almost three full
years until the precariousness of the city’s and the
MTA’s finances forced a suspension of work in September, 1975, followed by a formal deferral. A new round of
planning began in the early 1990s, which eventually led
to the building and opening of Phase 1.
The fates of these two lines are intertwined. The reality is that without the 63rd Street Line, Phase 1 of the
Second Avenue Subway would not have been possible.
As such, it represents the latest step in the utilization of
the 63rd Street Line, arguably the most important component added to the subway in the post-war era, with its
full potential yet to be realized. This cannot be overstated. Since its conception, the 63rd Street Line has been
envisioned as the fulcrum upon which a dramatic expansion of the system would turn, by serving several
needs simultaneously. It is essentially an east-west line
that was designed to expand capacity between Queens
and Manhattan, linking a new Queens trunk line to the
two most central north-south lines in Manhattan, the
Sixth Avenue and Broadway Subways. It was meant to
serve an important north-south function as well —
providing an interchange with the Second Avenue Subway allows for a number of service combinations and
commingling, with Second Avenue services able to access the Sixth Avenue and Broadway Lines, and conversely allowing — one day far in the future — Queens
services to and from Second Avenue south of 63rd
Street.
Not to forget, the 63rd Street Line is also a dual-use
facility — a lower level for Long Island Rail Road access
to Grand Central Terminal should hopefully open by
(Continued on page 7)
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one can trace a direct design lineage from legacy IND
stations to the stations that opened for revenue service
on January 1. One of the most distinctive qualities of the
new stations is the large and expansive column-free
open design. While the MTA and the line’s designers
are quick to tout these features as being an amenity for
passengers by providing easy wayfinding, the ability to
handle large crowds, and offering a general overall
sense of safety, there has been some criticism that the
stations were unnecessarily large and overbuilt and
thus represented a waste of funds. These comments
are somewhat ironic and uninformed, since these are
the same charges that have been leveled against the
original IND ever since its initial opening and continue to
this day.
On a practical level, the new Second Avenue Subway
stations are in compliance with modern safety codes
and established standards of operational practice resulting from years of local, national, and global experience.
The IND design influenced the subways of San Francisco (1972), Washington, D.C. (1976), Atlanta (1979),
Baltimore (1983), and can even be seen in global examples such as Stockholm (1950) and Toronto (1954). The
operational and engineering experience developed from
these and other world subway systems built in recent
decades have in turn informed the design of the Second
Avenue Subway.
Paramount is the ability to clear platforms and mezzanines quickly during emergencies, and fast, efficient air
ventilation in case of a serious incident such as a fire.
Today’s advanced communications and control systems
require vast “back of house” spaces, without which a
modern day subway cannot function. Most members of
the public will never see these critically vital spaces;
what they see is misinterpreted as extravagant, when in
actuality it is integral to the operation of the stations and
the line.
With respect to station sizing, one of the IND’s greatest characteristics is that it was built to last for generations. Its planners and engineers heeded the lessons
learned from the stations of the early IRT and Dual Contracts, which showed their limitations fairly quickly, and
applied them by designing stations that could accommodate a large volume of passengers and meet needs
not foreseen at the time, but were more likely to come in
a future New York City with a population of millions.
That future is now, and while there are some IND stations that are oversized and underutilized today, generally speaking we should be grateful for the foresight of
the IND’s fathers, best exemplified under Sixth and
Eighth Avenues and Queens Boulevard. And as gentrification continues its sweep across New York City and its
population reaches 9 million by mid-century, it is more
than likely that many of those underused stations will
turn out to be sized just about right.
So when we talk about the stations of Second Avenue,
the precedent established by the IND in building for the
future is being followed. The line should provide some
immediate relief to the Lexington Avenue Line, and

(Continued from page 6)

2023 (fingers crossed). If and when Phase 3 of the Second Avenue Subway opens, and a new trunk Queens
line connecting to it is built, creating new service opportunities, only then would the 63rd Street Line live up to
the expectations of its original intent.
This leads to the second key aspect of the Second
Avenue Subway, making it unique in the overall context
of the physical configuration and operational history of
the New York City subway system. The Second Avenue
Subway is the latest step of an effort that has been ongoing for over 60 years — the unification of the physically compatible legacy BMT and IND systems. In the
post-World War II era the scarcity of financial resources
and the shift to suburbanization with an emphasis on
automobile usage stymied efforts to expand the subway
system, and build on the gains of the Dual Contracts
and the IND system. This reality led to more modest
initiatives to focus instead on what was referred to as
“unification.” This meant building interdivisional passenger transfer connections at key hub stations, and, where
practical and possible, construct track connections that
would allow physical and operational integration between the BMT and IND systems. This was exemplified
by the Church Avenue-Ditmas Avenue connection between the IND and the BMT Culver Line (1954), the 11th
Street Cut Connection, linking the BMT 60th Street Tunnel with the Queens Boulevard IND at Queens Plaza
(1955), and the highly significant Chrystie Street Connection (1967), which brought forth a sweeping reordering of services by integrating Brooklyn routings on the
legacy BMT lines with the IND’s Sixth and Eighth Avenue Subways.
The connection of the Jamaica Avenue elevated into
the lower level of the Archer Avenue Subway (1988)
was the last example of unification to open. A year later,
the first segment of the 63rd Street Line opened (1989)
in truncated form, but with no connection to anything in
Queens, and no Second Avenue Subway taking advantage of the built-in connection to the Broadway Line,
it merely became an extension of the IND Sixth Avenue
Subway, its initial benefits being the further opening up
of Roosevelt Island, and serving an area in need of better transit access — the vicinity around the Queensbridge Houses in Long Island City. In 2001, a connection was achieved to the Queens Boulevard Line, bringing with it an increase of peak direction trains. Sixteen
years have since passed, with overcrowding and line
capacity remaining an acute issue along Queens Boulevard. A current project to resignal the line with Communications-Based Train Control is expected to be completed post-2020, yielding a more reliable signal system
and a modest increase in capacity. Despite these
works, the need for a new Queens trunk line in the longterm future still seems likely.
A third key feature of the Second Avenue Subway is
the line’s design. When examining the architecture and
the physical layout of the new Second Avenue stations,

(Continued on page 8)
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age of 155,000 and continues to grow. No doubt, the
pre-opening estimates of 200,000 daily users will be
reached before long. As a new group of consultants
begin to carry out final design and update the necessary
environmental findings, several of the locations tentatively identified for station entrances and ancillary structures have already been lost to development. Phase 2
cannot come fast enough.
And so, the Second Avenue Subway is appropriately
celebrated, not only for its immediate benefits, but also
for its future impacts and its rightful important place in
the history of the subway and of New York City itself.
Subutay Musluoglu is a long-time ERA member and past
contributor to the Bulletin. He is currently a manager with
MTA Metro-North Railroad.

The Second Avenue Subway
(Continued from page 7)

Phase 2 will further achieve that objective. Looking further out, the line’s future impact can be predicted. The
Upper East Side is poised for a real estate boom over
the next few decades. The construction pace of highrise condominiums and luxury rentals is certain to increase because the abundance of the existing aging
low-rise housing stock presents a massive opportunity
to eventually be replaced with taller buildings, the inhabitants of which will provide the line’s future ridership.
Over time, questioning the sizing of the new Second
Avenue Subway stations will be seen as quaint.
On February 1, the MTA announced that daily ridership on Second Avenue had already reached an aver-

Lead car R-160 9108 of first northbound train at 57th Street-Seventh
Avenue, January 1, 2017.

Lexington Avenue-63rd Street station dedication plaque, December
30, 2016.

Lexington Avenue-63rd Street station’s Third Avenue control area,
December 30, 2016.

Lexington Avenue-63rd Street station’s Third Avenue mezzanine,
December 30, 2016.

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

72nd Street station dedication plaque, January 1, 2017.

72nd Street station’s elevator entrance at southeast corner of
Second Avenue, January 1, 2017.

72nd Street station, looking up elevator shaft at southeast corner of
Second Avenue, January 1, 2017.

86th Street station dedication plaque, December 30, 2016.

72nd Street station, January 1, 2017.

86th Street station mezzanine, December 30, 2016.

(Continued on page 20)
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No. 340
by Ronald Yee, James Giovan, and Alexander Ivanoff

Metropolitan Transportation Authority
A winter storm/blizzard ran its course straight up the I95 corridor, threatening to dump over two feet of winddriven snow on the New York City metropolitan region
on Tuesday, March 14. However, warmer air worked
into the system as it neared New York City and caused
much of the precipitation to convert from pure snow to
sleet pellets, reducing the accumulation totals to 7.2
inches. In preparations for a storm forecasted to be
much more severe, NYC Transit suspended all aboveground rapid transit operations at 4 AM as well as all
express train services. At 6 PM, service was restored to
the outdoor sections of the subway system as well as
on the Staten Island Railway. B, C, and W services
were suspended until the next day, Wednesday, to accommodate NYCT's cold weather plan, which calls for
the storage of as much rolling stock underground as
possible. Metro-North Railroad operated a Sunday
schedule on the Hudson, Harlem, and New Haven
Lines (no service Southeast to Wassaic as well as all
three New Haven line branches, New Canaan, Danbury,
and Waterbury) until 12 noon when all service was suspended due to the heavier snowfalls striking the railroad's service region. An hourly service between Grand
Central Terminal and Croton-Harmon as well as North
White Plains and on the New Haven mainline to New
Haven was restored for a period between 6 PM and
11:20 PM. As Long Island was spared the severest effects of the storm, the Long Island Rail Road was able
to operate a normal weekday service (with delays)
throughout the day.
Service was restored to all NYCT rapid transit lines for
the Wednesday morning rush hour March 15 following
the winter storm on Tuesday the 14th. Due to continued
"cold weather" operations, which call for as much equipment as possible to be stored underground and out of
the weather-related elements, northbound E service
operated over the local tracks between Forest Hills-71st
Avenue and Jamaica Center-Parsons-Archer, the southbound A operated local between 168th and 145th
Streets, and the southbound N ran local between 36th
and 59th Streets. Normal weekday service was restored
to the Staten Island Railway and the Metro-North Railroad operated a modified weekday schedule with some
trains being combined and others cancelled with 15-20minute delays systemwide as the MNR service area
was one of the hardest hit by the winter storm. MNR
west-of-Hudson services on the Pascack Valley and
Port Jervis Lines operated on a Presidents Day schedule for the Wednesday morning peak period.
As previously noted, the Long Island Rail Road was
minimally affected by this storm. It was able to maintain
normal weekday service on the 15th. (MTA website,
March 15)
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Connecticut Department of Transportation
National Railway Equipment Corporation (NRE),
based in Silvis, Illinois, was awarded a five-year contract to rebuild six GP-40-2H locomotives owned by
Connecticut Department of Transportation (CDOT) currently in use on Shore Line East (SLE) service over the
Amtrak Northeast Corridor between Old Saybrook and
New Haven (with two trains extended through to Stamford during the morning and evening peak periods).
These six locomotives were originally manufactured by
EMD in the 1970s. The remanufacturing process is estimated to be around 450 days per locomotive.
(Progressive Railroading, March 14)
Amtrak
A United States Representative from New York is encouraging Amtrak to re-use the historic Buffalo Central
Terminal. Democratic Representative Brian Higgins
wrote a letter to Amtrak President and CEO Wick Moorman recently about the benefits of using the 17-story
station built for the New York Central in 1929. It has
been unused for decades. Amtrak and New York State
officials are studying numerous places around Buffalo to
build a new station, including building closer to downtown. Higgins believes that the Buffalo Central terminal
offers more direct service to places like Chicago, and
since it already has ample unused space nearby, there
would be no need to take land from residents and businesses. “(The terminal) is a major piece of Buffalo’s history and its future,” he says. (Trains Magazine, March
9)
Other Transit Systems
United States
Managers at Feld Entertainment said they would auction the fleet of more than 120 railcars and other assets
that make up the two Ringling Bros. and Barnum & Bailey circus train consists.
Passenger car collectors, tourist railroads, and others
had the opportunity to bid on passenger cars, flat cars,
and other pieces of equipment through a new online
portal. There were a total of 127 railcars available for
bid.
Interested parties had the chance to bid on multiple
pieces of equipment at once using a pull-down menu on
a newly created web page. The page included a
spreadsheet-like format that showed car specifications,
builder information, and built-date, as well as reporting
marks and images of each railcar. The deadline to bid
was the close of business on Friday, March 10.
The company’s circus trains will continue touring for
another two-and-a-half months (from late February) before the equipment is deadheaded to a to-bedetermined location for disposition to winning bidders in
late May. (Editor’s Note from Sasha Ivanoff: While it is unlikely that any of these cars will ever see passenger service on
(Continued on page 11)

ERA BULLETIN — APRIL, 2017
Commuter and Transit Notes
(Continued from page 10)

Amtrak, there is always a remote possibility that a state DOT
could pick up some of the equipment for service and more
entrepreneurial tourist railroads, if money is no object, could
consider overhauling the cars into regular coaches. Again,
while the cars are structurally in very good shape, the interiors have been heavily modified for Feld/Ringling Bros. purposes.) (Trains Magazine via Al Holtz, February 28)
Boston, Massachusetts
The Massachusetts Bay Transportation Authority
(MBTA) Fiscal and Management Control Board was
briefed February 27 on a plan to invest $7.9 million to
fully overhaul its existing Presidents Conference Committee (PCC) streetcars with new propulsion, brakes,
and power supply systems. The plan would extend the
life of the Mattapan-Ashmont High-Speed Line vehicles,
also known as the "Mattapan trolley."
This investment over the next two years will maintain
the historical significance of the distinctive orange-andcream-colored cars, and also includes a study of options for the future of the line. A series of public meetings will also be held in April in Dorchester, Mattapan,
and Milton.
MBTA’s PCCs are unique in that the fleet is both native to the property (as in not heritage streetcars in the
San Francisco mold) and have not been rebuilt in the
SEPTA mold (to serve as a glorified heritage trolley).
Because of their age, MBTAs PCC fleet requires constant repair and replacement of parts that are no longer
available on the market, and must be manufactured by
MBTA machinists at the “T”'s Everett Shops. Parts have
also been obtained from museums, all adding to the
overall cost of repairs. The fleet consists of 10 cars, of
which 7 are in revenue service.
The Mattapan HSL opened in 1929 and is known for
its distinctive streetcars, whose use dates back to the
mid-1940s. The partially grade-separated light rail line
services parts of Dorchester, Mattapan, and Milton.
While one of the shortest existing trolley lines, it is popular among many because it still uses PCC cars and
offers some surprisingly scenic views.
The line follows the right-of-way of two former Old Colony Railroad branches, and runs parallel to the
Neponset River for much of its 2.6-mile route. The line
links Mattapan with Ashmont, where riders transfer to
MBTA’s Red Line. (MBTA press release via Mass
Transit Magazine, February 28)
MBTA is considering halting service on entire commuter lines over the course of several weekends during the
next two years, a decision that would make it possible
for the agency to implement mandated safety upgrades
and help to close a budget gap. The agency recently
issued a projected schedule of cancellations in 2017
and 2018 that would close down nine routes for entire
weekends at varying times, and officials confirmed that
alternate service will not be available during the closures. Rafael Mares, a Senior Attorney at Conservation
Law Foundation, a Boston group that lobbies for im11

proved public transportation, is concerned the shutdowns to the already limited weekend service will have
a lasting negative impact on ridership. “What happens is
when you take service away for a number of months,
then people get out of the habit of using it,” said Mares.
“So when it comes back, it’s not going to be as popular
of a service, so it can be a bit of a death spiral.” Asked
about such concerns, Joe Pesaturo, an MBTA spokesperson, said the agency is required by federal law to
install the anti-collision technology. MBTA, like all U.S.
transit systems, must install an anti-collision technology
known as “Positive Train Control” to comply with a Federal government mandate. Despite delays in adopting
the technology, MBTA is hoping to complete the $459
million project, financed largely by the Federal government, by 2020. Limiting service would make it possible
for the project to be completed much faster and at a
lower cost. (Boston Globe, March 12)
Philadelphia, Pennsylvania
As the April Bulletin went to press, PlanPhilly reported that the SEPTA board was expected to award CRRC
MA Corporation a $137.5 million contract to build 45
bilevel railcars for Regional Rail. SEPTA picked the Chinese-owned company with a factory in Massachusetts
over bids from Hyundai Rotem, which has a manufacturing plant in South Philadelphia, and Bombardier. Delivery of the cars would begin in October, 2019. SEPTA
will also hold an option for an additional 10 rail cars for
another $23.5 million.
The SEPTA bilevel railcars would be CRRC’s first nonrapid transit railcar contract in the United States, and
the first time it would manufacture cars for commuter
rail, which falls under FRA regulations.
CRRC submitted the lowest bid out of the three companies. Bombardier bid $171.5 million for the 45 railcars, and Hyundai Rotem bid $184.7 million. Both
priced the option for ten more cars higher than CRRC
as well. In its 2017 capital budget, SEPTA earmarked
$153 million for the new multi-level cars.
In 2016, SEPTA purchased 13 Siemens ACS-64 locomotives for some regional rail lines, which will replace
both the existing fleet of locomotives and allow for expansion of the locomotive fleet. The bilevel cars will
help ease crowding on some of SEPTA’s busiest Regional Rail lines. The bilevel cars each should hold
around 130 seats; Silverliner Vs have 105 seats. The
lower level of multi-level cars will be wheelchair accessible.
Construction of the new multi-level railcars will comply
with the Buy America Act, which requires domestic
sources for at least 60 percent of a transit-related procurement’s parts, labor and fabrication.
CRRC MA is the U.S. arm of Chinese train manufacturer CSR Sifang, which only recently entered the American transit market. CRRC won its first American contract in 2014, a $566 million deal with the Massachusetts Bay Transportation Authority (MBTA) for 284 subway cars. CRRC also won a $1.3 billion contract last
(Continued on page 12)
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Spring to build 846 rails cars, which will be assembled
at a Chicago facility for the Chicago Transit Authority. As
in Philadelphia, CRRC dramatically underbid its competition in those cities: $226 million lower than Bombardier
in Chicago, and $154 million lower than Hyundai Rotem
in Boston.
Hyundai Rotem built the local manufacturing facility as
part of its ultimately successful $274 million bid to build
120 Silverliner V rail cars for SEPTA Regional Rail.
Hyundai Rotem delivered the final Silverliners to SEPTA
in 2013, more than three years late. Over the Summer,
SEPTA discovered cracks in the equalizer bars on 115
of those rail cars, crippling the Regional Rail fleet and
leading to months of reduced service. The fallout from
the defect delayed the consideration and award of the
multilevel bid.
CSR Sifang hasn’t been without its own quality-control
problems, though. Cracks were discovered on recentlydelivered trains in Singapore last year.
Hyundai-Rotem has built bilevel cars at its South Philadelphia plant for the Massachusetts Bay Transportation Authority. The 75 cars arrived in Boston more than
two years late and, once delivered, immediately suffered through a series of mechanical and software failures.
Last year, SEPTA awarded Hyundai-Rotem a $6.28
million contract to rehabilitate 11 railcars originally built
by Bombardier. That followed the overhaul of 22 other
rail cars, which Hyundai Rotem performed without
charge to cover the $13 million in late fees accrued from
the delayed delivery of the Silverliner V contract.
(PlanPhilly.com, March 17)
Memphis, Tennessee
Residents and visitors to Memphis will start to see
trolleys on the tracks in a few months, the Chief Executive Officer of the Memphis Area Transit Authority said
on February 23. But getting on one of the trolleys that
have been out of service for more than two years will
probably have to wait until the end of the year.
The trolley system was shut down in June, 2014 after
two trolley fires and a recommendation from the American Public Transportation Association that MATA overhaul existing trolleys or buy new ones.
After the shut down, MATA President and Chief Executive Officer Ron Garrison discovered there were no
maintenance schedules or procedures for the trolleys,
some of them renovated in the early 1990s when they
were 100 years old.
Since then, the transit authority has built new procedures and schedules as well as a training program and
set up a path through a thicket of federal safety regulations.
The transit authority also said the two trolley fires —
one in 2013 and the other in 2014 — were caused by a
surge of 4,000 amps of power through the trolley system that should have tripped several breakers. The
breakers, according to MATA’s investigation, either were
12

not working or were not in place. (Memphis Daily News,
February 24)
Fort Lauderdale, Florida
Florida's Brightline "high-speed" rail service is still on
track to commence service between Fort Lauderdale
and West Palm Beach in July and extend the service to
Miami Central in August. The second consist, named
"Bright Pink," was delivered from the Siemens plant in
Sacramento, California during the third week of March
and 80% of the infrastructure to accommodate the new
service has been completed. Brightline marks the first
time in over 100 years that a 100% privately funded
passenger rail operation will commence service in the
USA. (Editor’s Note by Ron Yee: This Editor was in downtown Miami on March 7 and photographed the ongoing construction of the Miami Central station complex from the Miami Metrorail station at Historic Overtown/Lyric Theater.
Only half of the long box girder beams that will carry the rail
line to the new station have been installed; the station complex is still being built and is only a structural skeleton, barely recognizable as a railroad station. If train service actually
does start in August, it will be a miracle — or testament to the
ability of the private sector to get things done on schedule. To
me, familiar with the speed of construction projects in the
public sector, it would appear that it would need another year
before it is ready for its first train. We will see and we can all
hope.) (Progressive Railroading, March 10)
Omaha, Nebraska
Another city in conservative America has succumbed
to electric traction fever; this time the holdout is Omaha,
Nebraska. The Omaha City Council received and
placed on file the financial assessment final report for
the proposed "Omaha Urban Circulator," which would
look like Kansas City's streetcar system.
This is the first step for the proposed project, which
would run from 42nd and Farnam Streets east to TD
Ameritrade Park. Omaha’s Mayor, Jean Stothert, cited
the need for the project, noting it as an economic benefit to the downtown community in the guise of job creation. Like with many streetcar projects across the country, Federal grants, donations, bonds, tax-increment
financing, and parking stall fees are part of the proposed funding, listed in the final financial report.
Assessment estimates the cost of the project to be
$156 million. The evaluation puts operations and
maintenance costs at $7.4 million in the opening year,
2022. Those costs would increase to $8.9 million annually by 2041. In a news article for KETV-TV in Omaha,
several people, including Omaha City Council President
Ben Gray, were interviewed, and the project has lukewarm support.
Mayor Stothert said there will also be an engineering
study to determine the exact cost.
Next, an advisory board will give the mayor a final recommendation by October.
The mayor said decisions will not be made without
some public meetings, which have not been set. Streetcar service in Omaha ended in 1952. (KETV Omaha,
February 28)
(Continued on page 13)
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Minneapolis-St. Paul, Minnesota
Several measures aimed at blocking a proposed $4.2
billion high-speed passenger rail line between the Twin
Cities and Rochester have been introduced recently in
the Legislature. It is unclear whether these efforts, if
successful, will serve as the death knell for the controversial project.
But even though the Minnesota Corridor Project would
be privately funded, opponents along the route are still
determined to head off any possibility of public funding
— from cities, counties, the Metropolitan Council, the
Minnesota Department of Transportation, even the
Mayo Clinic-driven Destination Medical Center economic development agency — to plan, build, or operate the
line.
So far the line is just a concept pitched by private investors once known as the North American High Speed
Rail Group. They have discussed working with Chinese
partners to build a rail line that would zip from the Twin
Cities on an elevated track above Highway 52 to Rochester in about 30 minutes — with Chicago serving as
the final stop.
If built, the line would be the first privately funded highspeed rail project in the country.
But the effort has met with strong resistance from residents and farmers in Goodhue, Dakota, and Olmsted
Counties. Legislators from those areas have introduced
three bills in the House and Senate this session that
could hamper efforts to build it.
Late last year, the name of the initiative was changed
to the Minnesota Corridor Project. While its website declares that it is "Actualizing the Twin Cities to Rochester
Connection," no further information is available. This
comes after representatives from China Railway International visited Minnesota last fall to discuss the project
in private meetings.
That group came together last year after MnDOT formally abandoned the project, then known as the Zip
Rail, due to a dearth of funds.
(Mass Transit Magazine via Minneapolis StarTribune, February 27)
Eugene, Oregon
Siemens has finished building its first Charger locomotive for the Washington State Department of Transportation (WSDOT), the company announced on March 7.
The new diesel-electric unit will be used for Amtrak's
Cascades service that runs between Eugene, Oregon
and Vancouver, British Columbia, Siemens officials said
in an email.
WSDOT has ordered eight Charger locomotives from
Siemens, which has been tapped to build the units for
five other states.
In 2014, a multistate coalition led by the Illinois Department of Transportation ordered the first Charger
locomotives under a $225 million contract. Additional
units were later ordered for use in six total states.
(Progressive Railroading, March 8)
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San Francisco, California
The first two months of 2017 have not been politically
kind to Caltrain, the popular commuter rail line between
Gilroy, San Jose and San Francisco. Thanks to some
meddling from members of the California delegation to
Congress, who have spent years fighting the state on
high speed rail, the Trump administration announced on
February 17 that it would delay granting funds that
would electrify the train line between San Francisco and
San Jose. The electrification would allow for long term
cost savings and to add service on the heavily trafficked
line.
In response, Caltrain started an online petition the following day to force a response from the White House.
To do that, the agency needs to get 100,000 signatures
by March 20.
Furthermore, Caltrain announced on February 27 that
it had reached agreement with contractors Balfour Beatty and Stadler to extend the contractual deadlines for
start of work on the Peninsula Corridor Electrification
Project.
Caltrain had been expected to issue “Notice to Proceed” for both contracts by March 1, subject to confirmation of federal funding for the work. The delay to
June 30 is designed to allow a decision to be made by
the Federal Transit Administration on implementation of
a $647 million funding agreement. On February 17, FTA
had announced that execution of the grant would be
delayed until President Trump finalized his budget proposal to Congress.
The operator says further extensions to the contractual deadline are unlikely to be possible, and additional
delay to approving the FTA grant would be tantamount
to rejection of the grant.
Caltrain says that the contractual extension is likely to
incur costs of up to $20 million in project contingency.
The operator says it has been working with FTA since
2009 to ensure that the project “meets all of the rigorous
statutory and regulatory requirements” for federal funding, which makes up only 32% of the total project cost.
In September, 2016, Caltrain awarded contracts worth
$1.3 billion in total to Balfour Beatty for electrification of
its fifty-mile corridor, and to Stadler for the supply of 16
six-car EMUs.
Citing concerns on the work on Caltrain’s Positive
Train Control project, the Joint Powers Board moved on
the last day of February to cancel its contract with Parsons Transportation, with the agency citing significant
delays. Litigation is likely. (ABC7 San Francisco, February 17 & 24; Mass Transit Magazine via Parsons and
Caltrans, February 28; Railway Gazette, February 28)
Testing delays and software problems are causing a
push back in the introduction of new Bay Area Rapid
Transit trains, according to the East Bay Times. Equipment testing is running many months behind schedule
and agency officials have cut back the number of trainsets they expect to begin carrying passengers in 2017.
Bombardier, the manufacturer of the new fleet, has already begun assembling approximately twelve new
(Continued on page 14)
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cars, but they will not arrive on BART property until at
least July or August. The trains then have to be tested
for at least 30 days before entering revenue service.
According to BART representative John Graham, the
delay is being caused by software-related issues with
the new fleet. A test train will run on the agency’s network later in the Spring to evaluate the safety and reliability of the new fleet. It was originally expected that 60
new cars would be in service by the end of 2018. Now
the agency says about 35 cars will enter service this
year, with 166 cars following in 2018. Bombardier is replacing BART’s entire fleet of 669 cars with 775 new
cars. (Trains Magazine, March 6)
Los Angeles, California
The Los Angeles County Metropolitan Transportation
Authority is in the process of reviewing an unsolicited
proposal from Fluor Enterprises Incorporated to help
quicken the Orange Line light rail project. It is the first
public-private proposal that L.A. Metro overseers have
received for the light rail project since the voterapproved Measure M tax initiative took effect. The additional half-cent sales tax earmarks money for transit
related projects in the Los Angeles area. Fluor is a
South Carolina-based engineering and construction firm
that additionally provides maintenance and project management services. Transit managers are reviewing the
proposal. (Trains Magazine, March 8)
The twin funicular railcars of the Los Angeles' Angels
Flight Funicular, named Sinai and Olivet, may resume
operations by Labor Day. The 115-year-old, 298-foot rail
route has been closed since a 2013 derailment that left
a lone passenger aboard unhurt. A consortium of engineering and transportation firms has agreed to restore
the line to service after making a number of upgrades
and safety improvements including raising the level of
the doorways to prevent passengers from being thrown
from the cars in the event of a sudden stop as well as
building a stairway adjacent to the trackway to provide
emergency access if the cars stall mid-route. In return,
they would receive a share of the line's fare revenues
over the next 30 years. (Los Angeles Times, March 2)
Montreal, Quebec, Canada
Over the next four years, transportation leaders in
Montreal are planning to spend more on infrastructure
improvements than they have in the last decade. In
2016, Societe de transport de Montreal, the region’s rail
transit operator, invested over $500 million in infrastructure. The investment is a broader objective that will invest an additional $4.5 billion between now and 2020.
By investing more into infrastructure, the agency will
address its multi-billion-dollar asset maintenance deficit.
Within 2016’s investment of $550 million, the agency
brought down its deficit from $4.3 billion to $3.8 billion.
Investments will include purchasing a fleet of over 400
new Bombardier-Alstom Azur passenger rail cars as
well as upgrading station facilities and wayside infrastructure. The agency runs four subway routes that
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serve over 60 stations within Montreal. (Trains Magazine, March 7)
Toronto, Ontario, Canada
For the first time in TTC history, streetcar service on
Queen Street is being temporarily discontinued this
Summer. The transit agency is shutting down its 501/
Queen streetcar route beginning in May and lasting
through September in order to make way for construction projects that are scheduled this year. The 43,000
daily passengers on the route will be provided substitute
bus service instead. “Yes, it’s the first time we’ve completely removed streetcars from Queen,” said TTC
spokesperson Stuart Green. Green stated that the
streetcar suspension will be necessary in order for numerous projects to be completed, including TTC track
work, city work on the Queensway bridge, and sidewalk
replacements along the streetcar right of way, as well as
replacement of the Eaton Centre overhead footpath,
which will require streetcar cables to be taken down.
The 501 route is the city’s sixth busiest surface transit
route and has been described as the longest streetcar
route in North America. Replacing the streetcar service
over the summer will require 65 buses. Streetcar service is planned to return sometime in September.
(Toronto Star, March 1)
Toronto's Metrolinx is suing Bombardier and possibly
pursuing a replacement contractor to provide the 76
light rail vehicles (LRVs) required for the scheduled
2021 opening of the C$5.3 billion Eglinton Crosstown
line slated to open for service in 2021. In 2010, an order
totaling 182 LRVs was placed with Bombardier. Since
the contract signing, the original plans for light rail network in northern Toronto have been scaled back. Faced
with delays in production, a renegotiated contract with
Bombardier in 2014 called for two pilot LRVs to be delivered in 2016. However, as of Spring, 2017, the pilot
cars have yet to be completed. Metrolinx is suing Bombardier to avoid potential C$500,000 per day "delay of
opening" penalties by Crosslinx Transit Solutions, the
consortium Metrolinx has contracted with to build the
light rail line. Alstom, the builder of LRVs for the soonto-open Ottawa light rail line, has expressed an interest
in bidding to provide the LRVs if the Bombardier contract is indeed terminated by Metrolinx. Metrolinx has
already indicated it would consider other LRV carbuilders for its Finch LRT, which is also scheduled for a 2021
opening. (Toronto Star, March 2)
London, England
The parliamentary bill for the first phase of the High
Speed 2 project received Royal Assent on February 23,
marking the final legislative step before engineering and
construction can begin.
Costed at £21.4 billion including contingency, HS2
Phase 1 will link London with Birmingham and the West
Coast Main Line near Lichfield, a total of 225 route kilometers. Trains would serve termini at an expanded
Euston station in London and at Birmingham Curzon
Street, site of the city’s first main line station, which
opened in 1838. This is adjacent to Moor Street Station,
(Continued on page 15)
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served by local and regional trains.
Intermediate stations are planned at Old Oak Common in west London, where interchange will be available with Transport for London’s Elizabeth Line, and at
Birmingham Interchange, close to the city’s airport and
exhibition complex.
Offering an anticipated journey time of 49 minutes between London and Birmingham compared to a standard
timing of 1 hour 24 minutes for current inter-city services, HS2 Phase 1 is expected to relieve the busy
West Coast Main Line by taking most of the express
service between London, Birmingham, northwest England and Scotland. The first HS2 trains are expected to
run in 2026.
Under plans outlined in January by the Department for
Transport for a West Coast Partnership franchise, a single operator will run inter-city trains on the WCML from
2019 and on HS2 for approximately three years after
opening in 2026. The winning bidder’s priories will include working with HS2 Limited in the mobilization
phase and remapping passenger service on the WCML
to make use of capacity released by HS2.
Some preparatory works on the project have already
begun under contracts worth £900 million let in November last year. The government has also launched the
process to procure an initial batch of up to 60 highspeed trainsets meeting United Kingdom loading gauge
to operate trains over the Phase 1 route.
Subsequent phases will see HS2 extended north from
Lichfield to Crewe (phase 2a) and from Crewe to Manchester and Lichfield to Leeds (phase 2b). These extensions will be taken forward under separate parliamentary legislation to be brought before Members of Parliament before the end of 2019; they are scheduled to
open in 2033. (Railway Gazette, February 23)
Tours, France
The LGV Sud Europe Atlantique high speed line between Tours and Bordeaux was inaugurated on February 28 in the presence of President François Hollande,
SNCF Réseau President Patrick Jeantet, and Laurent
Cavrois, President of the LISEA consortium, which has
built and part-financed the new line under a 50-year
concession.
Running for 302 kilometers from Saint-Avertin, south
of Tours, to Ambarès-et-Lagrave, north of Bordeaux, the
high-speed line will enable the fastest Paris-Bordeaux
journey time to be cut to 2 hours 4 minutes. Revenue
service is due to begin on July 2 and traffic is expected
to reach 20 million passengers per year.
Total cost of the project is €9 billion, of which €7.8 billion has been spent on the new line itself. The LISEA
consortium of Vinci Concessions (33.4%), Caisse des
Dépôts (25.4%), Meridiam (22%), and Ardian (19.2%)
has provided €3.8 billion, with the public contribution
comprising €3 billion from the French government, local
authorities, and the European Union as well as €1 billion from SNCF Réseau.
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A total of €1.2 billion has also been spent by SNCF
Réseau on the 38 kilometers of connections between
the new line and the conventional network, control centers, capacity enhancements at Bordeaux, and remodeling the track layout at the Paris Montparnasse station.
SNCF Réseau will be responsible for traffic control on
behalf of LISEA, which will be responsible for operating
and maintaining the new infrastructure until 2061.
(Railway Gazette, March 1)
Zurich, Switzerland
Zurich Public Transport (VBZ) signed a contract with
Bombardier for the delivery of 70 seven-section Flexity
low floor LRVs on March 2, with an option for another
70 vehicles. The contract is valued at SFr 300 million
($US296 million), and the first LRV will be delivered at
the end of 2019.
Bombardier says the trams are customized to integrate with the Zurich city landscape and they meet
standards for safety, environment, and energy consumption. The trams are designed to reduce noise and
offer barrier-free access to passengers with limited mobility. The LRVs have an open design to improve passenger flow and increase capacity by around 20%.
The Zurich tram service operates on 15 lines and over
170 kilometers of track. (International Railway Journal, March 3)
Riyadh, Saudi Arabia
Saudi Railway Company began operating its first regular passenger service between Riyadh and Al-Qassim
on February 26, using one of its CAF-built diesel trainsets, which can operate at up to 200 kilometers per
hour.
Until April 1 the service will run five days a week, leaving the terminus close to the capital’s King Khalid International Airport at 10 AM on Thursday, Friday, Saturday,
Sunday, and Monday. The journey time to Al-Qassim is
2 hours 31 minutes, including a 10-minute intermediate
stop at Majmaah. The return trip leaves Al-Qassim at 3
PM with similar timings.
As of April 2 the day train will become a daily service,
but switch directions, departing from Al-Qassim at 5 AM
and returning from KKIA at 6 PM. In the third stage of its
phased ramp-up, SAR plans to extend the day train further north to serve Hail, although no date for this has
been announced. Phase 4 will see the introduction of
overnight train service linking Riyadh with Al-Qassim,
Hail, Al-Jouf, and Al-Qurrayat, 1,242 kilometers from the
capital.
CAF is supplying a fleet of 12 diesel power cars and
65 coaches, which will form four daytime and two overnight trainsets. The standard day train will have seats
for 444 passengers in business and economy class,
while the overnight services will carry up to 377 passengers in a mix of seats and sleeping berths. (Railway
Gazette, February 27)
China
China Railway Corporation has awarded the Bombardier Sifang (Qingdao) Transportation joint venture a
contract to supply 18 eight-car CRH1A-A high-speed
(Continued on page 19)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from March, 2017 issue)
We continued northward from Aigle on the 10:09.
Clare was going to travel right through to Lausanne, so
we decided to meet in the late afternoon at the ticket
windows inside that station. The next train on my schedule was the 10:38 interurban from Vevey. We passed
the famous Castle of Chillon, stopped at Montreux briefly, and then arrived in the corporate home of the Swiss
multinational company, Nestle, on time at 10:25, where I
left Clare while she continued on to Lausanne. I easily
found a locker on the northbound platform and stowed
our bags (they fit into one large unit). Then it was over
(actually under) to the far platform, which serves as the
terminal of the former CEV (Chemins de fer Electriques
Veveysans), now part of the regional MVR (Transports
Montreux-Vevey-Riviera). Meter-gauge interurban-type
cars operate from here to Blonay, where a connection is
made with the company's rack line to Les Pleiades. In a
manner paralleling the merger in Aigle and Bex, in 2001
the CEV was combined with the suburban portion of the
MOB (Montreux-Oberland Bernois) in nearby Montreux
to form the MVR.
When I rode it in 1967 the CEV line continued to
Chamby (see below) and also to Chatel-St-Denis,
where I was able to transfer to the Chemin de fer Fribourgeois, Gruyere-Fribourg-Morat (GFM). This interurban took me around a mountain to Montbovon, where
I boarded the MOB (Golden Pass route) and ended up
back in Montreux, completing 99 percent of a large circle on three narrow-gauge interurban lines. But the
Chatel-St-Denis part of the CEV was abandoned in
1969, so now the suburban line is a mere 3.5 miles
long. The connecting rack line, which I rode a few decades ago, is also only 3 miles long, but climbs over
3,000 feet. Both are propelled by 900-volt d.c. current.
The whole MVR network, including the Montreux-Les
Avants line, which covers the eastern portion of the
MOB's Golden Pass route, is operated under the name,
Chemin de fer Leger de la Riviera.
Most passengers on my short suburban train, which
arrived at Blonay on time at 10:52, transferred to the
rack line, as, judging by the picnic baskets and backpacks that many carried, they wanted to spend the
pleasant day enjoying the mountains. But like me, a few
walked up a path to the ticket office of one of Switzerland's finest railway museums, the Chemin de fermusee Blonay-Chamby (BC), which operates some
steam trains, but mostly electric traction of all kinds,
over its meter-gauge rails. When I originally planned the
trip I checked out the BC's website, and found that September 14 was a special day — organized especially for
railfans. A photographer's special was set to leave
Blonay at 11:05.
But first a little about this 1.9-mile line, which also runs
16

under 900-volt d.c. overhead. It was originally a branch
of the CEV, connecting the suburban line at Blonay with
the MOB at Chamby, but was closed in 1966 because
of a dearth of traffic. However, just like the Furka Line
that we rode the previous day, it was taken over by railroad preservationists. They built a museum with a shop
and storage facilities near the Chamby end of the line
and returned the railway to operation two years later.
The organization has a large collection of rolling stock
and I must say that it was indeed fortunate that the timing of this trip would allow me to see a great deal of it.
An old CEV structure at Blonay housed a Ticket
Agent, who sold me a day pass for the BC's unique
event for roughly $25. I was directed down the track to
the special and walked past an array of historic railway
equipment and families waiting to ride, some dressed in
period outfits depicting the age of steam and tramways
— in other words, not that much different from the clothing our friends and relatives wore when we were growing up. At the front of the lineup was Berninabahn No.
35, a railcar from 1908, which I rode but did not get to
photograph. It left with surprisingly few people aboard,
and the only ones to get off at one of the museum line 's
most scenic locations, Viaduc, were a railfan from Manchester in Britain and me. Many of the others rode beyond to Cornaux, where panoramic views of the railway
with Lake Leman in the background can be photographed.
Viaduc (one might guess) is at the far end of a beautiful curving stone bridge and we were deposited on a
narrow spit of land with barely enough room for the two
of us to safely stand between the single track and a
precipice. But that is all part of the game, and now we
waited patiently for the parade of trains. Unfortunately,
the sky clouded over just as we arrived, so I could not
get the perfect photos I wanted, but I was satisfied with
the results when I later saw the slides. Among the
equipment we saw traversing the viaduct were steam
locomotive 909, an ex-SBB Brunig railway 0-6-0 from
1901, pulling two coaches; heavy box-cab 2002, built
for the MOB in 1932, with a work train; No. 11, an MOB
interurban car with trailer from 1905; No. 29, an ex-BOB
locomotive from 1926 pulling two coaches; and the
highlight for me, ex-Bern streetcar 52, a 4-wheeler built
in 1914. Too soon we were picked up by the 11:40 from
Blonay, MOB interurban 4003, a 1968-built articulated
unit that apparently was lent to the museum for the festival
(see
http://www.blonay-chamby.ch/index.php?
page=p_events&id_p_p=5).
Everything was planned to the second (it is Switzerland). I rode the 4003 all the way to the Chaulin carhouse/shop/visitor center area. In order to climb the hill
(Continued on page 17)
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to the busy complex, the art deco-like interurban car
executed a switchback maneuver at a junction called
"bifurcation." Time-space diagrams and timetables for

the day’s scheduled activities, along with track maps
and equipment roster lists, were available gratis. The
book (and postcard) store was very busy, as was a portable snack bar. Nobody got excited when fans wandered through the track area for photos and close-up
views of the equipment.

The MVR (formerly CEV) transfer station at Blonay. The 7000-series
Stadler MU from Vevey has just arrived and most of its passengers
have transferred to rack car 72 at right to continue their journey up
the mountain to Les Pleiades. The car at left was part of an order of
four units for the MVR built in 1997-8, prior to the creation of the
merged entity in 2001, while 72 was built for the CEV in 1970 and
renovated in 2002.

The following six photos illustrate the procession of museum equipment at Viaduc.

Locomotive 909, built in 1901 for operations on the Jura Simplon
Railway, pulls a train of two open-platform coaches from the same
era. JBL was taken over by the Swiss Federal Railways (SBB) in
1903, and remained the SBB's only narrow-gauge line until it was
privatized in 2004. The Brunig Pass line, allowing through train
operation between Luzern and Interlaken and completed in 1916, is
now the mainline of the Zentralbahn.

Box-cab 2002 pulls a demonstration local freight (possibly a work
train) across the structure. It was built in 1932 for the MOB
(Montreux-Oberland Bernois).

(Continued on page 18)
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Electric locomotive
29, built for the
Bernese Oberland
Bahn in 1926, is
shown pulling two
coaches. The BOB is
part of the group of
railways that operates from Interlaken
to Kleine Scheidegg
and the Jungfrau.

MOB motor 11 is shown pulling a matching trailer and a flat car
across the viaduct. The interurban was built in 1905 for local service
on the line that runs through Saanenmoser Pass and the Simmen
Valley between Montreux and Zweissimen. The car is eight years
older than the somewhat similar ASD 1, shown in the same colors
in the March, 2017 installment of this report.

4003 is still on the
MOB roster, and
was lent to the
museum for the
gala event. It
stopped at the far
end of the viaduct
to pick up my companion and me. The
articulated interurban was built in
1968 by SIG.

52, a Schlieren-built
four-wheeler from
Bern, dating from
1914, crosses the
viaduct.

(Continued on page 19)

Second Avenue Subway Plans

The bond issue was approved, but the money was
spent on new cars, signals, and lighting.

(Continued from page 1)

the proposal at two successive sessions, after which the
voters had to approve it at a referendum.

(To be continued)
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Back on the museum grounds, MOB interurban stops to drop riders
while the Operator changes ends to make another scheduled
trip. Alongside is ex-BOB locomotive 29 with a short train. Visitors
were allowed to wander through the carbarn and locomotive depot.

After 4003 pulled out, ex-Bern tram 52 prepares to be positioned for
its next trip along the line.

The location is just up from "bifurcation" alongside the lead track to
the museum site where the wood-burning 0-4-0T "Todtnau" is spotted alongside its fueling point. Compound Mallet 105 hails from the
Haspe-Voerde-Breckerfeld Line in Germany and was built in 1918.

Commuter and Transit Notes
(Continued from page 15)

trainsets.
The 250 kilometer per hour trainsets, designated Zefiro 250NG by the manufacturer, are to be operated by
the Chengdu and Kunming Railway Bureaus in the
“Diamond Economic Circle” region, which includes
Chengdu, Chongqing, Xi'an, Guiyang, and Kunming.
The contract announced on March 1 is worth €268
million. Bombardier Transportation has a 50% stake in
the BST joint venture, which is controlled by its partner
CRRC Sifang. Mitrac traction and control systems will
be supplied by the separate Bombardier CPC Propulsion System Company joint venture.
The aluminum-bodied Zefiro 250NG design was developed by BST as a successor to the steel-bodied
19

(Continued next issue)

CRH1, which had itself been derived from the Regina
EMU used in Sweden. The first CRH1A-A trainsets entered service on Hainan Island in November.
Bombardier said the design’s “unique” windows, lighting, and shape contribute to a distinctive appearance,
while the Zerfiro 250NG “sets new industry standards”
for sustainability and passenger comfort as well as offering reduced lifecycle costs. (Railway Gazette, March
1)
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Around New York’s Transit System
7 Delay
7 service was suspended at around 10:15 AM
Wednesday, March 15 when a southbound train departing the Hunters Point Avenue station apparently struck
a loose pipe or conduit. The crew immediately stopped
the train and it was decided that the passengers should
be evacuated rather than move the train back into Hunters Point Avenue as the obstruction was preventing
safe movement of the train in either direction. 7 service

between 34th Street-Hudson Yards and Queensboro
Plaza was suspended with passengers diverted to N
and W. Service was resumed at 1 PM, albeit with single-tracking between Hunters Point Avenue and the
First Avenue crossovers at the west end of the underwater portion of the Steinway Tunnel. Car 7882 was
seen in a press photo as one of the cars in the incident
consist.

The Second Avenue Subway

Trailing car R-160 8957 on Track S2 at 86th Street, December 30,
2016.

96th Street station, northbound side of platform looking south,
December 23, 2016.

Newsstand at 96th Street station, December 23, 2016.

96th Street station dedication plaque, December 23, 2016.
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SECOND AVENUE SUBWAY PLANS
(CONTINUED FROM APRIL, 2017 ISSUE)
City officials, who had been searching for
funds to build the subway, thought that they
succeeded when the $500 million bond issue
was approved in 1951. But they were disappointed when the money was diverted elsewhere. In 1967, they were lucky; the State
Legislature appropriated $600 million for subway construction. This money was part of the
$2.5 billion bond issue approved by the voters in a referendum. Instead of extending
from the Battery to the Bronx, the new route
would have been a high-speed route built
between 34th Street and the Bronx, where it
would have coordinated with the Lexington
Avenue, Pelham, and Dyre Avenue Lines in
the south Bronx and E. 180th Street. To avoid
disturbing surface traffic, the subway would
have been constructed by the deep tunneling
method.
City officials estimated that the shortened
portion of the subway would cost $400 million, with $2.5 million from the state and the
rest from the city. Construction was expected
to take five to ten years.
The Lexington Avenue Subway has always
been overcrowded in the rush hour, but it
became intolerable after the Third Avenue “L”
ceased operating in 1955. Riding was expected to increase by 15,000 to 20,000 after
Co-Op City’s opening in the late 1960s.
Construction on a double-deck four-track
63rd Street Tunnel was expected to provide
relief for Queens riders and slight relief for
Lexington Avenue riders. The upper level
tracks would have connected to the Second
Avenue Subway and also extend under 63rd
Street to the existing subway stations under
Sixth Avenue (F) and Seventh Avenue
(NQRW). Under construction are the lower
level tracks and a new terminal under Metro1

North’s Grand Central Terminal.
A year later, the city approved construction
of eleven new subway routes, including the
Second Avenue in three sections — Battery
to 34th Street, 34th Street to 125th Street, and
125th Street to the Bronx. Included were the
63rd Street (Manhattan) crosstown where F
and Q trains are operating, and the Archer
Avenue Line with connections to EJZ.
Also approved were several other lines that
were never built. Tracks from the existing
Second Avenue middle (F) and south of Canal Street (E) would have been extended via
separate river tunnels to a junction under S.
4th Street in Brooklyn. After extending under
Beaver Street and Bushwick Avenue, it would
have diverged again with one branch continuing under Myrtle Avenue, 99th Street
(Queens), and alongside the Long Island Rail
Road to Far Rockaway and Rockaway Park.
Also planned was the Utica Avenue Line from
Myrtle Avenue via Stuyvesant Avenue, Utica
Avenue, Avenue S, and Nostrand Avenue to
Voorhies Avenue and the Nostrand Avenue
Extension from Flatbush Avenue to Avenue
S. A year later, the eleven routes, some of
which were described above, were reduced
to seven due to cost escalation.
On October 27, 1972, ground was broken
at E. 103rd Street and Second Avenue for the
first section of the Second Avenue Subway.
On July 25, 1974, city and state officials appeared at Second Avenue and E. 9th Street,
where they broke ground for the fourth section, which extended from E. 2 nd to E. 9th
Street. Construction on the remaining routes
was adversely affected by the city’s 1975
financial crisis. A year later, seven new
(Continued on page 18)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from April, 2017 issue)
This second progression of steel catenary supports
along the Harlem River Branch was virtually identical to
those of the 1907 Stamford installation with but one noticeable difference: a piece of somewhat ornate-looking
reinforcement where the three main members (each
lattice upright and cross-truss) intersected. The catenary itself was also a bit simpler in function and appearance, having just one messenger wire instead of two,
which required a much less ostentatious bracing system
than had the original “triangular” type. It also incorporated a long steel anchor bar, tethered to the overhead
on either side of the towers through insulators, to maintain vertical position. Utilizing seven substations provided at Pelham Bay (near Baychester), Westchester, Van
Nest, West Farms, Oak Point, Bungay (E. 149th) Street,
and Harlem River Terminal itself, local New Haven passenger operations were electrified on the Harlem River
Branch effective July 29, 1911, with train service concurrently being extended at its northerly end from New
Rochelle as far as Stamford. Ten bi-directional rush
hour expresses were also offered between Harlem River Terminal and New Rochelle which generally skipped
all the stops south of Van Nest en route, or simply made
no stops at all between the terminals. Nominally the
New Haven’s fleet of EP-1s were employed to provide
the motive power for all of this service, in company with
the same coaches used previously. Also now in operation was the Van Nest Electric Shop, which by this time
was performing all types of maintenance and repair on
NYNH&H MUs and EP-1 locomotives. The landscape
was continuing to grow around the railroad as well; between the Pelham Bay Draw and Eastchester Avenue,
the new catenary towers had to be threaded to allow the
addition of a hefty street overpass that carried the new
“Bronx and Pelham Park Way” (Pelham Parkway in its
original form) across the Harlem River Branch.
In the meanwhile, creation of the New York,
Westchester & Boston Railway proceeded apace
through 1910 and 1911, considering that the vast majority of its north-northeastward right-of-way had to be laid
through undeveloped real estate acquired virtually onthe-spot and constructed from scratch. As finally installed, this system consisted of three basic elements:
1) a wholly-new, six-mile, four-track main line from West
Farms Junction, where its trackage fed into the existing
Harlem River Branch near E. 174th Street, across the
Bronx on an almost arrow-straight survey to Columbus
Avenue Junction in the Westchester suburb of Mount
Vernon (a site inside the present Wilson Woods Park);
2) a 9-mile, two-track branch to Westchester Avenue in

White Plains that in part paralleled the future paths of
both the Hutchinson River Parkway and New York State
Route 125; and 3) a 1½-mile, two-track branch eastward from Columbus Ave. Junction in Mount Vernon to
North Avenue in New Rochelle, which was about ⅓mile short of the New Haven’s four-track main line. Executed under the supervision of J.P. Morgan himself
(though managed through designees), development of
the New York, Westchester & Boston was opulent to
say the least. There were level grades and no grade
crossings; it had 18 substantially-built stations done in
several architectural styles that typically employed cut
stone, brick, steel, and concrete, complete with fulllength high platforms. The system also had few but
easy curves and there was a sizeable steel viaduct
across the Hutchinson River Valley that physically
crossed the New Haven’s main line to Grand Central
between the Mount Vernon and Pelham stations, just
south of the system’s major junction point at “CA” Tower. As a result, two sets of platforms were built at Columbus Ave. station (NYW&B above and NYNH&H below) to provide a direct connection between the two
routes. The system was also completely electrified, employing the same cutting-edge “autotransformer” technology as did the New Haven’s Harlem River Branch. In
fact, NYW&B was to be provided with its power by the
Cos Cob generating station, which dispatched raw voltage to a pair of substations that were several miles
apart, one at Columbus Avenue and another near the
terminal in White Plains.
The “Westchester’s” initial rolling stock was equally
advanced for the time, representing a compromise between the rapid transit and multiple-unit commuter rail
cars that were then emerging. Designed by Louis B.
Stillwell and his engineering team, cars 101-128 were
built by Pressed Steel Car Company of Butler, Pennsylvania. They employed fully-enclosed, all-steel bodies
with lines reminiscent of the Hudson & Manhattan’s recently-produced equipment, and had distinctive
“porthole” end windows in the same profile as the Long
Island Rail Road MP-54s. The NYW&B cars also had
pneumatic, platform level end and center doors as on a
rapid transit car, with steps and traps in the vestibules to
enable low-platform loading while on the Harlem River
Branch. Each NYW&B unit weighed approximately
120,000 pounds, was 70 feet 4 inches long, 9 feet 7¾
inches wide, 13 feet 3½ inches high, and had a
“monitor” type roof outfitted with two pantographs that
(Continued on page 3)
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and 1-2 for expresses) from newly-opened Signal Station 8 (West Farms Junction, located south of Tremont
Ave., now E. 177th Street) into the Harlem River Terminal. They also jointly used the New Haven’s lowplatform stations at West Farms, Westchester Avenue,
Hunts Point, Casanova, and Port Morris. At the terminal
itself, trains from both railroads were required to use the
outer (low level) platforms on either side of the middle
(high platform), where IRT’s “Willis Ave. Shuttle” from
129th Street continued to come and go. A week later, on
August 10, NYW&B finally extended operations on its
White Plains Branch into the terminal at Westchester
Avenue, and so its system would remain for nearly a
decade.
Ultimately, after the “autotransformer” system had
proved itself to be a success, the New Haven implemented its second (and as fate had it, final) phase of
main line electrification, with steel support towers, wire,
and transmission facilities being installed from Stamford
to New Haven during the next two years. Eight new
“substations” were added across the 60 track miles from
Woodlawn to New Haven, plus six more overhead circuit breaker arrays, for 14 installations in all. The seven
on the original portion to Stamford were all cut in
through the execution of an overnight “packaged” transformation on January 25, 1914, which did away with its
direct 11,000 volt feed into the catenary all at once. The
balance of the newer electrification was placed in service across all lines, passenger and freight, local and
express, effective on June 22, with the wires reaching
their farthest point to the Cedar Hill freight yard during
1915. As on the Harlem River Branch this extension of
facilities was provided with a raw feed of 11,000-22,000
volts by Cos Cob, but once past the Devon power station of Connecticut Light & Power (in Stratford on the
east bank of the Housatonic River) the line could also
obtain its feed commercially if necessary through a reserve set of frequency converters. This transformation
also engendered the acquisition of a whole new generation of 40 New Haven multiple-unit cars. Again comprised of a mix of 13 motors (4028-40), 22 trailers
(4216-37), and four trailer combines (4652-5) they were
built by Standard Steel Corporation and re-engineered
with fully-enclosed, all-steel bodies that measured 71
feet 11 inches in length that were equipped with pneumatic doors. Even so, like their predecessors they were
mostly used on local schedules to Stamford and seen in
off-peak periods to New Haven, but were also irregularly employed on the New Haven’s Harlem River Branch
for as long as it endured. The “40th” car in this group
was a single, supplementary motor (4010) that looked
and functioned like the rest but lacked the necessary
transformers and third rail collection devices for use to
Grand Central, which made it suitable only for use on
the New Canaan Branch. In turn 4010 was joined by
four sister units in 1915 (4060-3) that were immediately
assigned to service on the Harlem River Branch, be-

(Continued from page 2)

was accented by a large headlight and a long, insulated
electrical cable. The cars seated 78 on 39 reversible,
two-by-two transverse seats, were equipped with a pair
of Westinghouse “409” motors that produced 175 horsepower each, and had an automatic “AB” control group,
using standard MCB couplers and train lines to operate
in multiple-unit. By 1929 there were some 95 such cars
in NYW&B’s standardized fleet, provided by both
Pressed Steel and Osgood-Bradley through the intervening years, with virtually all of them staying in operation until the company terminated service. At various
times NYW&B was also granted the use of a handful of
New Haven M.U. cars while its own equipment was in
repair at Van Nest Shops.
On May 29, 1912, New York, Westchester & Boston
passenger service commenced between E. 180th Street
in the Bronx (where the company’s headquarters was
located) and the station at North Avenue in New Rochelle. Beyond that point a considerable amount of unused track was laid to provide for a future extension
onto the New Haven main line at “New Rochelle Junction,” as had been originally planned in 1904. At that
time it was an isolated operation that met only a Third
Avenue trolley line outside its doors (that is, with no
ready transfer point to the Interborough Rapid Transit
system), though somewhat like the Harlem River
Branch it was possible to walk a short distance to the
180th Street-Bronx Park “subway” (actually elevated)
terminal for a “Bronx Express.” The New York,
Westchester & Boston finally did attain strong connectivity with IRT when service was instituted on its White
Plains Road extension in 1917, which included a companion station at E. 180th Street.
Alternative service on the White Plains Branch was
added as far as Mamaroneck Avenue starting on July 5,
then on August 3 NYW&B was finally extended on New
Haven rails through West Farms Junction all the way to
the Harlem River Terminal. On the New Haven, all locals and rush hour express trains were again starting
and ending at New Rochelle by this time, and continued
to terminate at Harlem River where they were joined by
the virtual cacophony of intervals from NYW&B. Such
service intensity was in concession to the rapid transitlike quality that the newer company was forced to maintain from the start in compliance with its (New York City)
franchise requirements. A 10-minute combined headway was established to both White Plains and New Rochelle (it had actually started on July 5), which in turn
were alternated as Local or Express trains. This permitted each pair of northward trips to exchange passengers headed between the two branches at the E. 3rd
Street station in Mount Vernon, or southbound passengers from either branch to access both local and express trains into the Bronx. NYW&B trains shared all
four tracks with those of the New Haven (3-4 for locals

(Continued on page 6)
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SECOND AVENUE “L” SCENES

Upper level of City Hall station, looking south, December 10, 1953.
Bernard Linder photograph

Upper level of City Hall station, looking north, December 10, 1953.
Bernard Linder photograph

Three-car Freeman Street Express at Chatham Square on a Saturday
afternoon in 1940.
Bernard Linder collection

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

Grand Street station looking west.
Bernard Linder collection

First Street station, 1937.
Bernard Linder collection

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

Three-car Freeman Street Express near 34th Street, 1940.
Bernard Linder collection

Seven-car World’s Fair Express approaching 34th Street, July, 1940.
Bernard Linder collection

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

E. 85th Street and
Second Avenue looking
south, October 18,
1919.
Bernard Linder collection

E. 64th Street and Second
Avenue, October 19, 1916.
Bernard Linder collection
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lenges presented by this all-rail alternative, it appears to
have survived quite well for several years. Mother Nature finally intervened with a major Nor’easter on January 9, 1916 that sufficiently blocked the train’s path to
postpone its operation, after which there appears to be
some hesitation toward its restoration. Service finally
did resume on July 21 as a once-per-week night train,
but was dropped again on October 1, at which time the
Federal Express apparently entered hibernation until
Pennsylvania Station would be able to receive it. (Note:
Evidently, the value of viewing fall foliage by the wayside as
part of a given excursion was not yet a major economic consideration in 1916!)
BAY RIDGE IMPROVEMENTS COMPLETE: THE
EAST NEW YORK TUNNEL
Work on Section 4, the fifth and final (and perhaps
most important) portion of the endeavor collectively
known as the Bay Ridge Improvements, at last got underway in June of 1912. Its primary undertaking was to
lower the Manhattan Beach Division into an arrowstraight, 3,530-foot four-track tunnel between East New
York and Furman Avenues, enabling the elimination of
some 13 contiguous grade crossings, two trolley crossings, and the delay-inducing diamond crossing of the
LIRR Atlantic Division at “NO” Tower. It would also serve
to remove a mild set of opposing curves between Bushwick and Atlantic Avenues as well as make the existing
grade level right-of-way, which was on the surface of
Vesta (later Van Sinderen) Avenue for several blocks,
available for redevelopment in common with the surrounding street grid. More than a decade later, a small
portion of the same abandoned grade would be used as
a basis for BMT’s 14th Street-Eastern subway line (now
MTA New York City Transit’s L) as it passed through
the Bushwick Avenue-Aberdeen Street station and approached Broadway Junction on a ramp. Most of the
tunnel’s excavation work was carried out by cut and
cover without disturbance to existing railroad operations, though a number of households were displaced of
necessity (and now are largely succeeded by modest
commercial properties), but by 1913 a temporary incline
was in place to allow trains to reach Vesta Avenue from
the track already lowered into the open cut portion of
Section 3, which then remained in place to preserve
freight access between the Manhattan Beach and Atlantic Division main lines until the 1930s.
One new station was included within the construction
of the East New York Tunnel, consisting of a rapid transit-like, full-length, high concrete platform placed between Tracks 2 and 4 and proximate to East New York
Avenue and Fulton Street, from which it drew its name.
This was to replace the combined stop at Atlantic Avenue called “East New York,” earlier known as Manhattan
Beach Junction, but was not directly connected to the
existing (1902) Atlantic Division station in any way,
which required a two-block walk were one attempting a
transfer between the two Long Island Rail Road lines.

(Continued from page 3)

coming the only such equipment used in that specific
manner until service ceased to run a number of years
later. Ultimately, 182 of these cars were delivered
through 1930, those first 50 from Standard Steel plus
132 from the Osgood-Bradley works of Worcester, Massachusetts, with some of them lasting almost 60 years
before entering a richly-deserved retirement.
Checking on the stable of through passenger trains
that were continually being relayed between the New
Haven and Pennsylvania Railroads through that period,
two daily Boston-Washington round trips remained solidly in place as its “headliners,” the Colonial Express
and the Federal Express. For the latter, only one alteration occurred in the period before it began running
through Pennsylvania Station instead of being floated
around Manhattan. In that instance, it was rerouted via
the New York Bay Railroad and started using car floats
at the Pennsy’s still-new Greenville Yard to reach its
berth on the Maryland (instead of transferring at Exchange Place itself) on November 26, 1911. Subsequent to that, the Colonial Express was hurriedly diverted to a termination point at Penn Station (with bus connection to further service between Grand Central and
South Station) when its relay via ferry to the South
Bronx was suddenly voided on October 17, 1912. It
then lasted only as such until all service was suspended
on November 23, and thus it would remain until the future availability of the Hell Gate Bridge could ensure
safe, all-rail passage between New Jersey and New
England. Whether the April 15, 1912 disaster which befell the RMS Titanic in the North Atlantic had any direct
bearing on the durability of the Pennsylvania-New Haven car transfer operation is a matter of conjecture, but
such hypotheses have been forwarded from time to
time and so closed one of the more interesting chapters
in early U.S. railroading.
For its part, the Federal Express had a much more
adventurous story after the aged Pennsylvania steam
ferry Maryland and its companions were retired out from
under it, eschewing the relay-by-steamer from Exchange Place entirely on October 19, 1912. At that time
it was routed between Jersey City and New Haven via
the Erie main line between Marion Junction and
Greycourt, New York and then the Lehigh & Hudson
River Railroad directly into the New Haven’s Maybrook
terminal, all after passing through such points as Paterson, New Jersey and Suffern, New York. Upon rumbling
across the famous Poughkeepsie (High) Bridge, the
train then forded the Hudson River Valley, passed
through Danbury, and went over the southern shank of
the Berkshires at Hawleyville before finally reaching
New Haven. From there it resumed its “nominal” journey
to Boston via the more traditional Shore Line route
through New London and Providence. Despite the time
and geographic (and in all probability financial) chal-

(Continued on page 7)
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The other station on the original New York & Manhattan
Beach alignment at Bushwick Avenue was simply abandoned outright as the East New York Tunnel opened, as
was the final grade crossing at Furman Avenue. It is
worthy of note that when the East New York tunneling
project was in progress (May, 1913), “peak” seasonal
summer service on the Manhattan Beach Branch was
cut to just four trains a day, which gave little impetus for
the railroad to be concerned with such trivialities as
ease of transfer. As constructed, the ½-mile tunnel contained sufficient space for four tracks (arranged as 3-12-4) within, but only one (Track 2) was actually installed
at the time, which spread to two (1 and 2) at Cooper
Avenue at the north end and two (2 and 3) near Liberty
Avenue at the south. Rail, ties, and ballast were also
installed on the alignment provided through the Tunnel
for Track 1, which actually formed a passing siding between Pitkin and Cooper Avenues. Consisting in large
part of freight moves, westbound trains began using the
East New York Tunnel to great fanfare on November 6,
1915, followed by eastbound train traffic on November
24. The new station at “Fulton Street” (a relative term)
was concurrently opened for what passengers there
were on each date, to patrons who must have been
“thrilled” to experience the external results of a raging
steam locomotive passing through under power in a
confined space. Nevertheless, its completion signaled a
successful end to the Brooklyn Grade Crossing Commission’s work, with the Pennsylvania Railroad now
ready to go further and finally create the ease of access
to New England that it had coveted for so long. This
action also served to eliminate what by then were the
last of BRT’s surviving streetcar crossings with the Manhattan Beach Division in Brooklyn, at Broadway and
Fulton Street.
PIECES CONNECTED: THE HELL GATE BRIDGE
When firm planning for the New York Connecting Railroad was complete by 1911, its project scope was divided into two “divisions” encompassing five sections from
north to south, in a manner similar to the Bay Ridge
Improvements.
● Section “A” of the East River Bridge Division was
the most critical, containing as it did the five bridges
and viaduct structures which would bring about
amalgamation of the Bronx and Queens by rail. It
started at about E. 142nd Street in the South Bronx,
where the existing Harlem River Branch overpass
of the New York Central’s Port Morris Branch had
been built in the previous (1905-8) reconstruction,
and stretched a total of 3.1 track miles. After climbing onto the high concrete and steel “Bronx Viaduct,” from which a height of about 300 feet above
mean water level would ultimately be attained by
the time this structure reached the main span
across the Hell Gate Channel itself, the four tracks

●

●
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on this section first proceeded across the Bronx Kill
Bridge, Randall’s Island Viaduct, Little Hell Gate
Bridge, and the Ward’s Island Viaduct. They then
crossed the Hell Gate Bridge before entering the
“Long Island” Viaduct, on which the section would
end at Stemler (44th) Street in Astoria. In 2017 this
location is about 200 feet south of the Grand Central Parkway as it descends off the Robert F. Kennedy (Triborough) Bridge, just east of the point where
the New York Connecting Railroad now passes over
the highway on a high steel viaduct. (Note: the Astoria IRT/BRT elevated line at DeBevoise Ave. (31 st Street)
was added after its construction.)
Section “B,” which marked the start of the Southern
Division, would continue about a half-mile farther on
a gradually-descending two-track embankment to
“Bowery Bay (Sunnyside) Junction,” where the New
York Connecting Railroad divided west toward
Sunnyside Yard and south-southeast toward its rendezvous with the LIRR Manhattan Beach Division. It
was to include six railway overpasses located at
Stemler (44th), Luyster (45th), and Titus (46th)
Streets; Oakley Street & Wilson Avenue (47th Street
& 25th Avenue); and Baldwin (48th) and Cabinet
(49th) Streets, plus Old Bowery Bay Road (50th
Street).
Section “C” was approximately 2½ miles long and
continued the gradually descending embankment of
Section “B” from Bowery Bay Junction as far as
Grand Avenue on the westerly edge of Elmhurst. It
was built for two tracks above nominal grade as far
as Fillmore (35th) Avenue including five concrete
arch overpasses at Patterson (31st), Burnside (32nd)
and Jackson Avenues (Northern Boulevard) along
with Hayes (34th) and Fillmore (35th) Aves. From
there the line was graded to accommodate four
tracks for the remainder of its distance, including
seven underpasses (street bridges) at Broadway &
Anderson (37th) Avenue and Roosevelt, Fairbanks
(41st), Woodside, Sinclair (43rd), and Metz (44th) Avenues as well as Laurel Hill Boulevard (45th Ave.),
each of which were completed for the passage of
two tracks but had provision for later expansion.
The street overpass at Woodside Avenue was also
used by the Corona trolley line of the NY & Queens
County Railway Company, while that at Roosevelt
Avenue was being added in concert with the street
itself and would also carry the IRT elevated line to
Corona by the time it was finished in 1917. On the
remainder of this section five additional two-track
steel and concrete railway overpasses were constructed to carry the line over Queens Boulevard,
the LIRR North Side Division, Maurice (51st) Avenue, the LIRR Main Line, and Calamus Road
(Avenue). The first was to be a lengthy structure
across a new road whose sculpted concrete façades required approval from the New York City
Arts Commission.
(Continued next issue)
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NYC SUBWAY CAR UPDATE
Subdivision “A” News
By late January, 2017 an inherent defect was noted on
the suspension systems of NYC Transit’s fleet of R142A, R-142S, and recently-converted R-142(C) (R188) equipment, which could result in the improper contact of steel surfaces as the cars gyrated along their
way. To rectify this, manufacturer Kawasaki agreed to
pay for an immediate “fix,” to be installed on all 600 of
the cars at 207th Street Shop. Interestingly, the problem
especially came to light on the 380 converted cars
roaming 7, where they had by then been operating
back and forth from the same ends for up to three years
(this because the “R-188” fleet is only equipped with H2C coupler adaptors at one end). By contrast, the cars
that have been running on 6 since their 2000 introduction are (by nature) routinely turned in the loop at Brooklyn Bridge-City Hall on each trip, which serves to even
the wear pattern on suspension components at each
end of every 5-car unit. Evidently those same buffers on
the 7 cars had become less effective as time went on,
after their operational nature was transformed upon
their reassignment to Queens.
In any case, as those repairs got underway through
the Winter of 2017, there was a separate pair of mystifying rear-end derailments on two consecutive days at a
key switch next to the Mets-Willets Point station on 7
(the weekend of January 28-29). While it is not known
whether these events were directly related to the suspension system problem, the next week it was noted
that the R-188(C) and R-188(N) trains on 7 were being
“flipped,” which put the ends containing the H2C coupler
adaptors in the middle of each train. Further, it was still
necessary to maintain positioning of the 5-car set in
each consist at the Manhattan (south) end, so as to
hold the Conductors’ cabs in their customary spot at the
“boards.” The two trains involved in the January incidents (one each an R-188(C) and R-188(N)) were relatively undamaged otherwise and not expected to be
sidelined for a significant length of time.
As these suspension repairs proceeded, 7 found itself vulnerable to further equipment shortages (given
that the separate installation of complete CBTC-related
hardware also continues), and as a result some of the
former Corona R-62As that had long since been relocated to 6 were repatriated to Queens. First to appear
was unitized set 2146-50 on February 1, followed by
grouped single units 1921-5 and 1961-5 on February 6.
Three days after that R-62As 2461-70 (from 1) were
noted in service on 6, they being joined by 2471-5 on
February 13. This early 2017 windmill of car shifting
was completed by the addition of 1306-10 to 1 from 3
that same date (which results in the presence of two full
regularly-assigned R-62 trains to 1, plus whatever rush
hour extras may also appear) and the diversion of single units 1916-20 from 6 back to 7 for good measure
on February 22. As a result of these transfers, the
Flushing Line is once again seeing up to four trains of

R-62As on a given weekday (a quantity not attained
since late last Spring), while the 6 fleet now hosts 25
“visitors” from the Broadway side, which toil in company
with its own. All three sets of R-62s moored at 240th
Street (1406-10, 1431-4 plus 38 and 1456-60) were
briefly cycled through their home shop at Livonia (3) in
early February, then returned right away to their adoptive facility in Riverdale.
In the advent of CBTC, the last four single-unit World’s
Fair R-33’s assigned to Corona Yard were deemed surplus to MTA NYCT’s Work Train needs on their erstwhile
“home” 7, so when a 10-car Museum “Train of Many
Colors” was moved in to cover the Mets’ April 3 home
opener on the night of Thursday, March 30, all were
brought up to 207th Street Shops in exchange, marking
the series’ apparent finale in its historic assignment.
There they will join the other long-retired World’s Fair R33s based at that facility for various utility duties, though
it remains unclear how far into the future that overall
group will continue in this role as they pass through
their sixth decade of existence. Whatever the case, it
truly was the end of an era for these four venerable
work cars, which represented the very last call from
Flushing for the one-time 430-car fleet of native World’s
Fair R-33s and (former) R-36s after 53½ years: September 26, 1963 to March 30, 2017. As witnessed (and
photographed) at 61st Street-Woodside by ERA News
Editor Ron Yee, the museum train was composed of
cars N-9206-7/9017-6/9587-6/9069-8/9010-1-S, while
the “funeral” consist was S-9310-9308-9307-9343-N.
Subdivision “B” News
The ten Phase I R-32s that were moved from East
New York to 207th Street in early November have been
kept together as a single consist for use on A, where it
appears they are testing a transponder system related
to MTA’s effort to install “countdown clocks” on lines
which do not enjoy centralized (remote) dispatching.
(Editor’s Note: This is a fine and quite rare example of how
the system’s oldest rolling stock can be adapted to use its
newest technology.) Two more Phase I R-32s (3476-7)
were temporarily sidelined during 2015 and remain so
through early 2017, which presently brings the overall
fleet of active Phase I R-32s down to 216 — 100 at East
New York and 116 at 207th Street. Again, there is ostensibly roster space for all 222 cars in this group projected
well into the next decade as part of NYC Transit’s longer-term Subdivision “B” equipment needs, which call for
an overall enlargement in support of ongoing construction projects and future service enhancements. In the
end, it may be that the arrival of 300 new R-179s, whenever that occurs, will have little to no effect on the 222
Phase I R-32s and 50 Morrison-Knudsen-overhauled R42s that were retained seven years ago, in trade for an
“early” retirement of the R-44s.
The existing range of car assignment exceptions
droned on from weekday to weekday through the Winter
months of 2017. Those are: designated R-32s and R68/68As on A, R-46s and Coney Island R-160s on F,
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by Ronald Yee, James Giovan, and Alexander Ivanoff
riders with a midday arrival at Penn Station, a vast improvement over the current earliest arrival time of 3:33
PM. It would be made possible by taking a current train
that operates from Deer Park to Riverhead and operating it out of Ronkonkoma to Greenport and turning
around to become that morning train. Weekend service
could also be enhanced to permit day trips from Penn
Station. On weekday evenings, a new train could originate in Yaphank, stop at Medford, and connect with
electric train service at Ronkonkoma. When the doubletracking project on the Main Line to Ronkonkoma is
completed, this will enable LIRR to offer a reverse peak
commuter type of service option for North Fork customers. South Fork service improvements are focused
around the provision of a one-seat ride from the Hamptons to Penn Station during the weekday morning peak
period as well as intra-island services which would increase the mobility of those traveling within the South
Fork between Montauk and Speonk in the form of six
shuttle trains that will be scheduled independently of
service west toward New York City. The goal is to offer
people east of Speonk a transportation alternative to the
congested Highway 27, notorious for traffic delays yearround but especially during the Summer months. These
service improvements would require the completion of
an ongoing project installing a signal system between
Speonk and Montauk. It will be at least 2018 before
such service improvements could be made. (LIRR press
release, April12)

MTA Long Island Rail Road

Due to an Amtrak/NJ Transit derailment and sideswipe
at Penn Station around 9 AM on Friday, March 25, LIRR
was forced to suspend service to and from Penn Station
and divert its customers from terminated trains to NYC
Transit subway stations at Jamaica, Atlantic Terminal,
Hunterspoint Avenue, and Woodside, where LIRR tickets were cross-honored on NYC Transit subway lines to
reach Manhattan. Service was restored with a reduced
peak period schedule wherein 29 peak period trains
were canceled due to a lack of available track and platform space in Penn Station. Normally, LIRR is able to
utilize nine tracks (Tracks 13-21) during the peak hours,
but it was limited to just four tracks (18-21) that evening
per the agreement among Amtrak, NJ Transit, and LIRR
regarding the sharing of the station tracks in the event
some tracks become unavailable. In short, Amtrak, NJ
Transit, and LIRR are bound by agreement to share
Penn Station and “spread the pain” among all of the
railroads there during emergency situations. The result
was over a 50% reduction in track availability to LIRR.
By late Friday evening, LIRR was operating all trains
close to their normal weekday schedules and a normal
weekend schedule was operated the following day.
(CBS2, NBC4, and ABC7 News, March 25)
LIRR completed the Environmental Impact Statement
process that will allow the railroad to move forward with
its plans to construct a 9.8-mile third track on its Main
Line between Floral Park and Hicksville and eliminate
all seven grade crossings, all to be accomplished within
current railroad right-of-way, with no need to acquire
any adjacent private property. New switches, signals,
and power infrastructure will enable improved rush hour
capacity as well as the ability to operate reverse peak
service throughout the peak periods. Sound barrier and
retaining walls and vibration-absorbing rail fasteners will
reduce train-related noise and vibration to the surrounding communities and properties. Station improvements
will include new platforms, compliance with the Americans with Disabilities Act (ADA), and additional parking.
(MTA press release, April 15)
Effective with the May 22 schedule change, LIRR will
inaugurate a very early morning Summer-only train to
Greenport leaving Ronkonkoma at 3:49 AM and arriving
at Greenport at 5:04 AM. The train, nicknamed “The
Fisherman’s Train,” is timed to meet the demands of
early morning fishermen who want to make the predawn sailings of the Greenport fishing fleet. This new
service is the first step toward the fruition of discussions
and plans between the railroad and community officials
toward a permanent improvement of rail service on the
North and South Forks of Long Island, both of which are
poorly served by the current schedules. Weekday service increases with as many as four round trips between
Greenport and Ronkonkoma could provide North Fork

NJ Transit

Following a sideswipe accident between an Amtrak
Acela and NJ Transit Boonton/Montclair train at around
9 AM March 25 that resulted in the suspension of all
service into and out of New York Penn Station for the
remainder of the morning and much of the day. Northeast Corridor service was terminated at Newark, New
Jersey and in some cases Secaucus, while Midtown
Direct Morris & Essex service was diverted to Hoboken.
Limited outbound service from New York Penn Station
was restored around 4 PM and hourly service inbound
from New Jersey to New York in time for the evening
peak period. All Midtown Direct train service continued
to be diverted to Hoboken. With many of the platform
tracks it normally utilizes cut off by the two wrecked
trains fouling the interlocking plant west of the station
leading to the Hudson River Tunnels, NJ Transit was
forced to share the remaining tracks with Amtrak and
LIRR, forcing its customers to endure long delays and
severe crowding on the reduced schedule operated. To
offer a travel alternative to stranded passengers and
relieve the crowds at New York Penn Station, NJ Transit
tickets were cross-honored at the Newark Penn Station,
Hoboken, and 33rd Street PATH stations. (ABC7 News,
Lohud.com, March 25)
(Continued on page 10)
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A second derailment at New York’s Penn Station
around 9 AM on Monday, April 3 involved NJ Transit
Train #3926 from Trenton as it entered Track 9. Deteriorated rail ties caused the middle three cars to leave the
track. Five people were slightly injured and passengers
in the rear four cars were forced to walk on the tracks
as they were evacuated to the nearest platform. Limited
service was not restored until that afternoon. The derailment tore up dozens of feet of track and switches and
also damaged several hard-to-replace switching machines that control the movement of the switch points.
Subsequent investigation of the derailment revealed
that the tie conditions were known to be poor and while
maintenance was scheduled by Summer, trains were
allowed to continue operating over them until one finally
derailed. Because several tracks were rendered inaccessible while repairs were made, Amtrak, NJ Transit,
and LIRR were all forced to curtail operations as they
had to share the remaining tracks. Normal operations at
Penn Station were not restored until after the Friday
morning rush hour on April 7. (Metro, April 4)

Amtrak

Amtrak’s Acela Train #2151 originating in Boston and
departing around 9 AM for Washington, D.C., derailed
as it pulled away from the platform at New York Penn
Station on March 25. As one of the cars of the train slid
out of the gauge of its track, it “fouled” an adjacent track
where a Montclair/Boonton Line NJ Transit train was
arriving. The result was a sideswipe impact where the
corner post of the derailed Acela train raked across the
side of the NJ Transit Bombardier-built multilevel coach
as it passed the derailed train, dislodging some of the
windows on the lower level and causing 3-5 minor injuries. Train #2151 had 248 passengers aboard and since
part of the train was still in the station, they were all
evacuated by walking them back to the rear cars that
were still adjacent to the platform. For much of the day,
the wrecked trains sat on Tracks 6 and 7 and blocked
all train movements on Tracks 1 through at least 8, totally cutting access to and from the Empire Corridor
connection tunnel. Initially, Empire Corridor trains were
terminated at Yonkers and Croton-Harmon and passengers were transferred onto MTA Metro-North Railroad
trains to New York City, but later that day, Amtrak did
assemble a 10 car Amfleet consist with a P32ACDM
dual-mode locomotive at each end and operated it as a
combined train from Albany to Grand Central Terminal. A railfan videoed this train at Grand Central Termianl and as it passed Harlem-125th Street on its way
back to Albany, providing a record of the locomotive
numbers (704 north and 708 bringing up the rear on the
south end) and posted it on YouTube at https://
www.youtube.com/watch?v=wl28vJAurY8.
Keystone
trains were terminated at Newark and passengers
transferred to Northeast Regional trains to New York. An
examination of a press photo from CBS New York of the
10

misaligned cars, reportedly between passenger cars 2
and 3, indicates that the derailed car slid about two feet
off to the side, not enough to dislodge or tear apart the
flexible corridor connection between cars, just twist it to
an extreme. (CBS NY News, Lohud.com, March 25)
Effective April 8, Amtrak added one additional Acela
round trip on Sundays between Boston and New York,
increasing the number of trains arriving in Boston from
six to seven on Sundays. The number of Acela trains to
Boston on Saturdays will remain at three. (Amtrak press
release, March 29)
The Federal Railroad Administration (FRA) issued its
final report of a $61 million environmental impact study
that identifies the preferred routing of the new tunnel
which will replace the 144-year-old, 1.4-mile-long Baltimore & Potomac (B&P) tunnels that have long been a
slow-speed, low-capacity bottleneck for both Amtrak
and MARC trains on the Northeast Corridor in Baltimore. It will follow an alignment from the West Baltimore MARC station that will follow a 3.67-mile-long,
gently curving semi-circle that will allow for higher
speeds and cover an arc over 2,000 feet north of the old
B&P tunnels. The new alignment, estimated to cost $4.5
billion, will consist of four parallel, two-mile-long tunnels
that will lead right to where the B&P tunnels end south
of the existing Baltimore Amtrak/MARC station. Plans
call for two ventilation and emergency access points in
the new tunnels. While this project could be completed
by 2025, no funding has yet to be identified. (Al Holtz,
April 6)
Other Transit Systems

Montpelier, Vermont

In spite of a state report that downplayed the feasibility
of commuter rail service in northern Vermont, a private
company announced during the first week of April the
purchase of 12 Budd Rail Diesel Cars with the intent to
use them for commuter service between Montpelier,
Burlington, and St. Albans. AllEarth Renewables, a Williston-based manufacturer of solar panels and associated systems, formed an affiliate company, AllEarth Rail
LLC, which bought the 1950s-built self-powered coaches from Dallas Area Rapid Transit. The RDCs were
used in the Trinity Railway Express commuter service
between Dallas and Fort Worth from 1996 to 2012 and
were previously owned by VIA Rail Canada, which also
bid to buy them back from DART but lost out to AllEarth.
AllEarth paid a total of about $4 million: $300,000 per
car, plus parts and other related inventory valued at
$400,000. DART says it decided to dispose of the RDCs
due to the expense of finding parts for and otherwise
maintaining the average 63-year-old cars. New trainsets
for the service would cost as much as $350 million.
Though AllEarth would be the only privately owned
and operated commuter rail service in the United
States, it would need state assistance. Demonstration
service would begin as early as the fall, with full service
to start at a later date.
AllEarth Rail has just begun negotiations with the two
regional freight railroads that would host the service, the
(Continued on page 11)
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independent Vermont Rail System and the New England Central Railroad, a Genesee & Wyoming subsidiary. AllEarth Rail Chief Executive Officer David Blittersdorf said the company was looking to connect Essex
Junction (6.1 miles east of Burlington, currently served
by Amtrak) to Montpelier first. The service would use
the existing Amtrak stations at Essex Junction and Waterbury and an under-construction transit center in
downtown Montpelier, but new station platforms would
be needed at Middlesex and Richmond. (Trains Magazine via Al Holtz, April 10) (Editor’s Note from Alexander
Ivanoff: Once again, this proposal defies reality. I wish
AllEarth a lot of luck in this venture, because commuter rail
has been tried before in Vermont (the short-lived Champlain
Flyer in the early 2000s) along with the economic infeasibility of upgrading the RDCs for Positive Train Control, which
is in part why TRE mothballed them.)
Boston, Massachusetts
The Massachusetts Bay Transportation Authority
(MBTA) exercised an option with China Railroad Rolling
Stock Corporation (CRRC), signing a $277 million contract on April 5 for an additional 134 cars for the Red
Line. This is in addition to the $566 million contract let in
Fall, 2014 for 152 Orange Line and 132 Red Line cars.
It was determined that it would cost $310,000 less per
car to simply replace rather than rebuild the 86-car fleet
of 1800-series cars built by Bombardier in 1993-4. The
additional cars will also enable MBTA to increase the
number of trains on the Red Line from 13 to 20 per hour
once all cars are delivered. Final assembly of all of the
new cars will be performed at CRRC’s new manufacturing plant in Springfield, Massachusetts scheduled to be
completed in September, with production of MBTA subway cars commencing in April, 2018 and all contracted
cars delivered by 2025. (WBUR, Metro Report International, April 10)
MBTA is looking to rebuild twelve of its older commuter locomotives after dealing with constant equipment
shortages and failures, according to the Boston Globe.
Chief Operating Officer Jeffrey Gonneville told the
newspaper that the agency hopes to rebuild the engines
for a cost of about $30 million and that a large portion of
MBTA’s fleet is “past due for major overhauls.” MBTA’s
operator, Keolis Commuter Services, is responsible for
having 67 locomotives in service and available at all
times but it has struggled to keep up with maintenance
in recent months, causing major delays on the railroad.
In recent weeks, only 66 locomotives have been available for service and workers are putting in extra hours to
try to catch up. According to Gonneville, progress is being made but more has to be done in order for regular
and reliable service to be provided. (Trains Magazine,
April 12)
On April 5, 2017, four morning peak period commuter
trains were cancelled by MBTA’s contract operator Keolis Commuter Services due to locomotive shortages.
Only 27 of the 40 new Motive Power MP-36-PH-3C lo11

comotives were in service with 8 of the 13 non-available
engines in the process of having their turbochargers
replaced due to a design defect affecting all of the new
engines. These on-going issues with the $222 million
order delivered between May, 2014 and December,
2015 have affected the ability of Keolis to reliably operate its MBTA commuter trains, on-time performance
falling from 94% in 2016 to 82% this year. On Tuesday,
April 4, it dipped to 76%. In addition to replacing the
turbochargers on all 40 units, Motive Power is also addressing three other factory and/or design defects including the replacement of the battery chargers. Older
engines are also being put through a refurbishment program in an effort to meet the daily locomotive requirement to reliably operate scheduled service. (Boston
Globe, April 3 and 6)

Philadelphia, Pennsylvania

The Southeastern Pennsylvania Transportation Authority (SEPTA) awarded a $137.5 million contract to
China Railway Rolling Stock Corporation (CRRC) for 45
double-deck push-pull commuter railcars slated for delivery commencing in 2019. There is a $23.5 million option for 10 additional cars should SEPTA exercise it.
Each car will seat 130 passengers. CRRC contracted in
late 2015 with Boston’s MBTA for 404 rapid transit and
light rail cars and won contracts with Chicago’s CTA and
Los Angeles’ MTA for rapid transit cars in late 2016.
While the car bodies will be constructed in China, assembly work with U.S. components to satisfy Buy America regulations for federally funded purchases will be
performed at CRRC’s new $95 million plant currently
being constructed in Springfield, Massachusetts.
(Boston Globe, March 24)
SEPTA launched its new Key farecard on its Airport
regional rail line on April 17. Quicktrip cards sold at ticket vending machines at the airport stations will be valid
for the payment of fares throughout all SEPTA modes of
transport. The cards can be replenished at fare kiosks
found at most stations and can also be reloaded automatically from customer’s bank accounts. (SEPTA press
release, April 6)
Chevy Chase, Maryland
A federal judge agreed to make a ruling in a lawsuit
over whether federal approval to fund the Purple Line
will go forward by April 28, the last business day in the
month. (The Bulletin went to press before the ruling
was made.)
At issue is the concern raised by residents in the
Chevy Chase area over the project, who presented a
lawsuit against the effort just days before a federal approval of the project was to be signed.
And then, a decision was delayed because of the
judge’s concern over Metro’s possible negative impact
on the viability of the Purple Line.
The government is worried that by further delaying the
approval of the project, it risks missing out on roughly a
billion dollars in funding from the federal government.
(Mass Transit Magazine via WTOP-TV, April 3)
(Continued on page 12)
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Washington, D.C. area
The Washington Metropolitan Area Transit Authority
will not resume automatic train operation for Metrorail
trains, which the system was originally designed for, at
any time in the near future, the agency decided on April
6. WMATA officials cited the need to focus on numerous
rebuilding projects and other safety priorities, in spite of
having spent about $106 million to replace over 1,700
track circuits needed for enabling automatic train operation, according to local NPR affiliate WAMU. The failure
of the automatic system to detect the presence of a
stopped train on the Red Line between the Fort Totten
and Takoma stations caused a deadly rear-end collision
between two trains in June, 2009. Since then, all trains
have been operated manually except for a few exceptions in 2014 when automation was tested on the Red
Line. “WMATA leadership determined it prudent to focus
limited resources on more pressing safety matters, such
as track and power cables and execution of SafeTrack,”
the agency said in response to WAMU’s request to interview top officials, declining to grant any interviews.
WMATA added that it would be unsafe to run automated
trains at a time when many contractors and inspectors
are working on the tracks.
Some of the drawbacks of operating trains in manual
mode in a system designed around ATO are “jerkier”
train operation, slower running times, more time spent
positioning trains properly at platforms, and the constant
possibility of Operator error, especially with regard to
signal violations. (Editor’s Note by Ron Yee: The issue of
stopping trains at the proper locations on a station platform
should be a relatively easy one to resolve. One solution would
be to simply have all trains stop with the head car at the end
of the platform. A more flexible solution allowing trains to
stop where they would be “centered” on a platform would be
for WMATA to place soft, bendable plastic vertical stanchions
marked “6 car” or “8 car” near the platform edge where the
Operator would stop the train with the cab window aligned
with the post matching the length of the train. The numbered
stanchion markers would offer better reference points for
precise stopping than numbered car marker placards mounted on the roadbed in the gauge of the tracks or under the
platform edge, which can be harder to judge to within a twofoot range.) (Trains Magazine, April 10; WAMU 88.5 Radio News, April 6)
Atlanta, Georgia
MARTA ridership immediately increased by 25% following the March 30 collapse of an overpass on I-85
just north of downtown Atlanta that links the city with its
northern suburbs. There was an 80% increase in
Breeze farecard sales as well. Ridership data showed a
76% increase in ridership at the Brookhaven station and
a 55% increase at Buckhead. A homeless person started a major fire that led to the collapse of the overpass
that carries up to 250,000 vehicles per day. As the replacement of this highway overpass is expected to take
several months, MARTA has increased service frequen12

cies to a 7-8-minute headway on its rail lines to accommodate the increased ridership and offer an attractive
transportation alternative to drivers who would otherwise be trapped in gridlocked traffic jams. (CBS46TV
News, AJC.com, April 5)
Miami, Florida
The sale of the Florida East Coast Railway (FECR) to
Gruppo Mexico, which owns FerroMex, will not affect
the Brightline passenger rail service that is slated to
open this summer between Miami and West Palm
Beach. The Fortress Investment Group, which owns
Florida East Coast Industries, parent company of All
Aboard Florida, which is developing the Brightline service, has an existing agreement with the Florida East
Coast Railway giving it dual ownership of the rail corridor and the right to operate passenger train service,
regardless of who owns FECR. (Miami Herald, March
28)
The first pair of a 136 car order for the Miami Metrorail
rapid transit line departed the Hitachi plant located in
Medley, Florida, northwest of Miami, to the Metrorail
maintenance facility for further acceptance testing. Four
other cars already produced have been undergoing extensive testing on the grounds of the Hitachi plant to
verify propulsion, braking, lighting, doors, and HVAC
functionality. The initial pair of cars will undergo testing
on specialized test tracks and eventually on the mainline during nights and weekends. A second and third
pair of cars will be delivered by Hitachi in mid-June and
July to expand the testing program. (International Railway Journal, March 29)
Chicago, Illinois
The last 15 cash-only ticket vending machines were
removed on April 30 from the former Illinois Central
(now Metra Electric) Line. With the introduction of the
Ventra mobile app in late 2015, cash-only ticket sales
have plummeted from 35.9% to just 14.4%, a level
where Metra will save $534,000 in maintenance, servicing, and stocking costs by phasing out the cash vending
machines. (Metra press release, April 12)
The Metra Board of Directors on April 19 authorized
the agency to move forward with requests for proposals
(RFPs) for the design and production of new railcars
and locomotives to begin to replace its aging fleet.
The railcar RFP, which was to be published the next
week, will provide for at least 25 new railcars plus as
many more railcars above that amount as possible. The
exact number will depend on the responses to the RFP,
the amount of funding available, and whether Metra can
use financing alternatives, such as leasing, to maximize
its funding. Likewise, the locomotive RFP, which will be
published during the third quarter of 2017, will provide
for a base order of 10 locomotives plus as many more
as possible.
Metra’s 2014 modernization plan called for the purchase of 367 railcars and 52 locomotives. That plan,
however, counted on Metra receiving $1.3 billion in new
funding, primarily from a new state bond program. Because anticipated funding did not come through, Metra
(Continued on page 13)
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is now attempting to acquire as many cars and engines
as possible with existing funding.
Metra expects to award the contract for new railcars in
the first quarter of 2018. Delivery of the first cars will be
part of the negotiations and dependent upon the manufacturer’s capacity to build. The last time Metra received
new railcars for lines other than the Metra Electric was
in 2006.
Metra would expect to award the contract for new locomotives later in 2018, with delivery of the first locomotive in 2020. New locomotives will allow Metra to begin
to replace outdated diesel locomotives serving Chicago
Union Station with modern, cleaner-burning engines,
significantly improving air quality for the 120,000 passengers who travel through the station each day.
The Board also authorized a settlement agreement
with Sumitomo Corporation of America to deliver seven
railcars to Metra in exchange for releasing the company
from the option Metra recently acquired from Virginia
Railway Express (VRE) to purchase 21 railcars and for
Nippon Sharyo’s delays in delivering Metra’s order of
new cars for the Metra Electric Line. The first of those
seven railcars is expected to be delivered in mid-2019.
While Metra and Sumitomo have negotiated in good
faith since the option was made available in late 2016,
both parties have agreed to move forward with the settlement. (Metra press release, April 19)
Las Vegas, Nevada
In contrast to Indiana, which has fought rail-based
public transportation, Nevada senators are greenlighting a bill that would provide the permission necessary to build high-capacity rail network in Las Vegas.
Senate Bill 149 would lay the groundwork to implement a multibillion-dollar light rail plan being considered
to link McCarran International Airport with the Las Vegas Strip.
For two years, members of the Regional Transportation Commission of Southern Nevada have been drawing blueprints for the light rail as well as makeovers for
pedestrian walkways.
They are also considering transit options to connect
residential neighborhoods, college campuses, Sunrise
Hospital, and shopping hubs.
The bill would give local officials new authority to seek
tax hikes or federal grants to finance developments and
explore the use of self-driving cars.
State Senators voted 20-1 to pass it to the Assembly.
(Las Vegas Sun via the Associated Press, April 18)
(Editor’s Note from Alexander Ivanoff: Despite reports, I
could not find a legitimate news outlet that reported on
XpressWest’s plan to start construction on the Las VegasPalmdale, California line. If construction truly does start
later this year (or when there is an official press release), I
will provide an update to the Bulletin readers.)
San Francisco, California
The long-awaited and much-delayed extension of the
Bay Area Rapid Transit (BART) Fremont Line 5.4 miles
13

to the south to Warm Springs opened Saturday morning, March 25. This line extension has opened at the
same time as development of the South Bay region is
beginning a renaissance as the Fremont Innovation District, which will bring in 20,000 jobs and 3,000 housing
units. The new station will have an immense park-andride lot with almost 2,100 spaces (including 42 spaces
with electric vehicle charging ports) and is expected to
attract up to 7,000 passengers. This station is 55
minutes and a $6.60 fare from Powell Street in downtown San Francisco. A ten-mile, two-station extension
farther to the south and west to Milpitas and the Berryessa region in east San Jose is being built by the
Santa Clara Valley Transportation Authority and may be
ready to open as early as December, three months earlier than expected. However, the acceptance testing
process for the pilot ten-car consist has uncovered a
number of issues that have led to the delay of further
deliveries of cars until the problems are resolved. Most
of the issues are software-related involving propulsion
and braking, lighting, and HVAC systems. The cars are
also 1,000-1,500 pounds over original empty weight
specifications which may require some weight-reducing
measures such as the elimination of armrests, thinner
seat cushions, and lighter-weight window frames. The
original schedule called for a total of 35 cars to be delivered by Bombardier to BART by the end of 2017. The
extension requires a fleet expansion of 30-40 cars and
unless the issues are resolved quickly, BART will not
have enough cars to fully serve this extension. Bombardier is confident that the mostly software-related
control issues identified during testing will be resolved
by June and its factory in Plattsburgh, NY can go to full
production. (SFGate, March 24; San Francisco Chronicle, April 4)
Los Angeles, California
The Los Angeles County Metropolitan Transportation
Authority has partnered with the popular navigation app
Waze to offer grade crossing alerts for drivers. Users
will receive alerts at specific intersections along the
Blue, Gold, and Expo rail lines. The particular intersections chosen were identified as having a high rate of
traffic violations, according to the agency’s blog. Examples of these safety alerts include, “Watch for trains
when you turn” and “Heads up; watch for trains.” The
initiative is part of a safety campaign that started in
March and will end in June. The campaign also includes
ads aimed at reducing the number of rail accidents involving cars and pedestrians. (Progressive Railroading, April 10)
The Los Angeles County MTA contracted with China
Railway Rolling Corporation (CRRC) to build 64 rapid
transit cars for $178 million. Designated as class
HR4000, 34 of the new cars are earmarked for the fourmile extension of the Purple Line from Mid-Wilshire to
Beverly Hills due to open in 2023. The other 30 cars will
enable MTA to begin replacing the existing fleet of subway cars that have been operating on the Red and Purple Lines since they opened. The car body shells will be
(Continued on page 14)

NEW YORK
DIVISION
BULLETIN
OCTOBER,
2000
ERA
BULLETIN
— MAY,
2017
Commuter and Transit Notes
(Continued from page 13)

constructed at CRRC’s factory in Changchun, China,
sub-components including propulsion, braking, HVAC,
and lighting will be manufactured in the Los Angeles
region, and final assembly will be performed at CRRC’s
new factory in Springfield, Massachusetts. The pilot railcars are expected to be ready by Spring, 2020 and
completed by September, 2021, well in time for the Purple Line extension. In this contract, there are five options that could be exercised to increase the order size
to a maximum of 282 cars valued at $647 million. (The
Source.Metro.net, April 17)
Scarborough, Ontario, Canada
With the Scarborough subway extension moving forward, Mayor John Tory is now firmly setting his sights
on the Downtown Relief Line. But he said it will not happen without help from the Province of Ontario.
Standing on the crowded southbound platform of
Yonge Station during the Monday morning rush on April
3, Tory said the Downtown Relief Line is a top transit
priority.
Approximately 700,000 people ride Line 1 and
500,000 people ride the Line 2 every day. Of those,
400,000 riders get on or off trains at the Yonge-Bloor
station every day.
The Mayor said the downtown relief line will take pressure off both major subway lines and ease congestion
at Yonge-Bloor.
TTC Chief Executive Officer Andy Byford insists that
the relief line, over all other TTC projects, is the highest
priority.
The Mayor said the only way the project will push forward is for the provincial government to pay up — especially after denying Toronto the permission to install
road tolls on the Don Valley Parkway and the Gardiner
Expressway. The money from those tolls was to go directly to transit funding.
Tory said the faster the funding from all three governments is approved, the quicker the relief line can be
built.
In response, Ontario Transportation Minister Steven
Del Duca was quick to point out that the province is already ponying up $150 million to Metrolinx for the project.
Del Duca added that the current administration “has
done more to invest in transit” both in Toronto and
across Ontario than any previous government — including the investment of billions of dollars in other transit
projects such as Tory’s SmartTrack plan, the Eglinton
Crosstown LRT, and the Scarborough Subway. The last
estimate for the downtown relief line was $6.8 billion.
However, Tory noted that the estimated cost is only in
the early planning stages. (CityNews, April 3)
London, England
The first-ever United Kingdom export train destined for
China has begun its journey (as of April 12) just about
three months after a train first made the reverse journey
into the U.K. The 7,500-mile, three-week-long journey
14

started at DP World London Gateway’s South Essex rail
terminal and ends at Yiwu in the Zhe Jiang province in
eastern China. Items on board the export train include
soft drinks, vitamins, baby products, and pharmaceuticals. While the journey is more expensive than ocean
transport, it is also much faster than the typical 6-8week sailing of a cargo ship, and still cheaper than an
air freight move. “This new rail link with China is another
boost for Global Britain, following the ancient Silk Road
trade route to carry British products around the world. It
shows the huge global demand for quality U.K. goods,”
says Greg Hands, Minister of State in the Department
for International Trade. The service is part of China's
One Belt, One Road program and is expected to be operated once every two weeks, with an increasing frequency planned later in the year. (Trains Magazine,
April 12)
Newcastle, England
One-hundred-mile-per-hour steam train service has
returned to Britain’s railways for a very special and fleeting moment. A newly-built steam locomotive known as
the Tornado undertook a 100-mph trial run on April 11
and 12 on the East Coast Main Line route between
Newcastle and Doncaster, England. The purpose of the
run was to ensure that that train would meet certification
for regular operation at 90 mph for charter and excursion trips. United Kingdom certification rules require
trains to be able to travel slightly above their normal
operating speeds to demonstrate that safety and other
systems work properly. The locomotive reached 101
miles per hour near Thirsk, north of York, England, on a
southbound trip from Newcastle during the early hours
of April 12. One-hundred-mile-per-hour steam trains
have not run in the U.K. since the 1960s, on a route
from London to Bournemouth, England. (Trains Magazine, April 12)
Berlin, Germany
Germany’s Siemens and Canada’s Bombardier rail
companies are working out a merger of their rail equipment divisions in a move that would create one of the
world’s largest rail producers, according to Reuters. Numerous unnamed sources tell Reuters that the possible
merger is an attempt by the two companies to take on
China’s state-supported CRRC Corporation. This is the
third time in recent years that Siemens and Bombardier
have discussed the idea of combining their rail divisions. The news that the two companies were in talks to
merge sent both of their stocks surging recently, with
Siemens gaining a record of more than $137 per share
and Bombardier shares rising 6.7 percent to about
$1.78. (ft.com, April 12)
Saarland, Germany
Bombardier Transportation is working with Vlexx, a
German passenger rail operator, on building 21 Talent 3
trainsets for passenger rail operations in Saarland. The
three-car electric multiple units will be used on the Saar
region’s electrified rail system beginning in December,
2019.
The three-car trains will accommodate 160 seats, room
(Continued on page 15)
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THE ORACLE OF THE ERA
by Alexander Ivanoff
The entire ERA membership should be familiar with
Bernard Linder (ERA #2668), by now, as he is the 99year-old Editor-in-Chief of the Bulletin and has been for
the past 37 years.
However, fewer people
are familiar with his
background. Born on
March 31, 1918, Bernie
grew up in in the Bronx
and became interested
in
electric
traction
through his parents.
His father was a newspaper stand vendor in
the subway and he
would go with his
mother to help out.
From an early age Bernie has been collecting
news stories on transit
and traction events, as
far as collecting car
rosters at the age of
13.
Just before graduating James Monroe
High
School,
his
cousin, who was the
Assistant Principal at
Erasmus High School,
advised
Bernie
to
study electrical engineering in college. After working in the naval
shipyard during the
Second World War,
Bernie was looking for
work, and in a chance
offer, was hired pretty
much on the spot to
become an Electrical
Engineer for the New
York City Board of
Transportation. Bernie
retired from New York

City Transit in 1980 after a good career.
Bernie’s start with the ERA was surprisingly late, and
in fact he did not hear about the ERA until a chance
encounter with Martin
Schachne
(ERA
#1137), and he became a member in
1961. Since 1963,
Bernie has been involved in some capacity with what started out as the New
York
Division-ERA
Bulletin (now simply
the Bulletin). Bernie
was asked by Arthur
Lonto to become the
Bulletin editor in
1980, and since 1980
has had his name on
well over 400 monthly
Bernard Linder in the 1950s.
Eric Oszustowicz collection issues, even to this
day writing new and
exciting pieces on
early
electrification
schemes. Originally
mimeographed,
the
Bulletin has grown
from three to eight to
most issues a twentypage
professionally
done publication.
Bernie’s influence is
still widely felt in the
MTA, and many of his
hand-drawn diagrams
can still be found on
MTA property. A very
happy (belated) birthday, Bernie!
(Special thanks to Larry
Linder,
Eric
Oszustowicz, and Jack
May.)
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pany. The company has built approximately 1,400 Talent trainsets for service in Europe and Canada. In Germany, there are about 400 Talent 2 trainsets in use.
Vlexx provides passenger rail service in the regions of
Rhine-Hesse, Nahe, Westpfalz, and Saarland, and the
Rhine-Main metropolitan area. The company operates
about 3.9 million train miles per year. The new Saarregion contract includes about 1.4 million train miles per

(Continued from page 14)

for two wheelchairs, and nine bicycles per car. The vehicles will also be equipped with sliding steps to help
bridge the gap between station platforms and the train
during boarding.
The Talent series debuted in 1995 by railcar builder
Waggonfabrik Talbot. Bombardier later bought the com15

Bernard Linder (left) and his son, Larry.
Eric Oszustowicz photograph

(Continued on page 19)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from April, 2017 issue)
I still had a little time before my tight schedule demanded my departure, so I walked to Cornaux, where I got
some photos of 4003 with the lake in the background.

View of Lac Leman. I suspect that photos can be constructed with a
train in the foreground with this view in back, but I had too little
time to set that up.

A few moments later I hurried aboard the handsome
blue-and-cream unit (at 12:39) for the ride to the other
end of the line at Chamby. 4003 arrived at the junction
with the MOB at 12:45, where I detrained. Chamby is
the location of the museum's track connection with the
Swiss meter-gauge network, and where it mans a second ticket office. After observing the interurban (which
appeared to be very much at home in this setting) depart at 12:49, I saw the 12:55 Goldenpass Classic train
from Zweissimmen to Montreux make a scheduled stop,
with a locomotive pulling vintage coaches painted in the
Belle Epoch style of old-time European varnish.
Now, as I hurriedly left Chamby, the clouds began to
vanish. According to the timetable diagram the rolling
stock in the parade was scheduled to make additional
trips, but I had to forgo the opportunity for further riding
and photography of the historic collection. My plan was
to walk from Chamby to Sonzier, the next station on the
curving MOB line, where hourly MVR suburban trains
from Montreux turn back and lay over. Interestingly, this
service runs every half hour on Mondays through Saturdays as far as Fontanivent, two stations short of Sonzier, but today was Sunday. With my trusty Google map
in hand I negotiated the exceedingly steep pavement.
And that is not an overstatement. One sign warned motorists that an intersecting street had a grade of 34 percent! I reached Sonzier just as the train from Montreux
pulled in, and had a more than ample 4 minutes to photograph it with the shelter in the foreground and the lake
in the background. I could have ridden the Classic to
Sonzier, which would have taken only 3 minutes, but I
thought walking would be more interesting (it was).
Morning sun at this location would have been better, but
16

beggars cannot be choosers, and besides, I had photographed outbound trains climbing the grade with the city
of Montreux in the background about a decade earlier
when Clare and I rode the Super Panoramic Express in
the glassed forward viewing area below the Motorman's
cab (just like the Romance trains of Japan's Odakyu
railway).
The local's rolling stock was an articulated Stadler
GTW unit, the electric version of the cars that run on NJ
Transit's diesel-powered RiverLine, and exactly the
same as the Vevey-Blonay train I rode a few hours earlier. (Like Alstom Citadis trams, the Stadlers come in
different body styles and I would ride the same kind of
car again during the following week.) Akin to our experience in Andermatt the previous day, and aboard the just
-mentioned Super Panoramic, our train descended under the 900-volt overhead into Montreux, with the town
and lake appearing larger and larger at each turn, like
the view seen from an airplane as it approaches its destination, but in slow motion. The car left Sonzier at
13:29 with only a handful of passengers aboard and
arrived in Montreux on time at 13:41, giving me time for
some photography before my 13:53 train to Vevey. With
some of the Stadler cars in plain view at the MOB terminal, I noticed that MVR's traditional cream and blue color scheme is being replaced with a new livery of white
and brown with a solid tan front. For the ex-CEV in
Vevey, that would be a second change, as its previous
colors were red and white.
In contrast to Aigle, which is served only hourly by
regional trains, Montreux and Vevey, much larger cities,
card four SBB trains per hour in each direction, so when
(Continued on page 17)
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I boarded the 13:53 I felt I would not be losing much
time by getting off and retrieving our bags from where I
stowed them a few hours earlier. However, serendipity

struck, and when my train pulled into Vevey at 13:58,
the door at which I was waiting was directly opposite
the locker. As a result I was able to fetch the luggage
and dart back onto the same train a few seconds before
its 13:59 scheduled departure.

Two views of MOB 4003 at Cornaux. It waited there just long enough for me to board, saving me the walk to Chamby.

The museum's ticket booth on the platform of the MOB's Chamby
station. The tracks on the right head for Zweissimen, while the
interurban at left will head back to the museum.

MOB's Goldenpass Classic train to Montreux pauses at Chamby. Its
rolling stock is based on a Wagon-Lits Pullman train that plied the
meter-gauge rails over this route for only a single season — 1931. It
competes with several panoramic trains with excellent sight lines
on the basis of luxurious fittings — and dining service with the availability of a full meal.
(Continued on page 18)

Second Avenue Subway Plans
(Continued from page 1)

routes were reduced to four and Second Avenue conAround New York’s Transit System
(Continued from page 20)

Yankee Stadium through the gap in the right field
bleachers. The train departed 161st Street at 1:15 PM
and returned to E. 180th Street Shop.
April 21, 2017 marked the centennial of subway and
17

struction was deferred.
Construction was eventually resumed and revenue
Second Avenue service began January 1, 2017.

elevated from Grand Central across the East River via
the Steinway Tunnel (a former trolley tunnel converted
to IRT clearance standards) to 103rd-Street Corona Plaza (formerly known as Alburtis Avenue). On April 21, a
transit advocacy group, accessqueens.com, working
with the New York Transit Museum, celebrated the 100th
birthday of this first portion of the line that has was later
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Two views of Sonzier with and without the Stadler electric MU train that provides suburban service out of Montreux, the attractive resort
city on Lake Leman as shown in the background.

Two views at the Montreux terminal of the MOB/MVR adjacent to the CFF mainline station. A Stadler electric MU car is shown sporting the
new color scheme, which recognizes that the line that climbs the mountain is part of the Golden Pass route. In the right view, a similar car
in the old livery is shown at left, as well as a locomotive-hauled through train from Montreux to Zweissimen. The large sign above the
Stadler unit advertises MVR's cog railway line that climbs from the lake for over a mile to Rochers-de-Naye, a resort area at an altitude of
over 6,400 feet, where there is lots of winter skiing and other activities (see http://www.goldenpass.ch/en/goldenpass/offer/view?id=12).
(Continued next issue)

Around New York’s Transit System
(Continued from page 17)

extended eastward to Main Street-Flushing and westward to Times Square and eventually 34th StreetHudson Yards to become the 7 Flushing Line. Festivities at the west end of the Grand Central 7 platform
included several speeches and a visual pictorial presentation from the museum archives by Transit Museum
staff and transit historians, birthday balloons, and a
cake with a purple 7 on it. At the last minute, NYCT
provided an added treat to the festivities, the Train of
Many Colors (TOMC), made up of 10 vintage IRT
SMEE subway cars dating back to 1963-6. The special
train departed Grand Central just after 2 PM, a couple
of minutes after the first train departed Grand Central
18

100 years ago, and operated as an extra local train carrying the general public as well as the celebrants to
103rd Street, where the official party disembarked for
some added centennial observances. The TOMC continued in service onward to Main Street, where it discharged all passengers and returned to Corona Yard.
Later that evening, it departed Corona Yard and returned to its home base at 207th Street Yard. The TOMC
consist for this occasion was N-9587-6/9069-8/90101/9016-7/9207-6-S.
To commemorate the veterans of World War I and in
celebration of the 100th anniversary of the oldest pair of
cars on the Transit Museum’s four-car Lo-V consist, the
train will operate on a Transit Museum trip over 1 to
Van Cortlandt Park on Saturday, May 6.
(Continued on page 19)
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year. (Trains Magazine via Al Holtz, April 3)
Bavaria, Germany
Alstom has been awarded two contracts from
Deutsche Bahn Regio AG to supply 53 Coradia Continental electric multiple units (EMUs) for a total amount
of over €300 million ($319.89 million). The trains are
scheduled to enter into service between 2019 and 2020
in the states of North Rhine-Westphalia, RhinelandPalatinate, and Bavaria. All vehicles will be built in Salzgitter, Alstom’s largest production site worldwide.
These orders are part of a frame contract concluded
between the Deutsche Bahn and Alstom in 2012 for the
delivery of up to 400 Coradia Continental trains. The
first 28 vehicles of this contract have already been in
successful service since 2014.
The two orders include 27 four-car trains that will operate in the suburban network of Nuremberg from December, 2018 and 26 three- and five-car trains that will
take up service in North Rhine-Westphalia and Rhineland-Palatinate.
Running at maximum speed of 160 kilometers per
hour, the Coradia Continental trains are characterized
by excellent acceleration properties, as well as a particularly smooth and quiet running. The three-car trainsets
are fitted with 155 seats, the four-car ones with up to
230 seats and the five-car trains with 266 seats.

Coradia Continental meets the latest European
standards in terms of fire protection, accessibility,
Around New York’s Transit System
(Continued from page 18)

Morgan Avenue Headhouse Restoration Completed
The restoration of the 1928-vintage Morgan Avenue
station headhouse on the L Canarsie Line was declared completed on April 12. The 2,400-square-foot
façade and 400-square-foot brick-and-limestone façade
were restored to their original architectural form. Roof
repairs, new transom windows, exterior LED lighting,
and exterior signage were installed. Interior improvements included the replacement of several steel beams,
wall tiles, and a restoration of the waterproofing.
MTA Board Approves Capital Items
The MTA Board approved three major budget items
aimed at improving subway service and amenities for
subway customers. The repair of the Canarsie Tunnel
was officially awarded to Judlau Contracting and TC
Electric. They will perform the work under an expedited
schedule where the total closure of the Canarsie Tunnel
under the East River has been reduced from 18 months
to 15 months. Judlau is the same contractor that repaired the Montague Street Tunnel in 2013. Judlau and
TC also have an incentive to complete their work on
time — the penalty for each day past the 15-month
mark is $410,000. Included in the scope of work are
improvements to the Bedford Avenue and First Avenue
19

and emission values. Special attention was placed
on passenger comfort: multi-purpose areas provide sufficient space for wheelchairs, bicycles, and
prams. The traction equipment is located on the
roof to allow for more spacious interior. Access at
platform height, movable steps, gap bridging and
continuous low-floor areas allow barrier-free travel.
The vehicles are equipped with repeaters for an
improved mobile communication, as well as with
sockets, video cameras, and a real-time passenger information system displaying current train
connection data. (Alstom press release via Mass
Transit Magazine, April 2)
Nanning, China
China Railway Corporation’s Nanning Railway Bureau
has ordered 40 CRH1A-A high speed train cars from
Bombardier Sifang (Qingdao) Transportation Ltd.
Bombardier says that the order is intended to support
the ongoing integration of Guangxi's regional highspeed routes into the national network of PassengerDedicated Lines. The 543 million yuan contract covers
five eight-car trainsets. It follows a separate contract for
144 CRH1A-A cars placed by CRC in March.
Designated Zefiro 250NG by the manufacturer, the
aluminum-bodied design was developed by BST as a
successor to the steel-bodied CRH1, which had itself
been derived from Bombardier’s Regina EMU used in
Sweden. The first CRH1A-A trainsets entered service
on Hainan Island in November last year. (Railway Gazette, April 25)

stations as well as a new power substation that will allow more trains to operate through the tunnel.
The second major item was the start of the process
toward commencing construction of Phase Two of the
Second Avenue Subway, extending the line from its current terminus at 96th Street and Second Avenue to Lexington Avenue and 125th Street where the line will share
a transfer station with the Lexington Avenue Line
(456) as well as a connection to the Metro-North
station at 125th Street-Park Avenue. There will be two
intermediate stations under Second Avenue, 106th
Street and 116th Street. Included in this approval is $7.3
million for a new Community Information Center to be
located at 69 E. 125th Street that is slated for opening
this Spring.
Finally, a design-build contract was awarded to a single company to totally rebuild four stations (Broadway
and 30th, 36th, and 39th Avenues) on the Astoria elevated
line at an expedited schedule with reduced costs. This
is Phase Two of a station renewal program that will see
30 stations totally rebuilt by 2020. These four stations
will receive countdown clocks, new platforms and stairs,
granite flooring on the mezzanine level, a redesigned
fare control area, new and enhanced lighting, artwork,
and improved signage, all while taking into consideration the architecturally historic aspects of each station.
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Around New York’s Transit System
Station Rebuilding Program
MTA New York City Transit embarked on a new program initiated by NY Governor Andrew Cuomo by which
over 30 outdated stations will be totally rebuilt and modernized. Three stations under Fourth Avenue in Brooklyn served by R trains, Prospect Avenue, Bay Ridge
Avenue, and 53rd Street, are the first to undergo the
transformation from mid-late 20th century motif and
technology to 2017 transportation hub and station
standards which will include LED lighting, new signage,
granite platform flooring, transparent barriers around the
fare control areas replacing the ironwork bars currently
in use, wi-fi, internet connectivity, USB recharging stations, and customer information systems such as countdown clocks to the next train. Rather than address each
station’s issues piecemeal, the $72 million overhaul will
be achieved by completely closing these three stations
for a period of around 6 months to enable crews to
more effectively and efficiently perform the work and
return them to service. 53rd Street was the first to close
on March 27, followed by Bay Ridge Avenue on April 29
and Prospect Avenue on June 5, 2017. The second
phase of this station renewal program will involve four
stations on the Astoria line served by N and W trains.
The estimated completion date for the overhaul of all 30
stations is 2020.
Single-Unit R-33s Leave Flushing Line
At around 11 PM March 30, four R-33 World’s Fair
cars built in 1963 by St. Louis Car Company (S-93109308-9307-9343-N) departed the 7 Flushing Line, their
home for 53½ years. Based at Corona Yard and assigned to work train status since their retirement from

passenger service in late 2003, they represented the
last of the steel-bodied World’s Fair fleet (later known as
Redbirds) that once numbered 430 cars on 7 for the
1964-5 New York World’s Fair. With the advent of CBTC
on 7 later this year, these cars were deemed unsuitable for continued use on the “new” 7 and were being
sent elsewhere in the NYCT system where they will roll
out their final miles. This was truly the end of an era on
7.
Museum Trains Operate for Various Events
The Train of Many Colors (TOMC) arrived late Thursday night March 30 in preparation for its run commemorating the New York Mets baseball team’s Opening Day
at Citi Field on Monday, April 3. The ten-car consist was:
N-9206-7 (MTA colors)/9017-6 (1950s red)/9587-6 (part
of the last R-36 train to operate in passenger service in
November, 2003)/9069-8 (Redbird-Greenbird pair)/
9010-1 (MTA colors)-S. The train laid up in Corona Yard
over that weekend and on April 3 departed the yard at
10 AM and ran light to 34th Street-Hudson Yards. It departed there at 11:30 AM for a one-way trip to MetsWillets Point and onward to Main Street-Flushing.
There, it discharged all passengers and ran light back to
207th Street Yard via the Astoria Line.
The four-car former IRT Lo-V consist operated nonstop from 42nd Street-Grand Central to Yankees-161st
Street. It deadheaded out of its current base at E. 180th
Street Shop around 9:30 AM and left Grand Central at
11:30 AM. After making a turn at 167th Street and returning south, it did its usual pose on the middle track positioned so that one of the cars could be seen from inside

NYC Subway Car Update

new cars continue to abound, and officially there has
been little progress reported, so at present no reliable
assessment can be made as to when the new cars will
begin carrying passengers or how they will be deployed.
Elsewhere, periodic overhaul of both the Staten Island
R-44 and Morrison-Knudsen-overhauled R-42 fleets
have been ongoing at Coney Island Shops for some
months and now seem to be winding down. The replacement of both (as well as the R-32s and R-46s)
continue to be central elements in planning for the future R-211 contract or even subsequent acquisitions as
the R-68/68As (and IRT R-62/R-62As) pass 30 years of
age. On that note, R-143 link 8269-72 was noted floating around Subdivision “B” during late March and early
April, outfitted with sensor arrays between 8270 and
8271 that observed, measured, and recorded the vertical and horizontal variances in threshold elevation as
the train rocked about. This information in turn can be
used in the design of future “open gangway” sets, of
which some are to be incorporated into the R-211 contract.

(Continued from page 8)

R-68s on G, R-143s on J, R-160s on R, and R68/68As on N and W. From its January 1 inception
through March 31, there was still no known instance of
older Coney Island-assigned R-68/68A equipment being
used on Q, which would permit it to sneak on to the
still-new Second Avenue Subway, but this will probably
change in due course over the longer term. As for the
R-179 itself, the second “pilot” set of four cars (3054-7)
was delivered via 207th Street Shop on January 25-26,
with all eight cars performing their first road tests in tandem by mid-February. The two trains (10-car and 8-car)
were actually spotted on their return to Pitkin Shop during the middle of March as a one long 18-car train.
When out and about (most typically on weekdays), the
R-179s tend to wander between Pitkin and the
“Rockaway Flats” (near Broad Channel) as time permits
between regular A and/or S/Rockaway Park Shuttle
runs. Reports of numerous and varied defects with the
20

(Continued on page 17)
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STATEN ISLAND’S 157-YEAR-OLD RAILROAD
Staten Island’s trains have been providing
regular service for more than a century, but
most people living in the other boroughs are
not aware that the railroad exists.
The Staten Island Rail Road Company was
incorporated on October 18, 1851 to construct a railroad from the easterly shore of
Staten Island between Quarantine and Clifton to a point nearly opposite Amboy, New
Jersey. Construction began in November,
1855 and was completed in 1860. This 13mile route extended from Townsend’s Dock
at Vanderbilt’s Landing to Tottenville. An inspection trip from Vanderbilt’s Landing to
Eltingville was held for officials and stockholders on February 1, 1860. Regular passenger service to Eltingville began on April
23, 1860. Trains started operating to Annadale on May 16 and to Tottenville, where a
big celebration was held, on June 2. At first
the railroad operated five daily trains, which
were scheduled to meet the steam boats
from South Ferry. Running time was about 50
minutes from South Ferry to Clifton and
about 50 minutes from Clifton to Tottenville.
Fuel for the wood-burning locomotives was
obtained by cutting down trees on railroadowned land.
The original stations were as follows:
Vanderbilt’s Landing (Clifton)
Garretson
New Dorp
Richmond (Court House)
Giffords
Eltingville
Annadale
Huguenot
Princes Bay
Pleasant Plains
Richmond Valley
Tottenville
Because the railroad could not provide ade1

quate service with only one locomotive, it
decided to buy another one. When the trains
were running less than a year, it was unable
to pay for the locomotives and the creditors
threatened to seize the property. To protect
the assets, the company declared bankruptcy and Cornelius Vanderbilt’s son, William,
was appointed receiver.
Meanwhile, the company bought the privately-owned ferries, which provided unreliable service between South Ferry (Manhattan)
and Staten Island. Also bought and operated
until 1948 was the Perth Amboy to South
Ferry route, which was rerouted from Perth
Amboy to Tottenville.
The company continued to prosper for several years. Unfortunately one of its boats exploded on July 30, 1871 and it was forced to
declare bankruptcy, because it could not pay
the claims that were submitted. A receiver
was appointed on March 28, 1872. The property was sold at foreclosure and transferred
by deed to George Law on September 17,
1872. The Staten Island Railway Company
was incorporated March 20, 1873 for the purpose of operating the Staten Island Rail
Road Company, whose property was transferred to Staten Island Railway by George
Law in a deed dated April 1, 1873. Another
corporation, the Staten Island Rapid Transit
Railroad Company, was incorporated on April
14, 1880 for the purpose of building a railroad from a point on the shore near New
Dorp Lane and Peteler’s South Beach Pavilion and Port Richmond. On June 30, 1883,
the company leased the Staten Island Railway Company, which was operating from
Clifton to Tottenville. The lease went into effect on July 31, 1884, when the company
started operating from Clifton to Tompkinsville. But it was unable to reach St. George
(Continued on page 4)
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STATEN ISLAND RAILWAY SCENES

A Staten Island Rapid Transit steam engine, October, 1914.
Bernard Linder collection

Belaire Road station, South Beach Branch.
Bernard Linder collection

Two views of Fort Wadsworth station, South Beach Branch.
Bernard Linder collection

South Beach station, South Beach Branch.
Bernard Linder collection

South Beach Branch, July 2, 1950.
Bernard Linder photograph
(Continued on page 5)

Coast Guard. After long negotiations, the railroad received permission to build a 512-foot two-track brickarch tunnel through mostly solid rock under the property
just south of St. George. This tunnel, which was built in

Staten Island’s 157-Year-Old Railroad
(Continued from page 1)

because it was not allowed to cross the land owned by
the U.S. Lighthouse Service, the present-day U.S.

(Continued on page 5)
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Sweeper X600 at Clifton, May 23, 1945.
Bernard Linder collection

Staten Island Rapid Transit train.
Bernard Linder collection

Interior of car 343, August 20, 1969.
Lawrence Linder photograph

Car 392 at Jefferson Avenue, August 30, 1968.
Lawrence Linder photograph

Train of ex-Long Island Rail Road cars on fantrip, April 28, 1973.
Bernard Linder collection

Train of R-44 cars, April 28, 1973.
Bernard Linder collection

ny’s 1886 report revealed that a new ferry landing at St.
George and eight first-class station buildings, with the
necessary platforms, had been constructed.

Staten Island’s 157-Year-Old Railroad
(Continued from page 4)

1885, is still in service at the present time. The compa-

(To be continued)
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No. 342
by Ronald Yee, James Giovan, and Alexander Ivanoff

MTA Long Island Rail Road
A relatively unknown fact is that LIRR has recently
been finding itself short of passenger coaches for its
diesel-hauled services to the East End of Long Island
during the peak Summer travel season. In a surprise
move, the railroad announced that it will seek MTA
Board approval for a non-competitive intergovernmental lease agreement to rent 8 single-level
push-pull coaches from the MARC system in Maryland.
The monthly lease rate is expected to be $15,570 per
car and is the same rate that had been charged to
Amtrak and SEPTA when they had leased this equipment last year. LIRR plans to initially lease these 8 cars
for 2017 and increase the number of leased cars to a
maximum of 21 for option years 2018 and 2019. These
cars have been in storage on MARC property since
2015 as they have been rendered surplus by the latest
order of 54 MARC IV Bombardier multi-level push-pull
coaches, which were placed in service beginning in
2014. MARC also has 63 MARC III multi-levels built by
Kawasaki 1999-2001, 33 MARC IIB single-level coaches, and 24 MARC IIA single-level coaches, the latter
two subclasses both built by Sumitomo Nippon-Sharyo
in 1991-3 and 1985-7 respectively. (note: two MARC IIA
and one MARC IIB class coaches were destroyed in the
collision with Amtrak’s Capitol Limited at Silver Spring,
Maryland in 1996. The 24 MARC IIAs are the fleet currently in storage and would be the pool of cars to be
leased by LIRR. The initial 8 cars would likely be the
same ones leased by SEPTA during its Rotem Silverliner V crisis of July-November, 2016. Mechanically, only
some minor modifications would be required to make
these cars compatible with LIRR signal infrastructure as
well as the LIRR DE-30 and DM-30 locomotive fleet that
would power them. (Randy Glucksman, May 19)
LIRR issued new schedules effective May 22. Interestingly, these schedule folders will be unique in that they
do not have an expiration date printed on their covers
due to the uncertainty of when the Penn Station track
repair project (see below) will commence. The expected
service reductions of up to 25% during peak periods to
accommodate this work are rumored to start July 7, but
the date is not firm. Therefore, to provide maximum flexibility, no end date was provided for these schedules.
(Editor’s Note by Ron Yee: timetable collectors, be on the
alert all Summer for rare timetable printings, not just LIRR
but NJ Transit as well.) In summary, the new schedules
for the Port Jefferson Branch and the Ronkonkoma Line
will reflect operational changes required for the next
phase of the Hicksville station platform replacement
project. Platform A on the north side will be closed for
demolition and replacement, taking Track 1 out of service. As a result, the 5:33 PM from Penn Station to
Hicksville will now terminate at Westbury and the 6:01
PM from Penn Station that ran express to Hicksville will

now terminate at Westbury, with its passengers required
to transfer to the 6:04 PM from Atlantic Terminal to
Ronkonkoma, which will make additional stops at Westbury and Hicksville or the 6:08 PM train from Hunterspoint Avenue, which will stop at Westbury to receive
passengers and make all local stops to Port Jefferson.
On the Montauk Branch, the Summer season Cannonball express service to the Hamptons and Montauk resumed on May 26, departing Penn Station at 4:06 PM.
Additional Friday-only departures include a 1:47 PM
train to Montauk from Hunterspoint Avenue, a 5:09 PM
from Penn Station to Montauk and a 7:38 PM from Jamaica to Montauk. In addition, two extra trains will operate on Fridays only to Patchogue and are coordinated
with Fire Island ferryboat departures there. One train
departs Jamaica at 8:08 AM to Patchogue and the other
train departs Babylon at 12:02 PM. Beginning Memorial
Day weekend, half-hourly service was restored at Lynbrook following the completion of Babylon Branch concrete tie work in the vicinity of that station. With the
completion of midday track work, two weekday off-peak
Oyster Bay Branch trains were restored to the schedule,
the 12:08 PM from Jamaica to Oyster Bay and the 1:35
PM from Oyster Bay to Jamaica. Minor 1-2-minute
changes were made to three other off-peak trains on
that branch. Lastly, a new Fisherman’s Train was introduced to the “Greenport Scoot” schedule, departing
Ronkonkoma at 3:49 AM and arriving at Greenport at
5:04 AM as a Summer service and the result of efforts
to improve LIRR train service on the North Fork of Long
Island. (LIRR press release, May 19)
MTA Metro-North Railroad
Metro-North is rebuilding the Prospect Hill Road
Bridge in Southeast, New York through a $9.5 million
investment made possible by MTA's 2015-9 Capital Program.
The 270-foot-long bridge, which is 107 years old, is
located just south of the Southeast station, which
serves Putnam County commuters; it carries Prospect
Hill Road over the Harlem Line tracks and parts of Metro-North's Brewster Yard. The bridge has been deemed
beyond the point of repair. The MTA Board approved a
contract to the firm Halmar International for the design
and construction of the replacement bridge on April 26.
The first element of the reconstruction will involve the
demolition and removal of the bridge, piers, abutments,
and roadway approaches, as well as clearing trees,
shrubs, stumps and rubbish from the future right-of-way.
Utility poles will be excavated, removed, and re-installed
for structural work; crews will then construct new utilities, including communications, signals, and power.
When this work is finished, the stage will be set for
crews to install new abutments, piers, bridge substructure and superstructure, roadway approaches, sidewalk,
(Continued on page 9)
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M-8 EMU cars, causing minor injuries to at least 12
people among the 185 aboard. Initial reports indicate
that the train may have been traveling faster than the 10
mph temporary speed restriction and a full investigation
is underway as this report goes to press. The derailed
cars were not removed until late Friday, May 19 and
repairs to 700 feet of torn-up track and concrete ties
were carried out over the weekend of May 20-21. As the
work had not been completed by the start of the Monday morning peak on May 22, AM peak period trains
operated “left handed” between Stamford and Rye until
10 AM, utilizing the line’s full bi-directional signaling to
run trains on the opposite direction tracks. (Editor’s
Note by Ron Yee: This practice is commonly followed in
such situations or for planned long-term construction
projects where a local track adjacent to the platform is
removed from service. To avoid extreme delays in associated with loading and unloading passengers with
bridge plates, peak period trains are routed on the track
with full access to high-level platforms while trains operating in the reverse peak with lower passenger volumes
utilize an express track that require the use of bridge
plates to span the out-of-service track to provide passenger access. M-8 cars 9213 (head car), 9226, 9177,
and 9353 were shown in the various news videos of the
derailed train. (WCBS-TV, WPIX-TV News, May 18)
NJ Transit
A Hudson-Bergen light rail train collided with a Jersey
City Fire Department truck near Washington Boulevard
and 6th Street Friday evening, May 5. Four firefighters
and the LRV Operator were taken to the hospital for
minor injuries. Service was suspended well into the
evening while the investigation was conducted and the
LRV and fire truck were removed from the scene.
(WPIX-TV News, May 5)
NJ Transit will be forced to significantly reduce service
at New York Penn Station by as much as 25% to accommodate emergency trackwork and repairs following
a series of derailments and severe service disruptions
caused by failing tracks, switches, and other infrastructure during March-April, 2017. At press time, NJ Transit
has not yet announced which trains will be affected. The
reductions are expected to significantly affect train services during both AM and PM peak periods into and out
of New York Penn Station. The track outages causing a
loss of capacity at Penn Station and resulting service
cuts are expected to occur July 7-25 and August 4-28.
The July outage will be a 19-day continuous outage to
accommodate the rebuilding of the crossover tracks
leading to Tracks 12 and 13. During that time, one of
the Hudson River tunnels will be assigned exclusively
for use by work trains removing debris and excavated
materiel from the work zone to a removal site in New
Jersey. The work on these “scissors tracks” will be completed during the second continuous track outage, a 25day span from August 4-28. Deteriorated portions of
Tracks 9, 10, and 13 will also be rebuilt during overnight
hours between 10 PM and 5 AM. Ties and rail found
deficient and in need of replacement will also be ad-

(Continued from page 8)

striping, signage, guide rails, fencing, retaining walls,
grading, and drainage. Metro-North estimates the project will take approximately 20 months to complete.
MTA's 2015-9 Capital Program, secured by Governor
Andrew Cuomo, calls for the investment of $29.4 billion
for the renewal, enhancement, or expansion of the region's transportation infrastructure, and is the largest
capital program in MTA's history. (Editor’s Note from
Sasha Ivanoff: The Prospect Hill Road Bridge has been
closed since I was in high school and for years was a popular
link between Route 312 past Exit 19 on I-84 (heading towards
Route 6) and the Village of Brewster. I am pleasantly surprised that the bridge is being rebuilt, seeing as the intersection of Prospect Hill Road and Tonetta Lake Road is a hairpin turn. Many years ago, Independence Way met up with
Tonetta Lake Road (and for years the grade crossing at what
is now the Southeast station existed), but that road was closed
and I assume has been lost to nature.) (Railway Age, May
1)
New schedules for the Hudson, Harlem and New Haven Lines will take effect on Sunday, June 4 and be in
effect through Saturday, October 7. They will accommodate a $5 million, 18-week-long mid-Harlem Line track
improvement project between the Mount Vernon West
and Crestwood stations. 1,000 new crossties, 1,160 feet
of new rail, improved drainage, and railbed renewal are
in the scope of this project. At any time during this period, one of three tracks through this area will be taken
out of service to be worked on. On the Harlem Line, in
the morning, 17 AM peak trains will operate 4 minutes
earlier and up to 6 minutes later. Five AM reverse peak
trains will operate between 6 minutes earlier and 3
minutes later. In the evening, 11 PM peak trains will operate 2-6 minutes later and six PM reverse peak trains
will operate 4-8 minutes later. There are no changes to
weekend service on the Harlem Line. On the Hudson
Line, 2 PM peak trains will operate 4 minutes later to
coordinate with Harlem Line schedule changes and on
weekends, all northbound Upper Hudson Line trains will
stop at Beacon, New Hamburg, and Poughkeepsie up
to 10 minutes later to accommodate a switch replacement project near the Beacon station. The New Haven
line schedule is simply being re-issued with a new date
range; there are no changes in the schedules. (MetroNorth Press Release, May 16)
In the late afternoon of May 18, in the middle of a
springtime heat wave with temperatures suddenly soaring from the 60s to above 90 with constant sunshine, a
heat kink developed just east of Rye on Track 3, the
westbound local track of the New Haven Line. Reported
by previous trains passing by or over it, it was deemed
passable and the track was not immediately removed
from service. A speed restriction of 10 mph was imposed to keep trains running through and avoid a track
closure, which would have been extremely disruptive to
the oncoming PM peak. This worked out satisfactorily
for a couple of trains until #1373 derailed five of its 12

(Continued on page 10)
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dressed within the scope of work. (nj.com, May 2)
Amtrak
After two derailment incidents on March 25 and April 3
that were caused by deficiencies in the tracks and
switches of the west interlocking of New York City’s
Penn Station, beginning on or around July 7, Amtrak will
be undertaking emergency track and infrastructure repairs to remedy the situation and prevent further incidents. The extensive work will require track outages,
reducing the station’s capacity to handle train traffic by
around 25%. These outages are expected to cover two
three-week periods in July and August, during which NJ
Transit and LIRR will be forced to reduce service levels.
Amtrak may be considering moving an unspecified
number of its Empire Corridor trains between Albany
and New York City out of Penn Station and into Grand
Central Terminal (GCT) temporarily. While it is reported
that New York State Governor Andrew M. Cuomo is negotiating with Amtrak officials for this shift and select
Amtrak train crews have begun the process of qualifying
on Metro-North tracks into GCT, as of press time, nothing has been confirmed by either New York State or
Amtrak. (Time Out Magazine, May 17)
Other Transit Systems
Boston, Massachusetts
A new station named Boston Landing on MBTA’s now
17-station-long Worcester-Framingham Line opened on
May 22. The $20 million station, located in Allston/
Brighton, is the product of a collaborative public-private
effort by state and local government with financing by a
private corporation, New Balance, whose headquarters
building is located next to the new station. In the near
future, the station will also anchor transit oriented development in the form of a new community with 295 residences, a 175-room hotel and the new practice facility
of the Boston Bruins hockey and Celtics basketball
teams. Eventually, it is expected that retail and restaurant businesses will establish themselves in the area,
adding to the development spurred by the new station.
Interstate highway I-90 is also adjacent to the Boston
Landing and the entire station facility will be maintained
by New Balance for the next 10 years. The fully ADAcompliant station is a center-island high-level platform
with a canopy with two elevators, ramps, and an enclosed overpass linking the platform with the street level. Boston Landing will be served by six AM peak inbound and six PM peak outbound trains as well as eight
inbound and five outbound weekday off-peak trains. On
weekends, all trains (nine in each direction) will stop
there. Located within fare zone 1A, fares to and from
South Station, just 15 minutes away, will be $2.25.
(Editor’s Note by Ron Yee: Member Dave Klepper notes that
while this restores rail service from Brighton to downtown
Boston decades after the abandonment of the Park StreetBrighton-Newton-Watertown subway-surface PCC line, the
amount of service offered at Boston Landing, while a start, is
paltry in comparison. The Watertown Line was abandoned in
10

part due to a shortage of PCC cars caused by the opening
and subsequent ridership growths on the Highland Branch or
Riverside Line, which diverted more and more PCCs to that
new line at the expense of the Watertown.) (masslive.com,
Framingham Source, May 22)
Philadelphia, Pennsylvania
The Southeastern Pennsylvania Transportation Authority is debuting a new electronic bidding system that
can be useful for projects where solicitations go above
$100,000. The eBid system will be an addition to an
already existing eQuote system for bids that fall below
$100,000. SEPTA is hoping that the new eBid system
will ease the process of procurements at the agency.
Even though SEPTA is adopting new technologies, it is
still committed to connecting local businesses to one
another as well as the agency, according to representatives from SEPTA. SEPTA had a networking event at its
headquarters on April 25 in Philadelphia where private
and public sector attendees were able to network with
small, minority, and women-owned businesses that are
interested in doing business with SEPTA. (Trains Magazine, April 21)
Washington, D.C. area
Commuters on the Red Line in Washington D.C. can
now stay connected while on the go. The Washington
Metropolitan Area Transit Authority has partnered with
major U.S. cell carriers to offer wireless cellular voice
and data service in a section of tunnel on the Red Line.
Metro riders commuting between Glenmont and Silver
Spring will have continuous phone service, according to
a WMATA press release. The Red Line tunnel is the
second portion of the system to have wireless service,
following a segment between Potomac Avenue and Stadium Armory on the Blue, Orange, and Silver Lines. Installation is also in progress for 100 miles of cabling
along tunnel walls that will support wireless service and
a new radio system for trains and emergency responders. Additionally, WMATA is also planning to have free
Wi-Fi at 30 underground stations by the end of 2017.
Currently, only 6 stations have Wi-Fi. According to
WMATA, all underground stations will have Wi-Fi by
mid-2018. (Trains Magazine, April 21)
Roanoke, Virginia
City leaders in Bristol want to conduct a study on the
benefits of extending passenger rail service from Roanoke to Bristol in southwest Virginia. The city has partnered with the Community Transportation Association of
America to secure a firm to conduct a $450,000 study,
the Bristol Herald Courier reports.
While passenger rail service has not even started in
Roanoke, the city of Bristol wants to look at the benefits
of continuing the regional service into southwest Virginia. Bristol-area advocates say that Amtrak service would
offer multiple benefits to the area and would help make
Bristol more of a destination for tourists and business.
While local and regional groups are on board for the
study, the State of Virginia wants to see a considerable
amount of data from the Roanoke service before diving
into a Bristol study.
(Continued on page 11)
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Amtrak service between Lynchburg and Roanoke will
start later this year.
The study would take about six to nine months to
complete and would focus on how rail service would
reduce vehicular traffic from Interstate 81 and provide
benefits to local economic development efforts, tourism,
access to education, and other criteria.
Funds for the city’s study include a $250,000 grant
from the Virginia Tobacco Region Revitalization Commission, a $100,000 grant from the Appalachian Regional Commission, and other local funds. (Editor’s Note
from Sasha Ivanoff: If history shows us anything, the likelihood of the Roanoke train being extended to Bristol is pretty
much a definite down the road.) (Trains Magazine via Al
Holtz, May 15)
Florida
Due to ridership levels that have fallen by around 6%
which have resulted in lowered fare revenues, MiamiDade reduced the hours of operation of its Metrorail
system effective May 22. It was announced that Metrorail operations would shut down nightly an hour earlier
at 11 PM Monday through Thursday. However, preliminary train schedules indicate the last trains may depart
their initial terminals around 11:30 PM, 30 minutes earlier than current service. An extension of service hours
on Friday and Saturday nights to 2 AM that began in
October, 2016 will be discontinued, with service reverting to a midnight closure time. Citing low ridership and
the presence of bus routes paralleling Metrorail, service
will also commence an hour later at 6 AM on Saturday
and Sunday. Miami Airport service on the Orange Line
will also be reduced by 50%, the 15-minute headways
introduced in October, 2016 reverting to 30 minutes.
Miami-Dade’s bus system has also experienced a 10%
loss of ridership and some bus stops on the more severely affected routes will be eliminated and some
routes contracted out. This comes as Miami-Dade’s
Mayor, Carlos A. Gimenez, is making a push for an expansion of the Miami-Dade transit system known as the
SMART Plan that would include an expansion of the
rapid transit system over six corridors that is expected
to cost $3-6 billion. These financial woes could lead to
the replacement of the rail expansion plans with bus
rapid transit to reduce costs. (Miami Herald, May 16
and 21)
Brightline, the new privately funded express inter-city
passenger rail service in Florida, is making preparations
to soon welcome its third and fourth trainsets. The two
new trainsets, dubbed BrightGreen and BrightOrange,
were to depart Siemens Rolling Stock facility in Sacramento on May 5, marking the first time two Brightline
trains, totaling nearly 1,000 feet in length, have set off
on the cross-country journey simultaneously. The trains
were built by 1,000 employees at Siemens' 60-acre rail
manufacturing hub in California. Brightline's trains are
100 percent Buy America compliant utilizing components from more than 40 different U.S. suppliers across
11

20 states.
BrightGreen and BrightOrange will join Brightline's
other two trains, BrightBlue and BrightPink, at Workshop b, the 12-acre railroad operations facility in West
Palm Beach that serves to maintain, clean, and store
Brightline's trains. Once service begins, Workshop b will
serve as the on-duty location for train crews, providing
more than 120 jobs at the facility alone. The trains were
expected to arrive at Workshop b late the following
week. The fifth and final trainset, BrightRed, is being
completed at Siemens and is expected to ship in midJune. Brightline's trains abound with innovations and
comfortable features, from automatic level boarding
platforms and aisles that exceed ADA compliance
standards to custom seats with multiple outlets for devices and complimentary robust Wi-Fi, powered by multiple antennas on every car. The send-off milestone signals Brightline's ongoing commitment of private investment toward transportation infrastructure benefiting the
public. Brightline will provide a much-needed, hospitality-driven alternative to South Florida's congested roadways. Introductory express service is scheduled to
begin between West Palm Beach and Fort Lauderdale
in late July, with initial service to Miami added in late
August. The company is anticipating a grand opening
and official launch of the full service in September.
(Brightline press release via Al Holtz, May 5)
Wabtec Corporation has signed a $40 million contract
to design, install, test, and commission Positive Train
Control for South Florida Regional Transportation Authority’s Tri-Rail commuter rail service.
Wabtec is to supply its Interoperable Electronic Train
Management System (I-EMTS) for 42 locomotives and
cab cars, along with a back-office server and lineside
communications, signaling, and a dispatching system
for the 68-mile route linking Mangonia Park and Miami.
It will also provide staff training. Installation is expected
to be completed by the end of 2018. The PTC system
will be fully interoperable with those being implemented
by all the Class I railways. (Railway Gazette, May 19)
Detroit, Michigan
Streetcars returned to Woodward Avenue in Detroit for
the first time in 61 years with the May 12 inauguration of
the 3.3-mile Q Line from Larned Street to West Grand
Boulevard.
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.
Supporters of the project include Bank of America,
Detroit Downtown Development Authority, Detroit Medical Center, Ford Foundation, Ford Motor Company,
General Motors, JPMorgan Chase, Michigan Department of Transportation, Michigan Economic Development Corporation, and the United States Department of
Transportation. The project was also supported by the
federal government through a $25-million grant from the
Transport Investment Generating Economic Recovery
(TIGER) program.
(Continued on page 12)
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In 2007, the project’s backers formed the non-profit M1 Rail to lead the design, construction, and operation of
the 20-station line. Stacy & Witbeck was subsequently
awarded the contract to build the line and major construction began in July, 2014.
Service is operated by a fleet of six bi-directional Liberty LRVs supplied by Brookville Equipment Corporation.
The articulated LRVs will operate without catenary on
60% of the line, then draw power from 750-volt rechargeable lithium-ion batteries. The 70% low-floor vehicles will also operate in catenary-free mode around
the line's depot.
Each vehicle accommodates up to 125 passengers,
32 of them seated. (Editor’s Note from Sasha Ivanoff: ERA
Program Chair Andrew Grahl was present for the opening
and there is little doubt that we will see photos of his from the
opening at his next show.) (Railway Age, May 15)
Chicago, Illinois
Ground was broken, commencing the construction of
Metra’s newest station, Romeoville, on the Heritage
Corridor Line linking Chicago Union Station with Joliet.
The $4.9 million project is expected to be completed
this Autumn and will add the first new station on Metra’s
commuter rail system since 2011. Romeoville will be
located near the intersection of 135th Street and New
Avenue. (Al Holtz, May 19)
Seattle, Washington
Sound Transit has signed an agreement meant to last
10 years with Puget Sound Energy that will enable light
rail trains to run on 100 percent clean energy starting in
2019. The agency will buy wind-generated electricity
from the utility company’s Green Direct program. According to a Sound Transit news release, it is the first
program of its kind in Washington State. The agreement
is a part of a combined effort among Puget Sound Energy, its customers, and the World Resources Institute
and World Wildlife Fund on a program that will make it
possible for the construction of wind power facilities and
other environmentally conscious initiatives. Sound
Transit’s choice to pursue wind energy follows its most
recent ballot measure, which promised to lower greenhouse emissions and grow the use of renewable energy
that makes all facilities and electricity carbon-neutral by
2030. No capital cost will be incurred for entering the
agreement. (Trains Magazine, April 21)
A portion of federal funding committed to Sound
Transit for the Lynnwood Link Extension was saved as
part of the Federal Fiscal Year 2017 Appropriations Bill,
which gained congressional approval on May 4.
The bill is part of a deal to keep the federal government operating through September and is expected to
receive President Donald Trump's signature. The bill
calls for Sound Transit to receive $100 million in federal
funds. The funds are the first installment of a potential
$1.174 billion full funding grant agreement (FFGA) for
the Lynnwood Link Extension, which is slated for con12

struction next year.
The FFGA is expected to be executed with the Federal Transit Administration in 2018. Sound Transit noted
that engineering approval by FTA last year enabled the
agency to move forward with final engineering work on
the extension and gave the project its second-highest
possible rating under its competitive grant process.
The 8.5-mile extension is set to open in 2023 and
trains on the Lynnwood Link Extension will run along the
I-5 corridor from Northgate to Lynnwood with four new
stations including Northeast 145th Street, Northeast
185th Street, the Mountlake Terrace Transit Center at
236th Street Southwest, and at the Lynnwood Transit
Center. The project will be built to accommodate the
potential for future stations at Northeast 130th Street in
Seattle and 220th Street Southwest in Mountlake Terrace. New parking structures at 145th, 185th, and
Lynnwood Transit Center will add approximately 1,500
park and ride spaces in the corridor as part of the project. (Railway Age, May 5)
San Francisco, California
Bay Area Rapid Transit officials believe that mysterious power surges that lead to 24 train cars being taken
out of service on April 14 were caused by metallic dust,
according to the San Jose Mercury News. BART employees first discovered the problems at around 10:30
AM on April 14 between the North Concord/Martinez
and Pittsburg/Bay Point stations, according to spokesperson Jim Allison. The agency decided to switch to
shuttle trains at 1:30 PM, after the power surges had
disabled 22 cars. BART experienced similar problems
back in February, 2016 when voltage spikes were found
near the West Oakland station and also in March, 2016
between the North Concord and Pittsburg stations. The
power issues that affected the 22 cars appeared to be
resulting from a buildup of metallic dust on the underside of the train cars. This metallic dust is generated
from rail grinding and can cause electrical surges when
it conducts electricity from the third rail. BART is in the
process of purchasing magnets for non-passenger
trains that will remove the metallic dust from the rails to
ensure that the problem does not continue. (Trains
Magazine, April 20)
While Caltrain officials wait for feedback on a federal
grant that would fully fund the Peninsula Corridor electrification project, agency officials are adding a new
online resource to better educate the public on the benefits of the project.
The new website gives the public an overview of the
design and amenities of the proposed electrified trainsets and allows visitors to weigh in on their own design
preferences. The agency hopes to add a new virtual
tour feature of the exterior and interior of the new trainsets in the future.
Funding for the $2 billion electrification of the CalTrain
corridor has become a political football at the federal
level with the Trump Administration intending on withholding any such funding until the start of fiscal year
2018 in September and Senator Diane Feinstein (D(Continued on page 13)
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California) promising to block all nominees to the Department of Transportation. Funding was supposed to
be in place by the end of March, 2017; an extension
was granted to the end of June. The continuing delays
translated into a waste of $1 million per week and
placed 10,000 jobs at risk nationwide. Finally, on Monday, May 22, the Trump Administration and U.S. Secretary of Transportation Elaine Chao announced that it
would fully fund a $650 million federal grant that will
help finance the electrification of the commuter rail line
that will also serve as the northern end of the California
high--speed rail line that will ultimately link that city with
Los Angeles. The electrification will enable faster pointto-point running times and increased train service that
will carry more people in an environmentally friendly
manner that reduces reliance on fossil fuels. Until this
development, some Republican Party lawmakers in California had been pressuring federal officials to block this
funding on the grounds that it was an inappropriate way
to spend public funds masquerading as a local transit
improvement but really aimed at forwarding the construction efforts for a financially questionable highspeed rail project. They had sought to delay all funding
for the electrification until a full audit of the California
high speed rail project was completed. (Associated
Press, TheHill.com, May 15 and 22; Trains Magazine
via Al Holtz)
Canada (nationwide)
A recent report issued by VIA Rail Canada is highlighting new ridership gains and efforts to expand capacity
on regional services. In 2016, VIA Rail Canada ridership
grew more than 4 percent compared to 2015. It is the
third consecutive year the passenger railroad has seen
an uptick in ridership.
According to VIA Rail, the railroad hauled almost 4
million passengers who traveled approximately 858 million miles.
Some of the highlights in 2016 include record summer
ridership when VIA Rail trains hauled more than
926,000 passengers, an increase of about 4.8 percent
compared to ridership levels from 2015. VIA Rail representatives say its holiday season was also busier than
normal. Holiday travel resulted in a 20 percent increase
in revenue and a 16 percent increase in ridership compared to 2015.
Compared to 2015, revenues from regional services
were up more than 10 percent on several routes and
the Winnipeg-Churchill route in Manitoba logged double-digit revenue growth for the second year in a row.
Due to growing ridership, the railroad added capacity on
several trains in the Quebec City, Quebec to Windsor,
Ontario, corridor and made other timetable adjustments
to offer greater flexibility for passengers. By the end of
2016, capacity had increased by more than 8 percent
compared to 2015. (Trains Magazine via Al Holtz)
Toronto, Ontario, Canada
Following up on what was reported in the April Bulle13

tin regarding the threatened cancellation of an order for
up to 182 Light Rail Vehicles (LRVs) with Bombardier
due to the severe delays in the delivery of the Flexity
LRVs to Toronto’s TTC, Metrolinx made good on its
threat and placed a C$529 million order with Siemens
for 61 Low Floor Citadis Spirit class LRVs. 17 cars will
be assigned to the Finch West Line and 44 LRVs will be
assigned to the Eglinton Crosstown Line. While the cancellation of the Bombardier order is currently held up in
the courts, Metrolinx could not afford to wait for the 812-month litigation process to be completed and risk not
having any LRVs to operate on the two new lines. The
Siemens order, for now, is viewed as a stopgap measure to guarantee an available car fleet. Should the Metrolinx-Bombardier litigation issue be resolved in Bombardier’s favor, the Siemens LRVs can be reassigned to
the Hurontario light rail project as Bombardier delivers
the LRVs to Metrolinx. If not, the 61 Siemens LRVs will
be the first of an upwards of 182-car order replacing
Bombardier. Presently, 34 Siemens Citadis Spirit LRVs
are being delivered to Ottawa’s Confederation light rail
line, with a third of the car order already undergoing
testing in Ottawa. (RailJournal.com, May 12)
Buenos Aires, Argentina
Electric service began operating between Berazategui
and City Bell on April 24, marking completion of the latest phase of the project to electrify the Roca commuter
route between Buenos Aires and La Plata at 25,000
volts/50 Hz.
According to the Ministry of Transport, work continues
with the aim of completing electrification of the remaining 6 kilometers between Berazategui and La Plata “as
soon as possible.” It reports that the new elevated alignment over the 2 kilometers between Ringuelet and Tolosa has been finished, and that the 132,000-volt traction
substation at Quilmes that will feed the La Plata branch
is over 60% complete.
Including the construction of new, higher platforms for
level boarding, station refurbishment work continues at
Plátanos, Hudson, Villa Elisa, Gonnet, Ringuelet, and
Tolosa. Work at Pereyra, Berazategui, and Quilmes was
due to start shortly.
Funded by the Inter-American Development Bank,
work on the US$500 million Roca electrification program had started in 2015. (Railway Gazette, May 2)
Scotland
British law enforcement officials have put in place extra security, including using a helicopter to spot trespassers as the Flying Scotsman steam train toured
Scotland. Last year, when the famous 4-6-2 Pacific-type
locomotive made its inaugural trip to Scotland after a
long-term restoration, the rights-of-way were overwhelmed with trespassers who were attempting to get a
closer peek at the train. Network Rail paid thousands of
dollars because of delayed trains that were slowed by
the trespassers. Law enforcement are now threatening
a $1,300 fine for entering non-public property. "We understand that the return of Flying Scotsman is an exciting event. However, we want you to view the iconic
(Continued on page 14)

NEW YORK
DIVISION
BULLETIN
OCTOBER,
2000
ERA
BULLETIN
— JUNE,
2017
Commuter and Transit Notes
(Continued from page 13)

steam train safely, and there are lots of safe places to
see it and take photographs,” British Transportation Police Chief Inspector Sue Maxwell informed the BBC.
Transit police also were closely monitoring the air for
flying drones, which are not permitted to fly within 150
feet of the train. Last year, the train was hit by a drone
that was too close to the tracks. (Trains Magazine, May
17)
Switzerland
President of the Swiss Confederation Doris Leuthard
joined 500 guests at the official roll-out of the first compete EC250 Giruno 250 km/h inter-city trainset at
Stadler’s Bussnang plant on May 18. In October, 2014
Swiss Federal Railways placed a SFr970 million order
for 29 of the 11-car articulated trainsets for use from
December, 2019 on routes from Milano via the Gotthard
Base Tunnel to Basel and Zürich, and later to Frankfurt.
There is an option for 92 additional sets. The name Giruno is derived from the Rhaeto-Romansch name for
the common buzzard.
Stadler developed the new design in 2½ years, drawing on its Flirt family, and an initial five cars were unveiled at the InnoTrans trade fair in Berlin in September,
2016. The Giruno is to be certified in accordance with
High Speed TSI and DIN EN 15227 crashworthiness
requirements, and the roll-out of the first complete 11car train marks the start of the complicated process of
obtaining approval for use in in Switzerland, Germany,
Austria, and Italy, which will include testing at Rail Tec
Arsenal in Wien.
The Giruno is “the first ever mass-produced low-floor
high-speed multiple-unit,” Stadler owner and Chief Executive Officer Peter Spuhler said at the roll-out, with
stepless entry from 550-millimeter and 760-millimeterhigh platforms. It is also the first trainset to meet all the
requirements of the Swiss BehiG disability discrimination act.
The trainset is 202 meters long with 117 first- and 288
second-class seats, multifunctional zones, and a bicycle
compartment. The interior features bright lighting, a
3G/4G amplifier, power sockets at every seat, large luggage racks and separate toilets for men and women, as
well accessible toilets.
Operation through the Gotthard Base Tunnel requires
pressure protection and air-conditioning able to cope
with the temperatures and humidity, while Stadler said
the advanced thermal and acoustic insulation “sets new
standards” for long-distance trains. (Railway Gazette,
May 18)
BLS has selected Stadler for the largest rolling stock
order it has placed, a SFr650m contract covering the
supply of 58 single-deck electric multiple-units in 20216. The order includes 30 EMUs for RegioExpress service and 28 for S-Bahn Bern routes.
The 105-meter-long, six-car, 160-kilometer-per-hour
Flirt units will replace EW III coaches, RBDe565 and
RBDe 566II railcars. They will have two classes of ac14

commodation, power sockets, and enhanced mobile
phone reception. The RegioExpress trains will also incorporate a catering zone.
BLS said the decision followed an extensive procurement process, undertaken with input from passenger
body Pro Bahn. Final bids were submitted by Stadler
and Bombardier Transportation. The two bidders were
formally notified of the selection on May 1. Signing of
the contract is subject to a 20-day standstill period, and
the finalization of BLS, cantonal, and federal funding.
(Railway Gazette, May 2)
Germany
DB Regio has signed a €150m contract for 25 four-car
Coradia Continental electric multiple-units, Alstom announced on May 3. The firm order has been placed
within a 2012 framework agreement covering up to 400
units.
The latest batch of units are to be used on SaarRB Lot
1 service, which DB Regio is to operate under a contract awarded jointly by the Saarland and RheinlandPfalz south and north transport authorities earlier this
year. This covers operation of regional services on the
Schweich-Trier-Saarbrücken-Kaiserslautern route for 15
years from December, 2019, and the Trier HafenstraßeKonz-Saarburg route from December, 2020.
The 160-kilometer-per-hour EMUs will have up to 200
seats, with multi-purpose areas for wheelchairs, bicycles, and prams. The roof-mounted traction equipment
will provide a spacious interior, with access at platform
height, movable steps, and continuous low-floor areas
for step-free access. The units will be equipped with
mobile phone repeaters, power sockets, CCTV, and a
real-time passenger information system showing connecting trains. (Railway Gazette, May 3)
Abellio has placed a firm order for Bombardier Transportation to supply a further five Talent 2 electric multiple-units for use on the Neckartal services from
Stuttgart which it is to operate from June, 2019 under a
contract awarded by the Land of Baden-Württemberg.
The order for two three-car and three five-car EMUs
announced on April 27 has been placed as an option on
a €215 million June, 2016 contract for the supply of 43
units. The procurement is being carried out using the
“Baden-Württemberg model,” whereby the operator orders the vehicles, which are then sold to Land rail authority SFBW and leased back.
Abellio Rail Baden-Württemberg Chief Executive Officer Dr. Andreas Moschinski said the latest order would
provide the capacity to handle an expected growth in
traffic, and ensure that the operator had a standardized
fleet of a consistent quality. (Railway Gazette, April 28)
Israel
A new round of orders with Bombardier Transportation
will add 33 bilevel coaches and eight a.c. electric locomotives to the existing fleet of Israel Railways, the company announced.
The eight-car TWINDEXX Vario trainsets powered by
TRAXX locomotives will carry up to 1,000 passengers.
Similar trainsets are in operation across Europe, ac(Continued on page 17)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from May, 2017 issue)
The train from Montreux arrived in Lausanne on the
advertised at 14:14, and job one was to find the next
locker for our luggage, which I accomplished rapidly.
With a population of about 140,000, Lausanne is Switzerland's fourth largest city. Like Montreux, it looks out
on Lake Leman, and similar to the other places I visited
today, the local language is French (so please change
any earlier references to the SBB for this day to CFF).
The city's most distinctive feature is its setting on a
steep slope, where a good thousand feet of elevation
separates the lakeshore at Ouchy with the Flon transit
station at Place de l'Europe in the city center. The gorge
of the Flon River runs through the city (I suspect similar
to the canyon in Constantine, Algeria, which we had
visited a few months earlier). The waterway was covered over in the 19th century, and short bridges bring the
diffuse neighborhoods together seamlessly. With the
busy CFF railway station located between Ouchy and
Flon, as early as 1877 a funicular was built to connect
the lakeshore with the station and the heights. It was
converted to a single-track rack railway in 1958, using
electric locomotives for power. A passing siding downhill
from the railway depot allowed for the operation of two
trains. A third unit, shuttling back and forth over an additional track between the Gare and Flon, provided further
carrying capacity to the city center. Running time was
short and service was frequent.
I did not get to Lausanne until 1989 as the rack metro
had not been high on my to-do list, but I finally inspected it when I visited the group of interurban lines located
between Geneva and Lausanne at that time. But soon
thereafter I had to return, as in 1991 a new interurban
line was built from Flon to the suburb of Renens, signaling the spread of the French "light rail revolution" to the
French section of Switzerland. Called Metro West, the
five-mile-long railway was built in a frugal but effective
manner to serve two universities and other traffic generators. It is mainly single track and runs mostly at grade,
but has passing sidings at almost all of its 13 waystations. Traffic light preemption keeps the cars moving
and limits delays from waiting for opposite numbers at
stations. It was built for five-minute headways, but service tends to run every ten minutes, meaning LRVs
pass at every other station.
In 2006 the rack line was torn out. Two years later its
replacement, a four-mile-long automated rubber-tired
metro, opened for service. Equipped with platform-edge
screen doors, it has 14 stations and is now more than
double the length of the old cog-wheel system, extending well beyond Flon. Its inner portion uses the alignment of the old line, although most of the original
above-ground sections were covered over and turned
into steep linear parkland; however, a short portion still
15

remains in the open air. The extension has two additional outdoor sections (see http://www.urbanrail.net/eu/ch/
vd/lausanne.htm). Of interest is the fact that the line’s
maximum gradient is 12 percent and the platforms at
the Gare CFF station are built on a slope of 11.5 percent. (You will definitely lose all your marbles if you drop
them there.)
The rolling stock was manufactured by Alstom, and is
technically similar to the equipment operated on Paris
Metro Lines 1 and 14, and Lyon's Line D, with the trains
consisting of single two-section articulated units. (I
thought it interesting to contemplate whether Westinghouse's Skybus for Pittsburgh would have been much
different.) Although headways are limited by a singletrack section between the Gare and Flon, service is frequent — every two-and-a-half minutes, but not as good
on Sundays. The traditional steel-wheeled Metro West
is now numbered M1 and the rubber-tired line, M2. Both
are standard gauge.
After depositing the luggage I walked the few steps to
the Gare CFF stop of M2 and quickly rode the line. I
paused for photos at the Delices station on the lower
section, hoping to contrast the new views with shots of
the rack line taken in the same area 25 years earlier. I
then continued to Bessieres, just beyond where the line
crosses the gully on the lower level of a bridge — and
was lucky that the sun was is the right place.
With those photos under my belt I rode back to Flon
and boarded an M1 train, which runs every 15 minutes
on Sundays. I rode three stations out to the Provence
stop, where I was able to take photos from a nearby
overpass. At that point the line runs alongside a busy
arterial road that bisects a pleasant verdant area. I continued further for only two more stops, being unable to
get past the UNIL-Dorigny station, as a bus bridge was
being operated beyond that point due to a construction
project. I then rode back to the Montelley stop for a couple more pictures before returning to Flon.
In addition to being the transfer point between Lines
M1 and M2, the underground Flon station is the terminal
for the Lausanne-Echallens-Bercher (LEB) interurban
line. I rode this typical Swiss light railway on my first
visit to Lausanne, when it still operated along a busy
street to reach its terminal (Chauderon), but since 2000
the innermost portion of the meter-gauge line runs
through a new subway tunnel to Flon, where it meets
the other lines. In fact there is an across-the-platform
transfer between LEB's stub-end terminal and inbound
M2 trains. Also since my last visit, LEB acquired six new
70 percent low-floor cars from Stadler (2010), which
now hold down a great deal of the base service. (Note: I
ended up riding various versions of these fine new Stadler(Continued on page 16)
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(Continued from page 15)

built three-section articulated 70 -percent low-floor cars on
several other interurban lines before returning from Switzerland, including Frauenfeld-Wil, Dietikon-Wohlen, OensingenSolothurn and Solothurn-Bern.) Thus I wanted to sample
these attractive cars, but with little time left, I just rode
out five stations to Cery Fleur-de-Lys, where I was able
to get a few photos before taking the next train back.
Service was running every half-hour, which is the norm
for this 14.7-mile-long railway. However, on other days
of the week, short-turn cars cut the headway to every
15 minutes on the line's inner portion. Apparently traffic
is booming, but the single track at the side of a congested street just beyond the tunnel portal presents an obstacle to increasing service. Thus the double-track subway will be extended. Similarly, the single-track portion
of Line M2 will be doubled. It is good to see such investment.
I arrived back at the station at 16:45 and soon Clare
joined me. She indicated that she used some taxis to
get to the museums because walking was difficult due
all the steps she needed to navigate. One of the guidebooks described this phenomenon as follows: " Due to
the considerable differences in elevation, visitors should
make a note as to which plane of elevation they are on
and where they want to go, otherwise they will find
themselves tens of metres below or above the street
which they are trying to negotiate."
She rested on a bench while I retrieved the luggage.
Service from Lausanne to Basel, our base of operations
for the next five days, is available via two routes, each
running hourly, with both requiring a change of trains.
We arrived at the Gare in time for the 17:20 via Bern,
our fallback being the 17:45 via Biel. Running time for
both is roughly the same, two hours, including a short
period of time to change trains. When we arrived at
Bern at 18:26 I was dismayed to see that we did not
have an across-the-platform transfer, but instead had to

ride an escalator up to a mezzanine and another one
back down to our train. We boarded at 18:31, which
turned out to be in plenty of time to stow our bags and
find a pair of seats for its 18:34 departure.
Our arrival at Basel's Bahnhof SBB was right on the
advertised, 19:29, and soon we reached the vast trolley
station in the forecourt. Our apartment was on Holbeinstrasse, a long street with a tram stop for the 1 and 8
Lines (Zoo-Bachletten) on one end and another for the
6 (Holbeinstr) on the other. Since the 6 does not go to
the Bahnhof, we had to take the 1 or 8. But which, as
they stopped at different platforms? It really did not matter, as both have great headways, even on Sundays.
For the record, the platform for Line 1 was the closer,
and a tram pulled in just as we reached it. We only had
to ride for two stops and then found it was an easy walk
to our accommodations with our wheeled luggage. I had
indicated to the management that we would arrive
about 20:15, but even though we were almost a halfhour early, the caretaker was waiting at the front door of
the apartment house. Within a few minutes we were
ensconced in what New Yorkers call a studio apartment,
which was cool, clean, and spacious, and on the lobby
floor — especially desirable. It clearly was newly renovated, and was equipped with a fully-stocked open
kitchen, a large flat-screen TV, and a modern bathroom.
It also had a back door to an outside patio.
We had noticed an Italian restaurant near the tram
stop, so after unpacking and freshening up, we walked
to the establishment and had dinner. Clare ordered
some pasta while I ate a very tasty veal Marsala —
which turned out to be a mistake. I awoke at about 1
AM with incredible stomach pain, which eventually manifested itself into ejections. This kept repeating every 15
minutes or so, and by about 4 o'clock I was wondering if
it would ever end — it had now developed into dry
heaves, but the pain kept coming back. But by 5 it finally stopped, and I got some sleep. In retrospect, I think I
had an extensive case of food poisoning.

Two views of Lausanne's automated rubber-tired Metro. The left photo shows an outbound train that has just left the Delices station. The
two-car unit is about to go under the pedestrian overpass from which the right photo was taken. It shows the residential nature of the area
around the Grancy station, where the M2 goes back underground. Note the pedestrian walkway at right and the elevators used to access
the platforms at Grancy.
(Continued on page 17)
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An outbound M2 train crosses Lausanne's gully on a bilevel bridge as it approaches
Bessieres station. The Flon
River flows beneath the
street level while the towers
of the city's 12th century
Gothic Cathedral of Notre
Dame dominate the background.

The Provence station on Lausanne's Line M1 is one of the few without a passing track. The high-platform "Metro West" line is
squeezed in between a park and an arterial boulevard (Avenue de
Provence), which leads to a limited-access highway.

Another view of Lausanne's M1-Metro West line along Avenue de
Provence. The Montelly station is atop the ramp in the background. Although classified as a metro, the line is really closer to
light rail, with its single track and grade crossings.

A view of the primarily single-track Lausanne-Echallens-Bercher
interurban line just north of the Cery-Fleur de Lys station. Only five
stops (about 7 minutes) from the underground terminal of the LEB
in the center of Lausanne, the area is lush with grass and trees,
typical of the European discouragement of sprawl.
(Continued next issue)
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(Continued from page 14)

cording to the company.
The $61 million deal falls under a 2010 contract that,
when delivered upon in 2019, will bring the Bombardier
fleet of TWINDEXX coaches to 462. Nearly 300 of the
earlier models are being upgraded at Bombardier shops
in Haifa for electric traction and speeds of up to 99
miles per hour.
While Bombardier is based in Canada, its global reach
in railroad and aircraft manufacturing includes the Kassel, Germany, plant making the TRAXX locomotives.
(Trains Magazine via Al Holtz, May 11)
Tehran, Iran
The 267-kilometer railway linking Tehran with the city
17

of Hamadan was officially opened on May 8 by President Hassan Rouhani and Minister of Roads and Urban
Development Abbas Akhoundi.
Construction of the line began in 2001, but work
stopped in 2004 before being restarted after the easing
of sanctions in 2015. “The people of Hamadan Province
were waiting a long time for this railway,” said Rouhani
at the opening ceremony. “The inauguration of the line
is a source of joy for those people.”
The line has cost 9.7 trillion rials to build. It starts at a
junction at Robat Karim near Imam Khomeini International Airport southwest of the capital, then runs west
via Saveh and Famenin. The alignment is designed for
passenger trains running at a maximum speed of
160 kilometers per hour and 120-kilometer-per-hour
(Continued on page 18)
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Around New York’s Transit System
Astoria Line Service Suspensions
N train service between Ditmars Boulevard in Astoria
and Queensboro Plaza in Long Island City will be suspended for eight weekends this summer. The closures
will be in effect from shortly after midnight Saturday
morning to around 5 AM the following Monday (or Tuesday after the Memorial Day and Labor Day holidays) on
May 20-22, 27-30, June 3-5, August 12-14, August 1921, August 26-28, September 2-5, and September 9-11.
This is being done to accommodate track work and
switch replacement between Astoria Boulevard-Hoyt
Avenue and Ditmars Boulevard as well as noise mitigation measures such as rubber pads under rail tie plates
and noise barriers around and under the tracks in the
vicinity of Public School 85 adjacent to the switches
leading to the Ditmars Boulevard terminus.
Sea Beach Line Station Rehabilitation Progress
Nine Manhattan-bound station platforms on the N
Sea Beach Line were returned to service May 22 following the completion of the first half of a $395.7 million
reconstruction project that will completely rebuild the
century-old former BMT stations and bring them up to
21st century standards. The scope of work included the
installation of ramps at the Eighth Avenue station and
four elevators at the New Utrecht Avenue station, bringing those two stations to full ADA standards. All nine
stations have received accessibility-compliant platforms,
rebuilt stairways, walls, canopies and columns, new
lighting, signage, communications and security systems, improvements of the fare collection areas, and,

finally, a fresh coat of paint. The northbound platforms
had been closed since January 18, 2016 for an expected 14 months, the actual work taking 2 months
longer than expected. After a month of preparation
work, the southbound platforms of these nine stations
are expected to undergo the same rebuilding starting
sometime in July, 2017. Service changes to accommodate this work will be similar to the northbound service
changes that had been in effect for the past 16 months,
with Eighth Avenue and Bay Parkway serving as the
two stations that will provide the ability for passengers
to transfer between northbound and southbound trains
on the line by utilizing temporary platforms over the middle track. The entire project is expected to be completed
in late 2018.
R-68 Cars with Cameras and Other Devices
According to a NYC Transit bulletin dated April 17,
R-68 cars 2892-5 assigned to G have been equipped
with CCTV surveillance cameras, event recorders, and
communications equipment. The specialized equipment
is mounted on racks in the unused #2 cabs on cars
2892 and 2893. Also, two passenger information displays have been mounted on the inward facing surfaces
at the end of the low ceiling areas that house the airconditioning units mounted at each end of the cars.
Yard Dispatchers have been instructed to keep this
four-car set separate from the rest of the fleet, never
couple them to other trains, and only operate them in
passenger service on G.

Commuter and Transit Notes

With five one-night or two-night itineraries, the luxury
10-car train will give up to 30 passengers the opportunity to travel to or from the Kansai area to visit national
parks and cultural sites in the Sanyo and Sanin regions.
Accommodation is in single or two-person rooms, with
the option of travelling in “The Suite,” which occupies an
entire car with a living area, bedroom, and bathroom.
There is a dining car, a panoramic lounge car, and an
observation car with a balcony at each end.
Design and styling of the Twilight Express Mizukaze was entrusted to Kazuya Ura, an architect and
interior designer who was head of Nikken Space Design
before establishing the URA Kazuya Design Laboratory,
Tetsuo Fukuda, an industrial designer responsible for
the Sunrise Seto and Sunrise Izumo sleeping cars and
the N700 Series Shinkansen, and Takeshi Kadokami,
Editorial Advisor to culinary magazine Amakara Techo.
Catering is in the hands of top-class chefs who prepare
dishes onboard from locally-sourced produce.
Fares range from ¥270 000 in a twin-berth cabin for a
two-day trip to ¥1.2 million for a three-day itinerary in
“The Suite.” The train is fully booked until September.
(Railway Gazette, May 13)

(Continued from page 17)

freight service, and the line has an annual capacity of 2
million passengers and 4 million tons of freight.
The 70-kilometer Malayer-Firouzan route built at a
cost of 941 billion rials was also opened on the same
day.
Rouhani said developing national and international rail
links was a crucial part of his administration's agenda,
and called for cutting the bureaucracy, which has has
impeded progress.
Tracklaying has begun on the Hamedan-Sanandaj
line, one of several projects currently underway including Arak-Khosravi, Mahabad-Orumiyeh, Mianeh-Tabriz,
and the North–South corridor, which will connect Europe and the port of Bandar Abbas. (Railway Gazette,
May 9)
Japan
West Japan Railway is to launch the Twilight Express
Mizukaze (fresh breeze) luxury cruise train in June,
adopting a similar concept to JR East’s Train Suite Shiki-Shima.
18
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STATEN ISLAND’S 157-YEAR-OLD RAILROAD
(Continued from June, 2017 issue)
In the previous issue, we described the
construction of the railroad and its financial
problems. This issue features the North
Shore and East Shore extensions and the
joint operation with the Baltimore & Ohio
Railroad.
B&O was expanding east in New Jersey,
but had difficulty reaching the most important
destination, New York City. To compete with
February 23, 1886
A month later
1886
1888
Year ending
June 30, 1890
March 1, 1890
Year ending
June 30, 1890
1887
January 1, 1888
1888
1894

its rivals, B&O acquired a majority of Staten
Island Rapid Transit Railroad Company’s
stock in November, 1885.
Construction proceeded rapidly, as shown
in the following reports. The soil and rock fill
for the St. George piers and the North Shore
Branch was transported from the excavations
where large buildings were constructed in
Manhattan.

First train to Elm Park
Extended to Arlington
Work began on Arthur Kill Bridge to Elizabethport
Completed trestle approach to bridge
Extended over the bridge across Arthur Kill, connecting with the
Baltimore & New York Railroad, a B&O subsidiary, at Elizabethport.
This was its first connection with the mainland. The company built a
second track, 1.3 miles long, from Erastina to the bridge approach
The company began carrying B&O’s freight to St. George. B&O employees handled the freight and the transfer of cars to ships carrying
cars over the water from St. George to Manhattan and Brooklyn
The company built one covered and two open piers, a transfer
bridge, and a freight yard at the Staten Island terminal. It completed
new ferry buildings and piers at Whitehall Street in Manhattan
Constructed second track from Clifton to New Dorp
Trains started operating to Arrochar
New stations were built at Garretson and New Dorp
Construction of South Beach Branch was completed

On July 29, 1899, the Staten Island Rapid
Transit Railway Company was incorporated
for the purpose of operating the Staten Island
Rapid Transit Railroad Company from New
Dorp and South Beach to the center of Arthur
Kill. Nearly all of the capital stock of this company is owned by the Baltimore & Ohio Railroad.
In 1905, the City of New York started operating the Staten Island Ferry. It rebuilt the
Whitehall Street docks, ordered five new
boats, and changed the terminal’s name to

South Ferry.
The Arthur Kill Bridge, which was opened in
1890, speeded up freight traffic between New
Jersey and St. George, but it still had to
cross the harbor on slow boats. At the insistence of civic groups, the State Legislature
and Mayor Hylan approved a bill ordering
New York City to build a rail tunnel between
Brooklyn and Staten Island. The bill was
signed by the Governor of New York State on
May 13, 1921. Because the law prohibited
(Continued on page 16)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from June, 2017 issue)
●

●

street. That which jointly passed above 3rd (55th)
Street, Jackson Avenue (Northern Boulevard), and
Broadway (another new road extension) was actually a short but graceful viaduct of concreteencased steel with trimming that was also subject to
scrutiny from the New York City Arts Commission,
while the final overpass above the intersection of
Anderson (37th) & Woodside Avenues was a true
steel-and-concrete railway bridge in the finest tradition that slightly encroached on the property of the
New York & Queens County Railroad Company. As
such it had to provide for passage above that company’s trolley barn and office building.
Aside from the small, nondescript embankment adjoined to “H” Interlocking at the edge of Sunnyside Yard,
there was no physical sign of the Pennsylvania’s hardfought New York Connecting Railroad to be found during a Penn Station facilities tour of August 1, 1910,
though its existence and assumed completion was already well-known and highly anticipated. In point of fact
the very first steam shovelfuls of earth were already
being moved on Sections C and D by that time, with
grading begun in July of 1910 for a 5-mile embankment,
cut, and tunnel from the projected site of “Bowery Bay
Junction” southward to the line’s interception point with
the Long Island Rail Road’s Montauk Division (exSouthern) main line at Fresh Pond Junction. At the time
that preliminary work in Sunnyside was actually the creation of a high fill in the nothingness of a swampland
and nowhere near a railroad, but in the vein of Sunnyside Yard itself numerous properties had been previously procured (as far back as 1904) in anticipation of its
eventual construction. Several homes were demolished
as the survey burrowed its way south-by-southeast,
along a path very similar to that later followed by (and
still partly shared with) the Brooklyn-Queens Expressway through Woodside and into Elmhurst. Perhaps the
most significant “advance” (pre-construction) project
associated with the New York Connecting Railroad had
been a relocation of the former Bushwick Railroad (i.e.
“Lutheran Line”) at Metropolitan Avenue in Middle Village, where a forecast clash of surveys resulted in the
installation a new 500-foot embankment, as well as
movement of the existing terminal approximately 100
feet west of its original (1881) location, all in association
with its conversion to a BRT rapid transit service as an
extension of the Myrtle Avenue Elevated Line in October, 1906.
By the 1912 construction season, elevation and expansion work had been started on the balance of the

Section “D” was also about 2½ miles long, continuing south from Grand Avenue in Elmhurst to
“Fremont Junction,” where the New York Connecting Railroad merged into the existing Manhattan
Beach Division of the Long Island Rail Road, near
the intersection of Central Avenue and Fresh Pond
Road (now Cypress Hills Street) in Ridgewood. Almost entirely located in an open cut, this section
was also graded for four tracks but only received
two, with six (6) underpasses (street bridges) located at Grand Avenue (also used by BRT’s FlushingRidgewood trolley line), the North Hempstead Plank
Road (later Whitlock, then 57th Avenue), Johnson
(later Caldwell) Avenue, Eliot Avenue, Juniper
Boulevard & Marion Avenue (69th Place), and Juniper Avenue (69th Street). The portion from Johnson
to Marion Avenues was actually cut through a large
tract of undeveloped land known as the “Great Juniper Swamp” and was done part and parcel with its
overall redevelopment as the western third of the
Queens neighborhood of Middle Village, a task
which included the laying of both Eliot Avenue and
Juniper Boulevard as completely new arteries.
South of the Juniper Avenue0 underpass, the New
York Connecting Railroad entered a tunnel beneath
the Lutheran Cemetery grounds, then re-emerged
onto a rising grade at Metropolitan Avenue (where
another BRT trolley line crossed overhead) before
passing above the LIRR Montauk Division main line
(née Southern) on steel truss Bridge #35. It then
crossed above Fremont (65th) Street on an overpass before merging with the Manhattan Beach Division just north of Fresh Pond Road. Related relocation and reconstruction work was also performed
on the BRT “Lutheran” (Myrtle Avenue) Line and the
Montauk Division itself as part of the same project.
Section “E” covered less than one mile, from Bowery Bay Junction to Woodside Avenue at the eastern extreme of the Pennsylvania’s “H” Interlocking
and Sunnyside Yard. It consisted of a curving, twotrack embankment that merged into a blind “header”
wall (bridge abutment) which had been provided
during the Pennsylvania Tunnel & Terminal project.
Included were six (6) railway overpasses of varying
origin that were created in conjunction with the
city’s never-ending efforts at street grid establishment. The three at Jamaica (31st) and Charlotte
(32nd) Avenues and 4th (56th) Street were of simple
steel and concrete construction and crossed above
existing roads; the overpass at 2 nd (54th) Street was
similarly built but made way for a completely new

(Continued on page 3)
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Cemetery at Metropolitan Avenue. Finally, to avoid the
installation of a sudden, harsh curve on the south side
of Metropolitan Avenue, the Pennsylvania Railroad ultimately bore the cost of relocating the Metropolitan Avenue BRT terminus about 50 feet eastward during the
summer of 1916 in deference to the New York Connecting Railroad’s projected alignment, which entailed the
creation of about 1,000 feet of new embankment. This
was the transit facility’s third position within ten years,
and it still remains in place into 2017.
Ground was broken at long last for the Hell Gate
Bridge, in the august presence of PRR President James
McCrea and the redoubtable Gustav Lindenthal, on
March 12, 1912, with lead contractor American Bridge
Company hard at it within two weeks. Across the first
two years, through all kinds of weather, massive quantities of stone and concrete were committed to the
ground on either side of the Hell Gate Channel to create
the bridge’s main anchorages, a pair of 220-foot-high
towers that were secured in Astoria and on Ward’s Island measuring 103x139 feet at their base. That on the
Queens side proved to be straightforward while its
counterpart (technically) in Manhattan required that
more experienced engineering forces of PRR temporarily assume the job from the contractor (Patrick Ryan
Company), to sink many more caissons far deeper than
anticipated, so its base could be solidly established 125
feet below the water table. As a result there was a fourmonth variance in overall progress of the venture, which
denied the project any hope of prime summer working
conditions for the start of steel beam assembly in 1914.
Erection of the temporary “backstay” on the Astoria side
(an interim device artificially held down by a counterweight, which would be used to anchor the main steel
arch during its fabrication) finally got underway that
September, while that on the Ward’s Island side was
begun in the cold of January, 1915. This continuing
chronological variation kept the “main event” somewhat
out of phase during a significant share of the project’s
progress. What did materialize between the springs of
1914 and 1915 was the 350-foot Bronx Kill Bridge, a
“Strauss” Bascule Lift structure across the navigational
channel that separated Port Morris (Bronx) from Randall’s Island (Manhattan). Even then there were plans to
fill in much of this waterway in support of the huge Randall’s Island recreational park, so the actual lift mechanisms were never installed on the bridge and it has remained on exhibit as a rather prominent truss, virtually
unchanged since its construction with massive, box-like
concrete transitional piers at each end (and is still readily viewed in 2017 from the toll booth of the Robert F.
Kennedy Memorial (née Triborough) Bridge).
Also begun during May, 1914 was yet another widening of the Harlem River Branch right-of-way south of
Signal Station 3 (Bungay Street), which provided for the
addition of two tracks (to be designated “new” 5 and 6)
along its easterly extreme. A critical component of East
River Bridge Division Section “A,” they were intended
for future use by through freights bound for Queens and

(Continued from page 2)

Manhattan Beach Division’s trackage from the former
Brooklyn “City Line” (near Cooper Avenue Junction) to
its meeting point with the Montauk Division main line at
Fresh Pond Yard, as it was also raised onto a four-track
embankment. Like that of the Brooklyn Grade Crossing
Commission, in this effort the Long Island Rail Road, as
surrogate for the parent Pennsylvania, was obliged to
coordinate its construction activities with those of the
City of New York. In this particular case, five of the nine
existing grade crossings were to be replaced by railway
overpasses while another pair of new roads would be
passed underneath the embankment as the streetscape
was developed and/or refined through the Ridgewood
and Middle Village neighborhoods of Queens. In 1913,
while the elevation began to develop rapidly and the
entire approach to Fresh Pond Junction was reconstructed, grade crossings at Washington (Cody), Edsall
(68th), Putnam, and Woodbine Avenues were closed
outright and small portions of the latter two streets removed (along with the homes contained therein). By the
end of 1915 the embankment in this section was finished and all six of the new bridges complete and in use
at Cooper and Wyckoff Avenues, Cypress Avenue
(which did away with one of the remaining BRT trolley
crossings), Seneca Avenue (a new road which replaced
the former Rathjen Street), Forest Avenue (an entirely
new road), Myrtle Avenue (which thereby eliminated the
very last of BRT’s busy trolley crossings in Queens),
and Kossuth Place (which was originally part of Fresh
Pond Road and later became Cypress Hills Street). As
part of this aspect of the project, two replacement stations were also constructed for LIRR Manhattan Beach
trains beside Track 2 on the new elevation, one located
at Cypress Avenue (replacing “Ridgewood”) and the
other at Myrtle Avenue, both of which were put in use
during 1914.
To aid in elimination of the existing at-grade crossing
with the BRT “Lutheran” rapid transit line (ex-Bushwick
Railroad — the so-called “Dummy Line” that had been
integrated with its Myrtle Avenue “L” in 1906 and is now
a part of MTA New York City Transit’s M train), the Manhattan Beach Division was relocated from its original,
gently-radiused connection with the Montauk Division
onto a curving down-slope that abruptly merged at a
new Fresh Pond Junction created north of Fremont
(65th) Street, about 1,100 feet eastward of that installed
back in 1883. Three entire streets (Hancock, Thomas,
and Meade) and their associated households were thus
obliterated to make way for LIRR’s large new yard at
“Fresh Pond,” and as things evolved, the Montauk Division undercut to a new nominal grade all the way from
Bushwick Junction to 68th Street (near the Ridgewood
station), a distance of approximately 8/10 of a mile.
Meanwhile the adjacent, revised street grid was partly
raised so as to pass overhead and the New York Connecting Railroad ultimately elevated across Fresh Pond
Junction before entering its tunnel beneath the Lutheran

(Continued on page 6)
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STATEN ISLAND RAILWAY NORTH SHORE BRANCH SCENES

Locomotive-hauled cars.
Bernard Linder collection

Unknown location.
Bernard Linder collection

Snug Harbor station.
Bernard Linder collection

West Brighton station.
Bernard Linder collection

Port Richmond station.
Bernard Linder collection

Arlington station.
Bernard Linder collection

(Continued on page 5)

4

ERA BULLETIN — JULY, 2017

STATEN ISLAND RAILWAY GRADE CROSSING ELIMINATION

New Dorp station.
Bernard Linder collection

Grade crossing looking north from New Dorp station, August 19,
1961.
Bernard Linder photograph

Bernard Linder and wife Ann at New Dorp grade crossing, August
19, 1961.
Larry Linder photograph

Looking east toward New Dorp station, September 6, 1966.
Bernard Linder photograph

Rose Avenue, looking north toward New Dorp station, September
6, 1966.
Bernard Linder photograph

New Dorp station looking north, September 6, 1966.
Bernard Linder photograph

The last three photographs show the temporary tracks for the grade crossing elimination.
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either end, each of which were topped by surrealistically
large pyramid-shaped concrete sculptures that were in
turn prominently capped by cement orbs measuring
approximately five feet in diameter. Its erection commenced in February of 1915 (once the Ward’s Island
backstay was secured) and lasted through that November, though the Little Hell Gate Channel itself was ultimately filled many decades ago and is now denoted by
a large wastewater and sewage treatment facility. Concurrent with the Little Hell Gate Bridge was construction
of the 2,654-foot (½-mile) “Ward’s Island Viaduct,”
which led at last onto the Hell Gate Bridge itself. This
structure was virtually identical to the Randall’s Island
Viaduct but for its trademark, a graceful south-to-east
curve composed of 30 steel girder deck spans set atop
monolithic piers similarly built to those crossing Randall’s Island. As things transpired this was not its original design, which had more in common with an elevated
railway than a viaduct, but was changed to overcome
objections from the Manhattan State Hospital (now Psychiatric Center), which for a brief time had the whole
project stopped through a 1912 injunction out of concern over the impact that construction might have on
the hospital’s overall serenity. The motion was finally
dismissed by the court in January, 1913, but to thwart
patients of the adjoining institution, whom it was feared
might scale them in an attempt to flee, the steel piers as
originally proposed were changed to the concrete groinarch type that was applied along the length of Section
“A.” Fabrication of the 2,868-foot Long Island Viaduct,
again in the image of those on Randall’s and Ward’s
Islands, also occurred on the far side of the channel
during 1915 concurrent with progress on the centerpiece Hell Gate Bridge itself.
Assembly of the actual steel Spandrel Arch bridging
the Hell Gate started on the Astoria (Long Island) side
immediately after the Ward’s Island backstay was secured in January of 1915, but the other half of the structure did not start its eastward march, suspended high
above the waterway, until May. After several months of
tedious, exacting work conducted in mid-air with traveling cranes, over-sized pieces of steel and rivet guns the
extraordinary effort put forth by the designers, engineers, operators, and iron workers came to fruition on
October 1, when the two arch spans met above the
channel with a separation of just 5/16 of one inch, again
in the presence of Gustav Lindenthal himself along with
assistant Othmar H. Ammann, who was perhaps the
true guiding force in its construction as opposed to design. As soon as steel from the Ward’s Island side contacted steel from the Long Island side, the ballast was
removed from the counterweights on both sides of the
span; they settled against each other and were riveted
into their permanent, perfect alignment. Next came the
heavy steel deck in January, 1916 after it was threaded
within the arch to pass through the massive towers on
either side of the waterway, all the while being formidably supported from above. With the basic 1,017-foot
span then completed, both temporary backstays were

(Continued from page 3)

Brooklyn and gradually rose to make their way straight
toward the Hell Gate Bridge. The east lead of the concrete and steel Bronx Viaduct included five (5) new railway overpasses at E. 137th, E. 138th, E. 139th, E. 140th,
and E. 141st Streets, along with an elongated steel girder structure across the New York Central’s Port Morris
Branch, all of which were nuzzled immediately next to
those that the New Haven had built by 1908. In conjunction, the original Tracks 5 and 6 of the Harlem River
Branch were realigned to a union with 2 and 4 south of
SS-3 and continued into Harlem River Terminal redesignated as Tracks 7 and 8. As a result the existing
Tracks 2 and 4 south of SS-3 were partly dismantled
and the west lead to the Bronx Viaduct inserted to accommodate them, constructed within the existing rightof-way between Tracks 1 and 7 (former 5). This structure originated on a centerline that clung perilously between a pair of thin concrete retaining walls as far as E.
138th Street, then began climbing up to the Bronx Viaduct while simply perched atop that narrow strip of New
Haven right-of-way as far as E. 134th Street, where it
diverged to a union with new Tracks 5 and 6 toward
Queens. As realigned, Tracks 3 and Track 4 across the
Hell Gate Bridge were intended for use by jointlyoperated Pennsylvania-New Haven passenger trains
making their way between Washington and Boston, a
routine still pursued daily by successor Amtrak. This
overall reconstruction also entailed the addition of a
new northbound platform at the Port Morris station,
such that it was positioned beside the new Track 8
(former 6) while the previously-existing one next to
Track 4 was removed. Because of variances in the upgrade, the westerly viaduct lead entailed no new bridges per se, but required that the existing steel structures
be progressively raised beneath the tracks, using abutments reconfigured with ever-higher concrete extensions, at all streets from E. 141st to E. 135th. Work on
this part of the project (just one of many) was officially
completed in February, 1917, if only because there
were some latter-phase modifications (i.e. “change orders”) to its original plans. Most of the heavy-duty activity was actually done by the end of September, 1916
through a thickening fog of manpower and material restrictions related to the ongoing war in Europe.
With the Bronx Viaduct and Bronx Kills portions of the
East River Bridge Division progressing behind it, erection of the 1,965-foot “Randall’s Island Viaduct” also
proceeded through 1914, consisting of a heavy steel
deck that marched southward across 23 groin-arch
piers of concrete construction that carried four tracks to
the so-called “Little” Hell Gate Bridge. This immoveable
1,154-foot structure was composed of a series of four
inverted steel truss spans that forded the navigable
channel separating Randall’s and Ward’s Islands. It had
a little bit more flair than the simple Bronx Kills crossing
if only by virtue of the even more elaborate concrete
“arch portals” that were built atop its support piers at

(Continued on page 7)
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as yet, with operating authority achieved through an
“absolute” (possessive) block system that allowed just
one train at a time with associated speed and operational restrictions. In addition, and perhaps most notable in
the modern context, engineering had not yet been completed on a means of implementing electric propulsion
across the span, though it was certain to consist of a
“simple extension” of the New Haven’s existing a.c. catenary system that had been the norm on the Harlem
River Branch for several years. As such there were vacant steel catenary supports (which included both lattice
and steel cross-beams) built into the structure as it progressed, but only from E. 133rd Street on the Bronx side
to the Astoria end of the Hell Gate Bridge. This first
“phase” of the New York Connecting Railroad, as completed between Port Morris and “H” Interlocking at
Sunnyside, was thus “turned over” for formal operation
on March 29, with a minimal crew familiarization period
provided before revenue service was to commence.
This occurred on Sunday, April 1, 1917 when the joint
Pennsylvania-New Haven Federal Express was at long
last restored to again join Washington and Boston, but
this time through Manhattan’s Pennsylvania Station behind one of the Pennsylvania’s electric DD-1 motors
and up toward the heavens at Sunnyside, where a muscular New Haven steam engine assumed command at
Signal Station 2 (Fitting (50th) Street). This assemblage
then became the very first passenger train pulled across
the Hell Gate Bridge to the Bronx and onward to New
Haven, New London, Providence, and Boston, that cradle of American Liberty, all by rail. As events played out,
it was indeed fortunate that this blessed event took
place when it did, for just five days later the United
States Congress formally declared war on the German
Empire and America became embroiled in a Great
World War for the first time, an undertaking which had
deep implications for railroading in general. The eastbound passenger main (#4) was activated across the
new bridge on April 3, 1917, then on April 30 the restoration of the Federal was matched by a like rejuvenation
of the Colonial Express via Pennsylvania Station, and a
new timetable went fully into effect to provide nominal
operating authority. Though there are now no first-hand
witnesses or even photos of that early PennsylvaniaNew Haven power exchange, surviving but perfunctory
records indicate the presence of a small turntable on
the rise where Signal Station 2 was situated, a facility
which would have been handy to keep the New Haven’s
engines facing forward in both directions.

(Continued from page 6)

dismantled by the end of April and the final few spans
that transitioned the structure onto the Ward’s Island
and Long Island Viaducts put together through that
Summer. This was at last followed by the installation of
track which commenced in September of 1916 and
worked its way right into early 1917. With that, the eagerly-anticipated Hell Gate Bridge had ascended to reality, only to await the passage of its first train.
On March 9, 1917, in a manner reminiscent of the
many executive inspections that had preceded the
opening of Pennsylvania Station in 1910, a Pennsylvania Railroad Office Car Special was brought up to New
York from Philadelphia. At the appointed time it proceeded through the East River tubes and made its way
to “H” Interlocking in Queens where after a wait of 6½
years the switches were lined at last for the virgin New
York Connecting Railroad. Amidst a plume of white
working steam the train started its climb through Bowery
Bay Junction and then gently swerved north and finally
west to the Hell Gate Bridge where it ground to a stop.
An elaborate, if not chilly, dedication ceremony was
conducted high above the roiling channel near the
Ward’s Island anchorage replete with speeches, commendations, congratulations, and (once back inside the
warmth of the PRR Office Car) a toast or two and cigars
all around. In the direct, if not a bit somber proceedings
officiated by Pennsylvania President Samuel Rea (who
had succeeded James McCrea during the project’s construction period in 1913), due credit was given to many
individuals (most prominently Lindenthal and Ammann,
of course) as well as the many workmen who had endured a litany of hardships (even deaths) on site, as
well as the legions of draftsmen, engineers, practitioners (laborers) of all types and even the project’s logisticians. There was no doubt about the worth and worthiness of this endeavor for the state of totality it granted in
the national railway network. Really, its completion represented the final part of that New York Terminal project
that had been envisioned by John Edgar Thompson
more than 40 years before in 1872, and that even in
2017 remains a critical, integral link in the transportation
chain of well-being for America’s populous (and prosperous) Northeast.
Even so, there was still much work to be completed.
Though construction was finished enough for said commemoration, there was in fact only one track then available for use (passenger main #3) and no signals at all

(Continued next issue)

Around New York’s Transit System

mezzanine levels, new interior and exterior walls, floor
surfaces, windows, doors, and lighting were installed. At
New Lots Avenue, the scope of work will also include a
reconfiguration of the fare control area and a new exterior metal panel façade as well as repairs to concrete
flooring and mezzanine support beams.

(Continued from page 18)

sylvania, Van Siclen, and New Lots Avenues. The improvements include rehabilitated platforms with tactile
warning platform edge strips and new platform back
walls, windscreens, light poles, and guardrails. On the
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by Ronald Yee, James Giovan, and Alexander Ivanoff

Metropolitan Transportation Authority
New York State Governor Andrew Cuomo may be
considering splitting the MTA Chair’s position into Chair
and Chief Executive. The Chair would make broad
brush policy decisions such as fare increases while the
Chief Executive would address daily operations. This
possibility has already convinced Patrick Foye, current
Executive Director of the Port Authority of New York &
New Jersey, to withdraw from consideration, the other
candidate for the Chair position aside from Acting Chair
Veronique Hakim. This potential splitting of the Chair
position could increase the influence of the Governor
over the workings of MTA. Rumors are already circulating that Governor Cuomo’s former top aide, Lawrence
Schwartz, may be in the running for the Chair position,
leaving Ms. Hakim with the Chief Executive position.
She has vast experience in running New York City
Transit’s subway and bus systems as well as a year and
a half as Executive Director of NJ Transit. The splitting
of the Chair position has been part of MTA’s Six-Point
Plan to improve subway service and the Governor may
be responding to public pressure to resolve the recent
deteriorations seen in subway service and at the same
time, gain even more power and influence over MTA.
(New York Times, June 11)
MTA Long Island Rail Road
MTA officially opened the first phase of the Moynihan
Station on Thursday, June 15. This new concourse provides an new pedestrian access alternative from a new
entrance on Eighth Avenue at W. 33rd Street to the platforms servicing Tracks 5 through 21 on the west side of
Penn Station New York (PSNY). The new west end concourse features a digital portrayal of the sky to provide a
calming atmosphere, new large format signage, and
wide passageways designed to better accommodate
the large peak period crowds that often overwhelm the
existing Penn Station entrances. This is the first step
toward the conversion of the Farley Post Office on the
west side of Eighth Avenue into the 255,000-square-foot
Moynihan Train Hall, which, in addition to being a ticketing and waiting area for LIRR and Amtrak customers,
will also contain office and retail spaces. The entire project is scheduled for completion in 2020 and provide
much-needed relief for an overburdened Penn Station,
which handles 650,000 passengers, three times the
number it was designed for. (ABC-TV News, June 15)
MTA announced its coordinated interagency plans to
accommodate LIRR commuters during the Penn Station
track rehabilitation project this summer. From July 10
through September 1, LIRR will adjust its weekday
schedules to reflect the loss of three platform tracks at
Penn Station; the remaining tracks must be shared
among LIRR, NJ Transit, and Amtrak. Around 10,000
riders will be directly affected by cancelled or diverted
trains. Three overnight trains between 2 AM and 4 AM

(that carried a total of only 90 riders) will be canceled,
the equipment (36 cars) reassigned to stretch 16 morning peak period trains to the maximum length consist.
During the morning peak, three trains will be added during the early “shoulder” period and 15 trains will be canceled, combined, or diverted from PSNY. Five trains will
terminate at Atlantic Avenue, five at Jamaica, and three
at Hunterspoint Avenue. The combination of trains will
mainly impact five trains on the Babylon and Port Washington Branches. 17 of the 87 PM peak period trains
that normally depart Penn Station will either be canceled or diverted to originate at other terminals. Seven
trains will be canceled outright, three will originate at
Atlantic Terminal in Brooklyn, three will originate at
Hunterspoint Avenue (Queens), and four will originate at
Jamaica. MTA, under the direction of New York Governor Andrew Cuomo, will provide 200 commuter buses
originating at eight specially designated park-and-ride
lots 6 AM to 10 AM and returning to them between 3 PM
and 7 PM utilizing a High Occupancy Vehicle (HOV)
lane on the Long Island Expressway. MTA will also arrange for ferryboat services from Glen Cove and Long
Island City. LIRR ticket holders will be cross-honored on
the alternative ferry and bus services as well as by NYC
Transit at transfer stations such as Jamaica, Atlantic
Terminal, and Hunterspoint Avenue. Governor Cuomo
also “encouraged” MTA to offer an average 25% fare
discount for all passengers traveling to Atlantic Avenue
and Hunterspoint Avenue during the disruptions. The
discounts were announced Tuesday, June 20 without
MTA Board approval, a rare occasion. This discount
was later expanded to riders traveling to Long Island
City as well as East New York and Nostrand Avenue on
the Atlantic Branch.
In an unrelated matter, a series of severe service disruptions on LIRR has prompted some riders to consider
filing a class action lawsuit for damages caused by
these delays. (Editor’s Note by Ron Yee: Such legal actions
may be short-lived, LIRR schedules have a disclaimer releasing it from any liability for damages or inconveniences stemming from delays, etc.) (New York Times, June 12; New
York Post, Gothamist, June 20)
MTA Metro-North Railroad
Connecticut Department of Transportation (CDOT)
has postponed the start of two projects related to the
replacement of the 121-year-old “WALK” Bridge spanning the Norwalk River in Norwalk, Connecticut from
July to October. One is the construction of a new interlocking between the East Norwalk and Westport stations that will provide full flexibility in dispatching and
enable trains to switch over from one track to any other
track on the line. The other is the restoration of catenary
electrification on the Danbury Branch for around one
mile from South Norwalk to “Dockyard,” a short distance
(Continued on page 9)
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10 through September 1, with exception of one line,
most trains that currently operate into and out of PSNY
will continue to do so on their current schedules or with
minor adjustments. The only line severely impacted will
be the Midtown Direct services on the Morris & Essex
(M&E) Lines which, with exception of four early morning
trains to PSNY, will have all trains to be diverted to Hoboken Terminal. The four early morning trains that will
continue to operate into PSNY are Train #6602 arriving
at 5:44 AM, #6604 arriving at 6:29 AM, #6696 arriving at
6:54 AM, and #6306 arriving at 6:58 AM. To compensate for the inconvenience of the diversion to Hoboken,
M&E passengers with tickets to PSNY will receive up to
a 63% discount and their tickets will be cross-honored
at PATH entrances at three stations — Hoboken, World
Trade Center, and 33rd Street. These tickets would also
be cross-honored on New York Waterway Ferry routes
to/from Hoboken Terminal (ferry service headways between Hoboken and W. 39th Street in Manhattan will be
shortened down to 15 minutes between 7 AM and 10
AM and between 4 PM and 8 PM) and on NJ Transit’s
Route 126 bus to and from the Port Authority Bus Terminal (PABT) at 8th Avenue and W. 42nd Street. As an option, M&E passengers with tickets to PSNY can utilize
NJ Transit’s Newark Light Rail to connect from Newark
Broad Street to Newark Penn Station to reach PSNY via
NJ Transit’s Northeast Corridor, North Jersey Coast, or
Raritan Valley lines. Their tickets would be crosshonored on Newark Light Rail. As a last option, passengers with M&E Hoboken tickets would be cross-honored
on NJ Transit buses as well as private carriers such as
DeCamp, Lakeland, and Community Coach to the
PABT. NJ Transit will enhance service on Routes 107,
108, and 126 with standby buses along the routes in the
event of overcrowding. To accommodate the added
M&E trains terminating or originating in Hoboken, some
trains on the Pascack Valley, Port Jervis, and Main/
Bergen Lines will also be adjusted by a few minutes and
have different connecting services at the Secaucus station. This extensive construction work will not affect
weekend services. (NJ Transit website, June 9)
Amtrak
Amtrak provided state and local officials with a guided
tour of the Penn Station complex aboard an inspection
train on Thursday, May 25. Amtrak’s Operations Chief
for the eastern region, Michael DeCataldo, summarized
the accelerated program to repair and replace tracks,
ties, ballast, and concrete roadbed, crossovers, and
switches at “A” Interlocking, located just west of Penn
Station, which controls most of the access tracks to the
Hudson River Tunnels to New Jersey. The scope of
work will require three tracks to be out of service at any
given time during the project and reduce the terminal’s
capacity by 20%. “A” Interlocking was the location of the
derailments on March 25 and April 3 that each caused
extensive week-long delays and service cancellations.
(WPIX/11 TV News, New York Daily News, May 25)
Amtrak announced the service changes at New York’s

(Continued from page 8)

up the Danbury Branch. There will be two electrified
sidings at “Dockyard” with the scope of work providing
new track, switches, signals, and catenary infrastructure. While this is not to be viewed as the beginning of
the re-electrification of the branch, this short extension
of catenary will enable mainline electric multiple unit
(EMU) trains to go onto the Danbury Branch to turn
around and return to Grand Central Terminal as “shortturns” during peak periods. (Editor’s Note by Ron Yee: The
WALK Bridge replacement program is expected to involve the
construction of an entirely new vertical lift span type of movable bridge (two tracks on each span, similar to MetroNorth’s Harlem River “lift” bridge just north of the Harlem
125th Street station) to replace the current four-track swing
span bridge. During most of this 3-4 year-long construction
project, it is likely that only two of the four tracks will remain
in service through the one-mile-long construction zone, creating an operational bottleneck on the New Haven mainline
that also carries Amtrak’s Northeast Corridor (NEC) between New York City and Boston. The new interlocking
(CP242) will dramatically reduce the length of this bottleneck
to just over one mile. Currently, the next interlocking east of
WALK Bridge is CP248, around seven miles east, just west of
the station at Southport. Seven to eight miles of two-track
operation on the NEC with heavy commuter train traffic is an
operational nightmare for service reliability. With a continuous two-track operation in the vicinity of WALK Bridge for
the entire construction project, which is expected to span several years, the current practice of “(short) turning trains” at
South Norwalk will not be possible without diverting them
instead onto the one-mile re-electrification of the Danbury
Branch to a new mini-yard. From a construction staging
standpoint, it will be very interesting as to how a new fourtrack movable bridge will be erected to replace an existing
four-track swing bridge that, by U.S. Coast Guard regulations, must remain movable during this project to insure the
viability of a designated navigable waterway.) (Progressive
Railroading, June 7)
After 46 years in the railroad industry, starting with
Penn-Central, continuing with Conrail, Metro-North, and
Tri-Rail, and returning to Metro-North in February, 2014
as President, Joseph Giulietti announced on June 16
his plans to retire by the end of August. His principal
achievement at Metro-North was the turning around of a
failed safety culture that was the culmination of practices of the previous administration in charge. (MetroNorth press release, NBC News, June 16)
NJ Transit
NJ Transit officially announced the service changes
that will be required to accommodate the track outages
at Penn Station New York (PSNY) this summer to perform urgently needed repairs to deteriorated tracks and
switches leading to the Hudson River Tunnels. During
this period, up to three tracks at PSNY will be removed
from service and as a rolling sequence of switches and
crossovers will be replaced at “A” Interlocking leading to
the Hudson River tunnels. Covering a period from July

(Continued on page 10)
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Penn Station New York (PSNY) that will take place
starting July 10 and lasting through September 1. All
Acela service to Washington, D.C. and Boston will continue to operate with no changes. All currently scheduled New York City-Boston Regional trains will continue
to operate with minor schedule adjustments. Three Regional trains between New York City and Washington,
D.C. will be cancelled in each direction. While the frequency of Keystone service between Harrisburg and
Philadelphia will be unaffected, three daily round trips
(six trains) will only operate between Harrisburg and
Philadelphia and one round trip (two trains) will come
out of Harrisburg, turn at Newark, New Jersey, and return to Harrisburg. The Crescent linking New Orleans
with New York City will be terminated at Washington,
D.C. and passengers will connect on Northeast Corridor
services to and from points north. All other longdistance service is unaffected. At press time for The
Bulletin, no decision has been made regarding Empire
Corridor service to Albany and points north. All other
services are unaffected. Acting MTA Chair Veronique
Hakim was quoted by the New York Times on June 12
that MTA had reached an agreement with Amtrak to
permit the operation of six Empire Corridor trains into
and out of Grand Central Terminal (GCT) utilizing Metro-North Railroad tracks from Spuyten Duyvil to GCT.
(Editor’s Note by Ron Yee: While no specific trains have been
identified for the diversion to GCT, unconfirmed reports have
trains #230/233, 236/235, and 242/239 as the ones to be diverted. Stay tuned to the news and Internet for specifics as
July 10 draws near. Photo opportunities not seen regularly
since April, 1991 abound!) (Amtrak press release, June 5;
New York Times, June 12)
Amtrak will build a $28-million locomotive service facility in Seattle. The U.S. passenger rail corporation said
the project is its third major investment in the Seattle
facility that provides services for the long-distance Empire Builder and Coast Starlight as well as Amtrak Cascades state-supported corridor service, and maintenance for Sound Transit Sounder commuter trains.
The project, to be managed by PCL Construction Services, will include demolition of the site’s existing buildings, utilities, tracks, and other structures, as well as
construction of a new 31,000-square-foot locomotive
shop. The project kicked off in June and is scheduled
for completion by June, 2019. (Railway Age, June 16)
National Transportation Safety Board members say
that a rockslide was the cause of a 2015 Amtrak train
derailment. Seven people were hurt in October, 2015
when a southbound Vermonter train derailed near
Northfield on the New England Central, a subsidiary of
Genesee & Wyoming. Geologists have noted other
spots along the rail line that have unstable rock formations that could be prone to additional slides, according to the Associated Press. Slow speed orders have
been issued in the area. (Washington Post, June 14)

Other Transit Systems
Washington, D.C. area
With 344 of its order of 748 Kawasaki-built 7000series MetroRail cars (43 trains) already in service and
20 more cars per month arriving from the manufacturer,
the Washington Metropolitan Area Transit Authority
(WMATA) has been able to retire all of its Rohr 1000and Breda 4000-series Metrorail cars effective July 1,
six months ahead of schedule. As part of its
“Back2Good” plan, WMATA’s retirement of its oldest
and least reliable equipment has already resulted in an
almost 50% reduction in service delays attributed to
mechanical failures aboard its rail cars, a cause which
accounts for two-thirds of all WMATA Metrorail delays.
The 7000-series cars averaged more than 176,000
miles between failures while the 4000s averaged
27,259 miles between failures in 2016. The 300 1000series cars were the oldest in the fleet, dating back to
Metrorail’s beginnings in March, 1976 and were recommended for retirement as soon as possible by the National Transportation Safety Board following several
crashes in which the car bodies did not adequately resist the collision forces. For the past several years,
these cars were relegated to mid-consist, not permitted
to be on the lead or trailing end of a train. While not the
oldest cars, the 100 4000-series cars built in 1991 by
Breda were the least reliable of the entire fleet and were
not candidates for a full rebuilding. A pair of 1000-series
cars (1000-1) will be restored and retained on WMATA
property for historical purposes and several 4000-series
cars will be transferred to emergency response agencies for use as training vehicles. When the 7000-series
order passes the 600-car delivery mark, the 192 5000series cars built in 2001 by CAF/AAI will also begin to
be retired. (Editor’s Note by Ron Yee: Get your rides and
photos/videos of the “old look” WMATA cars while you can;
when the order is completed, the 7000s will represent nearly
60% of the car fleet and starting in 2023, the 366 Breda-built
2000- and 3000-series cars are slated to be retired by a future
order of 8000-class cars, which may feature an open gangway design (either paired or four-car units with no doors
between cars, forming a continuous corridor), larger windows, Wi-Fi, heated floors and passenger-operated, pushbutton activated doors that will be wider than the current
cars, leaving only the 184 Alstom-built 6000s built in 2006 to
represent the classic look WMATA Metrorail car beyond the
year 2024.) (Wikipedia, WMATA press release June 7;
Progressive Railroading, June 8)
Florida
SunRail, the 32-mile-long central Florida commuter
rail line focused on Orlando, has been attracting fewer
riders than expected in its first three years of operation.
During the 10-year planning and funding phase leading
up to the start-up of service, requiring around a $1 billion start-up investment by the state, the line was expected to carry 4,300 daily riders but only attracted an
average of 3,573 riders in its first two years, which fell to
3,516 daily riders in 2017. Farebox revenues are recovering just 5% of the cost of providing the service, com(Continued on page 11)
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circular trips around the loop for the midday-afternoon
period. The train quickly became overloaded with passengers and the second train, made up of eight 2400series EMU cars manufactured by Boeing-Vertol in
1976-8 that are now part of the CTA historic fleet, was
quickly pressed into service ahead of its scheduled 1:30
PM start. The pair of 4000s have been totally restored
to their appearance in the 1920s (including trolley poles
on the roof) and have been equipped with modern cab
signaling to permit the cars to operate in the same manner as any other passenger-carrying train on the CTA
system. (Chicago Sun-Times, June 7)

(Continued from page 10)

pared to the 30% recovery rate that is the benchmark
commonly used by the transit industry to define a system or line as a success. With an extension of this line
17.2 miles south to Poinciana from its present terminus
at Sand Lake Road (south of Orlando) with four new
stations (Meadow Woods, Tupperware Station, Kissimmee, and Poinciana) slated for a mid-2018 opening
as well as Transit Oriented Development (TOD) around
existing SunRail stations, local officials feel that ridership will grow to expected levels. Factors that may be
holding back ridership are poor or infrequent off-peak
and evening service, poor feeder bus connections, low
gasoline prices, and a well-run reconstruction project on
Interstate 4 resulting in fewer construction delays and
congestion than anticipated. To Volusia County, the
northernmost county of SunRail’s service area, a future
extension 12 miles north from the DeBary station to
DeLand has been a bone of contention that the county
is not getting its fair share of service for the funds it
must contribute to SunRail. Looking farther ahead, an
even greater threat to a continuation of SunRail service
looms: by 2021 the costs of operating SunRail will be
transferred from the Florida Department of Transportation to the local counties and with operating deficits
reaching $30 million per year instead of the projected
$7.5 million, the future appears clouded. (Daytona CTA 4000s in the Loop to celebrate the 125th anniversary of the ChicaNews-Journal, June 11)
go “L” system, June 6, 2017.
Chicago Sun-Times photograph
Cleveland, Ohio
The Greater Cleveland Regional Transit Authority
(RTA) held a ground-breaking ceremony for the reconThe Chicago Transit Authority will issue a Request for
struction of the current E. 34th Street station served by Qualifications (RFQ) to select a pool of contractors for
the Blue, Green, and Red Lines, which provides light its Red and Purple Modernization Program (RPM).
rail and rapid transit service to the Cuyahoga CommuniAs part of a two-step procurement process, the RFQ
ty College Metro Campus. The reconstruction will re- covers the first phase of the RPM, which the agency
place the existing escalators and elevators with a series said will significantly modernize, improve and increase
of ADA-compliant ramps linking the platform with E. 34th rail service in Chicago.
Street above. The $7.5 million project will have 80%
The first phase will rebuild four of the oldest Red Line
support from federal funding sources and is expected to stations and track structures, and construct a rail bybe completed by October, 2018. During the reconstruc- pass to unclog a 100-year-old junction where Red, Purtion project, Red Line trains will bypass this station. Red ple, and Brown Line trains currently intersect. This will
Line passengers wanting to reach the E. 34th Street sta- allow CTA to significantly increase the number of trains
tion will need to transfer to Blue or Green Line trains at it can run along the Red Line to reduce overcrowding
either the Tower City or E. 55th Street stations. (Editor’s and meet growing demand for transit service.
Note by Ron Yee: Given the fact that Cleveland is in the snow
Once a pool of candidates is finalized, expected later
belt, infamous for frequent, heavy, lake effect snows, I ques- this year, CTA will then invite the potential bidders to
tion the wisdom of RTA selecting an alternative that will be submit proposals on how they propose designing and
workforce-intensive in terms of snow/ice removal for these building RPM Phase One when the agency issues its
long ramps as opposed to a much shorter level sidewalk path Request for Proposals in 2018. The proposals will be
to elevators linking the platform and the street level. Time considered on a variety of criteria, including experience,
will tell.) (RTA press release, May 29; Al Holtz, June 5)
price and other factors. (Railway Age, June 12)
Chicago, Illinois
Metra announced at its May 24 Board meeting the
The Chicago Transit Authority (CTA) operated two vin- largest revision to its Metra Electric line service in 28
tage trains to observe the 125th anniversary of the open- years. This is the former Illinois Central (IC) line, home
ing of the first line of the Chicago elevated rail system of the 1926-8-vintage, Pullman-built heavyweight 1,500on June 6. Commencing around noon, a pair of 4000- volt d.c. electric EMUs, replaced by the 1971-2 (St. Louseries electric multiple unit (EMU) elevated cars (4271- is Car) and 1978-9 (Bombardier) gallery-style bi-level
2) began operating in commemorative service making
(Continued on page 12)
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Illinois Central Gulf (ICG) Highliner EMUs, which in turn
have been replaced by Nippon-Sharyo Highliner II’s
from 2005 and 2012. Over the past two decades, population, demographic, and economic shifts have completely altered the ridership patterns on the mainline
and its two branches to South Chicago and Blue Island.
Ridership on Metra Electric has fallen by 14% over the
past six years despite this line having the newest cars
and operating the most trains. In an effort to match train
service with the needs of the new population distribution
and their travel patterns, Metra is proposing the elimination of Saturday service on the Blue Island Branch, essentially the elimination of all weekend service as there
already is no Sunday service. These trains carried a
total of fewer than 100 passengers all day on Saturdays. Despite ridership decreases of 17.5% and 11.2%
on the Blue Island and South Chicago Branches, the
proposed schedule changes will not significantly affect
the frequency of weekday peak period service on either
branch with exception of a few lightly-used early morning and late evening trains. This will enable a one-hour
gap on the mainline out of University Park to be filled in
during the early morning hours. On the mainline, service
to the Hyde Park region of the line, 51st-53rd Streets,
55th-56th-57th Streets, and 59th Street stations have all
seen a 7.6% increase in ridership over the past three
years, which promises to increase even more as the
area is experiencing a construction boom with more
residential units planned. In response, Metra is proposing to increase service to a 20-minute headway until 7
PM on weekdays and half-hourly on weekends. South
Side service on the mainline between 63rd Street and
Kensington, including the newly rehabilitated 111th
Street/Pullman station, would be stepped up from the
present headway of two hours to hourly during the midday off-peak. Lightly-used trains on the South Chicago
and Blue Island Branches would be eliminated to provide equipment and crews for the increased mainline
service. Lastly, a coalition of South Side Chicago and
south suburban groups have advocated that Metra convert the Metra Electric District Line into a rapid transit
line with additional stations on the route and low-cost
transfers on a single farecard (CTA or Metra Electric)
between it and CTA as well as the local bus system,
PACE. (Chicago Tribune, May 24)
Cedar Rapids, Iowa
A study on a commuter rail line for the Cedar Rapids
metropolitan area has come in with mostly positive results and coming in at a rational price point, according
to a 2016 feasibility study provided to the Cedar Rapids
newspaper The Gazette.
Jeff Woods, Manager of Marketing and Business Development with the Cedar Rapids & Iowa City Railway,
or CRANDIC, said there still is much to do before passenger rail becomes a potential reality, but the study —
the second in recent years on regional passenger rail
along CRANDIC rail lines — does bring that goal closer
12

and shows that such an offering can have an attainable
price tag.
The feasibility study by HDR of Omaha also found an
intercity passenger rail service — spanning 7.1 miles of
CRANDIC railroad — would cost about $1.4 million annually in 2016 dollars to operate and maintain.
Phase 1 of the study looked at the feasibility of a 20.5mile passenger rail service from Gilbert Street in Iowa
City to Eastern Iowa Airport would cost as much as half
a billion dollars, with annual operations and maintenance between $5.6 and $6.7 million in 2015 dollars.
Phase 2 would be a diesel expansion.
Trains would not exceed 40 mph and a full trip from
one end of the route to the other would take about 30
minutes, according to the study. The service would operate from 6 AM to 7:45 PM, with a total of eight trips in
each direction throughout the day.
Meanwhile, another study of the larger corridor area
surrounding Interstate 380 between Iowa City and Cedar Rapids may also factor into future passenger rail
discussion. That study, being carried out by the Iowa
DOT, focuses on congestion on I-380 and how future
projects in the area — including passenger rail or even
autonomous cars — impact overall traffic flows.
In addition, the DOT study, which is in its early stages,
will take into account the five-year, $300 million overhaul planned for the I-380/Interstate 80 interchange,
which kicks off in 2019.
Despite Iowa’s car-friendly politics, a 2015 poll found
that 56% of Iowans were in favor of passenger rail expansion and 77% wanted a train from Des Moines to
Chicago, so the concept isn’t quite far-fetched. (Editor’s
note from Alexander Ivanoff: I would use the overhaul of the
interchange as an excuse to launch the service. In two cases
(South Florida with Tri-Rail and Central Connecticut with
Shore Line East) both services were designed to be temporary
and have succeeded despite threats to shut them down. It can
easily be assumed that the service would use DMUs. In the
end, I suspect that temporal separation or possibly an FRA
waiver will be the winner in getting this off the ground.) (The
Gazette, December 4, 2015 and June 3, 2017)
Denver, Colorado
The Colorado Public Utilities Commission (CPUC) has
given approval for the Denver Regional Transportation
District (RTD) to resume testing on the G Line of Denver’s commuter rail network. The last of the three commuter lines to open, the G Line has been plagued by
delays relating to software issues for the apparatus controlling its grade crossings. No opening date for the line
has been projected, with the contractor, Denver Transit
Partners, becoming increasingly concerned about its
ability to get the line certified by CPUC and the Federal
Railroad Administration and hand an operational line
over to RTD for opening. This three-line system is the
first new-build commuter rail system that will fully utilize
Positive Train Control (PTC) beginning on day one. The
23-mile A Line linking Denver Airport with Denver’s
downtown Union Station opened on April 22, 2016 and
the six-mile B Line to Westminster opened three months
(Continued on page 13)

ERA BULLETIN — JULY, 2017
Commuter and Transit Notes
(Continued from page 12)

later on July 25, 2016. It was reported that testing on
the G Line commenced on June 14 and is expected to
last 90 days if all goes as planned. (Progressive Railroading, June 8; Al Holtz, June 14)
Las Vegas, Nevada
Nevada Governor Brian Sandoval gave the green light
the week of June 5 for officials to seek funding to build a
light rail line that could cost up to $705 million and carry
passengers from McCarran International Airport to
downtown Las Vegas as soon as 2023.
The Regional Transportation Commission of Southern
Nevada has until the end of 2020 to ask Clark County
voters whether sales taxes should be increased to help
pay for the proposed 8.7-mile transit system, under one
of the bills signed by Sandoval.
A second measure approved by the Governor allows
RTC to seek partnerships with private companies wanting to invest in large-scale transportation projects, including the light rail line.
Even though other municipalities have dipped into fuel
taxes to pay for light rail projects, RTC is barred from
doing so. Clark County’s fuel taxes, RTC officials said,
are specifically designated for local road improvements.
Along with allowing for a sales tax ballot measure, SB
149 also allows RTC, Clark County, and Las Vegas city
officials to go beyond offering traditional bus service and
move toward “high-capacity transit” options, including
light rail, streetcars, and express bus commuter lines.
Later this summer, RTC and the Federal Transit Administration will release environmental assessments
that would allow for construction of either a light rail line
or bus rapid transit along Maryland Parkway, where
more than 9,000 bus riders and 35,000 vehicles travel
daily.
If funding is secured, construction could start by 2019
on a transit line traveling past UNLV, Sunrise Hospital,
and the Boulevard Mall along Maryland Parkway, cutting west on Carson Avenue through downtown Las Vegas.
From there, the route would head south on Casino
Center, near the Golden Nugget hotel-casino, to the
Bonneville Transit Center, where it would veer west to
go past the county administrative center, Las Vegas
North Premium Outlets, and on to a terminus at the future site of UNLV’s School of Medicine, set to open by
fall.
It would cost $573 million to $705 million to build a
light rail line that would use dedicated, street-level lanes
running in both directions of the route, RTC officials
said. A single 91-foot-long train would carry up to 140
passengers.
A lower-cost bus rapid transit line, estimated at $298
million to $367 million, would be equipped with 60-footlong vehicles capable of holding 90 riders.
Ridership projections were not provided, but RTC said
operating and maintenance costs for both systems
would range from $7 million to $12 million annually.
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(Las Vegas Review-Journal, June 9)
Los Angeles, California
Alstom has been awarded a contract worth over $140
million by the Los Angeles County Metropolitan Transportation Authority (Metro) to perform the midlife overhaul of 52 P-2000 light rail vehicles (LRVs), which operate on Los Angeles’ Blue, Green, and Expo Lines. The
scope of the overhaul includes the upgrade of major
systems such as propulsion, HVAC, automatic train
control, auxiliary power supply, brake control, communications, and doors, as well as trucks. The overhaul is
expected to allow Metro to keep the fleet in service for
at least another 15 years, enhancing its comfort, availability, and reliability. Alstom will perform the overhaul
work at its Mare Island facility in Vallejo, California. The
first vehicles to be overhauled will arrive in Mare Island
in 2017, with the last overhauled LRVs returning to service in 2021. Alstom has a strong track record in maintaining and modernizing Alstom- and non-Alstom-built
trains. The P-2000 light rail fleet, built by another manufacturer, will benefit from Alstom’s over 20 years of experience in the train services business. (Alstom press
release via Mass Transit Magazine, June 9)
Metrolink began road-testing its new F-125 locomotives on its mainlines on June 10. Built by Progress Rail
in Muncie Indiana, these U.S. Environmental Protection
Agency Tier IV emissions-compliant units will enter regular passenger service once the testing process is complete and the units are accepted by Metrolink. 905 was
observed testing over the BNSF Pasadena Subdivision
over the weekend of June 10-11. (Al Holtz, June 12)
Toronto, Ontario, Canada
Correction to a story regarding Toronto’s MetroLinx
ordering new LRVs as a hedge against Bombardier’s
woes with delivering quality Flexity LRVs for its Eglinton
Crosstown and Finch West Lines: An order for 61 Citadis LRVs has been placed with Alstom, the builder of
similar LRVs for Ottawa’s Confederation light rail line. It
appeared incorrectly as Siemens. (Ron Yee, Co-Editor
C&TN, June 14)
Amery, Manitoba, Canada
Hudson Bay Railway service between Amery, 29 miles
northeast of Gillam, and Churchill have been suspended indefinitely owing to “unprecedented and catastrophic” flood damage and is not expected to resume
before the winter season, parent company OmniTRAX
announced on June 9, with further concerns that the
line could close indefinitely.
HBR
has
been
unable
to
operate
to Churchill since May 23. A preliminary assessment by
an independent engineering firm found that that the
track bed had been washed away in 19 locations, with
five bridges visibly damaged and 30 bridges and 600
culverts requiring further assessment.
National passenger operator VIA Rail said its service
would continue to operate between Winnipeg and
Gillam, but no alternative transport would be provided
for the 186 miles from Gillam to Churchill.
OmniTRAX had announced an indefinite service sus(Continued on page 14)
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pension “so communities served by the railway can develop long-term plans for the movement of the supplies
and resources they need.”
OmniTRAX said it had been in “constant contact” with
Transport Canada and provincial authorities, and was
also in regular contact with the Missinippi Rail consortium, which has signed a memorandum of understanding
for the potential acquisition of the Port of Churchill and
the railway for a reported C$20 milllion. (Railway Gazette, June 12)
Buenos Aires, Argentina
Agreements to fund the purchase of Nippon Signal
automatic train stop equipment for the Buenos Aires
commuter network were signed during a recent official
visit to Japan by President Mauricio Macri.
A US$49.5 million loan agreed by Japan Bank for International Co-operation, Deutsche Bank, and the Government of Argentina is to fund 85% of the cost. According to Finance Minister Luis Caputo, this is the first
agreement with an export credit agency to be signed by
the government in over 20 years.
Covering a total of 280 trainsets and 1,500 track kilometers, this would see ATS operational on the Urquiza,
San Martín, Belgrano Sur, Belgrano Norte, and Sarmiento routes in 2018, followed by the Tren de la Costa
light rail route, the Mitre network, and remaining sections of the Roca system in 2019. (Railway Gazette,
June 17)
Helsinki, Finland
Helsinki City Transport (HKL) has published renderings of the initial conceptual design for the fleet of Artic
XL low-floor LRVs for the Raide-Jokeri light rail line between Helsinki and the neighboring city of Espoo.
HKL ordered 29 of the 34.5-meter-long bidirectional
vehicles from Škoda Transportation’s Finnish subsidiary
Transtech in November, 2016, using an option from an
initial contract for 40 Artics for Helsinki’s meter-gauge
network, which was awarded in December, 2011.
HKL says it is focusing on a user-oriented design and
has been working with the Helsinki Council on Disabilities to develop the concept, which has been devised
with the support of Idis Design, Finland.
The vehicles will accommodate 180 standing and 76
seated passengers, with multi-purpose areas to accommodate pushchairs and wheelchairs.
The 25-kilometer Raide-Jokeri Line will link Keilaniemi, Otaniemi, and Leppävaara in Espoo with Haaga, Pakila, and Oulunkylä in northern Helsinki before
terminating at Itäkeskus in the east.
The 33-station line will closely follow the route of Line
550, Helsinki's busiest bus line, with peak service operating at three-minute intervals.
The line is expected to open before the expiry of the
current operating contract for the bus route in 2022.
(International Railway Journal, June 8)
London, England
175 years after Queen Victoria became the first British
14

monarch to travel by train, Queen Elizabeth commemorated the anniversary by going for a train ride on June
13, according to the Telegraph. The Queen rode a train
from Slough to Paddington, the exact route taken by her
great-grandmother in 1842. The trip was six minutes
quicker than the original. To celebrate the occasion, the
train’s locomotive was renamed after the Queen. Passengers on the train who spoke to the Queen said that
they were surprised to hear her knowledge of railways
and her preference for traveling by train. (Trains Magazine, June 14)
Montpellier, France
Plans to expand the light rail network in Montpellier
were unveiled by the President of Montpellier Méditerranée Métropole, Philippe Saurel, on June 7 as part of the
city’s new mobility strategy.
Under the proposals, a 10.8-mile Line 5 will link Lavérune in the west with Clapiers in the north. The project
is expected to cost around €400 million and will therefore be implemented in phases, with funding expected
to come from local, regional, and state sources.
A mile extension of Line 1 from its southern terminus
at Odysseum to the new Montpellier-Sud-de-France
TGV station is also included in the plan. The €40 million
project will include the construction of a bridge across
the A9 highway. (International Railway Journal, June
12)
With just 25 days remaining before the start of commercial operations on the Bretagne-Pays de la Loire
and Sud Europ Atlantique high-speed lines, French National Railways (SNCF) carried out parallel high-speed
test runs using two TGV sets on June 7.
Described by SNCF as a "dress rehearsal," the aim of
the test was to “validate theoretical travel times in real
conditions” and evaluate the technical performance of
rolling stock on the new infrastructure.
The two trains left the Paris Montparnasse station simultaneously and ran in parallel for the first part of the
journey before continuing their separate journeys on the
new lines.
One of the trains reached Rennes in 1 hour 26
minutes, while the other arrived in Bordeaux 2 hours 8
minutes after leaving Montparnasse. The fastest commercial journey time will be 1hour 25 minutes for
Rennes and 2 hours 5 minutes for Bordeaux.
(International Railway Journal, June 7)
Baden-Württemberg, Germany
The State of Baden-Württemberg has submitted a
funding application to the German federal government
on behalf of Stuttgart Tramways (SSB) seeking backing
for the southern extension of light rail line U6 from
Fasanenhof to Stuttgart Airport.
The 1.9-mile extension, which will include new stations at Stadionstrasse, Messe West, and Stuttgart Airport, is due to open in 2020.
If the application is approved, the federal government
will provide 60% of funding for the €95 million project,
with 20% coming from the state government.
The Baden-Württemberg Ministry of Transport says
(Continued on page 15)
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funding for the project has been in doubt for some time
because the Federal Financial Aid (GVFG) program is
due to expire at the end of 2019. However, the federal
government decided on June 1 to continue running
GVFG into the 2020s. (International Railway Journal,
June 7)
Tuscany, Italy
The Italian region of Tuscany renewed its contract on
June 5 with Tuscan Railway Transport (TFT), which operates passenger and freight services in the Province of
Arezzo.
The nine-year, €66 million contract envisages the introduction of two new Alstom Jazz trains, a new direct
link between the Casentino area and Florence, and a
€20 million investment in infrastructure, which includes
the rollout of ETCS Level 2.
Resignaling would enable TFT to reduce journey
times, which have been lengthened by new regulations
introduced by National Safety Authority ANSF in the
wake of last July’s head-on collision near Corato in Puglia, which killed 23 people.
TFT will operate 58 trains per day and 760,000 trainkilometers per year on the single-track electrified Stia Arezzo-Sinalunga route, which serves 25 stations.
The contract stipulates that punctuality must increase
from 87% to at least 91% by 2019. (International Railway Journal, June 9)
Israel
Israel Railways (IR) presented details of its 123.6 billion shekel 2040 Strategic Plan at a conference at the
Dan Panorama hotel in Tel Aviv on June 8, revealing
ambitious proposals to double the size of the network
over the next two decades with high-speed trains connecting key centers.
The plan allocates 94.78 billion shekels for infrastructure, 19.26 billion shekels for rolling stock, and 9.6 billion shekels for depots and stabling facilities, with an
overall benefit to cost ratio of 1.0.
Passenger numbers are forecast to grow from 59.5
million in 2017 to 81.2 million in 2020 and 306 million in
2040, with rail’s share of the public transport market
rising from 3% to 8% between 2020 and 2040. Rail’s
share of journeys of more than 30 miles would grow
from 10% to 40% and the percentage of passengers
able to reach Tel Aviv in less than 1 hour 30 minutes
would rise from 16% to 64%.
Peak passenger service will increase from 50 trains in
2020 to 128 in 2040, with 96 trips running at up to 100
mph and 32 at a maximum of 155 mph. Many existing
lines will see rights-of-way doubled to four tracks.
IR is proposing a number of cross-border links including a line to Lebanon; Jenin-West Bank; Hebron-West
Bank; Eilat-Aqaba (Jordan); Ashkelon-Gaza; and a connection across the Sinai Desert to Egypt, following the
alignment of the former Ottoman Railway.
Other major projects in the strategic plan include the
Afula (Valley Line)-Hadera East; the Lod station bypass,
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and an expansion of the Ben Gurion Airport station.
(International Railway Journal, June 12)
Tehran, Iran
The initial (22-kilometer section of Tehran Line 7 from
Meydane San’at in the north of the city to Basij in the
southeast was inaugurated on June 11.
Line 7 has the longest underground section on the
Tehran metro and it is also the deepest, running up to
56 meters below street level. Service is operated by a
fleet of 20 eight-car trains. When the remainder of the
line opens in March, 2018, Line 7 will be 31 kilometers
long with 34 stations. Together with Line 6, Line 7 will
form a metro ring around the center of Tehran.
Tehran Urban and Suburban Railway Company announced last June that the first section of Line 6 will
open in September. The 35-kilometer line from Sulqan
in the northwest to Dolat-Abad in the southeast will
serve 27 new stations. (International Railway Journal,
June 12)
Kanagawa Prefecture, Japan
Production has begun at Hitachi’s Kasado plant on a
new fleet of 10-car suburban EMUs for Soetsu’s
Sagami Railway in Japan’s Kanagawa Prefecture.
The 1,500-volt d.c. 20000-series EMUs feature aluminum alloy bodyshells and will be equipped with variablevoltage-variable-frequency (VVVF) inverters.
Interior features will include LED lighting, multipurpose areas for pushchairs and wheelchairs, passenger Wi-Fi, Panasonic NanoE air filtration, and 21.5-inch
passenger information screens.
The first train is due to enter service in December and
in the longer-term the EMUs will be used on the Soetsu -Toyku direct line, which is due to open in the second
half of 2022. (International Railway Journal, June 8)
Chengdu, China
CRRC Changchun Railway Vehicles has rolled out the
first of 40 Citadis low-floor LRVs for Chengdu light rail
Line 2.
The bidirectional Citadis X02 vehicles are being built
in China with support from Alstom under a deal signed
at the end of 2015.
Each five-section vehicle will accommodate up to 380
passengers.
The initial 27.7-kilometer, 33-station section of Line 2
from the Chengdu West railway station to Pixian via
Xinje Road is due to open in mid-2018.
In addition to the vehicles for Chengdu, a joint venture
of Alstom and Shanghai Rail Traffic Equipment Development Company (Satco) is supplying 30 Citadis LRVs
for the two-line Songjiang tram network in Shanghai,
which is due to open at the end of this year.
(International Railway Journal, June 7)
Dalian, China
Dalian’s metro network reached 160 kilometers on
June 7 with the start of trial operation on three newlycompleted extensions.
The 9.1-kilometer southern extension of Line 1 follows
the route of tram Line 202 from Exhibition Center to
Hekou, where there is a cross-platform interchange with
(Continued on page 17)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from June, 2017 issue)
I woke up at about 8 and felt fine. But I was quite hungry. Thus the first order of business after showering and
our respective toilette tasks, was to walk down to the Co
-op supermarket at the tram stop and buy a week's
worth of breakfast groceries: juice, tea, cereal, bread for
toast, butter, jam, eggs, and milk. The cost was not
much more than we would have expected to pay at our
Shop-Rite, although the sizes were smaller than what
we usually buy. Although we would have to cook and
clean the utensils, our average cost for a hot breakfast
was significantly less than the 10 to 15 francs per person per day that hotels were asking for buffet breakfasts.
By 9:30 we were on the road, with Clare heading for a
couple of museums and me starting to ride some tram
routes. Now we had two tickets each for unlimited riding
in Basel; our Swiss Passes and free "mobility passes."
Apparently hotels in Basel (and possibly other Swiss
cities) are now obligated to supply tourists with transit
day passes for their entire stay. Before we went our
separate ways we decided to buy a cheap cellphone, as
we were concerned that had the previous night's episode really been an emergency, we would have had no
way to call for help. We bought such a device at the
Bahnhof for 10 Swiss Francs (about $10.70), which included 5 SFr's worth of calling time. The only restriction
was that it would work only within the country's borders,
but we could call anywhere in the world for about 50
cents flat, plus 10 cents per minute. And later, if needed,
we could add additional time.
With an urban population of about 170,000 and a half
million in the metropolitan area, Switzerland's third largest city has a great meter-gauge streetcar system with
11 base routes and 3 more that run only in rush hours
(see http://www.urbanrail.net/eu/ch/bs/basel.htm). For
historical reasons these are split between two transit
organizations, the Basler Verkehrs-Betriebe (BVB),
which owns the innermost lines, and Baselland
Transport (BLT), whose routes reach out into the sub-

urbs. With the rules and fares being common over the
entire network, the dual operation would be transparent
to the rider — if it were not that the color of the trams
are different, bright green for BVB and bright yellow and
a red band for BLT. The BLT-owned routes, 10, 11, and
14, plus 17 in rush hours, are very long and have lots of
fast reserved track with relatively few grade crossings
(and some single track as well). Because of the city's
location the system reaches into France and Germany,
making the network international — twice over! (Note:
Route 14 is operated by BVB, using its green cars,
probably to reach some sort of parity with BLT, whose
lines provide local service over BVB’s city center trackage.)
I have visited Basel before, so my main interest was
catching up on new developments — mainly rolling
stock since the extension into Germany had not yet
opened (it went into service three months later, on December 14, 2014). So first and foremost was a ride on
the new Stadler-built Tango cars, which were running
mixed with older units on the 10 — which is probably
my favorite line. I rode the Dornach end, stopping off
here and there for photographs. I found the new 70percent low-floor cars to be fast, but a little choppy and
noisy on curves — something I did not notice with respect to their brethren on the Airport Line in Lyon. I then
spent some time in the central business district, where
there seemed to be at least one tram in sight at all
times.
The first four view are from my morning's activities,
taken along the southeastern end of BLT interurban
route 10. After Basel's tramway system was unified
(1974) and then modernized, in 1986 route 10 from Dornach was extended to the southwest over the tracks of
a just-acquired narrow-gauge electric railway to
Rodersdorf (which is international, having a stop in
France and therefore crossing the border twice), to become a 16-mile line. A great deal of the outer sections
on both ends are single-track.
(Continued on page 17)

Staten Island’s 157-Year-Old Railroad

in Bay Ridge. After passing under the Narrows and St.
George, the tunnel would have curved southwest to a
portal at Forest Avenue and Clove Road. From this
point, the railroad would have been extended to Arlington and connected to Staten Island Rapid Transit’s
tracks leading to the Arthur Kill Bridge and New Jersey.
This tunnel would have ended the obstacle of crossing
New York Bay and allowed the railroads to provide continuous rail freight service between New Jersey and
Brooklyn.
(To be continued)

(Continued from page 1)

the Board of Transportation from building a freight tunnel, the city expected to build a rapid transit tunnel big
enough to accommodate freight cars. The tunnel’s diameter would have been 24 feet, much larger than the
18-foot external diameter subway tunnels.
The plans showed the tunnel portal near the Long Island Rail Road yards near 66th Street and Fifth Avenue
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Left: Two bright yellow Schindler-built motor cars from the 1970s are shown running MU at Basel's main railway station. Many of these
cars, including the front unit, were retrofitted with low-floor center sections in the 1990s. Interestingly, or perhaps ironically, Schindler's
factory was in Pratteln, the suburb of Basel that is served by BLT/BVB Route 14. The plant continued under Adtranz ownership and then fell
into the hands of Bombardier when the two companies merged. It was later closed (2004) during a massive reorganization of the Canadabased carbuilder. Thus it was not surprising that BLT's next order of cars were built by Stadler (as shown in the right-hand photo).
Right: One of BLT's recent 5-section low-floor Stadler-built Tango cars. The 148-foot long unit is shown looping in the forecourt of SBB's Dornach railway station, the terminal of Route 10.

Two more views of Tango and Schindler cars running on BLT interurban Route 10. As it happened, on this trip I did not photograph any of
the single-track sections. The view on the left shows a Tango in the village of Munchenstein, while the right photo of Schindler equipment
was taken at Stollenrain, just short of the terminal in Dornach. Much of this portion of the 10 runs along the sides of roads.
(Continued on page 18)
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regional metro Line 12, which serves the southern coast
of the Liaodong Peninsula. This 2.1-kilometer extension
of Line 12 from Caidaling to Hekou opened on the same
day.
Line 2 has been also extended 3.9 kilometers east
from Huiyizhongxin to Haizhyyun with three new stations. Construction began earlier this year on the 23.8kilometer Line 5 from Hutan Xinqu to Houguancun,
which will include a tunnel under Dalian Harbor between
the railway station and Suoyuwan Nan.
Construction will also begin at the end of the year on
the 27-kilometer Line 4. (International Railway Journal, June 8)
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Sri Lanka
More than 24 people have lost their lives in Sri Lanka
after being struck by trains because of being distracted
by their phones, according to Mashable. Most recently,
a 12-year-old boy was struck and killed by a train while
taking a selfie on the tracks. Railroad law enforcement
has stated intent to arrest people if they are found to be
engaging in photography on or too close to tracks and
moving trains. Sri Lanka is an island country just southeast of mainland India and the northern area of the Indian Ocean. "There are some who want to post videos
and pictures of themselves in front of moving trains,"
spokesman Wijeya Samarasinghe of Sri Lanka Railways told the press. "Unfortunately, some are unable to
get
out
of
the
way
in
time
and
get
killed." (mashable.com, June 14)
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Around New York’s Transit System
Prospect Avenue Station Closed for Rebuilding
NYC Transit closed the Prospect Avenue station on
the Fourth Avenue Line (NR) in Brooklyn on June 5 for
a full renovation that is expected to last around six
months. Part of a program to renovate and rebuild 30
stations, the platforms, mezzanines, stairs, wall tiles,
ceilings, lighting, stairways, and handrails will be totally
rebuilt, some artwork installed, fare control areas reconfigured, and Help Point intercoms and security cameras
will be installed. The station will also be brought into the
digital age, with electric charging stations and digital
displays relaying real-time train arrival information. During the station closure, passengers will use the 9th
Street or 25th Street stations via the B37 or B63 buses.
Parade of Trains 2017
NYC Transit held its now apparently annual “Parade of
Trains” event over the weekend of June 17-18. This
year’s theme was BRT and BMT pre-World War II subway and elevated cars. Featured were three BU elevated cars, three BMT B-Type Standards and two D-Type
Triplex units, which all operated independently on a rotating basis in excursion shuttle service on the express
tracks of the Brighton Line between Brighton Beach and

Kings Highway. A four-car consist of R-1 to R-9s operated in shuttle service between Brighton Beach and
Ocean Parkway, carrying passengers but also serving
to train the next generation of operating personnel on
the unique aspects of the vintage car fleet. The vintage
consists in this year’s parade were: BUs N-1407-12741404-S; B-Type Standards N-2390-2391-2392-S; DType Triplex N-6112ABC-6095CBA-S; R-1 to R-9 N1802-1000-401-381-S. (Editor’s Note by Ron Yee: Kudos
to the volunteers and employees of NYCT Subdivisions “B”
and “C” to prepare and operate these cars for excursion service as well as the volunteers and staff of the New York Transit Museum who made this event happen flawlessly.)
Sutter Avenue-Rutland Road and Junius Street Stations Reopen
Following an eight-month-long rehabilitation project
that started in October, 2016, the Sutter AvenueRutland Road and Junius Street stations (34) were
returned to service at 5 AM Monday, June 19. The other
1920s-vintage stations encompassed in the scope of
work of this $88 million project to rebuild seven station
on the New Lots Line are Saratoga, Rockaway, Penn(Continued on page 7)

Switzerland in the Late Summer
(Continued from page 17)

This photo represents a transition from BLT's yellow cars of this
segment to the green ones of BVB to be featured in part 12. A
Route 16 car is laying over along its counter-clockwise loop at Schifflande, while a southbound Route 11 Tango runs around it. According to the timetable, with both routes running every 10 minutes,
the 11 is supposed to arrive a minute after the departure of the 16,
but sometimes it is early, permitting this view. The 6-axle BVB car
was built by Schindler in 1990 and had a low-floor center section
added in 1998.

BLT's bright yellow livery was replaced by a "nostalgia" color
scheme to honor the two major components of Baselland
Transport, BTB (the Birsigtalbahn, a formerly independent narrowgauge railway, representing the Rodersdorf end), whose primary
color was blue, and BEB (Birseckbahn), the original interurban to
Dornach that had a yellow livery. The Route 11 motor-trailer combination has just turned right onto Marktplatz, joining a plethora of
BVB routes in the city center on its southbound journey to the town
of Aesch.

Photos of Basel's green BVB cars will be featured next month.
(Continued next issue)
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STATEN ISLAND’S 157-YEAR-OLD RAILROAD
(Continued from July, 2017 issue)
Staten Island riders always hoped that the
railroad could provide a one-seat ride to
Brooklyn and Manhattan. In the previous issue, we reported that a 1921 law ordered the
city to build a river tunnel. In this issue we
will continue this story of the failed attempt to
build the tunnel. On April 14, 1923, Mayor
Hylan, who was using a silver pick, started
excavating for the Brooklyn shaft at the foot
of 68th Street between Shore Road and what
is now the Belt Parkway. Construction of the
Brooklyn shaft began promptly, but construction of the Staten Island shaft did not begin
until July 19, 1923. This shaft was located at
the St. George Ferry Terminal near the toll
booths between the inbound and outbound
ferry lanes. It was filled in when the terminal
was rebuilt after the 1946 fire. After construction was completed in 1925, a state law was
passed limiting the use of the tunnel to passenger trains. When bids for tunnel construction were opened on May 8, 1925, no contractors bid for the job and work on the shafts
stopped. Unfortunately, the city wasted more
than $4.2 million, $472,568 for the Brooklyn
shaft and $762,715 for the Staten Island
shaft.
There was much controversy about this
tunnel, which was apparently not intended to
connect with BMT. If passenger service had
been operated, it would have been a separate railroad whose destination was not specified.
(Editor’s Note by Bernard Linder: There were
persistent rumors that through service would be
operated with BMT, but we are not aware that
city officials ever discussed it with BMT officials.
At that time, BMT was unable to provide adequate service because the city was slow constructing the 14th Street and Nassau Street Lines.
We believe that BMT would have been reluctant

to schedule additional Staten Island trains.)
In 1923, the State Legislature decided to
reduce air pollution by passing a law requiring New York City railroads to discontinue
steam operation. The company complied and
started ordering and installing electrical
equipment. Because Staten Island riders always hoped that they could enjoy a one-seat
rail ride to Brooklyn and Manhattan, the company ordered electric MU cars that were the
same size and operated on the same voltage
as the BMT B-Types. Their door and seating
arrangement was different. The company
also replaced the old track rails with 100pound rail. Power was supplied by Staten
Island Edison’s power house through highvoltage transmission lines to substations
where the high-voltage alternating current
was converted to 600-volt direct current. The
third rail and protection board were similar to
the BMT installation. The signal system,
which was unique to the Baltimore & Ohio
Railroad, consisted of four-aspect color position light signals, largely approach lighted.
Because there were white lights above and
below the position light signals, twelve different aspects could be displayed.
Electrification proceeded rapidly; the first
electric MU car arrived at Staten Island on
April 13, 1925. Third rails were installed on
portions of the line and it was expected that
power would be turned on in the next few
days. Clifton Shop was equipped to maintain
the new electric cars, which started operating
June 5, 1925 on the South Beach Branch.
When electric trains started operating July 1,
1925 between St. George and Tottenville,
there was a ceremony. The first electric train
departed immediately after the ceremony
carrying borough and Baltimore & Ohio offi(Continued on page 18)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from July, 2017 issue)
railway overpasses were completed in the same segment between Calamus Road and Thomson (45th) Avenue, the very last piece of right-of-way to be graded
from untamed land was the embankment that crossed
the Long Island Rail Road Main Line, Maurice Avenue,
the North Side Division, and Queens Boulevard between their respective overpasses. This job was finally
started in May of 1917 and finished within weeks, dovetailing well with the laying of track. That final, critical
task was completed from Bay Ridge to Fresh Pond in
the summer of 1916 and continued on to Bowery Bay
Junction through the year 1917, with the line reaching a
state of beneficial use by the Yuletide (Christmas).
Initial completion of the lower portion of the New York
Connecting Railroad was marked by the activation of
manual block signal stations on the LIRR Manhattan
Beach Division at “NU” (New Utrecht), “MJ” (Manhattan
Beach Junction), “NO” (New Lots), “KN” (Pitkin), and
“FN” (Fremont), all across Brooklyn and Queens, on
January 17, 1918. At that time the southerly portion became operational for through freight service between
Port Morris and Bay Ridge, with the final increment to
Bay Ridge itself operated under timetable authority. Actual operations commenced on January 28, at which
time the first New Haven freight trains crossed the Hell
Gate Bridge and made their way south past Bowery Bay
Junction, but strictly to perform interchange with the
Long Island Rail Road at the Fresh Pond Junction connection, where a series of sidings were laid on the newly-completed ramp, before returning north. At that time
trains traversed varying segments of finished and unfinished track en route, which would remain the case for
some time to come, particularly on the multiple-iron
Manhattan Beach Division. On April 8 both main freightoriented tracks of the New York Connecting Railroad
were fully completed from their origin as the “new” 5
and 6 at Port Morris in the Bronx, across the Hell Gate
Bridge to Bowery Bay Junction, and all the way to their
union with the Manhattan Beach Division at Fresh Pond
in Queens. Nevertheless a variety of issues (manpower,
equipment, yard space and traffic management, for example) had to be worked out before the first through
freights were at last able to run on behalf of the Pennsylvania Railroad, both ways between the Bay Ridge
car floats in Brooklyn and Cedar Hill Yard near New Haven, Connecticut on May 7, 1918.
A key event to the inauguration of through freight service was the opening of so-called “West Yard” along the
LIRR Montauk Division. This was required as a staging

Completing the New York Connecting
Railroad—Progress in Baby Steps and Evolving Freight Operations

Back on the line toward Brooklyn, work on an 80-footwide cut progressed all through 1915 and well into the
following year, from a point south of Fillmore (35th) Avenue to the end of Section “C” at Grand Avenue, with a
separate contract for construction of the long concrete
arch bridge across Queens Boulevard being let on July
14. Just as it had done with the Long Island Rail Road
during construction of its “Woodside-Winfield cut-off,”
the City of New York worked in partnership with management of the New York Connecting Railroad to guide
its design and construction from an aesthetic and public
benefit perspective, given that the wide thoroughfare it
was to traverse was then being created by widening
Thomson Avenue to about four times its original size
(including a reservation for the Jamaica trolley of the
Manhattan & Queens Traction Company). Whereas the
LIRR effort had culminated in a three-section girder
span with ornate steel facing, suspended between
Beaux-Arts concrete piers that were adorned with arches intended for pedestrian passage, after a number of
design proposals the Connecting Railroad’s rendition,
as completed during 1916, was composed of three adjoined all-concrete arches featuring Beaux-Arts styling
throughout (and with no provision for pedestrians at all).
The feature attractions on Section “D” in 1915 were the
installation of a temporary overpass at Grand Avenue in
Elmhurst and construction of the tunnel beneath Lutheran Cemetery on the edge of Ridgewood. In the first instance a bridge fabricated of large timbers took shape
that was crowded with utility lines as part of the structure and also had to carry BRT’s Flushing-Ridgewood
trolley over the excavation site. Meanwhile, once
ground through the Great Juniper Swamp had been
stabilized using a “blanket fill,” piles, and massive quantities of concrete, a contract for that second, and equally
critical, undertaking was granted on July 20 with site
preparation already underway by August 8. A modified
cut-and-cover method of construction was begun on the
tunnel in the middle of an otherwise frozen graveyard
during February of 1916, lasted through the entire construction season that followed, and was finished in November, when the cemetery Superintendent’s home
was shored up after it was slightly dug beneath as part
of the intended alignment. The finished excavation
measured 518 feet long, 80 feet wide, and about 25 feet
deep (all covered by a concrete and steel deck overlaid
using tons of soil), with two tracks to be installed and
provision for a future expansion to four. Well after the

(Continued on page 3)
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passed through the Manhattan Beach Junction station
beneath Ocean Avenue, which remained as it was reconstructed in 1909. After World War I ended and with it
the materials shortages and labor crises (at least in the
short term), another piece of the New York Connecting
Railroad puzzle was added in April, 1920 with the addition of Track 4 along the eastern edge of the widened
alignment from FN (Fremont) to KN (Pitkin Avenue).
This filled all four track slots provided during the original
construction of the East New York Tunnel (though #1
was still technically a passing siding) and also forced a
realignment of the interchange lead that ramped up to
the surface-level Atlantic Division right-of-way from #2
track to the new #4. This was followed in 1921 by addition of the “East Yard” at (actually within) Fresh Pond
Junction, which is indicative of the rising traffic volumes
(i.e. success) the New York Connecting Railroad was
experiencing. At the same time Tracks 2 and 4 were
completed from New Lots Road to a set of “blocks” situated at Rockaway Avenue, which created two holding
tracks of about a half-mile each in lieu of even more
yard space.
As operations had evolved over those first few years,
about a half-dozen daily road freights were traveling the
length of the New York Connecting Railroad each way.
These were typical across its several decades of main
line operation though their exact times, “work” (pick-up
and set-off) routines and symbol identifications were
changed frequently. Nevertheless there were some definite patterns established by 1921 (if not before) that are
worthy of examination, if only to shed some insight on
exactly how the New York Connecting Railroad did its
job. All originating trains were assembled by LIRR
crews and a fleet of small 0-8-0 steam engines (or vice
versa if headed west) at the four Bay Ridge car floats
off 65th Street, euphemistically referred to as “Abie,”
“Benny,” “Charlie,” and “Davy.” Road trains between
Bay Ridge (Brooklyn) and Cedar Hill (New Haven) traditionally held “NG” or “GN” symbols (as in “New Haven”
and “Greenville”) and generally interchanged traffic with
the Long Island Rail Road at Fresh Pond. They also
distributed or received cars at interceding New Haven
yards from Oak Point in the Bronx to Cedar Hill, which
in turn had been dispersed (or gathered by) New Haven
local freights throughout Westchester County and Connecticut, or perhaps forwarded between Cedar Hill and
Hartford or Springfield, Massachusetts.
Another batch of Bay Ridge through freights served
Boston, which were also made up off the car floats but
conglomerated traffic that was specifically bound for the
farthest extreme of the New Haven system. “GB” or
“BG” symbols were ultimately destined for (or originated
at) the A Street Yard on the South Boston waterfront,
which was easily within walking distance of South Station and the traditional version of Downtown Boston.
These typically included at least one expedited train of
“perishables” (usually fresh produce) that had traffic to
be distributed about Boston’s fruit, meat, and flower
markets as then stacked along the Fort Point Channel,

(Continued from page 2)

facility for LIRR at its main point of interchange with the
New Haven and was located immediately west of Fresh
Pond Junction. Pursuant to the original New York Connecting Railroad operating agreement, the New Haven
was granted exclusive governance in the provision of
steam engines and crews on all through freights, in addition to the application of operational norms with regard
to the movement of traffic on to and off of its overall system. Meanwhile, the Long Island Rail Road was bound
by the same compact to handle all local freight and
switching operations as component to its own Manhattan Beach Division (as reconfigured), although much of
the traffic that it moved was actually heading to or from
the New Haven and Pennsylvania Railroads. As a result
it was LIRR that actually staffed the multiplicity of yards
on the Brooklyn and Queens end of the railroad, not
only at the terminal in Bay Ridge but also at Fresh
Pond, other existing facilities, and those yards which
were added across the route’s first decade of existence.
Another stubborn issue related to first-stage operations
was the lack of turning capability for locomotives at the
Bay Ridge terminal. This deficiency forced the power on
every eastbound/northbound through trip to be run tender-forward all the way to Oak Point at least, if not even
Cedar Hill, given that the only available turntable in the
area was located at the Harlem River Terminal. It also
must have made work life interesting for the crews of
trains rumbling south through the East New York Tunnel, who would have been behind the stacks of their
forward-facing units for a half-mile with no means of
ventilation. Perhaps for this very reason, retractable cab
shrouds were added to the New Haven’s road engines
in 1923. This remained the situation for several more
years after that, as long as steam power was used to
haul road trains on the New York Connecting Railroad.
As of August 7, more trackage was opened as part of
an emerging scattershot pattern of progress on the
southern half of the New York Connecting Railroad. #3
Track, the westernmost iron to pass through the East
New York Tunnel, was laid at this juncture from its northerly origin at signal station “FN” as far as “KN” near
Pitkin Avenue. This resulted in a three-track railroad
from Fremont to Cooper Avenue (arranged as 3, 1, 2
west to east); two separate tracks through the Tunnel (3
and 2, along with the passing siding following the alignment of 1); and two tracks (2 and 3) from East New York
to Pitkin Aves. At the other end of the line, a new
(southernmost) Track 4 was forged from Avenue H to
Brooklyn Avenue then continued into an expanded “MJ”
Interlocking at Manhattan Beach Junction. It was joined
by a new Track 1 from Brooklyn Avenue to MJ, wherein
the original Track 1 (northernmost alignment) was redesignated Track 3 and was combined with the original
Track 2 to create a full four-track main line between the
same two points. Beyond the switches at MJ Interlocking Tracks 2 and 4 diverged as previous to the Manhattan Beach Branch (there to be re-labeled 1 and 2) and

(Continued on page 6)
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STATEN ISLAND RAPID TRANSIT
GRADE CROSSING ELIMINATION

Temporary track looking north toward New Dorp, September 6,
1966.
Bernard Linder photograph

Rose Avenue crossing, south of New Dorp, looking east, September
10, 1966.
Bernard Linder photograph

Peter Avenue crossing, south of New Dorp, September 1, 1967.
Bernard Linder photograph

Peter Avenue crossing looking east, September 1, 1967.
Bernard Linder photograph

New Dorp, looking north after grade crossing elimination,
September 27, 1968.
Larry Linder photograph

New Dorp, looking north, September 29, 1968.
Larry Linder photograph
(Continued on page 5)
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(Continued from page 4)

Looking north toward Ross Avenue, south of New Dorp station,
September 10, 1966.
Bernard Linder photograph

Grant City looking north, August 19, 1961.
Bernard Linder photograph

Grant City looking south, September 6, 1966.
Bernard Linder photograph

Grant City.
Larry Linder photograph

Grant City looking north, September 27, 1968.
Larry Linder photograph

Grant City, September 27, 1968.
Larry Linder photograph
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famed Boston & Albany main line and entered the exWorcester, Nashua & Portland route of the Boston &
Maine Railroad next to Union Station in Worcester.
They then proceeded to Ayer, Massachusetts, crossed
B&M’s Fitchburg Division, and made an arc through the
southern New Hampshire municipalities of Nashua,
Windham, and Rochester before approaching its destination city of Portland, Maine from the west. In their
early incarnation these trains were strictly carrying cars
to and from the waterfront on Casco Bay; there was no
such place as the more well-known Rigby Yard until
1923. Indeed, that new South Portland facility may have
come to pass as a direct result of the traffic volumes
engendered by the Bullet, for by about 1928 the through
train from Bay Ridge gravitated to a more conventional
course via the New Haven all the way to Fitchburg (by
way of Mansfield and Framingham), then a series of
contiguous Boston & Maine branches laid along the
Merrimack Valley (through Lowell and Lawrence) to the
railroad’s “Western Route” that linked Portland with
Boston. In modified form (now via Worcester and the
former Boston & Albany Railroad) this pathway persists
to the present day on behalf of Pan Am Railways Corporation, though such trains no longer originate or terminate in Brooklyn. For its part, meanwhile, the old
“WN&P” was eventually put up to the Interstate Commerce Commission for abandonment in 1934 and was
gone as a through route soon thereafter.
In addition to its family of road freights, the New York
Connecting Railroad’s southerly portion was home to
some Long Island Rail Road “local” freight operations
(including one that served the Manhattan Beach
Branch), and a small number of 2-8-0 “Consolidation”
steam engines so assigned. These jobs were also protected under the original operating agreement between
the three participating companies and it was this aspect
of the operation that utilized the various sidings and way
stations (most especially the three elements of Fresh
Pond Yard) and spotted cars wherever necessary to
expedite set-offs and pick-ups with quick, randy crews.
The Long Island also ran a fleet of trains (an operation
essentially unchanged since the days of the New York &
Manhattan Beach) which shuttled freight between Bay
Ridge, Long Island City, and Holban (Jamaica in the
time before that) by way of the Fresh Pond connection.
Naturally, the virtual quarantine of so much motive power for these specialized functions also made for a
cramped, busy engine servicing terminal at Bay Ridge,
one matched in consequence only by the everprominent facilities at Sunnyside (PRR), Cedar Hill
(NYNH&H), and Morris Park (LIRR). In time more yards
were to be added, which eased the switching burden,
but as they were external events also demonstrated that
rail freight traffic was more sensitive to the increasingly
global influences of economy, warfare, and politics than
was originally foreseen as compared to passenger travel, with the rapid growth for which the railroad to Bay
Ridge was rebuilt stunted from an early date. Somewhat
lost in this mix of trains as well in 1921 were the handful

(Continued from page 3)

depending on what commodities were in season. Perhaps most notable among these was a train called
“FGB-2,” which was loaded with fruit and such in Florida
and expedited north, probably on the Atlantic Coast Line
and RF&P to the Pennsylvania, then whisked in a veil of
operational superiority to Greenville Yard, from which it
was floated together to Brooklyn, reassembled, and
sent on north, in time carrying the internal nickname
The Alligator. While working northward a typical “GB”
symbol freight would change crews and/or motive power at Cedar Hill as well as work at one (and only one) of
the major staging yards along the way (Bridgeport, New
London, or Providence). Approaching Boston it might
have diverted to the New York & New England via
Mansfield and Walpole, then dropped some cars at
Readville Yard (vice versa heading west) before heading inbound on today’s MBTA Dorchester Branch, more
traditionally known as the New Haven’s “Midland Division,” to reach the yard in South Boston. During the era
in question (roughly 1918 to 1930, with some aspects
ultimately lasting until stymied by Hurricane Dianne in
1955) there was also one set of “Boston” through
freights carrying “NE” symbols that utilized the New
Haven’s “New York & New England” affiliate as its main
course of travel. These trains also originated off the car
floats from Bay Ridge, followed the New York Connecting Railroad to New Rochelle, and then used the New
Haven’s main line to reach Devon (on the east side of
the Housatonic River), where they diverged to the present-day Metro-North Waterbury Branch. From the latter
point they continued through Plainville and New Britain
to Hartford, bore east to serve Willimantic and Putnam
in Connecticut, and finally crossed the Blackstone River
into Eastern Massachusetts before making a direct approach toward Boston through Franklin, Walpole, Readville, and Dorchester. As might be deduced from its
symbol, this train also worked at several New Haven
yards along its way (though probably not at every yard
on every trip) and aided the efficient distribution of interchange traffic from the Pennsylvania and Long Island
railroads throughout Southern New England.
A third set of road freights to originate at Bay Ridge
were known in time as the Maine Bullet, perhaps representing the highest manifestation of the New York Connecting Railroad as conceived so long before its construction. These trains gathered all the interchange traffic coming off the Pennsylvania that was floated across
New York Bay collectively and intended for points in
Northern New England. After coursing through Brooklyn
and Queens, then rumbling across the Hell Gate Bridge
to the Bronx, they were expedited to Cedar Hill for the
usual change-out of crew and/or power and then followed the New Haven’s “Shore Line” route to Groton,
Connecticut. At that location they turned north on the
“Norwich & Worcester” main line and proceeded to the
latter city through the New Haven “hub” of Putnam in
Eastern Connecticut. From there they crossed the

(Continued on page 7)
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most notable of these was CNJ’s circular freight house,
added in 1907, which was tucked in the block dividing
the New Haven’s Harlem River Terminal and the IRT
Third Avenue “L” station at 133rd Street.
There was also much change around the harbor independent of the Connecting Railroad but of equally profound measure. In 1916 BRT conceded the 63rd Street
terminal at Bay Ridge to the United States Army, which
in the run-up to the First World War (Note: yes, there was
some anticipatory action, and even German-perpetrated sabotage that year as witnessed by the great “Black Tom” explosion of July 30 in Jersey City) created the massive Brooklyn Army Terminal along its landward side and provided
its own massive rail and maritime facility along the attached waterfront. This action also served to close off a
significant portion of First Avenue from public travel
(including removal of the 1912-built overpass), but was
not fully completed until 1919 after the Armistice had
already ended the war. A new factor in the mix was the
emergence of the Bush Terminal in about 1912, after
almost a decade of halting entrepreneurial effort to get
that company moving forward had met with limited success. This mixed rail and maritime facility was originally
occupied with the movement of commodity traffic from
western points to the urbanized Eastern Seaboard. At
that time it had at last started to gain a foothold on regular rail car traffic through its pier frontage at the foot of
36th Street in the Sunset Park section of Brooklyn,
where it subsumed the former 39th Street Ferry terminal
some years after the Long Island Rail Road had discontinued its summer trains to and from Manhattan Beach
in 1902. Bush Terminal Railway was the main operator
but it was also used by the BRT-controlled South Brooklyn Railway during this time, which may have been one
reason there was little resistance to the military appropriation of that company’s facility at 63rd Street in Bay
Ridge. In any case the ever-enlarging Bush Terminal
had suddenly emerged as a player in the movement of
carload freight around New York Harbor by float, and
presented yet another competitive challenge to the New
York Connecting Railroad. In 1918 (again right about as
the war itself was ending) the original terminal there
was adjoined by a U.S. Naval logistics base coined
“Bush Terminal 2,” at which point the older waterfront
became Bush Terminal 1.
(Continued next issue)

(Continued from page 6)

of surviving, largely seasonal, and steam-powered trips
that were made by Long Island Rail Road Manhattan
Beach Branch locals out of Long Island City, which
passed back and forth amidst a veritable forest of
freight train activity between Fresh Pond and Manhattan
Beach Junctions. One can now only imagine what sort
of delights may have captivated the casual trainwatchers of that era as they lingered at any one of the
seven LIRR stations situated at various points along the
New York Connecting Railroad.
As was continually the case, there were also a number of separate, ongoing changes to the state of Connecting Railroad terminal facilities in general as the New
York Bay’s assets evolved. Perhaps of the greatest consequence to its operating triumvirate was the commencement of car float operations at the New Haven’s
Oak Point facility, utilizing a thoroughly modern overhead cable suspension system, in 1908. This addition
vastly increased the amount of traffic flowing through
the northern portions of the joint venture on behalf of
the Pennsy’s competitors, and often helped to fill out
those through trains which earned their livelihood strictly
plying the rails between Bay Ridge and Cedar Hill. To
maintain their economic balance, the other railway companies were also quick to upgrade their existing maritime facilities to a par with those at Greenville after it
matured with the help of the New York Connecting Railroad, with similar overhead cable suspension car float
management systems added by the Erie at Long Dock
(Jersey City) in 1911; the Baltimore & Ohio at St.
George on Staten Island in 1912; and the West Shore
Railroad (New York Central) at Weehawken in 1917.
Well after such was accepted as the operational norm
throughout the harbor, the Long Island Rail Road at
long last followed suit at Bay Ridge when it was finally
completed in 1918. There the existing pontoon system
was replaced with a group of overhead cable installations to efficiently move cars to and from those first New
Haven through trains. Separately, some of the New Jersey-based railroads opened their own, isolated terminal
facilities along the Bronx bank of the Harlem River by
the earliest years of the 20th century, which brought
about even more commercial maritime activity. Perhaps
Staten Island’s 157-Year-Old Railroad

rails were installed from St. George to Elm Park. It was
expected that work would be completed in a week. High
-voltage cable was installed partly overhead and partly
underground from Arlington to St. George. There was
no ceremony when the first North Shore electric train
departed from St. George at 12:10 PM December 25,
1925. It passed the first electric train from Arlington,
whose running time was four minutes less than the
steam trains.
Electrification cost $7 million.

(Continued from page 1)

cials and committees from the neighborhoods.
The train was draped with flags and carried the band
in the first car. It stopped at every station, but did not
accept passengers. Crowds lined every station while
airplanes flew over the train. At night, 600 people attended a banquet.
The North Shore Branch was the last that was electrified. In September, 1925, 75 percent of the new track

(Continued next issue)
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MEMBER RANDY GLUCKSMAN
APPOINTED TO MTA BOARD
On June 19, former Bulletin News Editor Randy
Glucksman (ERA member #3213) received an email
from the Governor’s Office advising him that the New
York State Senate had confirmed his nomination to the
MTA Board. Randy has been a member of the MetroNorth Railroad Commuter Council (MNRCC) representing Rockland County since 2009, and in 2013 was
elected MNRCC Chair. Two other commuter councils
represent New York City Transit subway and bus riders,
and Long Island Rail Road riders. The three councils
comprise the Permanent Citizen’s Advisory Council to
the MTA, or PCAC. The Chairmanship rotates among
the councils and Randy had recently completed a fouryear term as Chair. In June, Randy was elected the
First Vice-Chair. The councils select one of their members to sit on the MTA Board, but lack voting power. He
attended and participated in his first Board meeting on
June 21.
Randy’s interest in trains and buses goes back to his
childhood days, especially with how subway car groupings were made. He found out about ERA in an article in
The New York Times reporting that ERA had chartered
a train of Lo-Vs for a ride on the Dyre Avenue Line. After
filling out an application, he had an interview before a
committee at ERA’s headquarters at 145 Greenwich
Street in lower Manhattan. At this interview, Randy met
several members who would become longtime friends
including Gary Grahl and the late Roger Arcara, Alan
Hannock, and Hal Spielman. Randy joined in April of
1965.
Attending the monthly meetings and going on fan trips
in those early years proved to be a form of professional
networking for Randy and he met other members who
worked for the Transit Authority such as Don Harold,

and others no longer with us, including Raymond Berger, Frank Goldsmith, and Martin Schachne. For over
30 years, and 304 columns, Randy was the editor of the
Commuter and Transit Notes column in the Bulletin,
which he created for the New York Division and which
has evolved over time.
Randy’s career in transit was launched in 1972 when
he started as a “B” Division (now Subdivision “B”) Conductor. Interestingly, on the same day, the first BART
line also opened. After fourteen months, he was promoted to Motorman (Train Operator) and subsequently
Train Dispatcher (1980), IND Trainmaster (1983), and
Superintendent (1985). He also had a variety of special
assignments in those 15 years and worked practically
everywhere. Randy’s last 10 years at MTA New York
City Transit were with the Department of Capital Program Management, where he was responsible for coordinating the track outages (General Orders) and work
trains for the capital program. Randy’s most recent role
was with Systra Consulting for fifteen years as a rail
operations analyst.
Despite personal sacrifices with working off-peak,
weekends and holidays when he started, Randy remarked that he had a very satisfying 25+-year career at
MTA. At the June 21 MTA Board meeting, Vice Chairman Fernando Ferrer, while introducing the new members, stated that he was “returning to the MTA.” The
skills learned there along with Systra will aid in Randy’s
ability to offer suggestions for a better commuting experience for customers. (Editor’s Note from Alexander
Ivanoff: One of those customers happens to be yours truly, as
an infrequent customer of Metro-North’s west-of-Hudson
services).

Around New York’s Transit System

due to this derailment, some W trains were diverted from
their normal terminus of Astoria to 96th Street on the Second
Avenue Subway to act as service gap fillers and as attempt to
maintain some regularity of service on the Manhattan portion
of Q.) (WNBC-4 TV News, July 21)

(Continued from page 20)

Southbound service on the line was restored around 5
PM. (Personal Observation by Ronald Yee: During the morning and midday, with Q experiencing major delays in service

SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED JUNE 25, 2017

LINE

AM RUSH

PM RUSH

1

20 R-62, 300 R-62A

20 R-62, 290 R-62A

5

340 R-142

340 R-142

2

340 R-142

320 R-142

6

360 R-62A, 30 R-142A

360 R-62A, 40 R-142A

3

250 R-62

250 R-62

7

33 R-62A, 363 R-188

22 R-62A, 352 R-188

10 R-62A

10 R-62A

4

220 R-142, 130 R-142A

LINE

nd

210 R-142, 120 R-142A

S (42 Street)

8

AM RUSH

PM RUSH
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ELECTRIC TRACTION IN THE DEEP SOUTH
By Alexander Ivanoff, with assistance from Ronald Yee
photos as noted
On the first day of July at 7:30 PM, nearly fifty ERA
members and guests joined together for the opening of
ERA’s annual convention at the Crowne Plaza Atlanta
Midtown. Opening the convention was Matthew Tankersley, co-author of the comprehensive 2012 publication, Historic Streetcar Systems in Georgia. This
work was commissioned and funded by the Georgia
Department of Transportation and traces the history,
development and decline of electric traction in the state
of Georgia (prior to MARTA) with specific focus on the
Greater Atlanta region, and as a bonus was available as
a PDF. The presentation was well-received by the membership and we eagerly awaited our first day of riding.
On July 2 (Sunday), we left a little before 9 AM for
MARTA’s North Avenue station, just two blocks away
from our hotel. All members of the group were given
pre-loaded one-day Breeze cards and rode from North
Avenue to Lindbergh Center, where we were taken by
an out-of-service bus to the Armour Yard maintenance
facility. The club was given a comprehensive tour of the
facility by MARTA shop managers, which included many
photo opportunities for the conventioneers of both rolling stock in the shop and the machinery and apparatus
used in the maintenance of MARTA's car fleet. The
group then returned downtown to Peachtree Center,
where MARTA's north-south line interchanges with the
Atlanta Streetcar, a relatively new addition to that city's
rail transit scene.
Opened at the end of 2014, the "Downtown Loop", as
the streetcar route is referred to by the locals, is 2.7
miles long with 12 stations and is served by four Siemens S-70 class light rail vehicles. Conventioneers
were given a green wristband (similar to those issued
by theme parks) as their day pass to ride the streetcar
as long as they wished. The group boarded at the
Peachtree Center MARTA transfer station and many
rode the entire loop at least once before stopping off for
lunch or photos at locations of their choice. Most of the
group stayed very close to the streetcar, but a few did
take the opportunity to ride the MARTA system in depth.
As no activities were planned for that evening, a group
of us went in the evening to the South City Kitchen Midtown, a quick ride from the hotel, but we spent more
time waiting for a train to come if anything else!
On July 3 we left the hotel at 9:15 AM for the Southeastern Railway Museum in suburban Duluth, Georgia.
The Museum was founded in the 1970s by the Atlanta
Chapter of the National Railway Historical Society. It is
the official transportation history museum of Georgia,
with over 90 pieces of rolling stock featuring railroading
from across the country. In addition to a quick train ride
in the museum's yard, we were given tours of the museum and had ample photo opportunities. I was personally
interested in the General Electric 44-ton switcher origi-

nally operated by the New York, Ontario & Western
Railway (NYO&W) along with the ex-Northern Pacific
slumbercoach. One of the more exotic pieces was the
“Superb” private railcar, which was used on President
Warren Harding’s Voyage of Understanding trip.
(Editor’s Note from Alexander Ivanoff: Ironic for it carried a
less-than-superb President, whose name recently resurfaced
when talk show host John Oliver bought a wax figure of the
29thand other Presidents after a museum closed). Other highlights included several taxicabs, some retired MARTA
equipment, and some stored trolley equipment and other railcars and locomotives.
Our Annual Banquet was held that evening at the hotel. Our featured speaker was MARTA’s Chief Operating
Officer Richard Krisak, who discussed organization’s
past, present and future transit plans for the greater Atlanta region. Krisak has been involved with the development of many start-up rail systems, including those in
Buffalo and Houston. I was amazed to find out that he
had spoken to the ERA on two prior occasions before,
and his presentation to the group received praise.
I never thought I would have ever in my life spent the
Fourth of July on a train, but I can now say I have. After
a painfully early wakeup, we had a quick buffet before
boarding our chartered bus bound for the Peachtree
station in northwest Atlanta at 6:30 AM in our chartered
buses. With the Peachtree Marathon in full swing, the
decision to leave earlier was essential in helping us be
on time; however, there were some late stragglers who
made the train with just minutes to spare! We rode
Amtrak’s westbound Crescent, which departed an hour
late but managed to make up some time into New Orleans, arriving about 8 PM. While aboard the train, many
of the group opted to take advantage of having lunch
and dinner in the heritage dining car (8507) over the
offerings of the café car. Much to its credit, Amtrak had
contacted ERA President Bob Newhouser to inquire
about the anticipated dining habits of the group. The
conversation concluded with Amtrak making arrangements to stock the train with additional food so they
would not run out of food enroute. A chartered MCI motor coach was waiting for us at Union Passenger Terminal to take us to the Renaissance Pere Marquette Hotel.
For our last day (July 5), we left the hotel at 8:30 AM
and walked a block to the St. Charles Streetcar. Each
participant was provided an all-day pass to ride all bus
and streetcar lines of the New Orleans Regional Transit
Authority. We were broken into two groups and took
regular service on the historic St. Charles Streetcar to
NORTA’s Carrollton Barn and Shops near the end of the
line. I was blown away by the shop’s ability to maintain
the ninety-plus-year-old cars, especially the opportunity
to meet NORTA’s in-house carpenter, whose task is to
(Continued on page 15)
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No. 344
by Ronald Yee, James Giovan, and Alexander Ivanoff

Metropolitan Transportation Authority
New York State Governor Andrew Cuomo announced
the return of Joseph J. Lhota as the next MTA Chair.
The Governor also directed the new Chair to begin a
search for a permanent new Chief Executive Officer
(CEO), splitting up a position that had been held by one
person for years. Lhota returns to the Chair’s position
after leaving a one-year tenure (2012-3) to run for
Mayor of New York City. (Metro Magazine, June 26)
MTA Long Island Rail Road
New schedules were issued effective July 24 making
some adjustments to the July 10 train schedules that
had been issued for the Penn Station New York rehabilitation work project. Interestingly, they have an expiration date of August 20, which suggests yet a third
schedule change during the span of this project. During
the AM Peak, to increase the number of opportunities
for customers to transfer for Brooklyn-bound service,
three trains are adding stops at Jamaica, East New
York, and Nostrand Avenue. The 6:57 AM train from
Freeport will add stops at Jamaica (arriving at 7:19 AM),
East New York (7:29 AM), and Nostrand Avenue (7:34
AM). It will arrive at Atlantic Terminal at 7:39 AM. The
7:29 AM train from Freeport will add stops at Jamaica
(arriving at 7:49 AM), East New York (7:58 AM), and
Nostrand Avenue (8:03 AM). It will arrive at Atlantic Terminal at 8:08 AM. The 8:10 AM train from Freeport will
add stops at Jamaica (arriving at 8:29 AM), East New
York (8:37 AM), and Nostrand Avenue (8:42 AM). It will
arrive at Atlantic Terminal at 8:48 AM. On the Port
Washington Branch, the schedules of three trains are
being adjusted to improve performance and reduce congestion in the crowded corridor between Woodside and
Penn Station. The 8:08 AM train from Port Washington
will depart one minute earlier from Manhasset (at 8:15
AM) and two minutes earlier at Great Neck (at 8:17 AM)
and will arrive at Penn Station two minutes earlier, at
8:42 AM. The 8:24 AM train from Great Neck will depart
between one and four minutes earlier from Great Neck
through Bayside, arriving one minute later at Woodside,
and three minutes later into Penn Station, at 9:02 AM.
New departure times are: Great Neck at 8:20 AM, Little
Neck at 8:24 AM, Douglaston at 8:28 AM, Bayside at
8:32 AM, and Woodside at 8:49 AM. The 8:18 AM train
from Port Washington will depart one to two minutes
later at Little Neck (it will now depart at 8:33 AM) and
Douglaston (8:37 AM) and will arrive at Penn Station
three minutes later, at 9:05 AM. On the Babylon Branch,
weekday midday schedule changes from 9:30 AM to 3
PM will permit the closure of one of the two tracks on
the line to allow crews to accelerate the pace of a 10mile-long track project between Wantagh and Babylon
replacing 7,080 wood ties. The schedules of some Montauk, Speonk, and Patchogue trains have been adjusted
to insure that connecting service is maintained during
10

the project. Service at Amityville, Copiague, Lindenhurst, and Babylon will be reduced to one train per
hour from the current two trains per hour. The semiexpress trains that depart Penn Station at 9:22 AM,
10:22 AM, 11:22 AM, 12:22 PM, and 1:22 PM will make
all usual stops to Wantagh, where they will terminate. (A
Freeport stop has been added to these trains). Customers bound for Amityville, Copiague, or Lindenhurst
should board the local trains departing Penn Station at
5 minutes past every hour from 9:05 AM until 2:05 PM.
During the evening rush hour, selected trains will arrive
at their final destinations between one and four minutes
later. Train departure times from Penn Station, Atlantic
Terminal, or Hunterspoint Avenue are not being adjusted. There are no changes to weekend train schedules.
(Editor’s Note by Ronald Yee: As a timetable collector, I
picked up several copies of the new July 24 schedules from
the timetable rack at the Woodside LIRR station and quickly
noticed that NONE of the aforementioned changes are reflected in the new City Terminal Zone, Babylon, or Port Washington Branch printed timetables. The schedules are identical to
the July 10 schedule. While the MTA-LIRR website has schedules that do reflect these changes and may be printed by people with access to the Internet, there appears to have been a
misprinting of the printed timetables on the timetable racks at
stations, making them potential collector’s items. As many
station information kiosks convey schedule information using
public schedule folders, the information conveyed to the public beginning July 24 may be inaccurate.) (LIRR press release, July 21)
NJ Transit
While reduced NJ Transit operations into and out of
Penn Station New York (PSNY) and Midtown Direct
Morristown Line service diverted to Hoboken have gone
mostly well during the Penn Station reconstruction project, the railroad has been experiencing a shortage of
train crews to operate its trains, resulting in a few train
cancellations each day starting July 17. NJ Transit cited
union work rules that permit a train crew person to take
up to 48 hours off from work due to operational changes
to their jobs. (Editor’s Note by Ronald Yee: MTA MetroNorth Railroad has similar work rules. For 10 years, I was
one of 3 Managers in charge of the railroad’s Crew Dispatching Center. If a train and engine service employee’s job
is altered by the carrier, either a change in assigned trains
worked (even a change to a single train number in the run),
an increase or decrease to the length of scheduled break periods, on and/or off duty times, that employee is permitted a 48hour period of “displacement rights,” a seniority-based right
to get off the job (that has become undesirable to its incumbent) and “bump” onto any other job their seniority can hold.
Consequently, employees who are “bumped” have their own
48-hour period to exercise their displacement rights onto
another job. Literally, the railroad can “lose” an employee
(Continued on page 11)
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for two days, up to four if that person “plays the system
right” and bumps onto a job that is about to begin its scheduled rest days. The results of such a cascading series of displaced employees generates artificial and often unexpected
crew shortages affecting the railroads ability to operate
scheduled service.) (New York Post, July 18)
NJ Transit announced plans to replace its 1977-8vintage Arrow III single-level electric multiple unit (EMU)
trains with 113 new multilevel EMUs similar in appearance to its existing fleet of multilevel push-pull coaches.
230 Arrow IIIs (200 pairs and 30 singles) were built by
General Electric in 1977-8 and were given a mid-life
overhaul by ABB in 1992-5. The rebuild with a.c. traction motors enabled higher horsepower motors to be
installed on these cars, enabling the truck under the
pantograph on each car so equipped to become nonpowered. However, issues with the traction motors
eventually led to the cars being limited from their original 100 mph capability down to 90 mph and eventually
to 80 mph. The last upgrade for these cars was the
2014 replacement of the original twin-armed Stemmann
pantographs with single-armed TransTech pantographs
for the 160 cars remaining in service. The new multilevels will feature 2x2 seating, eliminating the dreaded
middle seat of the Arrow IIIs. (nj.com, July 7)
Amtrak
Amtrak’s President and Chief Executive Officer Wick
Moorman has issued numerous statements and progress reports that the ongoing emergency trackwork at
Penn Station New York is proceeding on schedule and
is expected to be completed by the planned September
1 deadline. (Newsday, July 21)
Amtrak announced Richard Anderson as its next President and Chief Executive Officer. In an unusual twist,
Mr. Anderson comes to Amtrak from not a railroad or
transit background, but directly from the airline industry.
He most recently served as the Executive Chairman of
Delta Airlines and was its Chief Executive Officer from
2007-16 and Chief Executive Officer of Northwest Airlines before it was absorbed by Delta. He has a number
of great working relationships with Washington, D.C.’s
Congressional establishment, a helpful asset in today’s
political and fiscal environment. Anderson got his start
in the transportation business in the legal division of
Continental Airlines and began his professional career
upon graduating from the South Texas College of Law
as a county prosecutor in Texas. Interestingly, his father
worked for the Atchison, Topeka & Santa Fe Railway
and was based in Galveston, Texas. He and Wick Moorman will be co-Chief Executive Officers of Amtrak until
December 31 as Anderson transitions into his new position. (The Washington Post, June 26)
On that note, Amtrak is now exploring the possibility of
increasing the seating capacity of its coaches by taking
a page right out of the airline industry, decreasing the
legroom or spacing between each row of seats. Touting
the fact that Amtrak’s Northeast Corridor (NEC) trains
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will never be as cramped as airliner seats on the air
shuttles plying the skies between Washington, D.C.,
New York City, and Boston and never have that dreaded
middle seat on most airliners, Wick Moorman stated the
need to increase seating and capacity of its Northeast
Corridor Regional trains and increase its passenger revenue income stream at the lowest possible cost to the
railroad. (Reuters News Service, July 12)
Amtrak is operating three round trips out of Albany,
New York to Grand Central Terminal. This move reduces the train traffic into and out of Penn Station New York
during the reconstruction project that has removed from
service up to three of 21 tracks and portions of the interlocking west of the station. The trains are #230, 236,
and 242 from Albany to Grand Central Terminal and
trains #233, 235, and 239 from Grand Central Terminal
to Albany on weekdays. Of interest is how these trains
are operated into Grand Central Terminal with Amtrak’s
dual-mode P-32-AC-DM locomotives. From a reliable
internal source, Amtrak’s shop at Rensselaer has modified three of its P-32-AC-DMs with a new shoe bracket
to position the third rail shoe at the correct height and
then mounted its usual contact shoes upside down to
be able to operate with Metro-North Railroad’s underrunning third rail into Grand Central Terminal. (The
normal configuration is designed to operate on the overrunning LIRR third rail into Penn Station) It also modified three P-42-DCs to operate on the diversion service
trains. While they will not operate in diesel mode in the
Park Avenue Tunnel, they have been modified to allow
them to serve as cab cars. The low-speed back-up
switch was replaced by a mode-change switch to enable these locomotives to control the P-32-AC-DM on the
opposite end of the train. There apparently were not
enough Capitoliner (ex-Metroliner) cab cars available to
press into this temporary service. To eliminate the need
for food and beverage servicing (Metro-North no longer
has a commissary department in Grand Central Terminal) the three round-trips selected for diversion to Grand
Central Terminal do not have any food services aboard.
While the trains are arranged so the P-32-AC-DM is on
the south end of the consist and the P-42-DC is on the
north end, the trains are allowed to operate around the
Grand Central Terminal loop track if the need arises.
(Ronald Yee, July 23)
An Amtrak Cascades utilizing TALGO equipment derailed near the town of Steilacoom, Washington at
Chambers Bay southwest of Tacoma around 2:30 PM
on Sunday July 2. Train #506 from Eugene-Springfield,
Oregon to Vancouver, Canada apparently passed a
stop signal on its approach to a bridge on Chambers
Bay and was directed off the tracks by a derail protecting it from just such a “runaway train”. Press photos indicate that the train was prevented from reaching the
open moveable bridge. The lead locomotive, F-59-PHI
467, derailed and rolled over onto its side and the TALGO transition baggage car and two of the articulated
TALGO coaches derailed and were slightly tilted over,
(Continued on page 12)
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but still within alignment of the mainline track. Fortunately, only a few minor injuries were reported among
the 267 passengers. (Foxnews.com, July 2)
Starting this fall, Amtrak will shift its route for the Cascades and Coast Starlight services between Tacoma
and southward to Dupont, Washington from its current
route following the eastern shoreline of Puget Sound
(the same line where the July 2 Cascades derailment
occurred) to a new routing called the Point Defiance
Bypass route. This will reduce running times by ten
minutes and allow two additional round-trips on the
Cascades service between Seattle and Portland. The
route will also have a new station stop in Tacoma at
Freighthouse Square. Test trains utilizing Sound Transit
commuter rail equipment began operating on July 22 at
speeds up to 50 mph over the new route to test out the
signals and other systems. (Trains Magazine newsletter, July 11)
Other Transit Systems
Boston, Massachusetts
The Massachusetts Bay Transportation Authority will
close down its Lowell rail line for weekend service between August 5 and October 1 for positive train control
work, the agency recently announced. MBTA officials
say the closure is needed for the installation of all PTCrelated infrastructure. During the two-month work shutdown, workers will install trackside technology, communication systems, and on-board technology. Weekday
service will not be affected. In early July, the agency
began its first PTC project on its Newburyport-Rockport
route. The agency must meet the federally mandated
PTC deadline of December 31, 2018. While weekday
service will stay in place, buses will be operating on
weekends along the Lowell Line through early October.
The route operates north from Boston to Lowell, Massachusetts, a distance of about 25 miles. It has nine stations and is part of the original Boston & Lowell Railroad
that dates back to the 1830s. (Trains Magazine, July
18)
Baltimore, Maryland
Maryland Transit Administration officials recently announced they plan to partially close the RailLink light rail
system for 18 days from July 25 to August 11 for critical
maintenance work. The light rail system will be closed
between the North Avenue and Camden Yards stations
in both directions. Light rail service to Baltimore Penn
Station will additionally be halted in order for maintenance crews to be able to replace rail and facilitate other infrastructure improvements. During the service disruption, shuttle buses will provide alternate travel. Baltimore’s light rail system spans approximately 30 miles
and has over 30 stations. The tracks run through downtown streets and rights-of-way from former Northern
Central Railway and Baltimore & Annapolis Railroad
lines. (Trains Magazine, July 20)
Washington, D.C. area
The Washington Metropolitan Area Transit Authority is
12

looking into ways to increase revenue from advertising.
One idea involves selling the naming rights to four Metro rail stations, according to WAMU-FM. The four station names up for grabs include Gallery Place, Navy
Yard-Ballpark, Metro Center, and L’Enfant Plaza, according to documents obtained by the radio station. Advertising is anticipated to bring in $24 million out of the
agency's $1.8 billion budget in 2017. WMATA last proposed selling naming rights in 2012, which was met with
criticism from the public. In Colorado, Denver's Regional
Transit Authority sold naming rights of the new A Line to
the University of Colorado, which is listed as the University of Colorado A Line on the agency's website and
other promotional materials. (Trains Magazine, July 10)
Atlanta, Georgia
The Metropolitan Atlanta Rapid Transit Authority has
awarded Kapsch a, $11.6 million contract to develop,
implement, and maintain an account-based mobile ticketing system for use on the city’s Metro and buses.
An app and website will allow passengers to purchase
tickets and manage accounts, and the project will also
roll out validators for smartphone tickets.
Mobile ticketing will be made available across all 38
Metro stations, 565 fixed route buses, and 210 paratransit buses. In the future it could be rolled out to other
transport agencies in the region, such as Georgia Regional Transportation Authority, Atlanta Streetcar, Gwinnett County Transit. and CobbLinc. (Metro Report International, June 30)
Portland, Oregon
Renovations to the Gresham City Hall station were
completed in July. The work had commenced in January
and included upgraded station lighting, station shelters,
tactile warning strips along the platform edges, and
transit information monitors. 14 stations along the 33mile-long Blue Line between Hillsboro and Gresham via
downtown Portland are slated for these upgrades.
(Trains Magazine, July 12)
San Francisco, California
MUNI has begun testing of its new Siemens LRVs in
the MUNI Metro tunnels. Over four weekends from July
22 to August 20, the MUNI subway is closed all day and
night to enable testing of the new cars over the tracks to
insure compatibility with the underground tunnels’ physical clearances, as well as their power systems and cab
signaling, speed control, and automatic stop systems.
Weeknight testing will close the subway after 9:30 PM.
In both cases, bus shuttle service operates along Market Street between Embarcadero and St. Francis Circle,
stopping at designated bus shuttle stops marked with a
yellow half-moon flag. It should be noted that MUNI
Metro service operates out of AT&T Park toward downtown and outbound through the subway for 90 minutes
after every Giants baseball game and BART service is
not affected. (SFMTA Website, July 18)
Los Angeles, California
The Los Angeles County Metropolitan Transportation
Authority (LAMTA) marked the beginning of the retirement of its original fleet of 67 P-865 Blue Line light rail
(Continued on page 13)
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vehicles (LRVs) built in 1990 by Nippon-Sharyo for the
Los Angeles-Long Beach Line. The first two cars were
withdrawn from service in July and the rest of the fleet
will be retired at a rate of four per month, replaced by
new P-3010 class LRVs being delivered from manufacturer Kinkisharyo. A few of the P-865 cars will be retained by LAMTA for ceremonial displays, with a few
others donated to educational institutions for training
purposes and the remainder of the fleet stripped for usable parts and then scrapped. (Progressive Railroading, June 22)
According to Metro’s official ridership estimates, the
Expo Line reached an impressive ridership milestone
during the month of June. With a daily average of more
than 64,000 boardings, Expo is attracting as many riders in 2017 as it was projected to have in 2030. The rail
line, which connects Downtown Los Angeles to the Santa Monica Pier, has proven to be a major success with
Los Angeles’ transit riders, despite complaints about the
line’s speed and reliability.
Expo has outpaced projections in the past, despite
concerns from some quarters about the fitness of rail
technology to serve the former Pacific Electric right-ofway. Expo’s first phase, which terminated in Culver
City, achieved projected 2020 ridership numbers in
2013, seven years early. The Reason Foundation in
2012 had previously said that the projection of 64,000
riders for the full build Expo Line “should be viewed with
some skepticism.” The light rail line has experienced
surging popularity since its six-mile second phase
opened, and now has eclipsed that mark in just over a
year. (urbanize.la, July 10)
Halifax, Nova Scotia, Canada
A group of transit advocates is pushing for a light rail
proposal that would serve Halifax and nearby areas,
according to Global News. The Halifax Light Rail Alliance says that this is a good time to invest in light rail
transportation while Halifax is facing the challenges of a
growing city. The group is recommending that a new
light rail line should run from Sackville and loop around
the Halifax peninsula to Clayton Park using a mix of
pre-existing rails and new infrastructure. Future expansions afterwards could potentially serve the communities of Dartmouth and Spryfield. At this point, a proposal
has been shared with two local politicians. Those who
support the proposal, including Dalhouse University
transportation professor Ahsan Habib, say light rail
could help to boost transit-oriented development in the
area. The Alliance has started a website explaining the
scope of the project. The first phase would include over
twenty stations and potential future expansions using
existing railway tracks. (Trains Magazine, July 21)
Montreal, Quebec, Canada
CRRC Tangshan has been awarded a contract to supply 24 double-deck hauled coaches to operate on commuter services serving Montreal.
The coaches are to be deployed on the Deux Monta13

gnes Line, ahead of the opening of the Reseau Electrique Metropolitain light metro. The coaches are also
expected to replace some of the vehicles operating on
the Candiac Line starting in 2020.
The contract was awarded by the Agence Metropolitaine de Transport, which as of June 1 has become part
of newly created transport agency Reseau de Transport
Metropolitain. Responsible for operating bus and commuter rail services in Greater Montreal, RTM also includes the former transport authorities for the North and
South Shores. (Railway Gazette, June 20)
Montreal commuter trains ran their normal schedules
on the July 4 after the city's transit agency said it had
resolved a staffing shortage.
The Reseau de Transport Métropolitain (RTM) announced on the afternoon of July 3 that was no longer
planning to cancel departures on its Deux Montagnes and Mascouche rail lines on July 4 and 5. RTM
cited a joint effort with CN and Bombardier Transport to
find the two Conductors necessary to fulfil all its schedule commitments.
But the last-minute solution only came after passengers on the Deux Montagnes and Mascouche Lines
saw scheduled departures canceled Monday morning.
Montreal's reorganized transit agency, comprising the
commuter rail agency formerly known as AMT —
realized it was facing a staffing shortage only days after
a contract with Bombardier took effect. As part of the
contract, Bombardier agreed to provide Conductors for
RTM's commuter trains.
The agency initially warned commuters over the weekend that it would be forced to cancel several departures
between Monday and Wednesday, which it did through
several media, including social media.
But Monday morning, a number of suburban commuters arrived to find their usual trains cancelled. Several
complained, saying it was inconvenient because of the
amount of time between trains and because there are
not many other public transit options to get into the city.
(CBC News, July 3)
London, England
Construction contracts worth about $9 billion have
been granted by the British government-owned company constructing a new 220-mph high-speed rail line from
London to Birmingham. Construction is anticipated to
start this year and the line may enter service around
December, 2026. The British plan is similar to both
French and German high-speed lines that also use already in place rail lines to access cities that are not directly on the new route. The British line will operate at
faster speeds than both the German ICE and the
French TGV trains. The new route will extend in a “Y”
formation north from Birmingham to both Manchester
and Leeds in northern England. It has also been confirmed that it will have direct links to both cities and connections to the existing London to Glasgow, Scotland on
the West Coast Main Line, and the London-YorkEdinburgh East Coast Lines. Trains on the new network
will be able to travel up to 225 miles per hour and up to
(Continued on page 14)
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125 miles per hour on existing routes that connect to it.
The first phase of the new high-speed line will be run by
Virgin Rail. The long-term contract is currently being
considered with all potential operators required to partner with a proven international high-speed rail operator;
high speed operators from France, Italy, Germany, and
Japan have all announced partnership deals with the
various companies bidding. The process of buying a
fleet of brand new 220-mph trains is also now beginning. (Trains Magazine, July 17)
All-night service on part of the London Overground
network will begin in December, Mayor Sadiq Khan announced on July 3.
Service on the East London Line between New Cross
Gate and Dalston Junction is to run through the night on
Fridays and Saturdays, with all-night service extended
to Highbury & Islington starting next year. Stations are
to be staffed at all times while trains are running.
Night service will not initially call at Whitechapel, owing to work associated with the Crossrail project. Trains
are expected to start calling at Whitechapel in mid2018, once the Crossrail works have been completed.
Unlike most of the London Overground network, which
runs on routes owned by national infrastructure manager Network Rail, the route between New Cross Gate
and Highbury & Islington is managed by Transport for
London.
Night Tube service is due to be rolled out to parts of
the Metropolitan, Circle, District, and Hammersmith &
City Lines after the “Four Lines Modernization” program
has been completed in 2023. (Metro Report International, July 3)
Luxembourg
Test running on the first section of the capital’s light
rail line was officially launched on July 12, with a ceremony at the new Tramsschapp depot attended by Minister of Infrastructure & Sustainable Development
François Bausch, Mayor of Luxembourg Lydie Polfer,
and leader of the City Council Sam Tanson.
The start of test running follows the delivery of the first
of the 21 CAF-built Urbos trams on February 8. Dynamic trials will initially take place on a section of the reserved track alignment along Avenue John F. Kennedy
in Kirchberg between Luxexpo and Coque. The
750 V DC overhead line on this section was energized
on July 10. According to project promoter Luxtram, the
test program will step up in a series of stages over the
next few months in order to verify that both the rolling
stock and fixed installations are functioning correctly.
Luxtram expects to be ready to start a period of shadow running in November, operating full service under
normal conditions but without passengers. Revenue
service on the 8-kilometer (5-mile) Kirchberg section
between Luxexpo and Pafendall-Rout Breck stop near
Pont Rouge is scheduled to begin on December 10.
Construction is currently in progress on the
Limpertsberg section from Pont Rouge to Stareplaz/
14

Etoile, which will add a further three stops. Completion
of the full 16-kilometer (10-mile) route from Luxembourg
Airport to Cloche d’Or is now expected around 2021.
(Metro Report International, July 13)
Bremen, Germany
Bremer Strassenbahn signed a contract with Siemens
on June 29 for the supply of 67 Avenio trams, with an
option for up to 17 more.
Deliveries are due to begin in early 2019. Designated
GT8N-2, the Avenios are to replace Bremen’s GT8N
trams.
The four-section steel-bodied trams will be 37 meters
(121 feet) long and 2,650 millimeters (8.7 feet) wide,
with capacity for 259 passengers. They will have multifunctional spaces and an electric ramp at one door. Other features include LED lighting, air-conditioning, and
regenerative braking that will feed energy back into the
grid or power the HVAC. Maximum speed will be
70 kilometers per hour. (Metro Report International,
June 29)
Braunschweiger Verkehrs-GmbH has ordered seven
Tramino II trams from a joint venture of Stadler Pankow
and Solaris. Deliveries are due to begin in 2019, with
half of the €18.9 million cost to be met through the Niedersachsen Land transport agency LNVG.
The unidirectional Tramino Braunschweig II is an updated version of Solaris’ Tramino vehicle. The 100%
low-floor four-section trams will be 35.7 meters (123
feet) long with capacity for 204 passengers, including
79 seated. Unlike the earlier Tramino model, they will
have two wheelchair spaces instead of one.
Braunschweig already has 18 Tramino vehicles in service, which were supplied by Solaris under a €33.1 million contract signed in 2012. (Metro Report International, June 30)
Beijing, China
China Railway Corporation’s (CRC) new fleet of
CRH2E high-speed sleeper trains began passenger
service on the Beijing–Shanghai Line on July 1. The
412.8-meter-long 16-car trains, which can hold up to
880 passengers, are initially only being used on one
pair of trips that will operate via the main network with a
travel time of just under 12 hours. The 250-kilometerper-hour trains are being built by CRRC Qingdao Sifang
Locomotive and Rolling Stock. (International Railway
Journal, July 10)
CRRC Qingdao Sifang unveiled a new version of its
suburban electric multiple-unit family at the UrTran 2017
exhibition in Beijing in late June.
Designed for journeys of 50-100 kilometers (30-60 mi)
les, which are longer than those typically made by metro, the EMU has more powerful traction equipment than
a metro train, enabling it to reach speeds of up to
140 kilometers per hour. Like metro trains, it features
rapid acceleration and braking. The dual-system unit is
capable of drawing power at 25,000 volts/50 Hz and
1,500 volts d.c..
The design is based on CRRC’s Type A metro platform, with wide doorways for boarding and alighting.
(Continued on page 15)
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Added interior features are intended to enhance comfort
on longer journeys.
CRRC says that the train forms part of a vision to create a “1 h metropolitan area,” where faster trains could
serve outer suburbs and satellite cities that could be
reached in an hour from the center of a large city. Several cities are developing such networks, including Beijing, Guangzhou, Wuhan, and Wenzhou. (Metro Report
International, June 29)
Shenzhen, China
A tram network in the Longhua district of Shenzhen
opened for revenue service on June 29.
The route runs from the northern terminus of metro
Line 4 at Qing Hu to Guanlan, which is on the metro
line’s northern extension to Niuhu, due to open in 2020.
The 9.2-kilometer (5.7-mile) route has 15 stops. A 2.7kilometer branch with five stops runs east from
Huanguan South Road to Xia Wei.
Construction began in December, 2013, although the
build-operate-transfer public-private partnership concession was signed between Shenzhen Metro Group and
China Railway Construction Investment Group in July,
2015. Construction cost 1.38 billion yuan.
Services are operated with a fleet of 15 four-section
trams. The first was delivered to the Hengken depot in
March, and dynamic testing started in May. The trams
are 36 meters long and 2,650 millimeters (8.7 feet) wide
with capacity for 300 passengers. Maximum speed is
70 kilometers per hour. The vehicles are equipped with
Electric Traction in the Deep South
(Continued from page 9)

assemble and repair the seats found in the streetcars.
After the shop tour, NORTA provided two chartered
cars for the group. Due to NORTA policy restrictions, St.
Charles cars could only be used in passenger service
on the St. Charles Line and were prohibited from carrying passengers (regular or charter) on the other lines.
The same applied for the Riverfront, Canal Street, and
Loyola-Rampart Line cars, which were not allowed to
carry passengers on the St. Charles Line. Hence the
need for two cars and Operators for the charter. St.
Charles Line car 971 was the chartered car out of the
Carrollton Shop and the group transferred to Canal
Street car 2007 at Carondelet and Canal Streets downtown. After a tour of the Riverfront Line and midway
through our charter, Canal Street car 2007 gave ERA
(and NORTA) a bit of a headache when it derailed at
Canal Street and Elk Place, the second axle of the lead
truck picking the switch of the turnout leading to the
Loyola portion of the Loyola-Rampart Line. Fortunately,
it was a low-speed (5 mph) derailment and there were
no injuries or damage to the streetcar, track, or roadbed, save for a 10-foot-long scrape on the concrete
pavement by the flanges of the two wheels of the trail15

supercapacitors supplied by Siemens, which are
charged at stops from overhead wires to enable catenary-free running between stops.
Ridership is forecast at 32 million passengers a year.
Further tram routes totaling 51 kilometers are planned
to be built in Longhua. (Metro Report International,
July 3)
Japan
East Japan Railway has announced its intention to
build a further high-speed test train, as part of a program to develop its next generation of Shinkansen
trains.
JR East announced on July 4 that it expects to put the
10-car unit into operation in the Spring of 2019. Dubbed
ALFA-X (Advanced Labs for Frontline Activity in rail eXperimentation), the roughly 220-mile-per-hour (360kilometer-per-hour) trainset will build on earlier research
undertaken with the Fastech 360S and 360Z test trains.
These led to the development of the roughly 200–mileper-hour (320-kilometer-per-hour) Series E5 and E6
trainsets which currently operate on the Tohoku
Shinkansen.
According to JR East President Tetsuro Tomita, the
new generation of trainsets will be needed by the end of
the 2030 financial year to coincide with completion of
the 211.7-kilometer Hokkaido Shinkansen extension to
Sapporo. Running at 360 kilometers per hour would be
necessary to achieve a journey time of around three
hours over the 668-mile (1,075-kilometer) route between Tokyo and Sapporo. Part of the focus of the new
trains is to minimize the noise impact along with other
enhancements. (Railway Gazette, July 7)
ing axle of the lead truck, which had derailed (as it turns
out, it is not the first derailment that has happened at
that site). The rear truck remained on the rails, albeit
misrouted leftward to Loyola. NORTA crews re-railed
2007 within an hour and car 2019 was rolled out of the
A. Philip Randolph Operations Facility (and car house)
on Canal Street to complete ERA's chartered streetcar
tour of the Cemeteries and City Park portions of the Canal Street Line. According to Ron Yee, car 2007 was
back in passenger service two days later.
ERA First Vice-President John Pappas and I took a
very unusual way home: Amtrak’s City of New Orleans
to the Capitol Limited to the Pennsylvanian. John and I
enjoyed several hours in the Windy City and had an
opportunity to ride from the Randolph/Wabash “L” station, which is scheduled to be replaced by the Washington/Wabash station later this year. We rode the Brown
Line to Kimball and the Skokie Swift, and I was happily
given the opportunity to photograph the three abandoned stations on the Congress Branch of the Blue
Line. On our second leg, we took the Capitol Limited to
Pittsburgh and transferred to the Pennsylvanian, and
was happy to join John on his first trip over Horseshoe
Curve.
Despite the challenges leading up to it, the 2017 ERA
(Continued on page 18)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from July, 2017 issue)
With new equipment on order but not yet delivered, I
saw a few of the Swiss Standard cars that are scheduled for retirement, but no Duewags, which may have
been already taken out of service. There were plenty of
modern 100-percent low-floor Siemens Combinos operating, along with Schindler units that had low-floor cen-

ter sections added. Some 4-axle cars ran in motortrailer and motor-trailer-trailer lashups. All of Basel's
rolling stock is single ended, maximizing the number of
seats.
The first four photos show BVB's progression in rolling
stock technology.

First we see one of the few Swiss Standard cars still in operation. Four-axle motors like this could be found hauling matching
trailers in all the major cities of Switzerland, including Zurich, Bern,
and Geneva, since the late 1940s — almost forever. Basel is the last
city in the country to operate the iconic units, but not for long, as
new Bombardier Flexity 2 low-floor cars are being delivered as I
write this. 463 was one of the last such units to come off the assembly line at Schindler in nearby Pratteln, back in 1967, 50 years
ago. The location is the same one as previously shown last month,
along the Schifflande loop between Spiegelgasse and Marktplatz,
used as the terminal of Route 16. This standard has just finished its
layover as its follower approaches the same position, which it will
occupy for the next 10 minutes.

In 1972 the company ordered a fleet of 6-axle Duewag articulateds
(not shown), finally getting their feet wet with proven (and modern for their time) German high-capacity units. But when it came to
their next order, it was "back to the future" with 4-axle units —
clearly a conservative move and possibly reflecting some unhappiness with the performance of the articulateds. The new Schindlerbuilt motor-trailer sets, with far more modern-looking stylized bodies than the standards, arrived in 1986 and 1987. Here 489 pulls two
trailers into the Muttenz Dorf station on a Route 14 trip from Pratteln (the loop, not the factory). Thus the earlier Swiss Standards
from 1967 (in the first view) certainly outlasted the Duewag articulated cars from 1972 — perhaps a parallel with the situation in Toronto, where its CLRVs (some manufactured in Switzerland) will
outlive TTC's newer articulated units.
(Continued on page 17)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED JUNE 25, 2017

LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

10 R-32, 296 R-46

20 R-32, 296 R-46, 8 R-68A

L

168 R-143, 24 R-160

168 R-143, 24 R-160

B

40 R-68, 160 R-68A

32 R-68, 152 R-68A

M*

168 R-160

160 R-160

C

48 R-32, 96 R-160

40 R-32, 96 R-160

24 R-68, 300 R-160

24 R-68, 300 R-160

D

232 R-68

216 R-68

Q

210 R-160

210 R-160

E

260 R-160

260 R-160

R

240 R-46

240 R-46

F

56 R-46, 370 R-160

56 R-46, 370 R-160

S (Rockaway)

12 R-46

12 R-46

G

52 R-68

52 R-68

S (Franklin)

4 R-68

4 R-68

96 R-32, 16 R-42, 48 R-160

96 R-32, 16 R-42, 48 R-160

J/Z

N/W

*Service operates between Forest Hills/71st Avenue and Broadway Junction during Phase I of the Myrtle Viaduct reconstruction project
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BVB took the articulated plunge again in 1990, having Schindler
produce 6-axle units with a similar front end treatment to the previous 4-axle cars. The articulateds were lengthened in 1998 with the
addition of a low-floor center section, as per this photo of the Schifflande layover track between Spiegelgasse and Marktplatz.

Finally, in 2001, BVB departed from its older designs and ordered
off-the-shelf modern Siemens Combino cars. One of these 100percent low-floor units is shown on the Mittlere Brucke, an autofree bridge that crosses the Rhein carrying four tram lines. These
cars are now being supplemented with Bombardier Flexity 2 units
(https://en.wikipedia.org/wiki/Flexity_2).

A 4-axle Schindler motor and two matching trailers on the perfectly
groomed Route 14 speedway between Pratteln and Muttenz Dorf.

In the late afternoon I rode the long Route 14 to the
suburb of Pratteln, and then walked to the SBB station. I
took an M.U. out one stop to Liestal, the endpoint of the
Waldenburgerbahn. The WB is an interesting 8-mile
long interurban that was built to a gauge of 750 millimeters. It started out as a steam railway, but was electrified
at 1,500 volts d.c. in 1953. With 9 intermediate stops, it
is mostly single track with passing sidings, and operates
every half hour, which is improved to 15 minutes during
weekday rush hours. Its roster consists of 7 motors and
10 trailers built to a common design with other properties (Tram 2000) from the mid-1980s to the early 1990s.

17

On a previous trip I had seen and photographed the
original (1953) electric rolling stock.
Clouds started to form as I got there, but I managed to
ride out to the way stations of Bubendorf and Lampenburg before I lost the sun. I then headed back to Liestal
and a quick (12-minute) SBB ride back to the Basel
Bahnhof. Clare was already in the apartment when I
reached it via a No. 1 tram at about 18:30. Because I
was tired we decided to go back to the same Italian restaurant, but I stayed away from the Marsala and suffered no consequences from dinner. Clare and I both
had fruitful days.
(Continued on page 18)
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The southernmost platform of the SBB Liestal station serves the
Waldenburgerbahn's 750-mm-gauge interurban cars.

Two views of Tram 2000s on the Waldenburgerbahn near the Bad Bubendorf station, first at the grade crossing on the outbound side of the handsome clock tower-equipped facility and then of an inbound train just about
to leave the stop.
(Continued next issue)

Electric Traction in the Deep South
(Continued from page 15)

Convention was overwhelmingly received. Even before
our departure from New Orleans, and especially after
getting home, I was receiving comments from members

18

about how enjoyable the trip truly was, so the planning
that the Board made was well worth the effort. The
amount of work required to enable the New Orleans
portion of the trip to even happen was a nearmonumental effort along with high monetary cost to the
club for the chartered cars.
(Continued on page 19)
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MARTA CQ310 190 southbound at Dunwoody.
Ronald Yee photograph

Atlanta Streetcar at Olympic Centennial Park.
Ronald Yee photograph

New York, Ontario & Western Railway General Electric 44-ton
switcher 104 at the Southeastern Railway Museum in Duluth, Georgia. It is interesting that a locomotive that for many years operated
in upstate New York is now a fixture at this museum.
Alexander Ivanoff photograph

NORTA St. Charles streetcar 906 at Walnut Street near Loyola
University.
Ronald Yee photograph

NORTA Riverfront car 462 at Toulouse Street near JAX Brewery.
Ronald Yee photograph

NORTA Canal Street car 2012 nearing Salcedo Street outbound.
Ronald Yee photograph
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Around New York’s Transit System
monitoring devices related to public address, intercom,
electronic signs and displays, and CCTV. Equipment
was mounted in the #2 cab of each car of this consist so
as to not interfere in any manner with crew operations
of this trainset. The equipment was supplied by ST
Electronics (Shanghai). Due to the specialized nature of
this equipment, Yardmasters and other operating department personnel have been instructed not to couple
these cars to any other cars in the system. This consist
will also be limited to passenger service on G. The #2
cab of car 2866 contains most of the LCD display controls for this experimental informational system, which
are not to be operated in any way by NYCT personnel.
(NYCT bulletin, July 7)
Trash Fire at 145th Street Prompts Call for Eating
Ban
A trash fire on the tracks near the 145th Street station
reported at 7:24 AM Monday, July 17 snarled the morning commute for riders on ABCD. A and D service
was partially suspended and B and C service was totally suspended as riders scrambled for alternative
means of transport. Video footage posted on social media and relayed by the TV news showed dangerously
overcrowded conditions on the platforms and overpasses at 168th Street on 1 as diverted A passengers
sought alternate service to travel south. Service was
restored around two hours after the first alarms went out
but with extensive delays. Subsequent to this latest firerelated disruption of service, new MTA Chairman Joseph J. Lhota called for a ban on eating and drinking in
the subways citing the flammability of accumulated
trash that accumulates on the tracks and roadbed at a
rate with which cleaning crews cannot keep up. He also
cited the Washington Metro as an example of the effectiveness of a food and drink ban. NYC Mayor Bill de
Blasio immediately countered that proposal, supporting
the ability of straphangers to eat and drink while traveling in the subway, launching a now, on-going “food
fight” among City Hall, MTA, and Albany. (WPIX-11 TV
News, July 17)
Q Train Derailment
On Friday July 21, shortly before 9 AM, a Q train of
ten R-160s derailed the rear truck of the second car as
it departed southbound out of the Sheepshead Bay station bound for Brighton Beach on its way to Coney Island-Stillwell Avenue. Aerial news footage showed the
“B” end of car 9166 derailed and slightly misaligned on
its tracks near where the line passes over the Belt Parkway. One passenger was taken to the hospital for examination of possible back injuries. No other injuries were
reported. Shortly after the passengers were evacuated
via a rescue train that pulled up to the derailed train and
enabled everyone to be “walked off,” northbound Q
service was resumed, albeit with significant delays.

A Train Derails
A southbound A train made up of eight R-46 cars
(consist unknown) derailed around 9:45 AM Tuesday,
June 27 just north of the 125th Street station, injuring 34
passengers and totally disrupting the morning commute.
While the derailed cars left the tracks and slid against a
retaining wall in the tunnel, fortunately, the derailment
occurred close enough to the 125 th Street station that
the front car slid to a stop in the station, enabling NYCT
and emergency responders to evacuate the train by
walking the uninjured passengers through the darkened
cars and directly onto the station platform. Service was
suspended on ABCD until the evening rush, when
limited local service was restored in both directions using A and D trains. B and C service was suspended
for the rest of the day. Subsequent investigation revealed that a 15-foot section of spare running rail that
was improperly secured for storage within the gauge of
the track became dislodged from its resting place and
shifted from the vibrations caused by passing trains.
Eventually, the rail shifted far enough to come into contact with the wheels of a passing train, derailing it. While
it is common practice to leave spare rails within the
gauge of active tracks, sections shorter than 20 feet are
required to be secured (spiked) in place to guard
against the possibility of such an accident. A 48-hour
inspection and securing blitz was conducted systemwide to secure all loose rail, several instances observed
and reported by the various news teams assigned to
cover the story. (New York Daily News, Metro Magazine, June 27 and 29)
New South Ferry Station Reopens
After an almost five-year rebuilding, the two track,
stub-end 1 terminal at South Ferry reopened on Tuesday, June 27. The original IRT loop track station with a
five-car platform located in the middle of a sharp curve
was simultaneously withdrawn from passenger service.
However, it will remain in active status to accommodate
non-revenue and work train moves. The $545 million
station, which opened in 2009 was returned to service
at a cost of $369 million after being completely flooded
to the depth of 80 feet by 15 million gallons of seawater
as a result of historic storm surge flooding from Superstorm Sandy in October, 2012. With exception of the
concrete structural shell and tunnels leading to it, the
concrete platform, and the roadbed, virtually everything
in the station had to be replaced. (Editor’s Note by Ronald
Yee: While newly appointed MTA Chairman Joseph J. Lhota
was scheduled to preside over an official ceremony marking
the reopening of this station, the festivities were abruptly cancelled when an A train derailed uptown just before the ceremony was to begin, sending him northward to address that
emergency — see item above.) (New York Post, June 27)
R-68 Cars with Monitoring Equipment
R-68 consist 2864-5-7-6 has been equipped with car

(Continued on page 8)
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STATEN ISLAND’S 157-YEAR-OLD RAILROAD
(Continued from August, 2017 issue)
Before the end of 1925, the railroad was
able to operate full electric service from St.
George to Tottenville, South Beach, and Arlington with 100 new M.U. electric cars. The
fleet was composed of 90 motor cars numbered 300-389 and ten trailers numbered
500-509, of which five were eventually converted to motors. Freight was also carried on
nearly the entire line, including the nonelectrified track extending from Arlington
across the bridge to Cranford Junction, New
Jersey. Because the passenger service usually operated at a deficit, the company was
unable to spend $17 million to extend the
third rail in New Jersey and in the yards and
to buy electric locomotives.
It was allowed to continue operating steam
engines for five years, but the diesel locomotives did not arrive until the mid-1940s.
A 1948 newspaper article reveals that the
railroad was operating at a deficit since 1920,
except during prosperity in 1927, 1928, 1929,
and World War II in 1943 and 1944. The Baltimore & Ohio Railroad kept the Staten Island
Rapid Transit Railway running to protect its
investment and to insure a controlled entrance into New York for patrons of the line.
Value was intangible and could not be estimated. Otherwise B&O freight would be handled by interchange with other railroads with
most interchanges taking 24 hours. Staten
Island Rapid Transit charged for all freight
handled on Staten Island and from Staten
Island to Cranford Junction. B&O handled
lighterage at St. George. Practically all freight
was transported on the North Shore, the East
Shore to Clifton, and one round trip on the
Tottenville Line south of Clifton. There were a
few coal yards on the South Beach Line. The
freight revenues offset the passenger deficit.

Buses adjacent to the railroad appeared in
the 1920s, but the railroad still made a profit.
Several years later, railroad riding declined
because of competition from the buses.
When the Isle Transportation Company surrendered its franchise on February 23, 1947,
the Board of Transportation started operating
the buses immediately, retaining the five-cent
fare with several five-cent zones depending
on the distance. On July 1, 1948, bus fares
were increased to seven cents, zone fares
were abolished, and passengers could buy a
2-cent transfer valid on subway lines at
South Ferry, Manhattan. Of course, they still
paid five cents for their ferry ride. Railroad
riding declined because the passengers preferred the less expensive bus ride, which
caused a $1.5 million annual deficit in 1951.
The company applied for abandonment of all
three routes, including the profitable Tottenville Line. At the hearing, the Board of Transportation testified that its buses could not
handle the crowds on the busy Tottenville
Line. After the city invoked an obscure law
requiring a railroad carrying passengers and
freight to maintain both services, a compromise was reached. The company was allowed to abandon the North Shore and South
Beach Lines on March 31, 1953 if the Board
of Transportation would increase service on
buses adjacent to the abandoned lines.
The North Shore Sub-Division extended
along the shore from St. George to Jewett
Avenue, then operated a short distance
south of Richmond Terrace and across the
Arthur Kill on a bridge north of the Goethals
Bridge.
The June 17, 1951 timetable lists the following stations and mileage:
(Continued on page 4)

1
NEXT TRIP: PITTSBURGH WEEKEND—SATURDAY-MONDAY,
OCTOBER 14-16

NEW YORK
DIVISION —
BULLETIN
OCTOBER,
ERA BULLETIN
SEPTEMBER,
2017 2000

FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from August, 2017 issue)
land, though thanks to the New Haven such had already
been available on a full-time basis out of Grand Central
(tabbed as the State of Maine Express) since 1913,
making through travel possible as far as Bangor and the
coastal community of Rockland. As might be expected,
the seasonal PRR version was an all-Pullman consist
and used the Northeast Corridor between Washington
and New York. After crossing the New York Connecting
Railroad it was then transferred to the New Haven and
diverged to their “Norwich & Worcester” affiliate at
Groton. At Worcester it crossed the Boston & Albany
and finally began a long trip via the Boston & Maine
from there to Portland (routed Ayer-Lowell-Lawrence),
where it was again furthered to the Maine Central. On
that road out of Portland this train actually served two
outward terminals — one at Rockland on the Maine
Coast via Freeport and Brunswick, the other at the Canadian border municipality of Ellsworth, which was
reached by passing through Brunswick, Augusta, and
Bangor. On June 29 a through car was added to this
special train which was handed off to the Maine Central
at Portland and forwarded to the infamous Bretton
Woods resort near Mt. Washington in northern New
Hampshire, which itself was reached by carriage from a
remote location on that company’s “Mountain Division.”
As though to demonstrate the much-anticipated, longawaited service dimension availed by the New York
Connecting Railroad and Penn Station après
achèvement, a short-lived through route blandly named
the Boston-Pittsburgh-St. Louis Express was initiated
on November 24, 1917. This was a mixed Coach &
Sleeper consist that passed between South Station,
Boston and Union Station, St. Louis (its name inverted
in the eastbound direction) by way of Penn Station,
North Philadelphia, Pittsburgh, Columbus, and Indianapolis. It traveled an aggregate distance of approximately 1,175 miles, which thus created the longest single “Northeast” route in the annals of the Pennsylvania
Railroad. As intimated this service did not exist for very
long, being discontinued in the westbound direction on
January 5, 1918; despite schedule proclamations, it
may have never even operated heading east. A century
later we can only speculate on the cause of its seemingly premature demise, but suspicion would have to center on its timeliness across such a long journey, in addition to the two motive power changes and numerous
terminal districts the run would have encountered on
two railroads. For all the favor bestowed on the potential
of “seamless” long-distance inter-company railroad op-

Electrification Part One—The New Haven’s
Wires Reach Sunnyside

By the summer of 1917, electrification of the new railway line between the Bronx and Queens was being implemented and the work of installing the remaining catenary supports undertaken from SS-3 (Bungay) to E.
133rd Street and on the length of the Long Island Viaduct from the Hell Gate Bridge to Stemler Street in Astoria where the former Section “A” had ended. Those built
into the steel girder structures used riveted steel
“knees” as bases that were bolted onto the bridges at
300-foot intervals, while those nearest to Port Morris
were drilled into the concrete retaining walls or “planted”
in the ground as they approached Bungay Street. On
Sections “B” and “E” in Queens, another new series of
supports also took shape from Stemler Street to Signal
Station 2. These mostly consisted of steel lattice masts
set on each side of the embankment (or mounted on
steel bases added to girders on bridges) but were interspersed with a few full-size New Haven-style lattice
supports where added reinforcement was deemed appropriate. The required electrical facilities were simultaneously built under the supervision of New Haven engineering personnel, including the stringing of wire in a
fashion identical to that applied on the Harlem River
Branch and the latter-day extension to New Haven.
Once again the system was set up to receive an
11,000/22,000-volt feed of alternating current, which
was provided by the Sherman Creek generating station
(in parallel with Cos Cob) and passed to the new catenary through the existing substation at Bungay Street,
which was complimented on the far end by an autotransformer at “Bowery Bay,” in the vicinity of Signal
Station 2. Even so, when work was finished on this
phase of the New York Connecting Railroad the overall
electrification remained far from complete. Although
wire was added over the entirety of Tracks 3 and 4
across the Hell Gate Bridge and overlapped the Pennsylvania’s d.c. third rail through SS-2 to accommodate
power swaps, it was placed over Track 5 only as far as
the center of the Hell Gate Bridge and tied off; it was not
placed above Track 6 at all.
In the meanwhile, the joint Pennsylvania-New Haven
Colonial and Federal Express continued to come by
daily under steam, while freight operations of the New
Haven, Long Island, and Pennsylvania Railroads were
still separated by the incomplete Sections “C” and “D.”
On June 11, 1917 those first two passenger “liners”
were joined by a third, summer-only train known as the
Bar Harbor Express. This was the Pennsy’s first foray
into through passenger service to Northern New Eng-

(Continued on page 3)
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separate through train at Broad Street station in “Philly”
and called at the North Philadelphia station en route.
Effective on the same date a short-lived northbound
service from the Broad Street station was also instituted
under the title New Haven Express, serving its namesake city and lasting just under a year and a half until it
was dropped on August 15, 1921. For the 1922 season,
schedules on the Bar Harbor Express were modified to
run twice a week in the months of May and September
and thrice weekly between early June and Labor Day.
Then on June 15, 1924 another new train, called the
Montrealer heading north and the Washingtonian going
south, was instituted and in time became an institution
of its own. This mixed consist followed the Northeast
Corridor to Penn Station, the New York Connecting Railroad to New Rochelle, and then the New Haven to the
Elm City, where it diverged through Hartford to Springfield. There, after a “wye” type stop at Union Station the
train went north on the Boston & Maine’s “Connecticut
River” Line to East Northfield, Massachusetts and
merged with the Canadian National-controlled Central
Vermont Railway. On this railroad it traveled across the
length of Vermont through such cities as Brattleboro,
Bellows Falls, White River Junction, Montpelier Junction, Essex Junction (with connection to/from Burlington), and St. Albans, then crossed into the Canadian
Province of Quebec where it acceded to CN at St-Jeansur-Richelieu (i.e. “St. John’s”) and proceeded the rest
of the way to Montreal. In general, the number of jointlyoperated New Haven/Pennsylvania Railroad passenger
trains routed via the New York Connecting Railroad
climbed appreciably through the balance of the “Roaring
‘20s,” its rails being graced by such luminary brand
names as the Everglades, the State of Maine Express,
the Senator, and a Boston-based section of the St.
Louisan. By the middle of 1930 there were a total of
nine (9) southbound and seven (7) northbound through
passenger trains roaming across the fully-completed
railroad between New Rochelle Junction and Penn Station in Manhattan, a quantity which rose further in the
years before World War II.
The New Haven’s Harlem River Branch never stopped
acclimating to the urban development that swirled
around it through the years, with the period surrounding
World War I marking a particularly busy time not just in
the Bronx but throughout New York City in general.
Around 1919 a 6-track-width, steel truss street overpass
was added to carry White Plains Road over the tracks
between the Unionport Road and the Adams & Van
Nest Streets and West Farms Road underpasses, as
part of its extension to the East River at Clasons Point.
Another occurrence, and as fate had it an extremely
crucial event that was not directly related to the railroad,
was the addition of the Interborough Rapid Transit Company’s “Pelham Line” (presently the 6 train of MTA
New York City Transit). This had conceptually started
life as the “East Bronx” route specified under the socalled Dual Contracts of March, 1913, a series of pacts
that managed a near doubling of the city’s privately-

(Continued from page 2)

erations in most recent times (as especially witnessed
during the latter-day division of Consolidated Rail Corporation between Norfolk Southern and CSX), it plainly
was a concept whose time had not yet come in 1917,
despite the previously unimaginable geographic capability that Penn Station and the New York Connecting
Railroad were now able to provide between the Atlantic
Ocean and the Mississippi River.
New Haven EP-1s were employed on a handful of the
two passenger round-trips that were scheduled when
the first Hell Gate Bridge electrification from Bungay
Street in the South Bronx to Signal Station 2 in Sunnyside was activated on April 1, 1918, but a more forceful
implementation had to wait until its next generation of
electric locomotives (the “EP-2”) could arrive in quantity.
The first five such units (0300-0304), which were developed through years of experimentation with prototypes
produced by both Baldwin-Westinghouse and General
Electric-Alco between 1910 and 1912, had actually
been ordered for some time but their arrival was delayed by never-ending design refinements (to improve
capability) and wartime foibles. This series of haphazard, unfolding events (which actually represented the
rapid evolution of cutting-edge technology in real time
as opposed to that already proven) continued even after
the first group was on hand in 1919 and it was not until
1922 that EP-2s were routinely assigned to the passenger trains crossing the Hell Gate Bridge. This was a hitand-miss proposition, however, with steam engines still
employed due to the sheer dearth of available electric
units. 12 more EP-2s (0305-0316) were at last delivered
in 1924 and it appears to be about this time that the
turntable was eliminated at SS-2 in favor of a simplified
arrangement tailored at the easy swap of two doubleend electric locomotives. For the next few years, whenever a New Haven steam engine was (desperately)
needed to tote a southbound train across the Hell Gate
Bridge (likely an infrequent occurrence by then), it was
forced to make a long (and costly) tender-forward deadhead back across the bridge to SS-3, relay, and head
into the Harlem River Terminal for turning and servicing.
A matching tender-forward deadhead move was then
required back to SS-2 so the engine would be in position to catch its next northbound assignment toward
New Haven and beyond.
The stable of Pennsylvania-New Haven through trains
using the Hell Gate Bridge had grown modestly through
the early 1920s, but was still far short of that in the modern era. On March 28, 1920 the existing Federal and
Colonial Express (as well as the summer-only Bar Harbor Express) were joined by another pair of trains, the
southbound Quaker from Boston to Philadelphia and a
round-trip between the same two cities identified as the
New England Express going north and the Pittsburgh
Express heading south. As might be deduced from its
title, the latter offered through cars to and from the Steel
City in its consist, which were switched to and from a

(Continued on page 6)
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Staten Island’s 157-Year-Old Railroad
(Continued from page 1)

Between Oakwood Heights and Bay Terrace, March 23, 1963.
Bernard Linder photograph

Bernard Linder at Rose Avenue crossing (New Dorp station), August
19, 1961.
Lawrence Linder photograph

Grant City, looking north, September 6, 1966.
Bernard Linder photograph

Grant City, looking south, September 6, 1966.
Bernard Linder photograph

Jefferson Avenue, looking north, September 10, 1966, before grade crossing elimination.
Bernard Linder photographs
(Continued on page 5)
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Jefferson Avenue, looking south, September 10, 1966.
Bernard Linder photograph

Jefferson Avenue, looking north, August 30, 1968, after grade
crossing elimination.
Lawrence Linder photograph

Jefferson Avenue, looking north, August 28, 1968.
Lawrence Linder photographs

Jefferson Avenue, looking north, August 30, 1968.
Lawrence Linder photographs
(Continued on page 20)
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ven locals were forced to relay through the switches at
Signal Station 3 (Bungay Street) for their return trip to
New Rochelle on a markedly reduced schedule. AllLocal service was operated about every two hours, daily, and the use of stations at Casanova, Port Morris, and
Harlem River Terminal discontinued entirely by the New
Haven. In addition the right-of-way was heavily modified
from SS-8 (West Farms) to SS-3 (Bungay Street)
wherein Track 3 became Track 1; Track 1 became Track
2; and Track 2 became Track 3, with Tracks 4, 5, and 6
unchanged to create an orderly alignment of 1-2-3-4-5-6
across. New Haven Locals and New York, Westchester
& Boston trains were then nominally assigned to Tracks
1 and 2 (westernmost pair) and through New Haven
passenger trains to Tracks 3 and 4 (middle pair), while
New York, New Haven & Hartford freights bypassed it
all on Tracks 5 and 6 as previous. Finally, the northbound platforms at the Westchester Avenue and Hunts
Point stations were shifted from Track 4 to the newlyconfigured Track 2, while the Casanova station was
rebuilt with an island platform between Tracks 1 and 2
accessed by a set of stairs off the Leggett Avenue overpass and the (lightly-used) northbound side of the Port
Morris station eliminated entirely. Preparatory to these
changes the interlocking plant at Signal Station 8 was
simplified by the end of 1919, with the four tracks
shared by NYW&B and the New Haven’s locals being
merged to two through the interlocking. Access was
then controlled by a pair of double-slip switches in place
of the original quadrant of single, facing-point switches
that had individually controlled access to and from the
main line toward Mount Vernon.
Somewhat belatedly NYW&B had just begun to extend its New Rochelle Branch further east by paralleling
rather than using the existing New Haven right-of-way,
having reached Chatsworth Avenue in Larchmont
(adjoined to the railroad station there) in March of 1921
with an interceding station called Pinebrook (located at
the present-day Potter Avenue overpass). Given the
preceding death of J.P. Morgan in early 1913, the formerly lavish quantities of capital bestowed upon
NYW&B during initial construction were not to be had
this time around, but nevertheless it had experienced a
steady ridership build-up over nine years in real terms
as opposed to its forecast potential. Whatever the case,
both of the new stations employed the simplest form of
construction (high island platforms made of wood) and
quickly became the company’s greatest collective
source of patronage, a trend which continued as the
extension gradually marched east. The new IRT line
was also completed all the way to its terminal, but with
service being operated in the form of incremental shuttles to minimize rolling stock requirements due to that
company’s seemingly perpetual shortage of steel cars.
Its trains began roving between Hunts Point Road and
the E. 177th Street station (now Parkchester) on May
30, 1920, then were extended to Westchester Square
on October 24 and finally to Pelham Bay Park on December 20. Truly, these measures likely had little dis-

(Continued from page 3)

operated rapid transit assets in partnership with the City
of New York and in time also held profound consequences for the economic welfare of the New Haven
and New York, Westchester & Boston. Not surprisingly,
the rapid transit line was to remain underground as it
navigated its way through the oldest portion of the
Bronx after branching off the new Lexington Avenue
Subway, which ran up the length of Manhattan’s East
Side. It would then emerge above ground as it crossed
the Bronx River and completed its winding course
across the so-called “Annexed District” to a terminal at
the edge of Pelham Bay Park. As a result of this alignment it paralleled the Harlem River Branch just one
block to the west, under Southern Boulevard from Leggett Avenue to Hunts Point Road (at E. 163rd Street). It
then swung beneath Whitlock Avenue and bordered the
westerly edge of the right-of-way for about a half-mile
until it ramped to a 3-track steel elevated, which made a
sweeping eastward turn to continue its course of travel
along Westchester Avenue. As completed during 1918
and 1919 (with wartime material restrictions still in effect), this structure had a unique variation applied to its
bed of steel, where a twin set of truss bridges were
used to avoid the driving of columns into the New Haven-built street bridge across the Harlem River Branch
(right at its Westchester Avenue station) and another
installed by the city that crossed the Bronx River. One
result of this bit of finesse in civil engineering was the
unequal placement of elevated columns through the
area, resulting in a 100-foot interruption over the railroad and a similar 160-foot open space over the river,
but four columns or “bents” stuffed into the 120-foot
space between. The imbalance of load stresses this
anomaly can create, as heavy subway trains pass back
and forth, still engenders a stiff southbound speed restriction approaching the hard left turn into the Whitlock
Avenue station (a circumstance that has also created
classic photo opportunities across the generations).
Whatever its infrastructural attributes, the extension of
IRT service from Third Avenue & E. 138th Street to
Hunts Point Road on January 8, 1919 had an immediate effect on utilization of the Harlem River Branch,
whose passengers instantly gained the direct access to
Lower Manhattan the New Haven was never able to
provide itself, and all for just 5¢! This was a bargain that
was obviously just too good to pass up, for although yet
another change of trains would have been required at
125th Street to get a Lexington Avenue Express (then as
now), scores of New Haven and New York, Westchester
& Boston riders alike availed themselves of this opportunity at once by strolling about 250 feet between the
New Haven and IRT stations. This exodus then rapidly
gained in momentum for more than 2½ years until the
New Haven finally responded by curtailing its operations
at Hunts Point and drastically reconfiguring its trackage
inward of West Farms Interlocking (Signal Station 8)
effective October 17, 1921. After that time all New Ha-

(Continued on page 7)
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with access achieved through a “scissors” (diamond)
crossover between Tracks 1 and 2, at which the New
Haven finally added Signal Station 1 for governance on
February 17, 1929. In addition, a long wooden overhead
walkway was erected that expedited the existing transfer to the 133rd Street station of the (Bronx) Third Avenue “L” by passing its associated foot traffic above the
streets. As it had been since 1886, this method of connection was truly the alternative preferred by the terminal’s most devout, rush hour-oriented users. IRT’s little
shuttle was probably not missed by many customers
after it passed away, though the company kept its terminal trackage active for special moves and rolling stock
deliveries until about 1942, when it was dismantled to
support the United States government’s World War II
scrap metals drive.
(Continued next issue)

(Continued from page 6)

cernible effect on New Haven (or NYW&B) operations
as the lines were several blocks apart (perhaps a halfmile overall) for the remaining distance that new rapid
transit service was an alternative. As time went on these
changes in the ridership dynamic also spurred some
belt-tightening on IRT, with the Willis Avenue Shuttle to
the 129th Street station in Upper Manhattan eliminated
on April 15, 1924. Concurrently the Harlem River (née
Mott Haven) Terminal itself was appreciably reconfigured with a pair of high platforms installed on the northerly side that were used exclusively by the New York,
Westchester & Boston. Each was set between a main
track and a siding to yield four terminal irons overall,

ERA 207TH STREET SHOP TOUR
by Ronald Yee
On Saturday, August 5, the Electric Railroaders’ Association conducted a tour of MTA New York City Transit's
207th Street Shop. One of the two main repair and overhaul facilities in the system (the other main shop is located at Coney Island), this facility not only serves as
the maintenance base and "northern" storage yard location for AC (their "southern" yard is at Pitkin Yard in
Brooklyn) and is tasked with heavy maintenance as well
as overhaul of around half of the subway car fleet, from
both Subdivision “A” (former IRT) as well as Subdivision
“B” (former BMT/IND). Hosted by General Superintendent-207th Street Shop Rosamond Duff and led and narrated by Superintendent William Allcot, the ERA group
was able to view and photograph Subdivision “A” R-62
and R-62A cars and Subdivision “B” R-32, R-46, and R160 cars. A real treat for the group on this tour was the
opportunity to see much of the Transit Museum fleet
that has recently operated out on excursion trains
around the system. Just outside the shop building's
doors were the four IRT Lo-Vs and R-9 1802 leading the
three-car set of B-Type “Standards” 2390-1-2, R-10
3184, R-16 6387, R-11 8013, and the Train of Many
Metals (TOMM) led by slant R-40 slant 4281-0, and a
pair of R-30s (8481/8522) set aside from work service.
Several of the "Arnine" cars used for the annual
"Holiday Train" operated between Thanksgiving and
Christmas on the Sixth Avenue (former IND) Line were
laid up adjacent to the main shop building and the former IRT Train of Many Colors made up of mainline R33-class cars was parked on a distant track across the
yard closer to the Harlem River. In the shop were two
SMEE cars including R-17 6609, which was moved out
of the Transit Museum to 207th Street Shop for mechanical inspection prior to a return to service, possibly in the
consist of Transit Museum's Train of Many Colors
(TOMC) excursion on 7 scheduled for August 19. That
excursion train may turn out to be the final run of the

TOMC on 7 as it was mentioned during the tour that
the initial stages/line segments of the new signal and
control system known as Communication-Based Train
Control (CBTC) is slated for cut-in sometime in October,
after which trains not equipped with CBTC will be prohibited from operating in passenger service on that line.
On two other shop tracks were single R-33 9331, probably being prepped for conversion to Subdivision “C”
work service, and a single R-33 (possibly 9307 based
upon markings on the trucks) undergoing major body
work, patching and repairing the numerous locations of
rust damage largely stemming from both 53 years of
being based at and stored outdoors at Corona Yard adjacent to a tidal salt marsh and a decade of washes with
muriatic acid and later on, a citrus-based wash solution
in a futile effort to remove graffiti in the mid-late-1970s
to mid-1980s. Another surprise was seeing R-1 103
parked just north of the shop building undergoing restoration efforts. That particular car is unique in that it has
a lower, flat interior ceiling modified to accommodate
axial fans with fan covers (similar to those that would
first appear on Subdivision “B” with the R-16) shielding
the blades and a modified clerestory roof with horizontal
louvered vents serving as intake vents for the fans. Last
but not least, a set of newly delivered R-179s was in the
shop being prepared for operation on NYCT track. At a
glance, one can differentiate the R-179 from the R-160
by looking at the grab irons on the left front face of the
lead car. The R-160 has the grab irons mounted on the
black facing on the front, a few inches inward from the
left edge, while the R-179s’ left front grab irons are
mounted much closer to the left edge on the silvercolored frame. The R-179 trucks are also quite different
from the R-160, axle mounts equipped with angled side
springs similar to radial trucks on some newer light rail
vehicles and freight locomotives.
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Commuter and Transit Notes

No. 345
by Ronald Yee, James Giovan, and Alexander Ivanoff

Metropolitan Transportation Authority and
Port Authority of New York & New Jersey
Summer, 2017 was a watershed period where several
New York area agencies underwent regime and leadership changes. Joe Lhota took over the reins of MTA,
returning to his former role as MTA Chair in late June,
and Metro-North Railroad President Joseph Giulietti
retired on July 25, a month earlier than had been previously announced this past spring. Metro-North Executive Vice President Catherine Rinaldi was designated by
then-MTA Interim Executive Director Veronique Hakim
as Acting President of the railroad until a permanent
replacement is found. On August 1, the Port Authority of
New York and New Jersey (PANYNJ) jumped onto the
bandwagon of leadership change when Kevin J.
O’Toole was named Chair of the Board of Directors and
Rick Cotton named as Executive Director by New York
State Governor Andrew Cuomo and New Jersey Governor Chris Christie. Mr. O’Toole had already joined PANYNJ as a Board member in July and is a former
Republican New Jersey State Senator who has close
ties with Governor Christie. The prior PANYNJ Chair
was John Degnan, who had clashed with Governor
Cuomo over the plans for the new Port Authority Bus
Terminal on the west side of Manhattan. Mr. Cotton was
Governor Cuomo’s Special Counsel for Interagency
Initiatives, overseeing many New York infrastructure
projects, including the new Tappan Zee Bridge. O’Toole
and Cotton will resume the search for a new PANYNJ
Chief Executive Officer while they oversee several new
projects including the new terminals at LaGuardia Airport, John F. Kennedy Airport renovations, and a new
bus terminal replacing the outdated midtown Port Authority Bus Terminal in midtown Manhattan.
Cotton replaces Patrick Foye, who has been appointed by MTA Chair Joe Lhota to the newly-created position of President of MTA. Foye, a former MTA Board
member (2010-2) prior to his stint at PANYNJ, returns to
MTA and will take on a leadership role in key innovation
and modernization initiatives by MTA. Veronique Hakim
was appointed Managing Director of MTA (another newly-created position) and will be responsible for MTA’s
operations; these moves at MTA will give Governor
Cuomo a strong degree of influence at both MTA and
PANYNJ. (New York Times, New York Post, August 1)
MTA Long Island Rail Road
New York State Governor Andrew Cuomo provided a
full summary of ongoing and upcoming capital improvement projects on LIRR valued at $5.6 billion that will
transform the railroad for the 21st Century. First and
foremost is the $2 billion Main Line Third Track and
Grade Crossing Elimination Project over a 9.8-mile section of the Main Line between Floral Park and Hicksville
that will finally enable LIRR to offer reverse peak train
service throughout the rush hours. Currently, reverse

peak service is suspended for around 90 minutes during
the peak of the rush hours as LIRR requires the use of
both tracks in the peak direction. The third track will also
enable an increase in trains during peak hours and add
flexibility into the overall operation of the railroad. The
seven grade crossings on that stretch of track will be
eliminated. A $387.2 million project to fully double-track
12.6 miles of the Ronkonkoma Branch is currently underway with an expected completion date of Summer,
2018, 16 months ahead of MTA’s original expectation.
This will enable an increase in the frequency of service
on the line, currently constrained by long stretches of
single track, limiting service options. To support the increased service levels, a new $128 million Mid-Suffolk
County Storage Yard will be built in Ronkonkoma to provide for the maintenance, inspection, and servicing of
the increased number of trains. The yard will have 11
additional tracks and a 28,000-square-foot command
facility. There will also be a $375 million project to reconfigure and improve the tracks as well as upgrade the
signal system at Jamaica Station. This will permit higher
speeds, increased train capacity, and new and extended platforms. Ultimately, this reconfiguration will provide
the option of converting the Atlantic Branch to Atlantic
Terminal in Brooklyn into a shuttle service out of Jamaica. There will also be enhancements made to 39 stations and upgrades of 13 electric power substations,
bringing them up to 21st Century standards. Lastly, the
$1.6 billion, 225,000-square-foot Moynihan Train Hall
will rise from the conversion of the United States Postal
Service’s Farley Post Office into a first-class passenger
rail facility shared with Amtrak and NJ Transit in 2020
and tie in closely with the Gateway Project. That project
will construct two more tunnels under the Hudson River
and allow for the repair and upgrading of the 100-yearold pair of existing former Pennsylvania Railroad tunnels that were flood-damaged by Hurricane Sandy and
are in danger of structural failure. The recently opened
West End Concourse with entrances near Eighth Avenue is the first step of the Penn Station renewal.
(Railway Track & Structures, July 20)
LIRR announced some adjustments to its alternative
transportation options for the remainder of the Penn
Station track reconstruction program which, at the time
this Bulletin is going to publication, is still on schedule
for completion Labor Day weekend with a restoration of
normal weekday peak period train service for not only
LIRR but NJ Transit and Amtrak on September 5. Based
upon ridership and utilization data of these alternative
services to Manhattan, it became evident that many
LIRR customers responded to this summer’s service
changes by taking advantage of the discounted fares to
Atlantic Terminal and Hunterspoint Avenue and connecting with subway lines into Manhattan. Many others were
(Continued on page 9)
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cially announced, this car is expected to operate on Amtrak’s
Adirondack between Albany-Rensselaer and Montreal, Canada beginning late September until late October. In past years,
the dome operated on northbound train #69 Thursdays, Saturdays, and Mondays and on southbound Train #68 on Fridays, Sundays, and Tuesdays It did not operate on Wednesdays.) (Amtrak press release, August 16)
Miscellaneous
On July 29, Disneyland reopened its reimagined railroad-themed ride attraction over a new routing that follows a new scenic route along the north bank of the Rivers of America, traversing stunning new rockwork and
waterfalls, providing guests with breathtaking views
along both sides of the train. (Disney press release, July
28)
Industry
General Electric’s Transportation Division plans to end
most locomotive production at its century-old plant in
northwestern Pennsylvania, resulting in the elimination
of around 575 jobs. The locomotive production lines are
expected to be transferred by the end of 2018 to a new
plant in Fort Worth, Texas that is staffed by a non-union
workforce. Earlier this year, General Electric announced
it was cutting 250 positions at its Fort Worth plant, as
demand for new locomotives has waned due to a drop
in freight rail traffic nationwide, leading railroads to idle
hundreds of surplus locomotives and store them off the
main lines. About 225 employees at the Fort Worth
plant would be recalled, and as many as 200 other jobs
would be created at General Electric suppliers around
the country. Employees at Fort Worth are not members
of a union, while those in Erie are. (Associated Press,
July 29)
Siemens announced on August 9 that it is establishing
a new locomotive service hub at New Castle, Delaware,
to remotely monitor the operation of Siemens locomotives across the United States.
Siemens Digital Rail Services staff based at the
43,000-square-foot facility will remotely collect and analyze information from over 800 data points on each locomotive every day.
The site will monitor in real time the operation of more
than 140 diesel and electric locomotives for customers
including Brightline in Florida, Amtrak, Maryland Transit
Administration, Southeastern Pennsylvania Transportation Authority, and Illinois Department of Transportation.
Siemens will gather data on the condition of equipment, operational metrics, and environmental conditions, which is streamed automatically and continuously
from the locomotive. This data can then be used to help
diagnose fleet issues and develop predictive maintenance regimes so issues can be identified before they
become a problem.
Siemens is already monitoring Amtrak’s fleet of 70
ACS-64 locomotives using its Smart Cockpit software,
which helps to analyze and flag any issues that might
require technical attention. Siemens staff review flagged
items and recommend actions, which are then relayed
directly to depots along the Northeast Corridor.

Commuter and Transit Notes
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accommodated by the lengthened consists of the trains
that continued to serve Penn Station. The temporary
East River ferry service from Long Island City to the 34th
Street ferry pier and the shuttle bus connecting it to the
LIRR Hunterspoint Avenue station was discontinued.
The alternative bus option from five park-and-ride lots to
two stops on 34th Street between Lexington and Third
Avenues and between Seventh and Eighth Avenues
adjacent to Penn Station was reduced to hourly, no
longer requiring 200 buses to cover, departing at 6 AM,
7 AM, 8 AM, and 9 AM and departing Penn Station every hour on the hour from 3 PM to 7 PM. (MTA press release, July 29)
NJ Transit
On Friday, July 29, an errant garbage truck too tall to
fit under the NJ Transit overpass at River Road
slammed into the structure with enough force to dislodge the bridge girders from their foundation mounts
and shift the track on it by around two feet. Service on
the Atlantic City Line was suspended between Philadelphia and Cherry Hill and customers were diverted onto
substitute bus services and PATCO’s Lindenwold Line.
Atlantic City Line tickets were cross-honored on PATCO
and NJ Transit’s RiverLine as well as all southern New
Jersey local bus routes. The process of inspecting the
steel structural members of the former Pennsylvania
Reading Seashore Lines (PRSL) bridge for structural
integrity and then moving it laterally back into the proper
position and replacing the displaced track is expected to
take at least two weeks. Service on the line was quickly
restored by instituting a “bus bridge” between Philadelphia and Cherry Hill, where passengers would transfer
onto trains for service eastward for travel to Atlantic City
and intermediate points. (Editor’s Note by Ronald Yee:
Rail service between Atlantic City and Philadelphia was apparently restored by Tuesday, August 1 with trains operating
through the area on a single track, utilizing the Atlantic Citybound track while repairs were made to the damaged track
and bridge based on a photo report from member Bob Vogel,
who recorded several digital images of the single-tracking
operation at the Pennsauken Transit Center station and coming over the Delair Bridge.) (CBS Philadelphia, July 30)
Amtrak
Amtrak’s Great Dome Car, the rail carrier’s sole remaining full length dome car, will operate on select
Downeaster trains between Boston’s North Station and
Brunswick and Portland, Maine until September 24.
Built in 1955 as one of 6 full-length dome cars for the
Great Northern Railroad, Amtrak Great Dome Car
10031 is now part of Amtrak’s business car fleet and
operates seasonally on select routes that are considered scenic such as the Pacific Surfliners, the
Downeaster, and the Adirondack. The Great Dome Car
is scheduled to operate on the following trains: MondayFriday on #682, 683, 688, and 689. Saturdays on #692,
693, 696, and 697, and Sundays on #690, 691, 698,
and 699. (Editor’s Note by Ronald Yee: While not yet offi-

(Continued on page 10)
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Siemens says the data collected from these locomotives has been used to design and implement software
updates for the ACS-64 fleet. (International Railway
Journal, August 10)
Other Transit Systems
Boston, Massachusetts
A veteran executive from General Electric and a business turnaround expert will lead the Massachusetts Bay
Transportation Authority starting September 12. The
Boston transit agency has appointed Luis Manuel
Ramirez as its new General Manager and Chief Executive Officer. Ramirez has over 30 years of experience in
executive and business leadership and most recently
managed a strategic and turnaround business consultancy firm. Before managing his own firm, Ramirez
worked at General Electric from 2000-12, where he was
promoted into numerous executive leadership roles. He
wrapped up his career as President of the company’s
energy industrial solutions business. MBTA leadership
believes Ramirez’ executive experience will help transform the agency into a more efficient and effective organization.
“I am excited about joining a great team at the ‘T’ to
build upon the progress they have already made,” says
Ramirez. “Going forward, we need financial discipline,
we need operational excellence, and we also need
strategy. But in everything we do, the overriding objective will be to put the customer first,” said Ramirez.
(trn.trains.com, August 16)
Baltimore, Maryland
The Maryland Board of Public Works (BPW) approved
a $400.5 million contract to replace railcars and enhance safety components on the Maryland Department
of Transportation’s Maryland Transit Administration Metro SubwayLink system.
The $400.5 million contract was awarded to Hitachi
Ansaldo Baltimore Rail Partners.
MDOT MTA Metro SubwayLink service began service
in 1983 and the railcars and train control system currently in use are 35 years old and at the end of their
useful life. The operation of these outdated vehicles
presents challenges in ongoing maintenance due to
long lead times for spare or unavailable parts, which
ultimately reduce the reliability of train service.
The replacement project will provide a fleet of 78 new
railcars operating under a new state-of-the-art train control system. The new railcars will be more reliable and
more energy efficient, and provide enhanced passenger
security and customer service capabilities. The new
railcar motors are more energy efficient and require less
maintenance.
The vehicles will also have environmentally friendly
LED lighting and air conditioning refrigerant and a new
passenger information system that will provide riders
with real-time travel information, with more comfortable
and aesthetically pleasing train interiors equipped with
bicycle tie-down areas. The cameras on board the rail10

cars will be viewable in real time by MTA Police and tie
into MTA’s homeland security video surveillance system. The new train control system will incorporate Communication-Based Train Control (CBTC) technology.
The system allows precise automatic operation, allowing trains to operate at maximum allowable speeds under all conditions, providing for more consistent travel
times. The system will provide MTA’s Train Dispatchers
and Maintainers with real-time performance and fault
annunciation, reducing the time to restore normal operations during a system fault. (Editor’s Note by Alexander
Ivanoff: The Baltimore cars are nearly identical to the ones
currently scheduled to be delivered to Miami (also from Hitachi), so it is almost a stone’s throw to the past when both
agencies were building their subways at around the same
time AND both purchased the Budd Universal Rapid Transit
Car (BURT). It is interesting that Baltimore, which just renovated its fleet, is now going ahead with their replacements. I
would hope that Atlanta (MARTA) considers the Hitachi cars
as a replacement for its fleet; however, MARTA has had a
negative experience with Hitachi Ansaldo’s predecessor Breda (but not with Hitachi proper) so it is anyone’s guess as to
how MARTA will proceed replacing its railcar fleet.) (MTA
Maryland press release via Mass Transit Magazine,
July 31)
Durham, North Carolina
On July 28, the Federal Transit Administration approved moving the $2.47 billion, 17.7-mile DurhamOrange light rail project into the engineering phase, the
last design piece before learning whether the counties
could get 50 percent of the project's funding by 2020
from the federal government.
The final federal decision also depends on the project
getting up to 10 percent of its funding from the state and
the remaining 40 percent from regional partners —
roughly $890 million, plus interest on short-and-longterm debt. GoTriangle plans to repay the debt through
2062.
The local split is estimated at $316.9 million for Orange County taxpayers and $1.5 billion for Durham
County taxpayers, largely from vehicle registration fees,
car rental fees, and a half-cent transit sales tax. Officials
also are working with the public-private Funding and
Community Collaborative to secure land and cash donations.
GoTriangle announced FTA's decision in a news release on the same day. The project was submitted for
consideration in April, but federal budget discussions
this Spring cast doubt on whether the money in FTA's
New Starts and Small Starts programs would be there
for major transit projects nationwide.
GoTriangle officials noted the project got favorable
ratings in three major areas — local financial commitment, project justification, and engineering readiness.
The project was measured for its mobility improvements, environmental benefits, congestion relief, economic development effects, land use, and costeffectiveness.
The GoTriangle Board of Directors was scheduled to
(Continued on page 11)
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meet the first week of August to discuss the project's
rating and FTA requests and what those mean for the
project, GoTriangle spokesperson Juan Carlos Erickson
said. The $70 million engineering contract was approved this Spring and the work is in progress.
Meanwhile, the Durham-Chapel Hill-Carrboro Metropolitan Planning Organization plans to resubmit the project for North Carolina Department of Transportation
funding. The project remains on track for construction in
2020, with service beginning in 2028, GoTriangle officials said.
If built, the light rail line would link UNC Hospitals in
Chapel Hill with Duke and North Carolina Central Universities in Durham. The plan includes 18 stations connecting residents to education, work, home, and retail
centers. (The Herald-Sun (Durham, North Carolina) via
Mass Transit Magazine, July 31)
Atlanta, Georgia
Police Officers at the Metropolitan Atlanta Rapid
Transit Authority Police Department are punishing riders
who try to skip paying fares. The agency’s Police Department has arrested 538 people during a recent sixweek operation goaled at addressing the problem.
Plainclothes Officers have been located at fare gates
across the agency’s 38 rail stations to watch for fare
evaders. Anyone arrested for trying to board a train
without paying was automatically given a 60-day suspension from using MARTA’s rail and bus system. If the
evaders were unable to produce a valid identification,
they were sent to jail. MARTA General Manager and
Chief Executive Officer Keith Park says the agency
takes fare evasion seriously and is committed to ensuring the safety and security of its customers. The agency
did not comment whether its police would continue
monitoring fare gates after the initial six-week effort.
MARTA’s rail system has about 48 miles of commuter
rail serving downtown Atlanta and its nearby suburbs.
(trn.trains.com, August 8)
Nashville, Tennessee
As Nashville Mayor Megan Barry's administration is
pursuing the first spoke of a light rail system in that city,
a new report shows how the entire five-corridor network could work, what it might look like, and where Metro faces construction and right-of-way challenges.
These details are laid out in the new "high-capacity
transit briefing book" released by the Metro Transit Authority on August 11 that found "no fatal flaws" in developing high-capacity along the five corridors. The report's
release completes the final phase of the region's nMotion transit plan, which outlines a proposed
$6 billion transit system for Middle Tennessee over the
next 25 years.
Barry has already proposed moving ahead with new
light rail service on Gallatin Pike and Main Street in East
Nashville. She wants to hold a public referendum in
May, 2018 that would let voters decide whether to dedicate new tax revenue to pay for transit projects.
11

Nolensville Pike, Murfreesboro Pike, and Charlotte
Avenue are also identified for light rail in the nMotion
plan, while Dickerson Pike is targeted for bus rapid
transit.
Though the report — led by the transportation planning firm Nelson/Nygaard Consulting Associates and
HDR, Incorporated — found no major issues that would
prevent the construction of high-capacity transit on any
of the corridors, it did identify what it calls "pinch points."
These are challenges where transit design would require "intense collaboration" among project designers,
neighborhoods, adjacent property owners, the Tennessee Department of Transportation, and other stakeholders such as the railroad CSX.
The study says that Murfreesboro Pike is currently the
most equipped to handle new transit construction, followed by Gallatin Pike and Charlotte Avenue. (The Tennessean (Nashville, Tennessee), August 11)
Hammond, Indiana
Local and state governments have pledged their financial backing for the South Shore Line's biggest projects
in decades. Soon the decisions — whether to build the
9-mile West Lake extension from Hammond to Dyer
and the 25-mile double-track project from Gary into
Michigan City — will be up to a federal agency. Based
on preliminary evaluations, NICTD General Manager
Michael Noland told the NICTD Board he expects
"medium-high" ratings on both projects from the Federal
Transit Administration. Last year, he said, every project
with a "medium" rating and higher received FTA approval.
West Lake would be the South Shore's first expansion
in more than a century, and NICTD says adding a second set of tracks to Michigan City would improve the
railroad's speed and reliability. FTA funding, if approved,
would pay 50 percent of each project's cost.
NICTD will formally submit its projects for FTA ratings
in September. The results could be announced in midOctober, with land acquisition commencing at the end of
the year upon a favorable rating from FTA along with
preliminary environmental approval.
The NICTD Board agreed, passing resolutions that
authorize real estate acquisitions for both projects.
The largest number of acquisitions will be in Hammond, for West Lake, and Michigan City, for the doubletrack project — about 60 properties in each city, Noland
said. About 10 homes in Munster could be taken.
Noland said NICTD has been working with local officials in each community affected by the projects.
The last local funding agreement for the $290 million
double-track project came in August, when the St. Joseph County Council agreed to finance its county's
share. And more recently, the Hammond City Council
voted to commit 15 percent of its share of county income tax money for the next 30 years toward the $605
million West Lake project, half the amount that community originally promised.
The Indiana Legislature and most Lake County cities
and towns, plus the county, have made financial com(Continued on page 12)
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mitments for West Lake, along with a grant from the
Indiana Department of Transportation.
The double-track project would further improve crossing safety in Michigan City, Babin said, by eliminating
more than 30 crossings that have only crossbucks or
flashers and installing 10 with flashers and gates.
Noland said rerouting the South Shore tracks to South
Bend Airport would cut 10 minutes from the running
time and eliminate 16 or more at-grade crossings.
South Bend has offered to pay for the project, but
NICTD also might seek a federal grant. (Post-Tribune
(Merrillville, Indiana) via Mass Transit Magazine, July
29)
Morrison, Missouri
Union Pacific officials are trying to figure out what
caused an eastbound UP freight train to rear end another freight train near Morrison in central Missouri on August 15, the Associated Press reported. According to a
railroad representative, one Conductor was transported
to a nearby hospital with non-life threatening injuries as
a result of the incident. No other injuries were reported. At least two locomotives and nine freight cars derailed in the rear-end collision. Both trains were carrying
a mix of cargo, but no hazardous materials were involved. In addition to slowing down freight operations
between St. Louis and Jefferson City, Missouri, the derailment delayed Amtrak’s Missouri River Runner. Buses provided substitute service to passengers
affected by the track closure. UP and officials from the
Federal Railroad Administration are investigating the
derailment.
The derailment took place on the railroad's exMissouri Pacific rail line connecting Jefferson City and
St. Louis. (trn.trains.com, August 16)
Dallas-Fort Worth, Texas
Irving-based Fluor Enterprises and Lane Construction
Corporation have been chosen to help with the design
and construction of the high-speed rail line that will carry travelers between Dallas-Fort Worth and Houston,
developer Texas Central Partners said on August 14.
The announcement comes after more than three
years of development by Texas Central, the private
company behind the $12 billion-plus venture. The project will be backed by private investors, and the company has pledged not to pursue federal or state government grants but said it may seek loans from existing
transportation credit programs.
The 240-mile high-speed rail line would take travelers
between the cities in less than 90 minutes, with trains
departing every 30 minutes during peak periods. The
line, which could follow one of several routes, would
wind down to Harris County and back at 205 miles per
hour. Currently, the company is awaiting the results of
an environmental impact statement for a preferred routing.
Dallas' station could be placed just outside of downtown, with the goal of tying it into the Dallas Area Rapid
12

Transit network. Construction is expected to begin in
late 2018 or early 2019, and the train could be open for
travelers several years later.
Lane Construction is a subsidiary of the Italian construction and civil engineering company Salini Impregilo. Fluor is a multinational engineering and construction firm. The selected companies will be working with
Texas Central to refine and update the project's construction plans, schedule, and cost expectation, according to the news release.
Texas Central's news release said it had agreed on
Fluor and Lane as the project's preferred "designbuilder." A final decision will be made once the design,
schedule, and implementation are reviewed and approved. Texas Central plans to use the N700-I bullet
train system — the same one used by the Central Japan Railway Company on its Shinkansen Line between
Tokyo and Osaka, with competitive fares. The Mayors of
Dallas, Fort Worth and Houston have supported the
project. Combined, the metropolitan areas of the three
cities account for about 13.1 million of Texas' 28 million
people.
A 2015 impact study commissioned by the company
estimated the project would spur $36 billion in economic
benefits over 25 years. An estimated 10,000 jobs a year
would be created over four years of construction, and
the company would hire 1,000 permanent employees,
the study said. The bulk of the criticism of the project is
directed at the eminent domain factor, viewing the railroad as a nuisance. An opposition group has worked
with very limited success to block the project.
Texas' relationship with high-speed rail dates back to
the late 1980s, when the State Legislature created the
Texas High-Speed Rail Authority to select a group that
would build the system and granted the powers of eminent domain.
The French-American group Texas TGV Corporation
was awarded the project but failed to raise money and
the franchise was revoked. Plans crumbled in the early
1990s under the weight of the cost and from opposition
from air carriers in the state.
Between Texas and California, there is currently a
high-speed rail “space race” to see which Sun Belt state
can complete its project first. (Dallas Morning News,
August 14)
Stadler has completed the first Flirt multiple-unit to be
assembled in the USA at its plant at North Salt Lake in
Utah. The DMU for the TEX Rail project will be officially
unveiled at the APTA Expo in Atlanta in October.
In 2015 the Fort Worth Transportation Authority signed
a $100 million contract with Stadler for the supply of
eight DMUs. This was Stadler’s first contract to include
federal funding and was thus subject to Buy America
regulations requiring 60% of the contract value to be
sourced in the United States. The bodyshells and bogies are being produced in Switzerland, with final assembly taking place in Utah.
Groundbreaking ceremonies for the TEX Rail commuter route were held in August, 2016. Due to open in
(Continued on page 13)
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2018, the 26-mile line would link central Fort Worth with
Dallas-Fort Worth International Airport. Around half of
the $1 billion cost, which includes rolling stock, is being
met from federal sources. (Railway Gazette, August 3)
San Francisco, California
Bay Area Rapid Transit (BART) has entered the next
phase of the road testing of its new trains. Test trains
are now making test runs during regular business/
daylight hours on all lines. Prior to this stage of testing,
the new trains had been operating on designated test
tracks and on the mainlines only during the overnight
hours. Now, while the trains may actually stop at stations and cycle their doors open and closed, simulating
regular passenger service, signs aboard the cars will
inform waiting passengers on the platforms that they
are not in service. Upon successful completion of a series of 16 tests mandated by the California Public Utilities Commission, it is expected that the first of the 775car order for new trains built by Bombardier of Plattsburgh, New York will enter regular passenger service
and begin the process of gradually replacing the existing fleet, the oldest rapid transit fleet in North America.
35 cars are expected to be in service by the end of
2017, 166 cars by the end of 2018, and all 775 by Autumn, 2022. (International Railway Journal, July 21)
A ground-breaking ceremony was held at the Millbrae
station attended by California Governor Jerry Brown
and several state officials and Caltrain representatives
marking the commencement of construction work to
electrify the Caltrain commuter rail corridor between
San Francisco and San Jose with 25,000-volt, 60-cycle
catenary power. The $1.98 billion project is expected to
be completed by early 2021, with the first of 96 multilevel electric multiple unit cars delivered by August,
2019 for testing and entering service in 2020. A total of
16 six-car consists have been ordered from manufacturer Stadler for $551 million. The trains will be capable of
being lengthened to seven or eight cars if future needs
require it. Earlier in 2017, funding for this project had
been thrown into doubt with the change in presidential
administration. Fortunately, a frenzied lobbying effort by
elected officials, business leaders, and transit leaders
and advocates convinced United States Transportation
Secretary Elain Chao to approve a $647 million federal
grant for the project. (KRON Channel 4 News, July 21)
San Francisco’s Municipal Transportation Agency
(SFMTA) ordered 185 trolleybuses from manufacturer
New Flyer of America. The buses will be 40-foot versions of New Flyer’s Xcelsior class bus body. This is in
addition to the 93 articulated 60-foot trolleybuses that
were delivered to SFMTA starting in 2015 and are seen
on the 14/Mission, 30/Stockton, 5/Fulton, and 5R/Fulton
Rapid routes. A big difference between the new trolleybuses and the 2001 models they are replacing is that
the new buses are capable of operating off-wire for a
few miles on battery power at speeds of up to 40 mph, a
useful feature in case of route diversions or having to
13

get around disabled vehicles blocking the way. Another
feature provides the ability to lower or raise the trolley
poles from the wires from the safety of the Operator’s
seat. These 185 trolleybuses are expected to enable
the full retirement of the existing fleet by 2019. (Metroreport.com, August 2)
Montreal, Quebec, Canada
Member Al Holtz reports from a source in Montreal:
The future Reseau Electric Metropolitan (REM) light rail
transit line (LRT) network will connect the communities
along the south shore of the St. Lawrence River via a
new Champlain Bridge (now under construction with the
LRT line through the middle) with the Deux Montagnes
Line (the former Canadian Northern electrification, now
Canadian National Railways (CNR)) and will tie in with
the West Island Line (the Canadian Pacific (CPR) Winchester Subdivision) and a new line to Dorval Airport.
The Deux Montagnes line will then replace the relatively
new commuter rail electric multiple unit (EMU) commuter railcars, which had replaced the CNR electrics in
1995, with brand-new LRT trains. All this will connect
with Montreal's existing and extensive subway system.
The retirement and conversion of the Deux Montagnes
line is scheduled for 2020. The new Champlain Bridge,
whose construction is well underway, is scheduled to
open in late 2018. However, the Deux Montagnes line
conversion to LRT is at odds with VIA Rail Canada,
which presently runs through the Mt. Royal Tunnel (with
diesel trains) to and from northern Quebec. After the
conversion VIA will no longer be able to use the tunnel
as it is not compatible with the new LRT. (Al Holtz, August 11)
Mexico City, Mexico
Metro operator STC has begun tendering for studies
of an express rail link to Mexico City’s new airport,
which will include defining route options to make the
best use of existing rights-of-way and minimize disruption to the urban fabric. The preferred bidder will also
consider the civil engineering and electro-mechanical
works required, as well as rolling stock, signaling, and
power supplies.
According to STC Director General Jorge Gavino Ambriz, one option is for the new service to make use of
Line 1 of the STC network, running from Observatorio in
the west of the city via Avenida Fray Servando Teresa
de Mier to the existing Benito Juarez International Airport, close to Boulevard Puerto Aereo station on Line 1.
It would then run on to the new airport, due to enter service in 2020-1.
Calling at a limited number of intermediate stations,
the east-west express service is seen as complementary to the metro network, which has three stations serving the existing airport, and is expected to encourage
the use of public transport by both regular and occasional passengers in place of the private car.
Separately, STC has also called tenders for studies of
an extension of Line 9 from Tacubaya to Observatorio,
providing interchange with metro lines 1 and 12, as well
as the suburban railway now under construction to Tolu(Continued on page 14)
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ca. (Metro Report International, August 2)
Basel, Switzerland
Basel tram operator BVB opened the first phase of an
extension into France on July 31. The 500-meter extension of Route 3 from its previous northwestern terminus
of Burgfelden Grenze to Burgfelderhof brings it to the
border.
The Burgfelden Grenze stop closed on July 14, with
buses replacing trams to the terminus until the new section opened. There is an intermediate stop at
Waldinghoferstrasse.
The cost of the first phase of the extension was SFr
35 million, including a new turning loop. Because this is
partly on the French side of the border, trams are not
permitted to carry passengers while travelling around it.
The full 3-kilometer-long extension with four stops to
the Saint-Louis station in France is due to open on December 9. Test running started on August 2 and driver
training is due to begin in September.
The remaining section cost SFr 54 million, and the
entire extension project, including the construction of
park-and-ride facilities, is SFr 87 million.
Once the extension to Saint-Louis is open, every second tram will continue into France, giving the Burgfelderhof-Saint-Louis section a 15-minute frequency.
Route 3 will become BVB’s second cross-border tram
route, following the opening of a Route 8 extension into
Germany in December, 2014. Route 10, operated by
Baselland Transport, already crosses into France,
where it serves one stop before crossing back into Switzerland. (Metro Report International, August 9)
Palermo, Italy
Work on the Anello rail line in Palermo restarted on
July 29 following the government allocating an additional €50 million to the project in April.
The project to create a circular line around the city
center is now 80% complete. This will use a former
freight branch to the port and a mostly underground
passenger line between Palermo Centrale and
Giachery. A new section is being built to connect the line
from Giachery to Notarbartolo, completing the circle.
The line will remain single-track, with service only running in one direction. Frequencies will remain at
30 minutes.
The project is due to be completed next year, along
with the Passante link upgrade and extension of the
existing suburban line between Falcone e Borsellino
Airport and Palermo Centrale. On July 27 work ended to
cover the tunnel on the De Gasperi-Francia section.
In the longer term Passante will be extended south to
Termini Imerese, and a bypass of Palermo Centrale will
be built. Passante services will run every 15 minutes,
down from the current 30-minute headways between
the airport and Palermo Centrale. (Metro Report International, August 2)
Krakow, Poland
MPK Krakow has selected Pesa as preferred bidder
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for a contract to supply 35 LRVs, with an option for 15
vehicles, after a decision to exclude the Polish manufacturer from the tender was overturned.
Pesa submitted a bid of Zlotys 427.4 million ($117.9
million) for 50 unidirectional Karakowiak II vehicles,
which will be a development of the bidirectional Krakowiak LRV, 36 of which were supplied to MPK by Pesa
in 2015-6. At 32-35 meters, the new vehicles will be
shorter than the existing Krakowiaks, which are the
longest vehicles in MPK’s fleet. The new vehicles will
also be able to operate without catenary for up to 3.5
kilometers (2.2 miles).
In addition to the offer from Pesa, Newag, Škoda, and
a consortium of Stadler Poland and Solaris submitted
bids for the contract. Pesa submitted the lowest-priced
offer, but was subsequently excluded from the competition due to late delivery of the Krakowiak fleet.
However, Pesa contested its disqualification at Poland’s National Court of Appeal, which ruled in favor of
the supplier.
The LRVs must be delivered within 30 months and
MPK will accept a maximum of three vehicles every two
weeks. The deadline for exercising the option is October 31, 2021, and deliveries must be completed by October, 2023. (International Railway Journal, August 8)
Kramatorsk, Ukraine
Trams ceased running in Kramatorsk in eastern
Ukraine on August 1 with the closure of the last remaining route. The city intends to buy three buses to serve
the 14.6-kilometer (2.9-mile) route, with fares kept the
same.
The main reason given for the closure was the high
cost of fleet replacement. The eight operational KTM5
trams in the fleet, of which five were needed for regular
services, date from 1974 and needed replacement. This
would have cost 12 million to 15 million hryvnia (US
$470-590,000) per tram, compared with 1.5 million hryvnia (US $60,000) for a bus. The trams will all be sold.
Additional factors were the poor state of the tracks
and decreasing ridership as industrial activity along the
route having slowed. (Editor’s Note by Alexander Ivanoff:
by no small part due to the Ukrainian conflict.)
Tram operations in Kramatorsk began in 1937 and the
network had five routes at its maximum extent. The network began shrinking in the early 2000s, and in May,
2014 it was temporarily closed because of the conflict in
eastern Ukraine. (Editor’s Note by Sasha Ivanoff: Having
been to Ukraine to visit relatives twice during my high school
years, I worry about this as a trend, especially in the struggling eastern part of the country, which is still a war zone.
Because my dad’s cousin Zhenya had a car or we charted
transportation, we never utilized public transit while on my
trips. I think it is strange that having spent a fair bit of time in
the country, I have never ridden on any Ukrainian transit
property, and some opportunities that I should have taken,
like riding the Yalta-Simferopol trolleybus, an excursion that
today would require not only a visa but some toleration of
Russian authorities, I have not taken. On a future trip to
Ukraine I hope to change that.) (Metro Report Interna(Continued on page 15)
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tional, August 2)
St. Petersburg, Russia
Stadler Minsk, Transportnaya Koncessionnaya Kompanya and LSR Group started acceptance testing of the
first six Metelitsa trams for the fast tram route being developed in St. Petersburg on August 1.
The TKK consortium of Lider Group and LSR Group is
developing the fast tram project in the Krasnogvardeisky district under a 30-year BOT agreement. In August, 2016 Stadler signed a contract to supply 23 trams,
designated B85600M, from its Minsk factory. The trams
are branded by the future operator as Chizhik. Stadler
will provide maintenance during the five-year warranty
period.
Also in St. Petersburg, the first of 27 Yubileyny trainsets ordered last year for that city’s Metro Line 3 was
delivered to the Nevskoye depot on August 7.
On September 8 2016 Transmashholding subsidiary
Oktyabrsky Electric Railway Car Repair Plant announced on that it is to supply 27 six-car trainsets for
13.4bn rubles. The order comprises 54 driving cars, 54
intermediate motor cars, and 54 trailer cars.
The second trainset is to be delivered in late August,
followed by 13 more sets in 2017 and 12 in 2018.
(Metro Report International, August 8 & 9)
Tehran, Iran
The southwestern branch of Tehran Metro Line 1 from
Shahed to Namayeshgah-e Shahr-e Aftab was rebranded as Line 8 when an extension to Imam Khomeini International Airport opened on August 7. This is the second metro link to the capital’s airports, with Line 4 already serving Mehrabad Airport.
The extension to Imam Khomeini International Airport
runs at ground level, paralleling the alignment of the
Tehran-Qom motorway. A further extension to the satellite town of Parand is under construction. This will be
Tehran Metro’s first “express” line, with a maximum operating speed of 75 miles per hour (120 kilometers per
hour). (Metro Report International, August 11)
Port Louis, Mauritius
Mauritius Metro Express signed an 18.8 billion Rs (US
$572 million) design-and-build contract with Larsen &
Toubro (L&T), India, on July 31 for the construction of a
26-kilometer light rail line linking the island’s capital Port
Louis with the town of Curepipe.
The contract was awarded following a competitive tender and the project is being fully funded through a grant
and line of credit from the Indian government.
The contract includes the construction of stations,
bridges and viaducts, trackwork, d.c. electrification, signaling, and depots. L&T will also procure a fleet of 30
LRVs and fare collection and passenger information
systems.
Metro Express will serve 19 stations, two of them elevated, and will link three bus interchanges, enabling
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connections to towns and villages across the island.
Preliminary works began in March and major construction will start next month. The initial 13 kilometer
section of the route from Port Louis to Rose Hill is
scheduled to open in 2019, with the remainder of the
line to Curepipe due for commissioning in
2021. (International Railway Journal, August 3)
Beijing, China
Test running at speeds up to 350 kilometers per hour
(217 miles per hour) is underway on the Beijing- Shanghai Line, as part of China Railway Corporation’s plan to
reinstate the previous national maximum speed six
years after it was reduced to 300 kilometers per hour
(186 miles per hour) in the wake of the Wenzhou collision in July, 2011.
A new timetable is expected to be introduced in midSeptember that would cut journey times on the 1,300kilometer (807-mile) Beijing-Shanghai route by around
30 minutes to about 4½ hours. Service would be operated with Fuxing trainsets, which were designed by
CRRC with speeds up to 400 kilometers per hour (250
miles per hour) in mind. According to the manufacturer,
a test run on July 27 showed that a Fuxing trainset
would use 10% less energy than a CRH380 when running at speeds of 350 kilometers per hour, although a
Fuxing trainset’s energy consumption at 350 kilometers
per hour would be 20% to 30% higher than when it runs
at 300 kilometers per hour.
China’s first 350-kilometer-per-hour service was
launched on the Beijing-Tianjin Line in August, 2008
and more routes followed, but maximum speeds were
reduced to between 250 kilometers per hour (155 miles
per hour) and 300 kilometers per hour in 2011.
(Railway Gazette, August 2)
Bangkok, Thailand
New automated monorails are in store for two rapid
transit systems in Bangkok, as announced recently by
Bombardier Transportation. The train manufacturer has
received two orders to provide its Bombardier Innovia
Monorail 300 system for two rapid transit systems in
Bangkok. The automated monorails will be built for
Northern Bangkok Monorail Company and Eastern
Bangkok Monorail Company, and will serve the city’s
northern and eastern areas. Bombardier will create the
mechanical and electrical components for the two monorail lines, including 72 four-car monorails equipped
with automated train operation technology. The contract
with Northern Bangkok Monorail will include 42 monorail
trainsets for the 21.4-mile Khae Rai-MinBuri Pink Line.
Additionally, the Eastern Bangkok Monorail project will
include 30 trainsets for the 18.8-mile Lat PhraoSamrong Yellow Line. Bombardier will facilitate project
management, systems engineering and integration, and
testing and commissioning for both projects. The monorails are estimated to serve more than 400,000 people
each day. Bangkok has a population of more than 8.2
million people. (trn.trains.com, August 16)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from August, 2017 issue)
Before beginning the next chapter, I want to mention a
message I received about the previous portion by Klaus
Matzka, who commented that many of Basel's Duewag

cars, which I did not see operating on this trip, are now
in Belgrade, Serbia. He provided this photo of the cars
on their way there.

He (as well as some others) also reminded me that
plans are afoot to convert the 750-millimeter gauge of
the Waldenburgerbahn to one meter, for a possible future link to the Basel tramway system.
Now on to the main portion of this installment...
Daylight Saving Time in Europe means that the sun
rises relatively late, especially toward the end of summer, so there was no reason to get up early, and I
caught up on the sleep I missed the previous night. Today was our day for exploring Zurich, the nation's largest city, with a population of about 380,000 (1.1 million
in the metropolitan area). It is the financial center of
Switzerland, and has a large number of museums and
tourist attractions. Clare would concentrate on them
while I would catch up with transit developments since
my last visit.
As mentioned in the introduction, we did not have to

worry about having to arrive at the station in time for a
specific train; we would just hop on the next one to our
destination, as we once did with P-70s on the Pennsylvania Railroad corridor. That turned out to be the 9:33,
which left 6 minutes late. Soon after our departure there
was a trilingual announcement over the public address
system that informed the passengers that there was a
problem "with the tracks" at Aarau, and so we would
travel via Brugg instead — "and be 7 minutes late!" Upon our arrival at Zurich's Hauptbahnhof at 10:37 (10:26)
another multilingual apology announcement came over
the loud speaker, "Thank you for understanding."
After picking up transit maps, we decided when and
where to meet for our return journey, and I bade Clare
goodbye. I took the next regional train toward the Zurich
Flughafen and got off at Oerlikon, a busy town about

(Continued on page 17)
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halfway out. For many years this was the northernmost
extent of Zurich's meter-gauge tramway (the
Verkehrsbetriebe Zurich — VBZ), but the Glattal project
to extend the system to the airport and surrounding
neighborhoods has since expanded the system further.
Zurich has a comprehensive tramway network with 15
lines covering a little over 50 miles of double track (see
http://www.urbanrail.net/eu/ch/zh/zuerich.htm).
Unlike
the variety of rolling stock in Basel, the Zurich fleet is
limited to just two basic car types, although there are
variations among them. The older group, called the
Tram-2000s, were built locally from 1976 to 1992 by
Schindler (now part of Bombardier), with trucks from
SIG (now part of Alstom) and electrical equipment by
Brown-Boveri (the BB of ABB, later part of Adtranz and
now also part of Bombardier). Some of these now have
low-floor center sections, somewhat like the cars in Dallas, but many do not, and their use prohibits comprehensive stepless access. All VBZ stops have countdown
displays indicating the route number and destination of
the next few cars. An appropriate symbol is shown
when the corresponding trip is wheelchair-accessible.
The other units are the 100-percent low-floor "Cobra"
cars, dating from 2001 to 2010. The story of the Cobra
trams is interesting. Much like the reasoning in Vienna
(that created the ULF — Ultra Low-Floor car), Zurich
decided the equipment offered by the major European
carbuilders did not meet its specific needs and decided
to employ the group of companies that manufactured
the Tram-2000 to design its own 100-percent low-floor
units, with the thought of creating a standard for all of
Switzerland and for sales to cities in other European
countries. As the project moved forward those companies became parts of Bombardier and Alstom, and finally in 2001, a few prototypes were delivered. I rode on
one of the new Cobras soon after it went into test public
service and wrote that it was a disaster in all respects
— noise, ride quality, speed, comfort, etc. (almost as
bad as Prague's Skoda 14Ts). I thought a full order
would never be built, but I was wrong. The kinks were
worked out and Bombardier delivered 68 of these units.
I truly believe the final version is as good as similar 100percent low-floor units running throughout the continent
(and of course the prototypes were later upgraded). But
like the Strasbourg Eurotram design, Bombardier
ceased manufacturing the Cobras and the next batch of
new cars for Zurich will not be this model.
The Cobras are still the city's most modern trams, and
so when it was desired to extend the network to the airport, 20 more were ordered for the new Route 12 and
the extensions of the 10 and 11, bringing the final number of units up to 88. Like in Basel, these suburban extensions are owned by a separate entity, the Glattalbahn. To differentiate these Cobras from the VBZs, it
was decided to paint them white with blue trim, almost
the exact opposite of the traditional Zurich colors of blue

with white trim. The first segment of the Glattal system
opened in 2006 and I rode a portion of it from the Flughafen (Kloten Airport) between planes on a trip to Sofia
in May, 2010. Now I had the chance to ride the remainder, which includes the entirety of Route 12, inaugurated in December, 2010. All the cars on the 12 and most
of those used on the 10 are painted white for the Glattalbahn, while VBZ blue still rules on the 11 (probably
because of some proportional allocation formula).
Thus I rode a blue Cobra to the end of the 11 at Auzelg, where the 12 begins. I transferred to a white Cobra at that point and proceeded on the relatively new
right-of-way, laying over here and there for photos, including one on a long viaduct in the town of Glatt itself.
The line ends at Stettbach, where it connects with the S
-Bahn and VBZ Route 7, which terminates on a separate loop. I then rode the 7 to Schwamendinger Platz, a
very interesting location that unfortunately was undergoing some construction. It is the junction of Routes 7 and
9, and the location of the outer portal of Zurich's ill-fated
attempt to build a metro. A tunnel was dug to launch a
controversial plan for a subway system in the late
1960s, but a referendum on the project in 1973 killed it.
What to do? Obviously, convert it to light rail and integrate it with the tram system. But the three subway stations were built with center platforms and all of Zurich's
rolling stock is single-ended with doors only on the right
side. The solution was to have Routes 7 and 9 run
through the tunnel left-handed. Because its western end
is on a hill it was relatively easy to route one of the
tracks under the other and have them run through separate portals. But on the eastern end the two tracks
emerge alongside one another. Once outside they simply cross each other at grade. (I am sure FRA or FTA
would have a conniption if this were done in the U.S.)
Note: I can think of two other places that have such scissor
crossings: both are in Sweden, specifically in Stockholm and
Goteborg. The former results from the change of the rule of
the road that occurred in 1967 and the specific desire to retain a Red Arrow-like tram line (Alvik-Nockeby) that accesses
the left hand-operated subway with across-the-platform
transfers. The Goteborg case matches Zurich's, where an
underground station (Hammarkullen) was built with a center
platform before it was decided to incorporate the line into the
tram network. In this case the entire end of the line, from
Hajallbo, the location of the crossover, to Angered, operates
left handed, including the two above-ground stations. Since I
wrote this a third example has been created, this time in
Vienna. Route 26 now has such a pair of scissor crossovers
on either end of a long tramway bridge that has a station in
its middle. With single ended cars having doors only on one
side, the system cut the cost of the station by having only a
single center platform with only one elevator and a pair of
escalators rather than twice as many. From my travels back
in 1968 I also observed this abnormality along a section of
the PCC-operated legacy tramway in Madrid, allowing one
track to be on side-of-the-road reservation and the adjacent
one in the roadway. Unfortunately the system was abandoned
before the new light rail network was built.
(Continued on page 18)
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The Bahnhofstrasse neighborhood in Zurich's center. The spire of the Fraumuenster Kirche, shown in the left view, was built in the 13th Century and is now a city landmark. The church, with windows by Augusto Giacometti and Marc Chagall, is located on a cul-de-sac off the pedestrianized street, which serves four streetcar lines. The facade of Zurich's huge Hauptbahnhof dominates the right view looking north
from the pedestrianized Bahnhofstrasse, a promenade considered the world's most expensive and exclusive shopping avenues.

Two views at the Auzelg station of the new Glattal railway. Route 11 terminates at this point and its cars lay over on the adjacent wellmanicured loop, while the 12 runs through, heading to Kloten Airport. Both lines use single-ended Cobra cars, with the 11 equipped with
VBZ units (left) while the 12 is operated with virtually identical VBG cars (right).

Two equipment photos. The five-section 100-percent low-floor Cobra car at left is shown at the elevated Glatt station in Zurich's northern
suburbs. The right view is at the joint Bahnhof Stettbach terminal of VBZ Route 7 and VBG Route 12. The long unit is made up of a six-axle
Tram-2000 articulated motor with a low-floor center section, MU'd with a four-axle matching blind motor, called a "Pony." The VBZ roster
also includes six-axle blind motors.
(Continued on page 19)
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Two photos at Schwamendinger Platz, the eastern end of Zurich's tram subway. A Route 9 Cobra tram is shown approaching the scissors
crossing that will take it from the left side to the right. Left-hand operation through the tunnel is a necessity because the three underground
stations were constructed with center platforms for an aborted Metro. At the bottom a Tram-2000 set, consisting of an 8-axle center lowfloor unit and a Pony, climbs the ramp from the tunnel to the surface. You would think you were in England.

The Romerhof stop on Route 8, which is a transfer point to the
Dolderbahn rack railway. A single 6-axle Tram 2000 unit, sans lowfloor center section, operates over this relatively light line, which is
soon to be extended as part of Tram West.

I photographed the crossover as best I could and continued on a Route 9 car through the tunnel. Because of
my location, I decided to ride and photograph two of the

city's three more unusual rail transit operations. The
next installment will cover these and the rest of my day.

Around New York’s Transit System

moved into place to finance the program, MTA could
hire up to 700 new employees by the end of 2017 to fill
vacant job positions; their efforts would be noticed by
riders in early 2018. (NBC New York, August 8)

implementing this program. MTA Managing Director
Ronnie Hakim stated that if the funding from both the
city and the state were quickly made available and
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Around New York’s Transit System
NYC Subway Action Plan Introduced
Less than 30 days after New York State Governor Andrew Cuomo declared that the NYC subways were in a
“state of emergency” after several high profile service
interruptions trapping passengers between stations and
topped by a series of derailments, MTA Chair Joseph
Lhota introduced a NYC Subway Action Plan intended
to stabilize and improve the trouble-plagued system and
provide a foundation for the upcoming efforts to modernizing the antiquated systems that have been failing
at an alarming rate in the past few months. Phase One
will aim at achieving measurable results within one year
with increased service reliability and capacity, enhanced
station cleaning and safety, and clear and accurate
communication. Aimed at the key causes of 79% of the
delays, 54% stemming from signal, track, and power
issues with the balance caused by track fires, car equipment breakdowns, station issues, water-related corrosion, and police activity, a signal repair program will be
expedited to address the 1,300 most trouble-prone signals, a water management initiative will be launched
under which leaks will be remedied and sealed, drains
cleared of debris to prevent back-ups and flooding issues, and the entire underground system will be cleared
of fire hazard debris. 31 Track & Structures teams will
be positioned strategically around the system to improve response times to incidents as they develop and
provide a 30% increase in capacity to install welded rail.
The number of Combined Action Teams responding to
track power and signal issues will be tripled to reduce
response times from 45 minutes to 15 minutes. In terms
of improving subway car reliability, overhaul capacity
will be increased from 950 cars to 1,100 cars per year,
adding an additional full repair and maintenance shift to
maximize 24/7 shop capacity with an emphasis on inspection and repair of doors (which account for 40% of
on-the-road breakdowns) and pre-positioning Emergency Subway Car Response Teams for quicker repairs of
defective equipment at the locations where they occur.

Where existing platform lengths will allow, consists will
be increased to 10 cars. This will be the case with C. A
controversial feature of this Phase One is a pilot program to remove seats from select subway cars with the
goal of increasing the capacity of each modified car by
25 passengers. The two lines this program will debut on
will be S Times Square Shuttle and L Canarsie Line.
The number of stations with assigned Emergency Medical Technicians (EMTs) will be doubled to reduce delays
due to medical incidents aboard trains and at stations.
On the communications aspects, the completion date of
“countdown clocks” providing real-time information on
the status on upcoming trains will be accelerated, a new
integrated MTA app for smartphone and tablet users to
provide current and accurate information will be developed, and revised communications protocols for customers and placing MTA Customer Service representatives at high volume stations to convey more concise
and accurate information will be done. Management will
be restructured so that key decision-makers will be
placed together so that incidents can be jointly monitored and response measures can be more quickly dispatched to where they are needed. Elements of Phase
Two will be defined in the coming weeks with a focus
toward modernization of the aging system. Among them
will be adopting the best innovations from the MTA Genius Challenge that have the greatest potential for actual improvements and focusing on long-term improvements such as Communication-Based Train Control
(CBTC) and better designed new-technology subway
cars. (MTA press release, July 25)
But…
Just over a week after MTA announced its Subway
Action Plan to turn the system around from its recent
spate of accidents and incidents of service disruption,
MTA officials revealed that the agency lacked the staffing to begin working toward even starting the process of

Staten Island’s 157-Year-Old Railroad

There was no passenger service on the 7.1-mile nonelectrified line, which crossed the following railroads in
New Jersey and probably interchanged freight: former
Central Railroad of New Jersey and Baltimore & Ohio
Railroad at Cranford Junction, former Lehigh Valley
Railroad at Staten Island Junction, and former Pennsylvania Railroad at Linden Yard near Linden Junction.

(Continued from page 5)
STATION
Arlington

MILES

STATION

MILES

0

Port Richmond

1.8

Harbor Road (A)

0.2

West Brighton

2.6

Mariners Harbor

0.4

Livingston

3.1

Lake Avenue

0.7

Sailors Snug Harbor

3.6

Elm Park

1.0

New Brighton

4.3

Tower Hill

1.5

St. George

5.1

(Continued on page 19)

(To be continued)

(A) Harbor Road was formerly Arastina
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STATEN ISLAND’S 157-YEAR-OLD RAILROAD
(Continued from September, 2017 issue)
In the previous issue, we described the
route of the North Shore Line, which was
abandoned on March 31, 1953, but we omitted the South Beach Line because of the
lack of space. On the same date, South
Beach trains also ceased operating from St.
George to South Beach and switched away
from the Tottenville Line at Clifton Junction.
Photos show one-car trains operating on
both lines. Following are the stations and
mileage:
The East Shore Branch extended from Clifton Junction near Greenfield Avenue between Tompkins Avenue and Bay Street on a
right-of-way between the above streets to St.
Johns Avenue, then adjacent to Lily Pond
Avenue, then between Railroad Avenue and
Seaside Avenue to Sand Lane, South Beach.
There was no passenger service to Wentworth Avenue, a short station where only one
door could be opened.
The June 17, 1951 timetable listed the following stations and mileages:
STATION

MILES

STATION

MILES

Clifton Junction

0

Arrochar

1.4

Rosebank

0.3

Cedar Avenue

1.6

Belair Road

0.7

South Beach

2.1

Fort Wadsworth

0.9

Wentworth Avenue

2.2

All of the original MU cars were no longer in
service. Several were destroyed by fires, but
the company w as able to maintain adequate
service. In 1927, five cars were damaged by
a fire at Tottenville and on June 25, 1946, a
fire destroyed the St. George terminal and 8
cars.
After discontinuing service on two branches

in 1953, the company sold 30 surplus cars to
New York City Transit, which had a car shortage. These cars were slow loaders because
of their door and seating arrangement.
Between October 3 and October 10, 1955,
the following Staten Island cars were placed
in service on the lightly traveled Franklin Avenue Shuttle, Culver, and West End Local
Lines:
NYCT
NUMBER

SIR
NUMBER

NYCT
NUMBER

SIR
NUMBER

2900

391 (A)

2913

362

2901

349

2914

342

2902

341

2915

394 (A)

2903

309

2916

339

2904

329

2917

357

2905

344

2918

300

2906

373

2919

310

2907

301

2920

340

2908

305

2921

350

2909

387

2922

345

2910

336

2923

354

2911

364

2924

304

2912

383

(A) Cars were originally 500-series trailers, which were
motorized and renumbered in 1928

All of the above cars were out of service on
April 29, 1961. They were authorized to be
scrapped on June 13, 1961 and September
5, 1961 and were towed away by the South
Brooklyn Railway to the scrap yard on September 8, 1961 and December 18, 1961.
In addition to the above cars, the company

(Continued on page 4)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from September, 2017 issue)
dential neighborhood as well as the bath houses along
Oriental Boulevard, and its tracks were extended eastward from the Manhattan Beach “plaza” in front of the
(1909) LIRR terminal to a surface car stop situated past
the Oriental Hotel. On August 7, 1913 the Marine Railroad began the year-round use of rented LIRR battery
car 5 as a shuttle on Oriental Boulevard to the Manhattan Beach Branch terminal, from which it continued on
LIRR itself to the Sheepshead Bay station where a convenient transfer could be made to BRT’s Brighton Line.
Not surprisingly this operation met with some measure
of success completely independent of the railroad’s service from Long Island City, which was continuously offered each year despite ever-decreasing ridership. This
was particularly so after the Oriental Hotel was permanently closed in September of 1915 and soon demolished, at which time operations on the six-year-old
(relocated) Manhattan Beach Branch were reduced to a
single track. Two months later, between November 6
and 24 of 1915, its pair of daily off-season trips making
their way to and from Long Island City were routed
through the East New York Tunnel and the line was set
into its final arrangement, including station stops at
Long Island City, Penny Bridge, Haberman, Maspeth,
Fresh Pond, Myrtle Avenue, Ridgewood (Cypress Avenue), Fulton Street (East New York), Rugby, Kouwenhoven, Vanderveer Park, Manhattan Beach Junction,
South Greenfield, Kings Highway, Neck Road, Sheepshead Bay, and Manhattan Beach.
A further indication of the increasingly subservient status that the Manhattan Beach Branch had gained by
late 1915 was its single-tracking, which included the
westward connection toward Bay Ridge that was still
used by Brooklyn-based local freights serving its industrial customers. In May, 1918 seasonal service was cut
from four to three trains per day (with four only on Sundays), then finally bottomed out three years later in May
of 1921, when just a pair of round trips were scheduled
all year round. By the same time, the Marine Railroad
had discovered a resurgent ridership market for its original service from Manhattan Beach to Brighton Beach,
where a number of new beachfront attractions and bath
houses were being built, and petitioned to the Public
Service Commission for its line to be so modified on
August 1, 1920. As a result of this proposal the former
LIRR battery car that shuttled on Oriental Boulevard
was diverted from the Sheepshead Bay LIRR station to
Brighton Beach by way of newly-restored track west of
the Manhattan Beach terminal starting on April 1, 1921

FINAL DEMISE OF THE MANHATTAN BEACH
BRANCH

As noted previously, the resort-oriented flavor of Manhattan Beach was being heavily compromised by urban
development by the time railroad operations were truncated at a replacement terminal next to its namesake
resort in 1909. This process rapidly accelerated through
those years and as it did a transit-oriented ridership
market was created, one for which the Long Island Rail
Road was entirely ill-positioned. No more were there
well-heeled summertime crowds coming by the
trainload from the cramped confines of Manhattan and
Brooklyn in search of comfort at its beaches, opulent
hotel rooms, and outdoor concerts. Instead there were
ever-increasing quantities of working folks (widely varied in socioeconomic standing) who were establishing
full-time homes and whose transportation needs were of
a far more prosaic nature than that which Austin Corbin
had originally envisioned. So came the gradual destruction of the Manhattan Beach Branch itself as a leisureoriented destination, an outcome epitomized through
realization that the great Manhattan Beach Hotel would
never reopen after its 1911 program concluded that
September. Five seasonal trains per day continued to
service patrons of the neighboring Oriental Hotel for the
warm weather months of 1912, utilizing a seasonal terminal that had been re-laid in front of the Manhattan
Beach Hotel and first opened on July 29, 1909. Nevertheless their number seemed to diminish as rapidly as
the new residential lots were being carved out of
Corbin’s seaside resort property and sold off. As noted
previously, LIRR cut service on the Manhattan Beach
Branch to four trains daily as the 1913 season opened,
a “skeletal” offering that justified the railroad’s lack of
expensive signals on its recently-reconstructed line.
This resulted in the practice of “manual block” control,
which in turn enabled only one train to be on the branch
at any time in either direction.
A semblance of railroad service was restored in the
immediate vicinity of the Oriental Hotel later the same
year when a new trolley line was opened as a reembodiment of the Marine Railway. This was an intramural (beach) operation that shuttled on its own tracks
between the Oriental Hotel and Brighton Beach utilizing
various modes through its decade-and-a-half of previous existence, including a steam train and a selfpowered “Duplex” car between 1899 and 1905, then a
lone electric trolley through the 1912 summer season.
For the following year the Marine Railroad, under the
auspices of the Manhattan Beach Estate Company,
changed its service orientation toward the growing resi-

(Continued on page 3)
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connections toward Fresh Pond (which also passed
through the former station) removed outright. As a result
all moves to and from the Manhattan Beach Branch had
to be made using the lone remaining connection toward
the Bay Ridge side in either direction. Like its longdeclining patronage base, the volume of local freight
that was moved to and from customers along the Manhattan Beach Branch also dropped across the few remaining years it survived, precipitously so after the
Great Depression set in. The right-of-way past South
Greenfield was no longer in use by the end of 1932,
then the last trains were removed from the line when
that final abbreviated segment was embargoed starting
in July, 1935. Formal abandonment of the Manhattan
Beach Branch was approved by the Interstate Commerce Commission on July 28, 1937 and the track and
bridges were removed immediately. The balance of the
empty right-of-way was then sold off to a pair of developers and eventually re-used for housing lots (what
else?), which still tightly border the eastern edge of MTA
New York City Transit’s Brighton Line. The portion from
Emmons Avenue (Sheepshead Bay) to Avenue J was
taken off LIRR’s corporate hands on March 4, 1939 and
that from Avenue J to Avenue I on April 3, 1941, and so
ended, quite conclusively, the history of the Manhattan
Beach railroad in its various forms.

(Continued from page 2)

and the railroad left strictly to its primary (albeit anemic)
user. Ultimately the reconfigured battery car service was
never a financial success and lasted only until June of
1923, when the company acquiesced to a newer,
cheaper, and duplicative bus service that had sprouted
up. In 2017 there are two MTA New York City Bus
routes that in part cover the Marine Railroad’s alignment
and modern-day Manhattan Beach: B1 along Oriental
Boulevard and Brighton Beach Avenue to NYCT’s
Brighton Beach station (BQ) and B49, which carves
an “L”-shaped path from Manhattan Beach to the
Sheepshead Bay subway station (BQ).
After surviving for years on the equivalent of life support for railroad operations, passenger service on the
Long Island Rail Road’s Manhattan Beach Branch
breathed its last on May 13, 1924 as part of the company’s greatest cycle of reductions since the time of Conrad Poppenhusen in 1876. Such was a hallmark of that
particular period, as the company sought to remedy the
effects of rising costs and restricted revenues. This was
particularly the case within Brooklyn and Queens,
where local fares were fixed by PSC fiat and had been
capped at 25¢, almost in a manner that the infamous 5¢
transit fare had been a staple of the rapid transit companies since the first subway was opened in 1904. As
demonstrated above the line’s remaining ridership was
less than a shadow of its past levels, with little hope of
resurgence given the limitations of its infrastructure
(even in its recently-enhanced state) which was unelectrified and did not mesh well with LIRR’s greater
orientation toward the now maturing Long Island suburbs. Moreover, the remainder of the “Manhattan Beach
Division” from Bay Ridge to Fresh Pond Junction (as
formally re-designated the “Bay Ridge Division”) was
now well-established as part of the New York Connecting Railroad and had been successfully re-dedicated to
the primary purpose of supporting the mass movement
of freight between Bay Ridge and the Bronx, a mission
that had no relationship to the transport of pleasureseekers heading to the Brooklyn beachfront or the timely conveyance of day-to-day commuters between tract
housing and their places of employment.
There was some level of freight service continued
along the Manhattan Beach Branch after its last passenger trains were dropped, but this was not the case
for its more southerly reaches and just over a year later,
on June 19, 1925, the line was formally abandoned beyond the station at Neck Road to avoid the cost of upkeep on unneeded facilities. Ironically this was also the
date when the New York, Brooklyn & Manhattan Beach
Railway (as corporate successor to Austin Corbin’s New
York & Manhattan Beach) was formally merged into the
Long Island Rail Road Company. With its traffic levels
reduced to a bare minimum and service provided by
one of LIRR’s “way freights,” the interlocking at
“MJ” (Manhattan Beach Junction) was heavily modified
in January, 1927 and the rarely-used, extraneous track

ELECTRIFICATION PART TWO—THE NEW
HAVEN’S WIRES REACH BAY RIDGE

The decade-long lag so evident in implementing electrification on the “freight side” of the New York Connecting Railroad venture stemmed from the vastly different
nature of its utilization versus those facilities deemed
essential to the New Haven’s optimal handling of passenger trains that passed through Pennsylvania Station.
As noted above, progress on the line’s overall plan of
operation and with it a desired level of profitability for all
parties were stifled when confronted with reality, in large
measure by the intercession of World War I and its longlasting effects on industry and commerce both nationally and worldwide. While a solid traffic base had indeed
materialized between the Pennsylvania Railroad system
and destinations made available through its alliance
with the New Haven (and was even known to exist even
prior to formulation of the New York Connecting Railroad), the financial, corporate, and governmental aftershocks of war had impeded its full maturation as a marketplace and was leaving both railroads in a slightly diminished position to carry on with the incomplete railroad’s grand vision. Action in this regard was quickly
deferred while the New Haven’s first electrified passenger trains crossed the Hell Gate Bridge as war raged in
Europe, though the company remained committed to its
implementation at the earliest (and most favorable) opportunity, given the large investment that would be required to generate sufficient electrical capacity for the
reliability of such a large-scale operation.
While this might engender an impassioned judgment
on our part a century later, there was also one now(Continued on page 6)
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(Continued from page 1)

NYCT 2902 (ex-SIR) in Coney Island Yard, March 3, 1955.
Bernard Linder photograph

Interior of NYCT 2902 (ex-SIR) in Coney Island Yard, March 3, 1955.
Note Axiflow fans that were installed by NYCT,
Bernard Linder photograph

SIR car 500 in NYCT 36th Street Yard.
Bernard Linder collection

SIR car 501 in Coney Island Yard, October 30, 1959.
Bernard Linder photograph

SIR car 501 in Coney Island Yard, March 7, 1962.
Bernard Linder photograph

NYCT car 2925T (ex-SIR 504) serving as an office in Fresh Pond Yard,
March 3, 1957.
Bernard Linder photograph
(Continued on page 5)
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(Continued from page 4)

Baltimore & Ohio Railroad yard near St. George, June 15, 1957.
Bernard Linder photographs

Portal near St. George, October 15, 1968.
Lawrence Linder photographs

Looking north from Tompkinsville station, October, 1968.
Lawrence Linder photograph

Looking toward Tompkinsville station, October, 1968.
Lawrence Linder photograph

(Continued on page 20)
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four tracks in width (arranged 3-1-2-4, west to east)
from Fremont Interlocking (FN) to Rockaway Avenue,
including the East New York Tunnel. Tracks 2 and 4,
which had been terminated at a set of bumping blocks
in 1921, were extended from Rockaway Avenue to
Remsen Avenue, while the existing Track 1 became an
extension of Track 3 and Track 2 was incorporated into
Track 1 between the same points, with the nowabandoned Rugby station removed at the E. 92 nd Street
overpass. New Tracks 1 and 3 were also laid from Remsen to Troy Avenues, with the existing Track 1 through
this brief section then becoming Track 2 and the existing Track 2 changing to Track 4, while the abandoned
Kouwenhoven platform (located on the Kings Highway
overpass) survived. Finally, the new Track 3 was continued all the way from Troy to Brooklyn Avenues, being
joined by a new Track 4 across a short distance between Troy Avenue and Avenue H. To address the line’s
logistical shortcomings, no less than four contiguous
yards were also added in a tightly-packed fashion along
the westerly edge of the right-of-way in Brownsville,
yielding a total of eight intermediate facilities between
Bay Ridge and Fresh Pond.
By the end of that October the newly-coined Bay
Ridge Division had at last achieved a state of full completion and was comprised as follows:
Track Arrangement
● 4 tracks from 3rd Avenue to New Utrecht Avenue
● 2 tracks from New Utrecht Avenue to Manhattan
Beach Junction (MJ)
● 4 tracks from Manhattan Beach Junction to Fremont
(FN)
● 2 tracks from Fremont (FN) to Bowery Bay
(Sunnyside) Junction
Yard Locations
● Bay Ridge Terminal (1st Avenue)
● Bath Junction Yard (16th Avenue)
● Parkville Yard (Gravesend Avenue)
● Vanderveer Park Yard (Flatbush Avenue)
● Glenwood Yard (Utica Avenue)
● New Lots Classification Yard (New Lots Avenue)
● New Lots Team and Blake Avenue Yard (Blake Avenue)
● Pitkin Avenue Yard (Pitkin Avenue)
● Fresh Pond Interchange Yard (Fresh Pond Junction)

(Continued from page 3)

forgotten circumstance which may have helped to spur
this objective onward in terms of real investment as time
and circumstances permitted: the United States coal
shortage of December, 1917. This was a domestic calamity on the order of a latter-day “energy crisis,” selfinflicted through the governmental and industrial muddle
and mayhem of a new kind of international warfare that
denied many thousands of American companies and
households this vital fuel, then so commonly used for
cooking, heating, and (on the railroads) transportation. It
stemmed from the consequences of battle in war-torn
Europe, where coal mining was rent asunder and left a
great proportion of its population without this necessity
of life and limb as winter approached. In its stead President Woodrow Wilson directed that large shipments of
domestic coal be diverted to its allies by sea, but such
was attempted through a system of railways and shipping companies that were already overburdened by other strategic priorities. In turn this resulted in the movement of coal being “frozen” in the eastern United States
due to a simple lack of inertia. As such American interests (including ordinary citizens as well as railroads,
utilities and traction companies) were left to fend for
themselves and some otherwise essential functions had
to be curtailed until the situation could be resolved. Naturally this dilemma, however temporary, held serious
consequences for the New Haven and Pennsylvania
Railroads, which underscored the desirability of electrification as a long-term propulsion strategy whatever its
intrinsic costs.
Delayed by the uncertain operational economics to
which the New York Connecting Railroad’s partners had
become wed for many years after the Great War, work
to complete the physical plant on its southern half was
at last undertaken by April of 1926. Most notably during
that busy summer period, all remaining track was laid to
create the railroad as originally planned from Fresh
Pond to Manhattan Beach Junction, as such: Track 1
was installed from Cooper to New Lots Avenues, which
included replacement (actually extension) of the original
siding through the East New York Tunnel. Track 3 was
also added from Pitkin to Rockaway Aves., while the
original Track 2 was realigned as Track 4 and the original Track 1 was realigned as Track 3, all to create a line

(Continued next issue)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED SEPTEMBER 2, 2017

The following are different from the assignment that appeared in the August, 2017 Bulletin:
LINE
M Shuttle*

AM RUSH

PM RUSH

12 R-42

12 R-42

*Service operates between Metropolitan Avenue and Wyckoff Avenue.
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No. 345
by Ronald Yee and Alexander Ivanoff

MTA Long Island Rail Road
Service returned to normal on September 5 with the
completion of the Penn Station repair project. New timetables were issued effective September 5 through November 12.
With the summer high ridership season over for the
diesel fleet, the MARC cars were withdrawn from service after September 1. They, as well as additional
MARC cars, are expected to return to LIRR service between just before Memorial Day and Labor Day Weekend, 2018. (LIRR press release, Ron Yee notes, September 1)
MTA Metro-North Railroad
The Breakneck Ridge station near milepost 55 on the
Hudson Line will be receiving a major upgrade in the
near future. The current low-level station platforms on
both sides of the track consisting of railroad tie timbers
and gravel with just a station sign on twin posts will be
replaced by a mini-high level platform similar to the
ones at Mount Pleasant Cemetery on the Harlem Line.
This will help reduce the long dwell times resulting from
large numbers of hikers taking advantage of the rail service to the trailhead. The station access from nearby
Route 9D will also be upgraded to provide ADA accessibility, paved walkways, a welcome center, a formal parking lot, security fencing to separate pedestrians from the
tracks, and a 12-foot-wide trail connecting the station
with the popular Breakneck Ridge Trail. This station will
serve as the trailhead for a proposed new Hudson Highlands Fjord Trail stretching seven miles between Cold
Spring and Beacon. Currently, access to this station is
via an ad hoc path from the highway up and over rock
and woodlands to a bridge and long stairway down to
the southbound platform. Northbound customers alighting at this station must currently navigate a dirt path
away from the tracks to Route 9D. The primary safety
issue at this station occurs when hikers trespass and
cross the two-track mainline to reach the southbound
platform. (Editor’s Note by Ronald Yee: This part of the Hudson Line has a maximum speed limit of 80 mph for MetroNorth as well as Amtrak trains on the Empire Corridor to
Albany. When PTC is cut in by the end of 2018, track speed
through this area may be restored to its former 90 mph. In the
southbound direction, at 80 mph, this station is literally
around a blind curve and provides very little warning to trespassers of oncoming trains. Many a near miss has occurred
with hikers crossing the tracks for local service to Grand
Central Terminal, only to get surprised by an Amtrak express
barreling through, running ahead of the Metro-North train
they intended to catch. This adds urgency to the need to fence
off the right-of-way to ward off people taking a risky
shortcut.) (Mileposts, August, 2017)
To insure a state of good repair on the Port Jervis
Line, beginning September 11 and continuing until late
fall, Maintenance of Way and bridge repair crews will be
performing work at several locations along the line. The

scope of work will include structural repairs to the
Moodna Viaduct just south of the Campbell Hall station
as well as removing a now unused bridge at Day Road
near that station. Rock slopes adjacent to the tracks
between Port Jervis and Harriman will be cleared of
loose rock, brush, and other materiel and the remaining
rock face reinforced to prevent future rock slides. During
this work program, weekday midday train service will be
replaced with buses between Port Jervis and Harriman.
Eastbound trains affected will be #58, 62, 64, and 66
(starting with the 9:26 AM train from Port Jervis and
ending with the 3:19 PM train from Middletown) and
westbound trains #43 and 45 to Port Jervis and #47 and
49 to Middletown. Bus service will mirror the schedules
of the trains they replace. (MTA press release, September 4)
The Pascack Valley Line will also undergo track
maintenance work this fall. From Sunday, September 17
through Saturday, October 28, weekend train service is
replaced by buses between Spring Valley and Secaucus. Weekday midday off-peak trains from #1622
through 1630 inbound and #1605 thru 1653 (except Fridays) are replaced by buses operating in two sections:
A semi-express between Spring Valley and New Bridge
Landing, operating non-stop to Secaucus, and a local
bus from New Bridge Landing to Secaucus. Due to ridership volumes, Train #1622’s substitute buses will operate in three sections: a New York State-only covering
Spring Valley, Nanuet, and Pearl River then express to/
from Secaucus; Montvale through New Bridge Landing
and non-stop to/from Secaucus; and between New
Bridge Landing and Secaucus. During these periods,
Pascack Valley trains will continue to operate between
Hoboken and Secaucus, transferring their passengers
to/from buses at Secaucus platforms 9 and 10. (NJ
Transit press release, September 8)
NJ Transit
After the hoopla of “The Summer from Hell,” during
which trains servicing New York’s Penn Station were
adjusted to accommodate the rebuilding of Track 10 as
well as much of the interlocking west of the station leading to the Hudson River tunnels, NJ Transit service returned to normal patterns on Tuesday morning, September 5, with Midtown Direct service once again operating
to New York Penn Station instead of being diverted to
Hoboken. Overall, the adjusted train schedules worked
quite well, with customers accommodated by the wide
range of alternative means of transport to Manhattan:
PATH, buses, and ferries. (NJ Transit press release,
September 1)
NJ Transit will spend $185 million to purchase and
develop a 25-acre plot of land and freight track called
Delco Lead in North Brunswick to be used as an emergency storage yard location during storm events that
(Continued on page 8)
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Northeast Corridor but also including New York’s Empire Corridor and some Midwestern corridors based
around Chicago. Amtrak will spend $16 million on
providing each car with new seat cushions, flooring, and
carpeting, LED lighting, upgraded wainscoting and bulkheads, new curtains in the business class cars, and redesigned galleys in the cafe cars. This process is expected to be completed in a span of nine months. 492
Amfleet Is were built between 1975 and 1977 based
upon the carbody design of the 1967 Metroliner highspeed electric multiple unit cars, also built by Budd.
Over the fleet’s 42-year service life, around 30 or so
cars have left the roster, having fallen victim to wrecks
or severe damage stemming from accidents. Look for
these refurbished cars on an Amtrak corridor service
train near you. (Railway Age, September 8)
Amtrak suspended or truncated most of its passenger
train service in advance of Hurricane Irma, which was
expected to wreak havoc on CSX rail lines with flooding,
washouts, signal issues, and fallen trees and debris.
Leading up to the storm, southbound Train #91, the Silver Star, departing New York City on September 7, terminated at Orlando, Florida, and southbound Train #97
(Silver Meteor) was terminated at Jacksonville, Florida.
Northbound Trains #92 (Silver Star) and 98 (Silver Meteor) were cancelled for September 9-11. Southbound
AutoTrain #53 was cancelled September 8 and 9 and
northbound AutoTrain #52 was cancelled September 911. At press time, Amtrak service was restored between
Washington, D.C. and Jacksonville, Florida, the Palmetto resuming service and the Silver Star operating as far
south as Jacksonville. The Silver Meteor and AutoTrain
remained suspended as CSX crews performed cleanup
and restoration work to its track and infrastructure.
(Amtrak, September 7; NARP Newsletter, September
15)
Amtrak has officially introduced the first of 33 new
“Charger” locomotives into regular passenger service
on its Midwest corridors into and out of Chicago. The
new units sport a new “Amtrak Midwest” paint scheme
reflecting its five-state network of train services based
out of Chicago and will be utilized on the Lincoln Service, Illini/Saluki, Illinois Zephyr/Carl Sandberg to southern Illinois, the Hiawathas to Wisconsin, Wolverine/Blue
Water/Pere Marquette to Michigan, and Missouri River
Runner between Kansas City and St Louis. Capable of
125 mph and quick acceleration and braking rates with
a 16-cylinder, 4,400-horsepower (3,300 kW) Cummins
QSK95 diesel engine meeting EPA Tier IV emissions
requirements to provide power to a.c. traction motors,
the $216.5 million order was produced by Siemens at its
plant in Sacramento, California. (Progressive Railroading, August 29)
Industry
The California Department of Transportation announced at the end of August it they will be substituting
Siemens equipment for the Midwest passenger railcar
procurement of 130 bi-level passenger railcars, replacing current manufacturer Nippon Sharyo.

(Continued from page 7)

could lead to its current yards at Hoboken and shops at
the Meadowlands Maintenance Complex becoming
flooded and damaging/ruining rolling stock and locomotives, as did happen to over 300 cars and engines during Hurricane Sandy in 2012. Critics were quick to raise
the issue that this new location is also on a flood plain
and will require a tremendous amount of effort and materiel to raise the level of the yard high enough. The
same critics also pointed out various locations along its
main lines where equipment can be stored to avoid
flood damage, such as the third track between Milburn
and Newark and much of the Raritan Valley Line. The
Federal Transit Administration has already awarded a
grant that will cover most of the other half of the project’s expected $368 million cost. This new facility is not
expected to be operational until 2021. (Editor’s Note by
Ronald Yee: While it may seem to make sense simply storing
equipment on mainline tracks far above any flood danger, in
the event of a storm that would require the use of such storage plans, logistically, it makes sense to store the cars in one
secure facility. The cars and engines would be in one location
for mechanical inspection and crews would have one location
to report to when the process of restoring service commences.
Having the trains lined up end to end along a mainline has its
own set of issues, such as being damaged or blocked from
movement by fallen trees and windblown debris, getting mechanical and operating department staff and crews to return
them to service, providing security from vandalism, etc. One
just has to hope the elevation of this new emergency yard will
be high enough to stay above flood levels stemming from a
once every 1,000 years type of storm.) (NJTV News, September 7)
Amtrak
Amtrak returned to normal operations at New York
Penn Station on Tuesday morning, September 5. Three
round trips on the Empire Corridor were moved out of
their temporary terminus at Grand Central Terminal
back to Penn Station and the Crescent resumed operation north of Washington, D.C. Harrisburg trains resumed north of Philadelphia, Pennsylvania and the regional trains cancelled for the summer were restored.
Work will continue in various parts of the Penn Station
complex on weekends and off-peak periods but will not
impact service the way it did this past summer. The
work in “A Interlocking” had included a total track and
switch replacement program aimed at improving the
reliability of train service through this section of the
Penn Station track complex. In total, approximately 360
dedicated Amtrak employees worked around the clock
to install 897 track ties, 1,100 feet of rails (or six football
fields worth of track), 1,000 tons of ballast, 7 turnouts
(switches), 4 complex diamond crossings, and 176
yards of concrete. (Trains Magazine, September 5)
Amtrak will be overhauling its entire fleet of over 450
mid-1970s-vintage, Budd-built Amfleet I cars to provide
a more modern and comfortable riding experience for its
customers on its corridor services, most notably the

(Continued on page 9)
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Total project cost is approximately $5 billion, estimated
in 2025 dollars to reflect the first year of service. However, no construction funding commitments have been
made.
FRA and Virginia DRPT will accept public comments
on the DEIS for 60 days beginning September 8. Based
on those comments on the DEIS and the Preferred Alternative, DRPT and FRA will prepare a Final EIS
(FEIS), which will list environmental commitments to
mitigate unavoidable impacts. (Railway Age, September 8)
Miami, Florida
Following the impacts of Hurricane Irma, TriRail and
Metro-Dade’s Metrorail service on Wednesday, September 13. Service had been suspended Friday, September
8 as the hurricane loomed offshore; at the time, forecasters were uncertain of the exact path the storm
would plow its way through the state. Fortunately for the
Miami metro area, the hurricane came ashore near Naples, Florida, sufficiently far away to reduce the wind
impacts in the Miami area. ERA member Fernando
Zavala reported that the MetroMover system remained
suspended until the remnants of a collapsed crane
could be removed from a building under construction
adjacent to the guideways next to the College/Bayside
station. The cab of the fallen crane actually fell between
guideways for the inner and outer loops, barely missing
both, rendering the entire MetroMover system inoperable for passenger service until the debris was removed
and/or secured. As of press time, the MetroMover could
operate cars over some lines but only in non-passenger
work service. (NARP Hotline news #1,033, September
15; Fernando Zavala, September 13)
Milwaukee, Wisconsin
The Department of Public Works has awarded Transdev Services a contract to operate the 2.5-mile Milwaukee Streetcar network, which is due to open next year.
The contract began at the end of August and runs until
December, 2023, covering the first five years of operations with an option for a five-year extension. The contract encompasses all day-to-day operation of the system, together with maintenance of facilities, rolling
stock, and infrastructure.
Transdev will subcontract maintenance of the tram
fleet to Brookville Equipment, which is supplying five
Liberty LRVs for the project. Delivery of the first vehicle
is scheduled for December.
System testing on the first phase will take place between March and June, 2018, with revenue service due
to commence in November, 2018. Revenue services will
begin on the Lakefront Line in November, 2019.
(International Railway Journal, September 11)
Chicago, Illinois
The Chicago Transit Authority opened a new station in
the downtown loop on Thursday, August 31, its first in
20 years. Built between Madison and Washington
Streets, the new station is named Washington/Wabash,
replacing two 1896-vintage stations at Madison & Wabash and Randolph & Wabash and served by the

(Continued from page 8)

Since Siemens does not produce bi-level equipment,
the procurement will be amended to 130 single-level
railcars. While this will reduce the total number of seats,
it will shorten the delivery frame for the railcars from
approximately 5 years for a bi-level railcar to 24-34
months for a single-level railcar.
The procurement is led by the California Department
of Transportation (Caltrans) in joint agreement with the
Illinois Department of Transportation (IDOT), which represents a coalition of Midwestern states. The bi-levels
were to be manufactured in Sharyo’s new manufacturing plant in Rochelle, Illinois. However, the Japanese
company hit problems early in the manufacturing process, unable to meet the requirements for high structural rigidity, which are unique to the U.S. passenger rail
market. (Editor’s Note by Alexander Ivanoff: I echo NARP
CEO Jim Matthews’ statement in that U.S. rail safety regulations should be brought more in line with international best
practices, as the current standards far exceed what other nations have. While safety is paramount, the focus should be on
crash avoidance, not crashworthiness, and in regards to body
rigidity, the English have hit the head, with a balance of both.
Nippon Sharyo was given a contract in my eyes that no vendor could have reasonably completed. However, I see the new
cars as at best a compromise, as the bilevels have proven
popular outside of the Northeast, and the replacement cars
will not be able to carry as many passengers as a bilevel. If
the Siemens cars prove to be the sweet spot, this could morph
into potentially an order for a thousand railcars to replace
most of Amtrak’s single-level fleet. The cars that would be
replaced should still be kept on reserve for charter trips, service expansions, etc. I could not find anything from the
AASHTO site on the procurement process.) (National Association of Railroad Passengers NARP, September 1)
Other Transit Systems
Washington, D.C. area
The Federal Railroad Administration (FRA) on September 8 announced completion of the Tier II Draft Environmental Impact Statement (DEIS) for the 123-mile
section of the Southeast High-Speed Rail Corridor linking Washington, D.C. to south of Richmond, Va. The
DEIS is a NEPA (National Environmental Policy Act)
requirement.
FRA and the Virginia DRPT (Department of Rail and
Public Transportation) have recommended a Preferred
Alternative in the DEIS that will reduce passenger and
freight congestion and improve on-time performance,
accommodate planned and funded Virginia Rail Express (VRE) growth of four new round-trip trains, accommodate forecasted CSX freight growth through
2045 (doubling from approximately 21 trains in 2015 to
42 in 2045), increase maximum train speeds from 69
mph to 79 mph between D.C. and Fredericksburg and
to 90 mph between Fredericksburg and Richmond, and
add nine new round-trip trains from D.C. to Richmond,
with four continuing east to Hampton Roads and four
south to Raleigh.

(Continued on page 10)
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Brown, Green, Orange, Pink, and Purple Lines. Featuring platforms wider than the 7 feet 6 inches of the old
stations and a full-length glass-paneled canopy supported by white columns resembling the skeleton of a skinny reptile undulating along its 425-foot length mimicking
a Santiago Calatrava style of design, it is not as elaborate (and expensive) as the Oculus he designed for the
World Trade Center transit complex in New York City.
The new station cost CTA $75 million, is fully accessible
to the handicapped, and is expected to handle 10,000
daily riders accessing the east loop, Millennium Park,
and Metra’s Millennium Station (which houses the Metra
Electric (former Illinois Central) and the South Shore
Line to Indiana. The infrastructure for the Madison &
Wabash station was removed during construction of the
new station and the Randolph & Wabash station was
closed September 3 and is slated for demolition to be
completed by the end of 2017. Another CTA Loop station undergoing an improvement project is the Quincy &
Wells station, one of the most well-preserved Loop stations. It is receiving elevators to make it compliant with
ADA regulations. (Editor’s Note by Ronald Yee: The rectangular-shaped CTA Downtown Loop now has just two stations
on each side.) (Editor’s Note by Alexander Ivanoff: ERA First
Vice President John Pappas and I were at the station at the
beginning of July. Needless to say the station was a throwback to the 19th century, complete with wooden platforms. Its
replacement is probably a welcome for the thousands of “L”
users.) (Chicago Tribune, August 30)
San Francisco, California
Sonoma-Marin Area Rail Transit (SMART) commuter
rail service commenced on August 25 over the initial 43mile portion of the line between Sonoma County Airport
and San Rafael. En route, the trains stop at: Santa Rosa North, Santa Rosa Downtown, Rohnert Park, Cotati,
Petaluma Downtown, Novato-San Marin, NovatoHamilton, and Marin Civic Center. 17 trains operate in
each direction on weekdays with the first southbound
out of Somoma County Airport at 4:19 AM and the last
southbound departing at 6:49 PM. Northbound out of
San Rafael, service starts at 5:59 AM and ends at 8:35
PM. On weekends, five trains operate in each direction,
southbounds from 10:13 AM to 7:23 PM, northbounds
11:52 AM to 8:50 PM. Distance zone-based fares run
from $3.50 (single zone) to $11.50 (five zones) and senior/disabled fares are 50% off. Proof of payment is in
force on the line. SMART plans to extend this line
southward to Larkspur, where connections can be made
with ferry services to San Francisco, by 2020. Currently,
shuttle buses out of San Rafael connect ferries with the
SMART trains. The line uses seven two-car Diesel Multiple Unit (DMU) trains built by Nippon-Sharyo that are
similar to equipment used on the UPXpress, the airport
rail service linking Toronto’s Pearson Airport with Toronto Union Station in Canada. Two more two-car trains
are on order for the extension of the line to Cloverdale,
completing the line at 70 miles.
10

Los Angeles, California
After being closed for three years following a fatal accident involving a runaway train that had lost its braking
system, killing one passenger and injuring scores of
others, Los Angeles’ famed landmark incline railway
(funicular), Angels Flight, returned to service on August
31, beating Mayor Eric Garcetti’s promise of Labor Daymade on March 1. Financed by ACS, a public-private
partnership formed by Angels Flight Railway Foundation
and Angels Flight Development Company, LLC, the line
was rebuilt with state-of-the-art safety systems certified
by the California Public Utilities Commission to meet the
highest standards. Angels Flight opened in 1901 as a
means of transport up and down a steep hillside between Hill and Olive Streets. After providing over 100
million rides, in 1969, the line fell victim to urban renewal projects and was closed. A new Angels Flight was
brought back to life in 1996 when a new route alignment
was built between California Plaza and Hill Street
across from Grand Central Market, a half-block south of
the original alignment and shortened to 298 feet. The
rebuilt line commenced service in 1996 and operated
until 2013 when it was closed following the fatal accident. ACS has a contractual agreement to operate and
maintain this funicular line for 30 years. Fares are $1,
50 cents for those with a valid Metro Pass, and a 5 and
40 ride commuter ticket book valid for 30 days is offered. Angels Flight operates 6:45 AM to 10 PM 7 days
per week, 365 days per year, including all holidays.
(WordPress.com, August 31)
Tallinn, Estonia
A ceremony was held in the Estonian capital Tallinn on
August 30 to mark the operation of the first tram on a
new link from the future Rail Baltica station at Ülemiste
to Tallinn Lennart Meri Airport.
The extension to the city’s 39-kilometer tram network
will become fully operational on September 1 although
minor works such as landscaping still need to be completed. Trams will operate at 6-minute intervals during
peak periods.
Construction of the 1.5 track-kilometer extension,
which includes a 150-meter tunnel under the railway
and a four-lane road, started in August, 2016. The project has cost €11.5 million, of which 85% was funded
through the European Union’s Connecting Europe Facility (CEF) as part of the Rail Baltica project. The City of
Tallinn funded the remaining 15%.
RB Rail, which is responsible for the Rail Baltica project to build an 870-kilometer standard-gauge 240kilometer-per-hour mixed-traffic railway linking the Baltic
state capitals with Poland and the broader European
railway network, has invited bids to conduct a feasibility
and technical framework study for a light rail connection
from the Old City Harbor/Vanasadam in Tallinn to Ülemiste. (International Railway Journal, August 31)
Russia
PK Transportnye Systemy is to supply three 100%
low-floor unidirectional three-section trams to St. Petersburg operator Gorelektrotrans under a 255 million
(Continued on page 11)
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ruble contract.
The only other bid came from trading company Elektrotransport, which works with UKVZ. However, the
company’s cheaper bid was rejected on the grounds of
non-compliant documentation.
PK TS is likely to supply its 27.5-meter-long Vityaz-M
model, which it is currently producing for Moscow under
a contract signed last year by a consortium of Metrowagonmash and PK TS.
Deliveries are due by December. The trams will be
equipped with wi-fi, a smart card and bank card fare
collection system, and passenger counting technology.
PK TS recently won a separate 155 million ruble contract to supply three three-section Varyag trams to
Gorelektrotrans. (Metro Report International, August
24)
Potsdam, Germany
The first of eight Combino trams that Siemens is
lengthening for ViP Verkehrsbetrieb Potsdam returned
to the city on September 7.
Work started earlier this year on a €50 million project
to lengthen eight of the five-section trams to 42 meters.
Siemens is producing two intermediate sections, 3 meters and 7 meters long, for each tram, which are being
inserted at Wildenrath. The enlargement adds two sets
of doors, giving each tram eight. The increase in capacity from 175 to 246 passengers is part of ViP’s goal to
transport 15 000 more passengers per day in 2025.
Three of the longer trams are planned to be in service
for the opening of a norther extension of the network to
Campus Jungfernsee in December. All eight would be
delivered by 2019. An enlargement of ViP’s workshops
to accommodate the longer trams is due to begin later
this month.
The trams were built by Siemens in 2000-1. (Metro
Report International, September 8)
Vienna, Austria
Wiener Linien has awarded Siemens a contract to
supply 34 driverless metro trains for Vienna’s U-Bahn
network.
Only Siemens and Bombardier submitted bids for the
contract, which could be worth up to €550 million if Wiener Linien exercises an option for 11 additional trains.
Assembly will be carried out at Siemens plant in Simmering, Vienna, and deliveries will begin in 2020 with
the final sets due to enter service by 2030.
Maintenance of the fleet accounts for 30% of the value
of the contract, and Wiener Linien staff will maintain the
trains under the supervision of Siemens.
While intended for primarily driverless operation, the
new trains will be equipped with cabs to enable use on
all U-Bahn lines except Line U6. This will enable the
withdrawal of aging class U trains.
Driverless operation will be introduced on the new
Line U5, which will open in stages from 2023 onwards.
Wiener Linien is not currently planning to convert any
other U-Bahn lines for driverless operation.
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(International Railway Journal, September 12)
Madrid, Spain
At its central rolling stock workshops in Canillejas,
Metro de Madrid is currently undertaking a €20 million
program to refurbish the 42 Series 2000 trainsets operating on Line 5 as well as 12 Series 3000 trainsets that
are to be deployed on this route during 2018. This forms
part of a €66.5 million program to upgrade Line 5, also
including resignalling, the installation of Tetra digital radio and the replacement of the overhead contact wire
with a rigid conductor.
As well as new onboard signaling equipment, the Line
5 fleet is receiving LED lighting, while air-conditioning is
to be upgraded and the train doors overhauled to improve reliability. A new driver’s desk is to be installed
and formations of three two-car trainsets are to be replaced with six-car trains.
Following refurbishment, the first 21 Series 2000 trainsets are due to return to traffic on September 3 when
Line 5 reopens following a 62-day closure for upgrade
works. The remaining Series 2000 trainsets are due to
be refurbished by January, 2018. (Metro Report International, August 23)
Jakarta, Indonesia
The railway systems contract has been signed for the
first phase of the Jakarta light metro. The 100 billion
won contract was won by a consortium of Korea Rail
Network Authority (business management), Daea TI
(signals), Samjin (power supplies), Woojin Industrial
Systems (inspection), and LG CNS (screen doors).
Construction of the initial 5.8-kilometer section between Kelapa Gading and Velodrome began in June,
2016, with PT Wika undertaking civil works. This is
scheduled to open in time for the Asian Games in August, 2018, which Jakarta is hosting.
A feasibility study is underway for an 8.9-kilometer
second phase. Long-term plans envisage a 110kilometer network of seven lines.
In February Hyundai Rotem announced that it had
been selected with Woojin Industrial Systems to supply
eight two-car trainsets for the first phase. The contract
includes options for up to 110 cars to operate on further
phases of the network. (Metro Report International,
August 16)
Izmir, Turkey
Prime Minister Binali Yıldırım opened a 17-kilometer
extension of Izmir’s Southern Line from Tepeköy to
Selçuk on September 8.
The extension cost TL300 million, of which 70% was
covered by the national budget, and makes use of a
railway alignment originally opened in the 1860s. There
is one intermediate station at Sağlık.
Services are operated by Izban, which is owned 50-50
by national rail operator TCDD Taşımacılık and Izmir
Metropolitan Municipality.
Meanwhile, on August 28 test running began with a
Marmaray trainset that has been transferred to Izmir.
The majority of the 440 Hyundai Rotem-built Marmaray
cars will not be required in Istanbul until work to up(Continued on page 12)
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grade suburban lines either side of the Bosporus is
completed, which is now expected at the end of 2018. If
testing with the initial trainset is successful, six Marmaray trainsets would be transferred to Izmir to enable
headways on the overcrowded suburban services to be
reduced from 10 minutes to 6 minutes. (Metro Report
International, September 11)
Perth, Australia
The government of Western Australia expects to complete two more extensions to the Perth suburban rail
network by late 2021, Premier Mark McGowan announced on August 21.
Revised business cases for the two projects have
been submitted to federal agency Infrastructure Australia for approval. One would add a 13.8-kilometer northern extension to the Joondalup Line, serving three new
stations at Alkimos, Eglinton, and Yanchep, costed at
A$386 million. The other would run for 17.5 kilometers
across the south of the conurbation, linking the current
Thornlie spur with the Cockburn Central station on the
Mandurah Line. With stations at Nicholson Road, Ranford Road, and Canning Vale, this A$474 million project
would parallel the existing mixed-gauge freight line to
Fremantle.
The two lines are due to be built as part of the government’s A$2.9 billion Metronet package, which also inAround New York’s Transit System
(Continued from page 18)

stall elevators is another bone of contention amongst
riders, with just 19 subway stations slated to receive
them in the current capital budget.
...While Two Others Are To Close
NYCT will close two stations on the Astoria elevated
line served by N and W trains beginning October 23
for an 8-month period during which the stations will be
rehabilitated. The 30th and 36th Avenue stations will undergo structural repairs and receive new or rehabilitated
station entrances and fare control mezzanines, stairs
and platforms, countdown clocks, digital screens, and
USB charging ports for personal electronic devices.
However, the upgrades will not include elevators for the
disabled. The work is expected to be completed by July,
2018, at which time the Broadway and 39th Avenue stations will undergo identical work for about seven
months.
R-211 Mockup
MTA has constructed a full scale mockup of the next
generation of subway cars intended for Subdivision “B”
of its system, the R-211. It is currently hidden behind a
blue painted construction wall on the mezzanine of the
34th Street-Hudson Yards 7 station and features one
full-sized subway car and one partial car with an open
gangway (no doors between cars of a unitized set) that
is dissected to its components for a display. The cars’
12

cludes a 7.5-kilometer extension of the Armadale Line
to Byford and a 21-kilometer Morley-Ellenbrook Line as
well as the Forrestfield-Airport Link now under construction. Metronet has been promised A$1.26 billion of federal funding including A$416 million diverted from the
cancelled Perth Freight Link road scheme. Describing
Metronet as “one of the most ambitious public transport
and planning initiatives in Western Australian history,”
McGowan said it would “revolutionize travel in Perth
while creating countless jobs and apprenticeship opportunities for Western Australians.”
Explaining that “projects of this scale require significant planning, legislative changes, and approvals,”
Transport Minister Rita Saffioti said tenders would be
issued shortly to assist with the development of a
planned station at Karnup, along with the reconstruction
of the Midland and Bellevue stations. Public consultation for the Thornlie Line Extension has already started,
and an industry briefing day was held on July 26 to inform local companies about Metronet’s land use strategies, priorities, timetable, and likely scope of work.
Prime Minister Malcolm Turnbull has reportedly committed to funding the two projects as part of a so-called
“cities deal” bringing together local, state, and federal
governments to work on road and rail projects, housing,
services, and job creation. “We're pretty confident Malcolm Turnbull will keep to his word and deliver funds for
these two projects,” Saffioti insisted (Metro Report International, August 23)
silvery stainless steel exterior sports a New York State
seal and a sash of blue and yellow stripes behind the
Operator’s cab windows. The intent of these mockups is
to garner public opinion and feedback as well as test
new features that may be incorporated into the new car
design. MTA will be purchasing 940 new subway cars
with ten cars being of an open gangway design. However, the exact mix of standard design cars and those of
an open gangway design is subject to change as the
contract is still open and subject to change. (Editor’s
Note by Ronald Yee: There are rumors that most of the cars
were to be of the open gangway design but Governor Cuomo
had ordered that the schedule of acquisition of the R-211s be
pushed up as an effort to more quickly replace the aging 1964
-vintage R-32 class and then the 1975-7-vintage R-46 class
with more advanced and reliable subway cars. If so, a radical
departure from standard practice at NYCT may not be possible in the few months before a contract is awarded to a railcar manufacturer for the R-211 and the open gangway concept not applied until the R-62/62A and R-68/68A-class fleets
are ready for replacement.)
Littering Fine Doubled
As part of its “Keep it Clean” campaign, NYCT has
doubled the fine for littering in the subways to $100 effective September 13 in an effort to combat the issue of
train delays stemming from trash-fed track fires and
debris on the tracks as well as flooding caused by storm
drains becoming clogged with litter. In 2016, around 700
track fires occurred on the subway system.
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ERA PHILLIPSBURG, NEW JERSEY TRIP
by Ronald Yee
(Photographs by the author)
The Electric Railroaders’ Association operated a day
trip to Phillipsburg, New Jersey on September 9 to ride
a steam locomotive-hauled excursion train on the Delaware River Railway, visit the historic train station at Phillipsburg (now undergoing a restoration), and ride a Public Service trolley car that once operated in Newark (that
is also being restored). The ERA group of over 30 traveled there on a Coach Tours bus out of Eighth Avenue
and W. 40th Street in Manhattan at 8:30 AM, arriving in
Phillipsburg 90 minutes later. There was time to offer
the group 20 minutes to view, walk over, and photograph the city's "Free Bridge" linking downtown Phillipsburg with Easton, Pennsylvania, albeit with a 3-ton
weight limit due to its design and age (built in 1895).
Just after the ERA group arrived, a decently long Norfolk Southern local freight train, led by now-classic SD40-2 diesel-electric locomotive 3489, trundled through
town. affording the group a good photo opportunity in
bright sunshine. The ERA group was then bused to the
Delaware River Railway’s depot and boarded the 11 AM
departure of its excursion train for the 1 hour 15 minute
ride southward toward Carpentersville and back over
the tracks of the Belvedere & Delaware River Railway
Company, operated by the New York, Susquehanna &
Western Technical and Historical Society. The locomotive is a 2-8-2 Mikado hand-fired steam locomotive built
in 1989 by the Tangshan Locomotive Works in China.
Originally built for the Valley Railroad in Essex, Connecticut, it was sold to NYS&W in 1992 and placed in
storage until 2004 when it was restored to service hauling excursion trains for the Delaware River Railroad.
The train operated locomotive south to Carpentersville
and then operated with the engine pushing the train
back to Phillipsburg as a reverse move, requiring sever-

al stop and protect actions by the crew at all roadway
grade crossings. The train operated around 25 mph
southward and 15 mph northward.
Afterward, the group photographed the train's 12:30
PM departure going south before re-boarding the bus
for a lunch at the Clinton Station Diner, featuring the
Blue Comet open-end heavyweight observation car in
which ERA reserved space. Another treat was a restaurant customer’s classic Buick Riviera "boat tail" sport
coupe (1972?) in the parking lot.
After lunch, the group returned to Phillipsburg and
visited the Phillipsburg Railroad Historians Museum, a
former railroad station that is being restored to its turn of
the century appearance. Sporting a new roof, restored
exterior brickwork, and re-plastered interior walls, the
building is now undergoing a restoration effort inside
and will eventually reach the lower levels via the stairwell that once led to the station platforms trackside. Afterward, the group was taken a quarter-mile east to the
North Jersey Electric Railway Historical Society's trolley
barn housing some work locomotives and equipment
and its star attraction, Public Service Car 2651, which
once plied the streets of Newark. This car is in the midst
of a major restoration effort including clear glass windows in the clerestory roof and wood work on interior
seat benches, walls, and surfaces, etc. It is hoped that
the entire project can be finished within just a few short
years. The group was given a ride over the 100 feet of
track outside of the barn. Power to the car’s traction
motors is provided by a generator and long extension
wires linking it to the car. While there, another Norfolk
Southern freight train presented itself for photography
and passed by on the adjacent mainline, led by rebuilt
locomotive D-9-30C 8817.

Delaware River Railroad Tangshan-built 2-8-2 steam locomotive 142 at Phillipsburg. New Jersey.
(Continued on page 14)
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Another view of Delaware River Railroad Tangshan-built 2-8-2
steam locomotive 142 at Phillipsburg. New Jersey.

Blue Comet observation car at Clinton Station Diner.

Public Service Car 2651 control
stand and handbrake.

Newark Public Service Car 2651, North Jersey Electric Railway
Historical Society, Phillipsburg, New Jersey.

North Jersey Electric Railway Historical Society Shop interior.

Newark Public Service Car 2651 interior.
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from September, 2017 issue)
After I photographed the crossover as best I could I
continued on a Route 9 car to the other end of the tunnel. Because of my location, I decided to ride and photograph two of the city’s more unusual rail transit operations. Thus I continued on for five more stops to the
Seilbahn Rigiblick station. Seilbahn in German means
funicular and VBZ’s two blue-and-white counterbalanced cars are propelled by cable over a steep single track at a 36-percent grade. The line is automated
and contains a passing siding halfway up. Passengers
desiring to alight at one of the three intermediate stops
must press a corresponding button aboard their car.
When this occurs the operation is slowed down substantially, as, for example, every time an upward car has
to stop to unload, the downward one has to pause as
well. I rode it and took a few photos.
Seven tram stops further down (including one change
of cars) is Romerhof, the terminal of the Dolderbahn, a
rack railway. Owned by a separate entity but operated
by VBZ, the steep 0.8-mile-long meter-gauge line has
four stops and runs on a fixed timetable that varies from
a 10-minute headway in rush hours to as long as 20
during slower periods. Two bright red cars serve the
single-track route, which has a passing siding. The line
uses the Strub cog-wheel system and climbs grades of
up to 18 percent. A one-way ride takes six minutes. I
paused at a couple of way stations for photos and then
returned to the foot of the line.
I continued from Romerhof on a Route 3 car to the
Hbf. A total of 10 tram lines stop at this huge railroad
station, which is served by three sets of streetcar platforms leading to different entrances. One is at the end
of the Bahnhofstrasse, Zurich’s most prestigious street,
which hosts a large number of upscale shops and hotels. A dynamic underground shopping arcade connects
it to the busy station complex.
I transferred there to Route 4 to cover the first phase
of the “Tram Zurich West” project. A new two-mile extension to Altstetten was opened at the end of 2011 and
this line was rerouted to serve it. Beyond Escher Wyss
Platz the 4 formerly ran through a rather bleak industrial
area to Werdholzli, but for now that trackage is covered
by the newly created Route 17. The new extension is all
on center reservation that alternates between sections
of weed-like green grass and fine grey gravel. It passes
some modern technology-oriented corporate-style buildings (similar to our Silicon Valley) and runs under a pedestrian overpass (which certainly encouraged me to
stop for photos). (Since my visit the second phase of
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Tram Zurich West was approved, which means that still
more new trackage will be constructed, connecting
Route 8 from its current terminal at Hardplatz to the previous Route 4, thereby eliminating the need for the 17.)
The shadows were beginning to lengthen and I still
had one more item on my agenda, so I had to hurry.
Back at the Hbf, I boarded a Route 11 car and rode toward the end of the line at Rehalp in the hope of finding
a location where the street was not in shadow — which
I finally accomplished between the last two stops. This
end of the line is shared with the Forchbahn, a 10-milelong interurban that runs from the forecourt of SBB’s
Stadelhofen station to the outlying towns of Forch and
Esslingen southeast of Zurich. Much like many North
American interurbans this 1912-built line used (and continues to use) the tracks of an urban tramway to reach
its ultimate destination in the heart of the city. Thus for
the first two miles of their runs the red- and-cream interurban cars operate on the street interspersed with the
blue-and-white cars of Route 11, but do not make local
stops. Then at Rehalp they continue on their own rightof-way, which includes a subway tunnel under the village of Zumikon, built to eliminate a large amount of
street running. I have ridden the line on several occasions, aboard typical interurban stock and then later a
variant of Zurich’s Tram 2000, which was introduced in
1976. In 2004 new Stadler 70-percent low-floor interurbans were added to the fleet, and now I had a chance
to photograph them. The inner portion of the line (as far
as Forch) operates on a 15-minute headway in base
periods, which is increased in rush hours to include
some express runs. This meant there was a great deal
of action along this section of the 11 during the late afternoon.
I got back to the Hbf a few minutes after 17:30, our
prescribed meeting time, and Clare was waiting. Because of my tardiness we missed two trains (the 17:34
and 17:36) and had to settle for the 18:00, a non-stop
express to Basel, which arrived on time at 18:53. I could
not help thinking of how user-friendly SBB is compared
to Amtrak on the Northeast Corridor, where reservations
have to be made and large penalties are extorted for
missing a train.
We previously noticed an Asian café adjacent to the
tram platforms at the Bahnhof and decided to have dinner there. We both enjoyed our day in Zurich, but I
could not help thinking that if this had been my first visit
to that city, I would have needed at least two more days.
(Continued on page 16)
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A view of a descending Seilbahn Rigiblick car from its opposite number as they both approach the Hardlaubstr midstation. The steep line
was built in 1901 and its current rolling stock dates from the 1970s. It
is a little more than a quarter-mile long, but I would not want to
walk it.

The Dolderbahn was originally a funicular and was not converted to a rack railway until 1972. Its four-wheelers were built at that time by
SLM (now Stadler) in Winterthur and contain Brown Boveri electrical equipment for operation from 600-volt d.c. overhead (the same as
Zurich's streetcars). The left view is just beyond the Waldhaus station near the outer end of the line, while the right photo shows an outbound car just leaving the Titlisstr station before reaching the line's passing siding.

The Polybahn is Zurich's other incline railway. It is located just across
the Limmat River from the Hauptbahnhof, and although I took this
photo a few days later during a layover between trains at the large
station, it is probably more appropriate to include this view in this
portion of my narrative. The short single-track line, which has a passing siding halfway along its route, is just over a tenth of a mile
long. Built in 1889 and automated during a complete renovation in
1996, its name is derived from the university located at its upper
end, Zurich Poly, or officially, the Swiss Federal Institute of Technology. The funicular is sponsored by UBS, the Union Bank of Switzerland, one of the world's largest financial institutions, which pays VBZ
to operate it.

(Continued on page 17)
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A six-axle Tram 2000 and its matching Pony are shown traversing a portion of Zurich's newest tram extension from a pedestrian bridge over
Pfingstweidstr near the Technopark stop of Route 4. Note that VBZ eschewed using its normal lush green vegetation for this center-of-theroad reservation. The right view is from the Hardbrucke, an elevated arterial road that carries motor traffic (and several VBZ bus and trolleybus routes) over Limmatstr and the Limmat River. The stops for the rubber-tired lines are accessible by stairs and elevators from Escher-Wyss
-Platz below, where Routes 4, 13, and 17 ply Limmatstr. The right view shows an outbound Cobra unit on Route 17. Route 4 cars turn left
here and run under the elevated structure for a few blocks.

A VBZ Route 11 tram is shown running inbound on Forchstr just after
having started its journey from Rehalp at the city limits. The Tram
2000 equipment will travel through Zurich's central area and then
proceed due north to the Glattal Valley suburb of Auzelg, the location of my first photos of the day (as shown in last month’s installment), making 33 stops along the way.

Two views of trains of the Forchbahn operating inbound on Forchstr between Rehalp and Friedhof Enzenbuhl. Cars of this suburban tramway from the villages of Forch and Esslingen access their inner terminal at SBB's Stadelhofen station via VBZ's Route 11. The left photo
shows a three-car train of Tram 2000 units while the right features the new Stadler 70-percent low-floor cars. Note the track entering
Forchstr from VBZ's Route 11's Rehalp loop in the right view.

(Continued next issue)
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Around New York’s Transit System
Train of Many Colors Operates
The New York Transit Museum operated its Train of
Many Colors (TOMC), a vintage consist of former IRT
subway cars over the 7 Flushing Line in conjunction
with a vintage baseball-themed baseball game in Corona Park on August 19. New to the TOMC was 1963vintage R-33S 9307, freshly restored to its 1964 World’s
Fair color scheme of powder blue, cream white, and
black stripe trim. Two round stainless steel, red, and
black “TA” plaques were found and attached in their
original positions on the side behind the Operator’s cab.
The car’s four number boards were restored to their
original position near the car ends in the middle of the
white strip down the length of the side of the car, under
the Operator’s cab window at each end, and a gray
Identra coil hoop (a 1960s version of a train annunciator
indicating the approach of a train at the next station stop
and whether it was a local or an express) was attached
on the original mount on the lead end of the car to give
it an historically accurate appearance. 9307 was one of
four R-33S work motors assigned to Corona Yard until
April, when they were all deemed surplus and moved off
the line to 207th Street Yard. Another car in that four-car
set, 9310, was restored to its “Redbird” colors and its
number boards, like 9307, were also moved back to
their original position. Restored to service for this trip
was R-17 6609, a car that had languished out of service
on a Transit Museum track lead near Court Street for
over ten years. That car was seen under restoration at
207th Street Shop during the Electric Railroaders’ Association’s August 5 tour. The 11-car TOMC consist was:
N-9307/9587-6/9310/9011-0/9016-7/9206-7/6609-S and
was deadheaded from 207th Street Yard to Corona Yard
on Thursday evening, August 17, where member
Ronald Yee was able to record video and still images as
it passed through 61st Street-Woodside after 9 PM on
Track M.
One Station Reopens...
NYCT reopened the 53rd Street R station on September 8, three weeks ahead of the scheduled 6 months
Staten Island’s 157-Year-Old Railroad
(Continued from page 5)

also sold NYCT cars 500, 501, 503, 504, and 508,
which were trailers. They never entered revenue service, but were stationed in various yards.
Car 500 was in Coney Island Yard and 508 was a Car
Inspector’s shed, also in Coney Island Yard. Car 501
was a paper bailer at an unknown location. Car 504,
which was renumbered to 2925, was the Yardmaster’s
office in Fresh Pond Yard. Most cars were scrapped
before August, 1961, but 501 was still on the January,
1957 roster and 2925 was scrapped July 10, 1957.
In 1958, Consolidated Edison Company built a coal18

R-33S 9307 at 61st Street-Woodside.
Ronald Yee photograph

allocated to this project. The first of 33 NYCT stations
slated for renovation and renewal, this station has been
re-fitted with new enhanced LED lighting, train service
countdown clocks at all five station entrances, wi-fi connectivity, new digital informational displays with USB
ports, glass barriers replacing barrier walls made of
metal bars, and a reconfigured and upgraded fare control area with improved sight lines, street level canopies
over two of the five station entrances, and a mosaic art
display. However, not all riders are completely happy
with the rehabilitated station. A new option, a leaning
bar, designed to offer some small degree of support for
persons leaning against the wall while waiting for their
train to arrive, is proving quite unpopular with riders.
MTA has responded that while the number of seat
benches remain the same as before the rehab project,
this new feature offers more riders an opportunity to
partially rest their legs and is widely used elsewhere
around the world’s transit systems. The inability to in(Continued on page 12)

fired power house in Travis and Staten Island Rapid
Transit extended the siding from Port Ivory (0.8 miles
west of Arlington) to the power house. Unit coal trains
were operated until they were replaced by barges. The
Travis Branch was abandoned in 1990. The Arlington
Yard and the right-of-way to St. George were abandoned in 1989.
Unfortunately, the April 5, 1962 fire in Clifton Shop
damaged 7 cars. With only 48 cars, the company had
difficulty maintaining adequate service. NYCT was willing to sell Staten Island Railway surplus B-Types, but
the cars were never transferred because the company
believed that they would not pass the FRA inspection.
(To be continued)
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STATEN ISLAND’S 157-YEAR-OLD RAILROAD
(Continued from October, 2017 issue)
The City of New York has been subsidizing
the railroad since it was allowed to abandon
the North Shore and South Beach Branches
in 1953.
On January 1, 1970, the lease by the city of
the St. George-Tottenville Line was terminated and the city reimbursed the Chesapeake
& Ohio Railroad for the deficit. In a May 29,
1970 agreement, the city contracted to buy
the St. George-Tottenville Line for one dollar
to take over the line from C&O. It also paid
C&O $3.5 million for real estate, rolling stock,
repair facilities, and air rights. On July 1,
1971, MTA took over operations. A new MTA
subsidiary, the Staten Island Rapid Transit
Operating Authority (SIRTOA) was formed to
operate the railroad under lease from the city.
The (CSX) Staten Island Railroad Corporation discontinued rail service over SIRTOA
trackage in the latter part of 1984 or early
1985. But the (Delaware Otsego) Staten Island Railway never operated on Staten Island tracks. Although it was allowed to operate there, it was not interested.
Because SIRTOA was just as anxious to
discontinue freight operations, it filed for
abandonment. On June 2, 1986, the Interstate Commerce Commission authorized the
abandonment of SIRTOA’s right-of-way for
purposes of the transportation of interstate
freight, thereby removing SIRTOA from federal jurisdiction.
When SIRTOA started operating, it did not
carry any freight. Instead freight service was
continued by the Chesapeake & Ohio and
the CSX Corporation via trackage rights for
several years. On November 1, 1971, a new
CSX subsidiary, Staten Island Railroad Corporation, was authorized to carry freight on
Staten Island. In April, 1985, Delaware
1

Otsego Corporation of Cooperstown, New
York agreed to assume operation of Staten
Island Railroad Corporation, whose name
was changed to Staten Island Railway Corporation. The new corporation owned the rail
improvements, tracks, and bridges. The Staten Island Railroad Corporation still owned
the underlying real estate right-of-way.
Because SIRTOA no longer carried freight,
the Staten Island Railway track between
John Street and St. George was taken out of
service on October 25, 1989. About the same
time, Monsanto, the largest customer,
ceased manufacturing on Staten Island on
October 30, 1989, after which Staten Island
freight service was reduced to three times a
week. The last train to Monsanto ran on April
13, 1991. Meanwhile Proctor and Gamble
also closed its Staten Island plant and freight
traffic declined until it was on a one day a
week basis in January, 1992. Because Staten Island Railroad and Railway lost $1.7 million in the past three years, Delaware Otsego
planned to shut down both railroads by late
February, 1992 and it filed for abandonment.
On January 21, 1992, the Interstate Commerce Commission authorized abandonment
effective in 30 days, ending a century of rail
freight service on Staten Island starting July,
1887, when work began on the original
bridge to New Jersey despite opposition from
the Pennsylvania and Lehigh Valley Railroads, which had coal traffic to New York
City. At that time this 495-foot single-track
rim-bearing swing bridge was the largest
bridge of its type to be built. Track was extended from the bridge to Cranford, New Jersey with a track connection to the Central
Railroad of New Jersey. This bridge was the
(Continued on page 4)
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FROM RECOGNITION TO DOMINANCE: THE NEW YORK
CONNECTING RAILROAD (BRIDGING THE BAY AND
CONNECTING THE PIECES)
by George Chiasson
(Continued from October, 2017 issue)
The electrification of the entire freight side of the New
York Connecting Railroad from Port Morris to Bay Ridge
was already underway by the time these tasks had
been performed, with excavation for the catenary supports an uppermost priority to beat the winter’s anticipated freeze. Several different types of steel uprights
and cross-beams were again applied, some as lattice
and almost identical to those found in the Bronx, others
an assemblage of lattice with solid I-beams for crossmembers. Whichever the case, the upper portion of this
second electrification phase was installed under the
guidance and supervision of New Haven personnel, just
as was done with the stringing of wire to Sunnyside.
The previously incomplete catenary over Track 5 was
thus finished to Fresh Pond (actually FN Interlocking)
and onward toward Brooklyn, being joined by electric
wiring over the entirety of Track 6 to the same distance,
all in a method identical to that previously employed on
the New Haven’s Harlem River Branch. From Fresh
Pond southward, the electrification system was truly a
joint endeavor, with construction contractors, New Haven supervisors, and Pennsylvania Railroad representatives all collaborating across corporate lines to create
one final product that ultimately stretched a total of 11
track miles from Bay Ridge on the Brooklyn waterfront
to Fresh Pond in the middle of Queens. This fusion of
methodology was particularly noticeable as the line proceeded farther southward into the Brownsville section of
Brooklyn, at which point the catenary supports had
largely attained a distinctly (“no-nonsense”) Pennsylvania look, fabricated as a union of three simple steel
beams in the form of an overhead bridge. For its part,
the Pennsy had accomplished a handful of its own a.c.
electrifications by 1926, employing such technology in a
manner similar to, but improved upon, that of the New
Haven to power three local lines around Philadelphia
(Paoli, Chestnut Hill, and White Marsh) between 1915
and 1924, with much, much more to come.
25 Hz, 11,000/22,000-volt a.c. power for the extended
electrification was generated at the Sherman Creek station (in parallel with Cos Cob) and relayed through the
existing autotransformer substations at West Farms and
Bungay Street in the Bronx, as well as through that at
Bowery Bay in Queens. A new substation was added by
“FN” Interlocking (Fremont) in Fresh Pond, with the
overhead continuing over all four tracks from there into
the East New York Tunnel. Affixed inside that installation, roughly midway between Bushwick Avenue and
Broadway, was a frequency changer marking the
boundary between the New Haven and the Long Island
Rail Road, each of which fed the line separately. This

installation took a wholly different 25 Hz, 3-phase,
11,000/22,000-volt supply of electricity from the Pennsylvania Tunnel & Terminal powerhouse in Long Island
City (as relayed along the LIRR Atlantic Division) and
converted it to single-phase for the catenary continuing
south from the New Haven’s circuit toward Bay Ridge.
Though they functioned independently, these two systems were also designed to blend smoothly with each
other so as not to hamper operations in any way. There
was also an autotransformer at “East New York” near
the tunnel and adjacent to the frequency changer, along
with three more across the line’s remaining distance at
“NO” (E. 92nd Street, near New Lots Interlocking),
“MJ” (Kenmore Place, near Manhattan Beach Junction
Interlocking), and “BR” (between 4th and 5th Avenues in
Bay Ridge).
The initial segment of the extended electrification on
the New York Connecting Railroad was at last placed in
service as far as “NO” interlocking on March 15, 1927,
being used by some New Haven road freights powered
by multiples of EF-1 units (073-0111, built by BaldwinWestinghouse in 1912-3 with a rating of 1,336 horsepower) which were based at, and kept westward of, Cedar Hill Yard near New Haven. Electrification was also
applied on both the east and west legs of the ramping
wye at “FN,” which connected the Bay Ridge Division
and LIRR Montauk Division main line as well as above
the siding tracks next to its westerly portion, where cars
to and from the New Haven were interchanged, and that
was as far as an a.c.-powered unit was ever to travel. In
such instances during the interim before completion of
the catenary system, crews from the Long Island Rail
Road (perhaps using heavyweight Pennsylvania Railroad locomotion at least some of the time) re-powered
the pre-assembled road trains to and from New Haven,
Boston, or even Northern New England and ferried
them between “NO” and the Bay Ridge terminal, though
more often than not the New Haven simply continued to
run through with its existing steam engines on the otherwise electrified trackage. The need to run frequent LIRR
transfers was abolished when electrification was finally
extended to the Bay Ridge terminal sometime in June,
but due to an ongoing lack of electric motive power and/
or qualified personnel, the New Haven continued to use
steam locomotives for power on an intermittent basis
until September of 1930. This was despite the recent
arrival of five brand-new “EF-2” electrics (0112-6, built
by General Electric-Alco), which were up and running
by the middle of 1927. Effective that July 8, the New
York Connecting Railroad (and LIRR Bay Ridge Divi(Continued on page 3)
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New Lots Road) that had long since been taken care of
by the Brooklyn Grade Crossing Commission. Though it
was begun in 1912 the city’s “thoroughfare initiative”
had had a long and fruitful existence in all five boroughs
by the late 1920s, just as it was about to give way to a
“parkway initiative” of similar nature which produced
many of the highways and boulevards which still survive
in 2017. In the early 1930s this effort manifested itself
through the physical extension of New York State Route
27 (which was actually the inward component of Sunrise Highway) from Ozone Park, Queens, to Downtown
Brooklyn, for which the survey of Hegeman Avenue was
used, in part, to create Linden Boulevard. The original
road had not been included as part of the myriad of railway overpasses that were completed in that area between 1907 and 1910, but in about 1932 an entirely
new 100 foot-wide overpass was added to the LIRR
elevation (but utilizing concrete wing walls atypical of
the Pennsylvania Railroad) for this enhanced, newlycreated 8-lane through street between Powell and Williams Avenues. From that point, and to this day (2017),
Linden Boulevard and New York Route 27 continue an
eastward lunge to South Conduit Avenue, a link that
was originally completed in December, 1934. From
there it merges into the Belt Parkway and heads toward
suburban areas of southeast Queens and Nassau
County on highways completed in the early 1960s.

(Continued from page 2)

sion) a.c. electrification was completed in full for freight
operation, including yard tracks at Bay Ridge itself, and
(as far as is known) the auxiliary facilities at New Lots,
Blake Avenue, and Pitkin Avenue. To equip its local operations in this new environment, the Long Island Rail
Road based BB-3 series electric switching locomotives
at the New Lots and Bay Ridge yards. These 14 diminutive units (324-337) were a “home brew” product of the
Pennsylvania Railroad, being supplied in 1926 by its
Altoona Shops in a “cabin on wheels” configuration. Its
box cab was supported by a lone, heavyweight “0-C”
truck which contained traction motors yielding 1,710
horsepower, but in operation each set of BB-3s was
paired to create a combined 3,420 horsepower. This
was a beefy capability indeed for machines whose stated purpose was “pulling, dropping, and loading.”

THE NEW YORK CONNECTING RAILROAD
REACHES ITS ZENITH

As traffic increased through the 1920s to levels close
to those originally foreseen for the New York Connecting Railroad, in response to a restored state of overall
American prosperity, action was taken to improve the
fluidity of operations across its vital and strategic middle
portion. Perhaps most imperative in this regard was the
activation of automatic block signals on all four tracks
from “FN” (Fremont) to “NO” (New Lots) effective September 30, 1927. This system subscribed to the directional flow that was already in place — southbound/
westbound on Tracks 3 and 1; eastbound/northbound
on Tracks 2 and 4 — and employed Pennsylvania Railroad-type electric position lights, which were also used
at interlocking points along the New York Connecting
Railroad from Bay Ridge as far as Bungay Street in the
South Bronx. In addition, a series of manned towers
were added to oversee the progression of interlockings
on the line’s busiest increment, starting with (and most
prominently) that at “FN” (Fremont) itself on September
10, which was joined by others at “NU” (New Utrecht),
out at the Bay Ridge end, on September 30 and
“NO” (New Lots) on October 19. Altogether these interlockings maximized the line’s operational flexibility for
the expeditious movement of freight to serve both New
Haven and Long Island Rail Road interests simultaneously; switching moves were able to hold tracks they
needed for headroom and road freights were (at least
theoretically) able to keep moving around them in both
directions, at the same time if necessary. Concurrent
with the opening of each new manned tower, the manual block stations they replaced were eliminated one by
one, with that at “KN” (Pitkin Avenue) also following suit
as its function was assumed remotely from “NO.” And
so the freight side of the New York Connecting Railroad
remained as the heady 1920s gradually turned into the
lackluster 1930s. The very last event of any consequence to occur on the Bay Ridge Division in this period
(and probably not to much notice at the time) went back
to the elevation of the former Section 2 (Avenue G to

WHILE NYW&B MATURES, NEW HAVEN
LOCAL PASSENGER SERVICE SLIPS AWAY

The next incremental extension of New York,
Westchester & Boston service was opened as far as the
Mamaroneck New Haven station on March 26, 1926,
with another intervening stop called Larchmont Gardens
(located across from the former Lake Sheldrake (which
was filled in for creation of the New England Thruway),
the only surviving landmark of its existence is Blossom
Terrace). This required that the original Mamaroneck
depot be relocated several yards north to make space
for the new “rapid transit” alignment. A construction contract for furtherance of the line to “Hamilton” (evidently
another name for Port Chester) was then granted to
Dwight F. Robinson Company that June, while things
were going so well in general that overnight service between the Mott Haven terminal and White Plains was
started at 20-minute intervals on July 1. Actual work on
the extension toward Port Chester began immediately,
but became intermittent over the following winter and it
was spring before the next section was finally taking
shape. This was placed in service to the New Haven
depot at Harrison, New York on July 3, 1927 with yet
another intervening station at West Street in Mamaroneck, a location that has changed little to 2017 but for the
now-missing NYW&B tracks and high wooden platform
(along with its access stairways). As construction crews
pushed eastward, more difficulty was again evident that
was related to “third party” replacement of the depot
and relocation of the New Haven main line at the Rye
station to create space for the new line to pass through.
(Continued on page 6)

3

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
— NOVEMBER,
2017 2000
Staten Island’s 157-Year-Old Railroad
(Continued from page 1)

Tompkinsville station, looking north, October, 1968.
Larry Linder photograph

Tompkinsville station, looking south, October, 1968.
Larry Linder photograph

Looking south from Tompkinsville station, October, 1968.
Larry Linder photograph

Stapleton station, October, 1968.
Larry Linder photograph

North of Clifton, October, 1968.
Larry Linder photograph

Looking north from Clifton, October, 1968.
Larry Linder photograph

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

Clifton station, looking south, October, 1968.
Larry Linder photograph

Clifton Yard.
Larry Linder photograph

Clifton station, looking north, October, 1968.
Larry Linder photograph

Grasmere station, looking south, October 18, 1968.
Larry Linder photograph

Looking north from Grasmere, October 18, 1968.
Larry Linder photograph

Looking north toward Grasmere, October 18, 1968.
Larry Linder photograph
(Continued next issue)

CORRECTION
The article on ERA’s trip to Phillipsburg, New Jersey
on page 13 of the October, 2017 issue indicated that the
Phillipsburg station is owned by Phillipsburg Railroad
Historians. While that outfit owns the building where car

2651 is housed, the station is actually owned by Friends
of the New Jersey Transportation Heritage Center, Incorporated.
Thanks to David Phrater for the correction.
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and day-to-day freight operations. As time progressed
into the late 1920s though, it was clear that the BronxNew Rochelle local service was outstripping its usefulness. This may have been an after-effect of its rather
skeletal schedule as still compared with main line service to Grand Central, or even NYW&B with its consistent, combined headways of 10 minutes. Either way,
there was no doubt that it’s utilization was also being
compromised by the early presence of “motorways,” in
particular the crude, broken “Pelham-Port Chester Parkway” (a distant predecessor to the New England Thruway) that dodged along the New Haven here and there
after 1928, funneling personal drivers onto the
Hutchinson River Parkway and through the Bronx for an
extended one-seat journey to any Manhattan destination. This irretrievable, irreversible momentum toward
the creation of a comprehensive highway system was
just as evident within city limits; the original Bronx and
Pelham Parkway overpass of the Harlem River Branch
was doubled in width to a total of 12 traffic lanes in
about 1927, while between 1930 and 1932 Eastern
(Bruckner) Boulevard was created by widening the existing alignment of Whitlock Avenue from Whittier to
Bungay Streets. This forced removal of the street overpass at Ludlow Avenue and the modification of other
overpasses at Longfellow Avenue and Bryant Avenue.
By December 1, 1929 New Haven local service had
been trimmed even further to just three round-trips between Monday and Saturday (and no trains on Sunday
at all), with usage then continuing to decline even further.
Much like its contemporary on the Long Island Rail
Road end of the New York Connecting Railroad, the
Manhattan Beach Branch, the New Haven finally, belatedly took action to stem its losses and local commuter
trains ceased to exist on the Harlem River Branch between New Rochelle and Hunts Point Avenue in the
Bronx at the end of service, Friday, July 25, 1930. Its
four a.c.-only M.U. cars were eventually rebuilt with
transformer units in 1940 and 1941 and then forgotten
to the general pool of equipment run to and from Grand
Central for several more decades, while its unused stations (Woodside, Pelham Manor, City Island, Baychester, Westchester, Morris Park, Van Nest, and West
Farms) were left to the elements and gradually degenerated with the passage of time. Those at Woodside,
Pelham Manor, and Baychester were ultimately demolished to make way for that which was intended to replace many railroad tickets: the New England Thruway,
most familiarly known in 2017 as Interstate 95. Even
more ironic, the skeletal ruins of some other stations
were being used as trash “dumps” or ersatz playgrounds by area youths into the 1970s as they peeked
out from layers of wild vegetation and graffiti. The Bronx
in general had become a negative symbol for urban
America by that time, being occasionally excoriated in
popular culture during the next decade as something
resembling “Fort Apache.” Subsequent development
patterns began to reverse this tide in the late 1990s and

(Continued from page 3)

For a time after NYW&B. operations were extended to
that point around August of 1928, the two railroads had
a temporary grade crossing west of the station site and
the rapid transit line terminated at a platform on the
south side of the New Haven about where Station Plaza
is in 2017. After another year of on-and-off construction,
this situation and all others were rectified by final completion of the line to its permanent terminus at Port
Chester, as usual adjacent to the New Haven station,
on December 8, 1929. And so the New York, Westchester & Boston would remain for several subsequent
years.
As of December 1, 1926 the New Haven was still
maintaining five local round-trips on the Harlem River
Branch between Hunts Point Avenue in the South Bronx
and New Rochelle, plus two on Sundays, employing its
four custom-built a.c.-only M.U. cars (when available),
a.c.-d.c. multiple-unit cars, and/or coach trains powered
by electric locomotives, most likely of the EP-1 and EP2 variety. As demonstrated above its through patrons
were essentially expected to use the Interborough Rapid Transit Company’s Pelham local subway line to conclude their trips into Manhattan, where re-transfers were
available to a wide range of final destinations. This left
the New York, Westchester & Boston to itself on the
Branch’s local tracks (1 and 2) from Hunts Point Avenue
to the Mott Haven Terminal (including three of its stations), with a 1923 profile estimating that 65% of
NYW&B’s ridership base rode through to the extreme
southern end of the line. Copious quantities of freight
traffic were also present on the Harlem River Branch at
that time, independent of that carried along the New
York Connecting Railroad as the cars to and from railroads other than the Pennsylvania was interchanged
with the New Haven system via the Harlem River and
Oak Point yards, with many of these runs also using
electrified locomotives (EF-1 or perhaps EF-2 types,
presumably) south of Cedar Hill. Naturally (just as LIRR
did on the Bay Ridge Division) the New Haven employed steam locomotives on its local and switching
operations in the Bronx and Westchester, which as typical of just about any railroad were oriented into a ”zone”
system based on the nearest available yard facility to
any given customer. To streamline operations even
more the New Haven had largely phased out its use of
the Van Nest and Westchester freight yards as inbound
and outbound classification facilities by the mid-1920s,
with virtually all but local traffic being pre-sorted
(“blocked”) for travel straight between the Harlem River
or Oak Point yards and Cedar Hill itself, which was significantly expanded around 1926.
The separation of tracks that was inherent to the Harlem River Branch’s 6-track main line thus created an
operational symphony blending the passenger locals,
passenger through trains (when the intermediate-sized
quantity of through New Haven-Pennsylvania passenger trains using the Hell Gate Bridge was factored in),

(Continued on page 7)
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the next several years as part of its broader “East Side
Access” strategy. This would make the Harlem River
Branch (now known as Amtrak’s “Hell Gate Line”) a
combination by-pass and alternate route between New
Rochelle and Penn Station, a role it never performed
previously in its first century-and-a-half of existence.

(Continued from page 6)

that positive trend continued in 2017, with the Metropolitan Transportation Authority now advanced in a proposal to restore a form of local passenger service within

NEW YORK CITY SUBWAY CAR UPDATE
Subdivision “A” News
Related to the NYC Subway Action Plan that was publicly announced by MTA Chairman Lhota on July 25, a
large fleet redistribution was carried out on 2456 by
September 24, one which may not yet be fully complete
as of October 10. 55 of the 65 R-142As that had remained on 6 since the last of the 380 “converted” cars
were shipped to Kawasaki for reconfiguration as “R188Cs” in March of 2016 (cars 7591-5, 7606-55) were
shifted to 4, thereby releasing R-142s 7086-7115 for
transfer from 4 to 5 and finally, in turn, R-142s 668695 from 5 to 2. This should ease the way for service
on 245 to be added where required, though available equipment for 6 is likely on the tight side. In this
vein, it was noted that some of the newly-relocated R142As were roaming back to 6 on occasion during the
last week of September, and still appeared to be returning to their former Westchester home for inspections
and maintenance. Actually, some of these moves began
as far back as August 28, by which time R-62As 245660 had been imported from 1 to 6. Perhaps as small
compensation, R-62A link 2146-50 was returned from
Corona (7) to Westchester (6) by September 29,
yielding an even total of 400 R-62As on the Lexington
Avenue Local as of October 10.
Also by September 29, grouped, single-unit R-62As
1921-5 had been broken up, with 1921 and 1925 (which
have had full-width cabs at one end since their assignment to Westchester) as well as “regular” single units
1922 and 1939 being moved to new quarters at Livonia
Yard, where they ostensibly joined the reigning fleet of
20 cars used on S/Grand Central Shuttle. Originally in
that transfer was also single unit 1959, but that particular unit had found its way back to Queens within the
week, though it was still not being used in revenue service on 7. None of the newly-arrived cars had as yet
actually been used on the Shuttle during the following
week, lending credence to a sentiment that they might
be best suited to at least a temporary stationing in work
service. This seems particularly true given the partiallyunitized and often consumer advertising-oriented nature
of the 10 cars that have now been used on S for the
past several years.
Speaking of which…with autumn leaf season in the
offing, R-33 “Gel” car 8885 was recently observed to be
primed and ready for Dyre Avenue Line action at E.
180th Street, with retired R-36 set 9584-5 in position to
provide it with propulsion. Also OK’d for continued utility
duty from the Bronx were R-33S cars 9309, 9322, 9323,

and 9325.
Subdivision “B” News
A second 8-car set of R-179s (unclear if it is considered to be “pilot” or “production”) was delivered to
NYCT during the height of spring, 2017 with 3058-61
arriving at 207th Street on April 5-6 and 3062-5 following
on April 19-20. All 26 of the R-179s have been spotted
at many Subdivision “B” locations on almost a daily basis ever since, with the 8-car sets most notably running
in a simulated C service through most of the summer.
The 10-car set was (elusively) electrically tested on the
Brighton Line express tracks, usually accompanied by a
run-of-the-mill Coney Island-assigned R-160 train for
comparative purposes. Their now-renowned less-thandesirable performance still stymied any evident progress toward their entry into revenue service evaluation
through October 10, and in fact MTA’s overall disenchantment with Bombardier may have spurred the
agency to disqualify it and erstwhile partner China Rail
Car Corporation as a potential bidder on the “huge” R211 contract, which could be awarded by late 2017.
The latter has come into much better focus since our
last Update, with the base acquisition plus possible options now totaling up to 1,695 cars (including 75 “R211S” models tailored for Staten Island Railway that will
be delivered last). One prototype 10-car “R-211T” train
set will be included in the primary agreement designating it as an “open gangway” type, with as many as 64
additional such trains possible if and when all options
are exercised. The remainder of the order (450 “R211A” plus an option for another 520) will be configured
as standard 5-car units, to be nominally made up for
use as 10-car consists, and all R-211s will most likely
be concentrated on lines presently operated out of
Pitkin, 207th Street and Jamaica Yards (i.e.
ACEFR), where they will replace the surviving
(post-R-179) Phase I R-32s, as well as any R-46 cars
used on those lines. Less apparent is just whom MTA
will attract as a builder, given the very recent consolidation of car building leviathans Siemens and Alstom
(whose plant remains active in Hornell), with some rumbling that their two-way union may later become a tripartite that would assume the assets of Bombardier as
well. The very size of the R-211 order seems to indicate
that a collaboration of multiple car builders (such as
those between Kawasaki and Bombardier for the R142/142A, and Kawasaki along with Alstom for the R160) may be in order, but so far there has been no
(Continued on page 8)
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Industrial Solutions); 2892-5 (SEPSA North America);
and 2908-11 (Hasler Corporation, formerly a unit of Pitney-Bowes).
The overhaul of Phase I R-32s (including pairs previously out of service over the past few years, but not the
10 designated work cars) has continued at Coney Island Shops, along with now-constant renewal of the R44SI fleet. Meanwhile, it looks like the last of the 50
Morrison-Knudsen-overhauled R-42s was finally completed by late spring. 24 of these cars (4788-9, 4800-5,
4814-7, 4820-1, 4828-9, and 4834-9) were
“permanently” stationed at Fresh Pond Yard on June 28
in anticipation of their use in 6-car trains on the M Myrtle Avenue Shuttle between Metropolitan and MyrtleWyckoff Avenues. They all then spent the summer waiting in the sun until this service commenced on September 3, and will be so sequestered until the “Myrtle Viaduct” reconstruction is completed by early 2018. Not
included in this effort were previously-retired R-32 work
motors 3786-7 and ex-NYCT Staten Island “B” car 399,
both of which were set aside for eventual disposition.
The latter’s departure reduces the Staten Island Railway’s maximum quantity of cars to 62.
On June 27, R-46 consist S-6038-9-41-40/6150-1-3-2N was involved in a serious, highly-publicized derailment near the 125th Street station while on A during the
morning rush hour. The third and fourth cars (6041-0)
were the most heavily damaged and all eight remained
at the 207th Street facility as of September 30, with their
future as yet unknown. Nevertheless, the other 4-car
unit involved (6150-3) was being used as a model for an
R-46 version of the altered seating and New York State
“branding” that was being undertaken for E by early
October.
On August 22, CBTC-equipped R-160As 8313-7 and
8377-80, which had been used as prototypes for the
internal advancement of that signal technology, were
observed to be back in revenue operation — the former
on JZLM, the latter only on JZM (pending compatibility with the CBTC employed on L).
On August 12, video was widely disseminated of R143 “crash train” 8277-80 being test operated around
207th Street Shop. This was the 4-car set that received
significant damage in a derailment at Rockaway Park
Yard in 2006 and has long been in repair, part of which
was the export of 8277 to the Kawasaki plant in Yonkers
for structural remediation. On October 11, the unit was
moved to East New York, but it had not entered service
as of press time. When it does, the R-143 order will be
restored to its full complement of 212 cars.
Finally, member Bill Zucker noted a noticeable uptick
in the presence of Phase I R-32s on A during September and October, covering both the Far Rockaway and
Lefferts Boulevard branches.

(Continued from page 7)

known indication that the once-proposed union of Alstom and Kawasaki (coined “Alskaw”), which failed in its
bid to land the R-179 contract, could be in the offing. As
a matter of opinion, it seems clear that Kawasaki is the only
qualified candidate that remains as a desired bidder from
MTA’s standpoint, but the question is, would it be independently up to the R-211’s formidable contract challenges of
innovation, timeliness, and reliability?
Riders haven’t had to wait very long to reap some of
the future design benefits of the R-211 in any case, as
the first three 5-car sets of R-160s modified on behalf of
the Chairman’s “Action Plan” (9158-62 from Coney Island and 9558-62 and 9733-7 from Jamaica) premiered
on E on October 1. These most prominently feature
blue-and-gold “State of New York” color branding inside
and out and a floor plan modified to accommodate additional standees and wheelchairs at the ends of each car
through the removal of some seats. The three were said
to represent the first 15 of some 100 cars to come, with
R-160s 8325-8 (East New York), 9133-7 (Coney Island),
and 9563-7 and 9688-92 (Jamaica) also committed to
the same effort, which is being performed at Coney Island, in early October. In addition to their modified interior ends, the reconfigured cars will also receive at least
one fold-up, auto lock-type longitudinal seat that will
produce even more standee space during rush hours.
R-160As 9468-72 and 9478-82 were traded from Jamaica to Coney Island to make up for the loss of two of its
5-car sets as part of this initiative. During the summer
there was also revealed an otherwise unseen R-211
mock-up so configured in an unused mezzanine space
at the 34th Street-Hudson Yards terminal of 7 in midtown Manhattan.
Further advancing MTA’s resurgent orientation toward
improved customer service, the long-awaited use of
platform “countdown clocks” was initiated on C (and
partially on A) July 28, then also on E and G on August 31. These utilize Bluetooth and wayside receptor
technology that was installed on assigned R-32, R-46,
and R-160 equipment over the past year (and was noted as testing on the pilot Phase I R-32 train in the last
Update). They join the NQR Manhattan stations in
being so equipped, with installation of this information
system at 269 Subdivision “B” stops being the agency’s
immediate goal. As for enhancement of the “onboard
experience” in some quarters, NYCT is also revenue
testing no less than five different prototype automated
announcement systems on several sets of R-68s that
are based at Coney Island. Solely used as 4-car links
on G, they have been identified as 2844-7 (Mitsubishi
Electric); 2860-3 (previously noted, this contains a unit
provided by China Rail Car Corporation); 2864-7 (STE
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ERA WEEKEND TRIP TO WESTERN PENNSYLVANIA
by Ronald Yee
Over the weekend of October 14-16, the Electric Rail- Louis Car) and, from farther-away locations, New Orleroaders’ Association (ERA) conducted its annual au- ans Streetcar 832 (built by Perley Thomas in 1932) and
tumn weekend trip out of New York City. This year, the Rio de Janiero Tramways car 1758, built in 1911. Afterclub went to western Pennsylvania, visiting the Rockhill ward, the ERA group was driven back to Pittsburgh on
Trolley Museum and the Pennsylvania Trolley Museum the vintage bus and dropped off at the Library terminus
at Arden as well as a two-night stay in Pittsburgh, during of the Blue Line of the PAT light rail system, giving the
which the attendees visited the South Hills Village group a chance to ride the system back to downtown.
Maintenance Facility for Pittsburgh's Port of Allegheny Many in the group bought PAT day passes and toured
Transit (PAT) light rail system and were given time to the system during the afternoon, the rainy weather holdride the PAT light rail system and some of the other at- ing off until 6:30 that evening. As it was a Sunday, the
tractions in Pittsburgh such as the Monongahela and Red Line operated on a 15-minute headway from
Duquesne inclines as well as the PAT Busway lines.
Northside to Castle Shannon (actually Overbrook JuncPrior to arriving in
tion, where one could
Pittsburgh for our twotransfer to the Blue
night stay there, our
Line) and the Blue Line
Coach Tours chartered
operated on a 15bus stopped for a two
minute headway behour visit to the Rocktween Northside and
hill Trolley Museum,
Washington Junction,
where the group was
the line's southern porgiven a ride on its fortion splitting at that lomer San Diego MTS
cation to the South Hills
Duewag U-2 light rail
Village and the Library
vehicle 1019. ERA
Branches, giving each
Treasurer Mike Glikin
branch a 30-minute
was given the honor of
headway. Some of the
operating the car as he
group rode the Duoperated such cars for
quesne Incline funicular
San Diego MTS over
near dusk on Sunday
30 years ago. The
and enjoyed dinner at a
group also had opporrestaurant overlooking
PAT LRV 4213 at South Hills Junction station. the Three Rivers sectunities to ride the other
Ronald Yee photograph. tion of Pittsburgh. PAT
trolleys out on the line
that day, including forlight rail operates two
mer NJ Transit PCC 6, which operated on the Newark types of light rail vehicles (LRVs), 1983-4-vintage SieCity Subway until 2001, and cars 311 and 163. Inside mens built LRVs numbered in the 4200-series and
the car house were Chicago Aurora & Elgin Railway 4300s built by CAF. At a glance, the major difference
interurban 315 and open-sided trolley 1875.
between the two car types is that the headlights of the
The next day, ERA chartered a 1957 Model TDH-4801 CAF cars are at the lower corners of the face of the car
motorbus to take the group to the Pennsylvania Trolley body below the Operator's window and the Siemens
Museum at Arden, where we were given free run of the cars have their headlights mounted close together and
car house, touring portions normally closed off to the centered below the Operator's windscreen. The destinapublic. The museum has an extensive collection of trol- tion sign on the 4200s is in a separate window above
leys, streetcars, interurbans, and even a subway car, the windshield while the 4300s’ destination sign takes
606, a 1960-vintage Budd-built car that operated on up the top portion of the one-piece front window. A visit
SEPTA's Market-Frankford Line until 1999. In the collec- to the control center adjacent to the maintenance shop
tion are two cars built by the J.G. Brill Company, Norris- was included as part of the shop tour, as was a ride
town High-Speed Line Bullet car 209, built in 1931, and around the yard and through the car wash. The "model
a 1932 Type 80 car that operated over the tracks of the board" on the wall in the control center showing the enPhiladelphia & Western Traction Company, now known tire LRT system uses projection screen technology. Our
as the Media and Sharon Hill Lines. Other cars included hosts stated that PAT is looking to replace it with a LEDPhiladelphia Suburban Car 14, built by St. Louis Car in LCD display system. Lastly, on the way back to New
1949, Philadelphia Transportation Company PCC 2711, York City, a stop was made at the Shady Maple SmorPittsburgh Railway Company cars 4398 and 3487, gasbord in eastern Pennsylvania for a sumptuous dinJohnstown Traction Company car 350 (built 1926 by St. ner.
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No. 346
by Ronald Yee, James Giovan, and Alexander Ivanoff

MTA Long Island Rail Road
As part of the Long Island Rail Road’s efforts to improve infrastructure to ensure safety and increase ontime performance, LIRR crews this fall are replacing
wood ties with concrete ties on the Babylon Branch between Freeport and Merrick.
During the weekends of September 30-October 1, October 7-8, October 14-15, November 4-5, and November 11-12, one of two main tracks will be out of service
between Rockville Centre and Wantagh. Between 12:37
AM on Saturdays and 2:19 AM on Mondays, trains on
the Babylon Branch will continue to operate in both directions, but will run on an hourly basis, reduced from
every half hour, with stopping patterns revised on remaining trains.
Other changes on these weekends include some eastbound trains on the Huntington Branch that will stop at
Forest Hills and Kew Gardens. Some Patchogue, Speonk, and Montauk Branch trains will be running on adjusted schedules and have alternate connections at Jamaica or Babylon. Some eastbound Oyster Bay connections from Penn Station, Kew Gardens, and Forest
Hills will also change; trains will depart three minutes
earlier at Penn Station and five minutes earlier at Kew
Gardens and Forest Hills. (MTA press release, September 22)
MTA Metro-North Railroad
Member Randy Glucksman observed a 7-car consist
of M-8 equipment normally assigned to New Haven Line
service operating on the Hudson Line as an IrvingtonGreystone zone semi-express on Thursday, October 19.
The consist was: S-9209-9208-9564-9677-9676-93499348-N. (9564 is one of the 25 non-powered single M-8
coaches designed to be inserted between pairs to create odd-numbered consist lengths where ridership calls
for one additional car to be added to an overcrowded
train, not two). (Editor’s Note by Ronald Yee: While not a
programmed equipment assignment, this M-8 set was likely a
late equipment substitution out of Grand Central Terminal,
likely due to a last-minute equipment failure during a tight
equipment turn with no spare M-3A or M-7A consists to substitute. (Randy Glucksman, October 19)
Metro-North announced new schedules on September
26 that were effective in October. The schedules take
into account of the 125th Street Station Stair Replacement Project that started on September 11 and will last
through January and the use of bridge plates on the
inbound (southbound) tracks at the Scarborough and
Philipse Manor station platforms until further notice due
to Superstorm Sandy-related signal work (MTA via
Randy Glucksman, September 26)
NJ Transit
NJ Transit trains are back to running on the Gladstone
Branch after two trains struck a retaining wall near Summit the night of September 19 and again on the morning
10

of September 20, NJ.com reports. NJ Transit officials
confirm rail service was restored the afternoon of Thursday, September 21 after crews made emergency repairs to a concrete retaining wall near the Summit station on the Morris & Essex Lines. The emergency repair
work was in response to a Gladstone-bound train scraping a concrete retaining wall near Summit. A similar incident took place during the September 20 commute.
Railroad officials confirmed debris and concrete had
shifted in an area with only one-foot clearance. No injuries were reported to passengers; however, one passenger car sustained damage to its rubber window
seals and debris scraped a second car. It is unclear
what caused the retaining wall to shift, but railroad officials spent much of the afternoon of September 20 repairing the retaining wall. (Al Holtz via Trains Magazine
via NJ.com, September 22)
Amtrak
Baseball fans at the New York Mets’ home, CitiField,
were among the to feel the difference Amtrak’s Amfleet
Refurbishment Program is expected to make after the
passenger railroad placed business-class seats in the
ballpark. The seats and re-designed seat cushions debuted before the Mets hosted the Washington Nationals
September 22 and were made available to rail media
over the weekend. Baseball fans were able to visit the
seats for four more ball games against the Atlanta
Braves through September 27, when Amtrak reclaimed
them. Mets fans chosen by the team had the opportunity to try them out.
The business class seats along with the coach seats
will be available on trains including ones used on the
Empire, Northeast Regional, Hiawatha, and Illinois and
Michigan services in 2018. The routes all rely on 1970sera Amfleet I cars. The seats will be the most noticeable
improvements to the cars that include new carpeting,
LED reading lights, updated bathroom flooring, and redesigned cafe car galleys. The upgrade process is expected to take up to nine months. (Editor’s Note by Alexander Ivanoff: ERA Second Vice President and my co-Editor,
Ronald Yee, had some less than flattering words to describe
the partnership, but sees the logic in having Mets fans, noting
that the arrangement is a perfect way to allow overweight
sports fans who are somewhat sloppy with their food and
drinks to see how the materials used in the overhauled seats
stand up. The article did neglect to mention that an Amfleetequipped Pacific Surfliner trainset is in use in California.)
(Trains Magazine via Al Holtz, September 25)
On October 2, Amtrak unveiled its “Ready to Build”
campaign, which includes a series of short films showcasing five critical investments that are vital to the realization of a renewed, modern passenger rail system.
The campaign emphasizes needed investments at the
carrier’s major stations, including in Chicago Union Sta(Continued on page 11)
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tion, as well as in infrastructure along the busy Northeast Corridor (NEC), where the majority of Amtrakowned assets are located. The NEC carries 260 million
intercity and commuter customers each year and growing. However, demand for passenger rail service continues to outpace investment, resulting in a backlog of
more than $38 billion of deferred capital investments.
Amtrak and its state and federal partners have started
the planning and regulatory reviews required for these
complex, multi-year projects. Once funding is identified
and obtained, Amtrak and its partners are ready to finalize design and begin construction for several critical
investments, including the Gateway Project (Amtrak
broke the tunnel and Portal Bridge into different segments), the Susquehanna River Bridge Project and Baltimore & Potomac tunnel projects in Maryland, and station projects across the Northeast and Chicago. (Amtrak
press release, October 2)
Beginning on December 18 and just in time for the
year-end holidays, the Washington State Department of
Transportation is starting two additional Amtrak Cascades daily round-trips between Seattle and Portland
This permanent change to the Amtrak Cascades
schedule, the Department said, will cut travel time by 10
minutes to 3 hours 20 minutes per the rerouting of trains
between Tacoma and Olympia and the upgrading of
tracks and signal systems. The new route takes trains
on an inland corridor parallel to Interstate 5 through Tacoma, Lakewood, Joint Base Lewis-McChord, and
DuPont. It eliminates a major chokepoint for passenger
trains near Point Defiance in Tacoma and separates
them from freight trains that will continue to use the old
(but scenic) waterfront route. WSDOT received invested
nearly $800 million in federal American Recovery and
Reinvestment Act grants to offer these new schedules.
The new schedule will see trains, pulled by WSDOT’s
new Siemens SC-44 Charger locomotives, leaving both
Portland and Seattle every two to three hours. The first
trains will depart Seattle at 6 AM and Portland at 6:20
AM. The latest trains will leave at 7:25 PM from Portland and 7:45 PM from Seattle. Station stops between
the two include Tukwila, Tacoma, Olympia/Lacey, Centralia, Kelso, and Vancouver, Washington.
Cascades also will continue to run daily trips to Vancouver, British Columbia, Canada, and Eugene, Oregon, serving 18 cities on the corridor. Schedule changes
along the entire corridor will benefit connecting passengers. (Railway Age via Al Holtz, October 4)
Industry
Alstom and Siemens announced on the evening of
September 26 that they had signed a memorandum of
understanding for a merger of Siemens’ Mobility business with Alstom.
The transaction is expected to close at the end of
2018. Siemens would contribute its Mobility business,
including its rail traction drives activities, in return for
newly issued shares representing 50% of Alstom’s
11

share capital on a fully-diluted basis.
The companies said the two businesses were “largely
complementary in terms of activities and geographies,”
and the deal would bring together “two innovative players” in the rail market “with unique customer value and
operational potential.”
The combined group is to be called Siemens Alstom.
Its global headquarters and the management team for
rolling stock would be in the Paris area, and the combined entity would remain listed in France. The headquarters of the Mobility Solutions business (which includes signaling and automation) would be in Berlin.
(Editor’s Note by Alexander Ivanoff: So who is going to save
Bombardier now? I was assuming that Alstom was going to
purchase the BBD Transportation Division. Hopefully this
will not end up like Penn Central, as both companies have
excellent track records.) (Railway Gazette, September
26)
Other Transit Systems
Boston, Massachusetts
China’s CRRC Changchun Railway Vehicles Company recently rolled out the first of four pilot train cars for
testing on Boston’s Massachusetts Bay Transportation
Authority (MBTA). The ceremony, attended by CRRC,
as well as government and MBTA officials at the builder’s Changchun, China manufacturing facility marked
the occasion of the first Chinese railcar builder to enter
the U.S. rail car manufacturing market. Officials took a
ceremonial ride on one of the four pilot cars, which is to
be sent to Boston for testing on November 18th. “These
state-of-the-art vehicles provide improved passenger
comfort,” said Vice President of CRRC MA, Jia Bo, “and
incorporate technology including solid state microprocessors, LCD passenger information displays, CCTV
cameras, platform gap mitigation, automatic passenger
counting and computer-based training simulators.”
CRRC is designing and building 404 subway vehicles
for the MBTA, including 152 new Orange Line train cars
and 252 new Red Line train cars. CRRC is also creating
a $95-million, 204,000-square foot railcar manufacturing
facility; a 2,240-foot dynamic test track, and a staging/
storing area in Springfield, Mass., where assembly of
the MBTA’s subway cars will take place. The company
was also recently awarded contracts for the Los Angeles Metro and Philadelphia’s SEPTA. (Railway Age,
October 19)
The Massachusetts Bay Transportation Authority
(MBTA) is moving forward with improvements at the
Wollaston Red Line station.
The MBTA Fiscal and Management Control Board approved the beginning of new construction earlier this
summer. Work includes major accessibility improvements, state-of-the-art safety features, and additional
parking. Currently the only non-ADA-accessible station
on the Red Line, Wollaston will be transformed into a
modern, fully accessible facility, making the entirety of
the Red Line 100-percent accessible. New features and
upgrades to the station include new elevators, additional customer paths, upgraded stairways, new bathrooms,
(Continued on page 12)
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and additional lighting. New electrical, fire protection,
security, flooding mitigation, and site utility upgrades will
also occur to support the accessible improvements. The
estimated construction value of the Wollaston station
improvements is $33 million.
The Wollaston station will temporarily close for approximately twenty months beginning in late December
with an anticipated re-opening in August, 2019. Red
Line trains will bypass Wollaston during the closure with
dedicated bus service between Wollaston and North
Quincy. (RT&S, September 25)
Lake Placid, New York
On September 27, acting State Supreme Court Judge
Robert Main Jr issued a ruling that overturned New
York's controversial plan to create a new rail-trail in the
Adirondacks linking Tupper Lake, Saranac Lake, and
Lake Placid. The ruling was made after the Adirondack
Railway Preservation Society (ARPS, the non-profit that
operates the Adirondack Scenic Railroad) sued last
year, challenging the State’s decision to rip up 34 miles
of the historic rail line. In his ruling the Judge found the
rail-trail plan violated State law and failed to protect the
rail corridor's historic features.
In a statement, the Adirondack Scenic Railroad
praised the decision. It said it will begin reaching out to
local communities. This decision was a body blow to the
Adirondack Recreation Trail Advocates (ARTA), a group
that pushed for years for the new trail to be built. A
spokesman for New York's Conservation Department
issued a statement saying that the Cuomo administration is reviewing the decision. Governor Cuomo’s administration had committed to spend $8 million on the
rail-trail project, with construction planned for as early
as this fall. (Editor’s Note by Alexander Ivanoff: I am not
going to hide the fact that I have been very supportive of
ARPS’ move to fight the state on what possibly could have
been a damaging ruling for the not only the railroad, but for
rail in general. An unfavorable ruling in my eyes could have
been the equivalent of a watershed moment for the NIMBY
movement and would have had the potential to damage other
projects across both New York State and the nation. As to the
Adirondack Scenic Railroad, the organization has spent years
improving operations, purchasing or accepting donated
equipment, and appointing Bethan Maher as Executive Director. Ridership since 2010 has doubled and there are many
occasions where the trains, just like Amtrak, are sold out.)
(North Country Public Radio, September 28)
Memphis, Tennessee
New trolleys the Memphis Area Transit Authority
hopes to have back on the Main Street tracks by the
end of this year may sneak up on Main Street Mall pedestrians.
The new trolley car 799 that MATA officials took on a
two-block test drive recently sounded much quieter than
the fleet of trolleys that came off the tracks more than
three years ago. They were taken out of service when
two trolleys caught fire and new leadership at MATA
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discovered there were few maintenance records, no
maintenance program, and very little training for the
upkeep of the system.
Seven people wearing hard hats, safety goggles, and
yellow safety vests followed on foot as the blue and
white trolley pulled out of the trolley barn on North Main
Street Thursday, September 21, passed the intersection
of Main and Mill Avenue, and stopped at Main and A.W.
Willis Avenue. Some made notes on clipboards and did
the same as the Trolley Operator pushed a button and
the electronic pantograph that makes contract with the
overhead wire and its 600 volts was automatically
switched to go in the opposite direction on the tracks.
That is another change from the previous system in
which Trolley Operators had to manually make the
change.
All electric trolley service on the system of rails on
Main, the Riverfront Loop, and Madison Avenue was
stopped in June, 2014. The fleet of trolleys were old and
well-used when they were restored in the early 1990s
for the start of the modern trolley line. One of the restored cars from Australia was 100 years old.
The trolley tested was purchased new and is a “replica
style” car. The test was not only for the car, but the track
and the electrical system – the first 500 feet of that –
with every part of the line to undergo similar testing as it
is re-powered.
Then there is what is called “pre-revenue service.”
And all of those systems that are tested were basically
created from the ground up when the trolley system was
shut down in 2014.
The 3.2 miles that is the Main Street trolley line will be
the first to come back on line. The Riverfront loop will be
next, followed by the Madison Avenue Line. (Memphis
Daily News, September 25)
Atlanta, Georgia
The U.S. Department of Transportation’s Federal Railroad Administration (FRA) on September 29 released a
Tier I combined Final Environmental Impact Statement
and Record of Decision (FEIS/ROD) for the High-Speed
Ground Transportation (HSGT) project that will ultimately connect Atlanta to Chattanooga, Tennessee. The
FEIS/ROD marks the completion of the Tier I environmental review process under the National Environmental Policy Act (NEPA) and documents FRA’s identification of a preferred corridor. The HSGT project would run
approximately 120 miles along Interstate 75 and provide
a competitive and more reliable transportation choice
for people traveling between Atlanta and Chattanooga.
The chosen corridor includes eight rail stations and is
estimated to take 88 minutes of travel time from the first
to last station along the corridor. The route would begin
on the east side of Hartsfield-Jackson Atlanta International Airport (HJAIA) at the proposed HJAIA/Southern
Crescent station and end at a proposed downtown
Chattanooga station. (FRA via Al Holtz, September 29)
The Atlanta City Council approved a statute on September 19 transferring all assets and operations of Atlanta Streetcar to the Metropolitan Atlanta Rapid Transit
(Continued on page 13)
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Authority (MARTA).
The 2.7-mile Downtown Loop line opened in December, 2014 and travel was provided free-of-charge until
January, 2016, when a $1 one-way fare and $3 day
pass were introduced. However, following the introduction of fares ridership fell 58% and fare evasion has
been a persistent problem.
Management of the line has also been an issue. In
September, 2015 the Federal Transit Administration
sent a letter to the City Council and MARTA expressing
“continuing concerns with the safety and operation of
the system.” This was followed in January, 2016 by a
highly critical report by the Georgia Department of
Transportation, which found nearly half of safety-critical
positions were unfilled as well as inadequate training of
staff, failure to implement random drug and alcohol
tests, and failure to properly report accidents.
Responsibility for all functions will pass from the City
of Atlanta to MARTA over the next year. (International
Railway Journal via Randy Glucksman, September 20)
Miami, Florida
In time for the delivery of the fifth Brightline trainset
(and basketball season), the Miami Heat named Brightline the official train service of the basketball team. The
U.S.-assembled trainset was delivered by Siemens USA
from its Sacramento facility to Brightline’s Workshop “b”
in West Palm Beach.
BrightRed joins BrightBlue, BrightOrange, BrightPink,
and BrightGreen on the roster of integrated trainsets
comprising two Siemens Charger diesel-electric locomotives (one at each end) and four stainless-steel
coaches.
Brightline parent AllAboardFlorida, a unit of Florida
East Coast Industries, was planning to begin service
this year between Miami and West Palm Beach, but has
not made a date to launch service or fares. The MiamiLink for Tri-Rail was also expected to open but has
not. Service on the initial operating segment (IOS) is
expected to begin at the end of the year. (Railway Age,
October 6)
Fort Lauderdale, Florida
Broward County Commissioners on September 14
authorized spending $31.4 million to buy five Siemens
S70 streetcar-length LRVs for the Wave project, a 2.8mile downtown streetcar route running from Sistrunk
Boulevard south to Southwest 17th Street near Andrews
Avenue. It is expected to begin operation in 2021.
The total Wave project cost is now put at $195.3 million, funded by a combination of federal, state, county,
and city governments, and by property owners along
the route. The Florida Department of Transportation is
managing the project, while Broward County has
agreed to run the system at a cost of about $6.4 million
a year. The county cites the Siemens order on the basis
of a cost-savings by piggy-backing onto a streetcar contract the company signed last year with the city of Charlotte, North Carolina, which includes volume-discount
13

pricing.
In addition to the base price and upgrades for each
streetcar, the agreement includes $1.4 million for Waverequired technical changes, $1.7 million in shipping
costs, and $1.8 million in spare parts to be available for
future repairs. The street running will be enhanced with
signal priority for the streetcars.
Broward Transportation Director Chris Walton said
one reason Siemens was chosen is because it can accommodate future line expansions. Officials would like
to see the downtown system eventually expanded to
Port Everglades, Fort Lauderdale-Hollywood International Airport, the Tri-Rail station on Broward Boulevard,
and the educational campus on Davie Boulevard.
(Broward Sun-Sentinel, September 15)
Dallas, Texas
Stadler unveiled its first "Fast Light Intercity and Regional Train" (FLIRT) for the TEX Rail commuter line in
the Dallas/Fort Worth area at the APTA EXPO in Atlanta
in October.
The diesel-electric multiple unit is equipped with 224
seats and USB ports for passengers. Capable of traveling at a maximum speed of 81 miles per hour, the train
complies with the Environmental Protection Agency's
Tier IV emissions standards, according to a Stadler
press release.
In June, 2015, the Fort Worth Transportation Authority
— which will operate the TEX Rail line — signed a contract with Stadler for the eight FLIRT units.
The unit for TEX Rail is the first FLIRT model to be
used in the United States. Built in a leased Stadler plant
in Salt Lake City, the units will satisfy Buy America requirements, Stadler officials said. TEX Rail's eight
FLIRT units also will be compliant with the Americans
with Disabilities Act. (Progressive Railroading via
Randy Glucksman, October 12)
Dallas City Council members recently gave a unanimous endorsement of Dallas Area Rapid Transit's proposal to build an underground light rail expansion
through downtown Dallas.
In a meeting with city officials in early September,
Council members endorsed a DART plan to connect the
southern portion of downtown Dallas to the light rail network and to relieve a bottleneck where all four of its light
rail routes share tracks between the West End and St.
Paul stations. The Dallas Morning News cited a DART
spokesperson who said the agency expects to pay for
the $650 million subway through a combination of federal funds and increased local sales taxes.
In earlier stages of planning, DART considered an atgrade light rail route, but put its weight behind the subway after the public raised concerns that the noise and
construction might harm the economic viability and historic nature of the area through which the street-level
tracks would have be routed.
DART currently operates one other underground station, Cityplace, which serves the Red, Blue, and Orange
Lines. The D2 subway expansion is expected to be
complete by 2024.
(Continued on page 14)
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The Dallas City Council also gave a preliminary endorsement for a third streetcar route that would link the
two existing routes to Uptown and North Oak Cliff.
DART's preferred plan routes the streetcar along Commerce and Elm Streets due to the possibility for economic development, but will also study an alternative
route along Main Street.
The new route is estimated to cost $92 million. DART
is still in the process of securing funding and determining the streetcar's exact route. (Trains Magazine via Al
Holtz, September 19)
El Paso, Texas
The infrastructure phase of the El Paso Streetcar's
construction is progressing earlier than expected. The
El Paso Times reported on October 18 that this phase
of the $97-million project includes utility work, and track
and overhead wire placement. The work was originally
scheduled to be finished in early 2018, but officials now
say that the work should be finished before Thanksgiving. The El Paso Streetcar will use six vintage streetcars that were operated in the area until 1974.
Brookville Equipment Corporation of Pennsylvania is
restoring the vehicles. The first of the restored cars will
be delivered in the first quarter of 2018, allowing for
testing of the newly constructed tracks. When service
begins in late 2018, the 4.8-mile streetcar loop will operate between downtown El Paso and the University of
Texas at El Paso campus. Officials are also considering
a possible Ciudad Juárez, Mexico, expansion.
(trains.com, October 20)
Denver, Colorado
State regulators on September 27 delivered a major
blow to RTD, denying its request to change the timing of
crossing gates on several of the metropolitan area’s
commuter rail lines as well as turning down a planned
resumption of full testing on the as-yet-unopened GLine.
The unanimous decision by the Colorado Public Utilities Commission came at a morning meeting of the
agency’s three Commissioners, who concluded that the
Regional Transportation District’s at-grade crossing plan
did not enhance safety for those driving or biking over
the tracks.
PUC, along with the Federal Railroad Administration,
must approve operational changes at the dozen atgrade crossings on the University of Colorado A-Line to
Denver International Airport and the B-Line to Westminster. Until they do, flaggers are required at crossings 24
hours a day. However, RTD announced that the Federal
Railroad Administration has approved the Regional
Transportation District's request for an extended waiver
for the operation of the University of Colorado A-Line
and the B-Line. The waiver is for a five year period.
However, on October 11, the RTD received permission
from FRA to eliminate the grade crossing flaggers, a
sign that the delayed G-Line is closer to opening. (RTD
press release via Mass Transit Magazine; Denver
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Post via Mass Transit Magazine, September 29 and
September 28; Denver Post, October 12)
Grand Junction, Colorado
A woman sleeping on railroad tracks in Grand Junction, Colorado on October 15 miraculously escaped injury after part of a Union Pacific train passed over
her. Lands End Fire Protection District Fire Chief Brian
Lurvey told the Daily Sentinel that the woman was
wearing earphones and did not hear the train approaching. The first locomotive in the consist rolled over her
before the crew could stop the train. The woman was
able to crawl out from underneath the train and walk
away unharmed. She refused to receive medical attention and did not offer an explanation as to why she was
trespassing on railroad property. Lurvey says that he
was contacted by a Union Pacific special agent regarding the incident, but does not know whether the woman
was issued a trespassing citation by Union Pacific. (trains.com, October 19)
Seattle, Washington
Seattle Department of Transport has awarded CAF a
contract to supply 10 three-section 100% low-floor Urbos trams.
Announced on October 2, the contract is worth in excess of $50 million including spare parts, tools, and testing equipment. SDOT has an option for up to 10 more
vehicles. The bi-directional cars will be equipped with
CAF Power & Automation’s Onboard Energy Storage
System for use on catenary-free sections of the network.
The new cars are being ordered to operate the 1.2mile Center City Connector, on which construction was
expected to start in October. The line is scheduled to
open in 2020. (Metro Report International, October 2)
Portland, Oregon
Portland’s TriMet MAX Orange Line may be only two
years old, but it has already transported nearly 7 million
passengers, transit officials say.
The 7.3-mile light rail line connecting southeastern
Portland communities with the city’s downtown core
logs about 67,000 riders each week. The total number
of trips on the line has grown 6.1 percent from 3.2 million in its first year to more than 3.4 million in its second
year.
The two-year-old light rail corridor connects Portland
State University’s campus with Southeast Portland, Milwaukie, and the Oak Grove community. Trains operate
on 15-minute intervals.
The MAX Orange Line is one of five light rail lines contributing to Portland’s 60-mile rail transit system. The
first line opened in 1986. (TriMet via Trains Magazine
via Al Holtz, September 20)
Churchill, Manitoba, Canada
A VIA Rail Canada train recently took an extremely
unusual journey over Hudson Bay and Atlantic Ocean.
Workers loaded a stranded VIA Rail passenger train
onboard the MV Nunalik vessel on October 18. The ship
was expected to take the train to eastern Canada where
it would be put back on the tracks of the North American
(Continued on page 15)
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rail network. The train had been stranded in Churchill,
Manitoba since May when track washouts and damaged bridges caused the line to become severed from
the main rail network. OmniTRAX, which owns the line,
has claimed repeatedly that it cannot afford to repair the
tracks. The federal government has given OmniTRAX
notice that it has a month to complete repairs to the line
or it may face an $18.8 million lawsuit. Without the train
line in service, shipping goods to Churchill has become
much more difficult and expensive. No timeline is currently available regarding restoration of service to the
damaged rail line. (trains.com, October 19)
Buenos Aires, Argentina
The federal government announced on September 26
the start of tendering for what it describes as the largest
rolling stock order ever to be placed for the Buenos
Aires commuter network, covering the supply of 1,500
e.m.u. cars or 169 trainsets plus maintenance over 10
years in five new depots.
Deliveries would take place in a staged program running from the second half of 2020 to 2023. The order
would represent investment of US $2 billion, not including spare parts and maintenance which is expected to
create 1,000 new jobs.
According to Transport Minister Guillermo Dietrich, the
new fleet would accompany the major infrastructure
investment program now underway on the Buenos Aires
commuter network, including electrification and new
tunnels to create an RER network for the capital. Increasing train capacity from the current fleet of 1,346
cars would enable service to operate as frequently as
every 3 to 5 minutes.
The new air-conditioned e.m.u. fleet would feature
free on-board Wi-Fi, wireless CCTV, and a real-time
passenger information system enabling the number of
free seats on a train to be displayed before it arrives at
a station. Each trainset would be able to accommodate
2,000 passengers, according to the ministry, and would
consume 15% less energy than existing rolling stock.
(Railway Gazette, September 28)
Kharkiv, Ukraine
Requests for proposals are expected to begin in the
fourth quarter of 2017 for the construction of a two-mile
southern extension of Kharkiv Metro Line 3. The scope
of the works would include the construction of two stations, a depot and connecting tracks, and the supply of
new rolling stock.
The project is expected to cost a total of €382 million,

Staten Island’s 157-Year-Old Railroad
(Continued from page 5)

only track connection between New Jersey and Staten
Island. In the 1950s an oil tanker hit the bridge, slightly
damaging the superstructure, and breaking it off its center foundation, which was also damaged. The old bridge
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and the government has applied for loans of €160 million from each of the European Bank for Reconstruction
& Development and the European Investment Bank.
(Metro Report International, October 3)
Barcelona, Spain
Barcelona transport operator TMB is to assist Wiener
Linien in the development of the Wien U-Bahn network,
including the modernization of line U2 and construction
of the driverless line U5.
The agreement signed on September 29 is valid for
three years with the possibility of being extended.
TMB said Wiener Linien sought its assistance because it has operated automated service since 2009,
and 25% of its network now operates without drivers.
The agreement would provide opportunities for mutual
learning benefiting both parties, TMB said, and confirmed Barcelona’s position as an international reference point for public transport technology. (Metro Report International, October 3)
Tel Aviv, Israel
Alstom has been selected as preferred bidder for a US
$110 million contract to supply signaling, control, and
automation systems for the 23-kilometer Tel Aviv light
metro Red Line, project promoter NTA announced on
October 1. Ansaldo STS had also expressed interest
but did not reach the final stage of the bidding process.
(Metro Report International, October 2)
China
Chinese fixed investment in railroad infrastructure
could exceed $120 billion in 2017, according to chinadaily.com. That puts the country on track to meet an
investment goal set by China Railway at the beginning
of 2017. Investments in the first two quarters of 2017
were up 4.7 percent on a year-to-year basis, according
to China Railway data. An anonymous source said that
the fourth quarter is an important season for railroad
building and repair in China, and that multiple major
projects will be the primary beneficiaries of the investment. The approximately 110-mile Lianyungang-Xuzhou
railway line, located in eastern China, broke ground in
July and is anticipated to cost about $4.2 billion. The
line is expected to be finished by December, 2020. Early August saw the start of construction on the DunhuaBaihe line, a 70-mile route that is expected to reduce
travel times between Shenyang and resorts in the
Changbai Mountains. Its anticipated 2021 opening will
cut the travel time to four hours. Many other additional
projects account for large investments that help bring
China closer to meeting its investment goal. (trains.com,
October 21)

was replaced by a new one, which was opened on August 25, 1959. The longest railroad vertical lift bridge
span, 558 feet long, is suspended from 215-foot steel
towers. It can be raised to a maximum height of 135
feet or lowered to closed position of 30 feet above water
in two minutes. Of course, the bridge must be dropped
for trains to pass.
(Continued next issue)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from October, 2017 issue)
Today was a special day for me, as I was to meet Australian railfan and tram advocate Greg Sutherland in
Mulhouse, France, while Clare would stay in Basel and
visit some additional museums. I had used our cheap
mobile phone to reach Greg (whose number has an
Australian country code, but who was physically in
France) and we agreed on a meeting time and place at
the Mulhouse railroad station. We would concentrate on
that city’s new tram-train, as I had been there before for
Routes 1 and 2, and Greg would be spending a second
day there.
A Route 8 car came just as I reached the tram stop
and I arrived at the railway station at 8:30. I then walked
into “France,” actually the section of the SBB Bahnhof
that is operated by the French National Railway System, SNCF. I first encountered a large empty gallery
that clearly once held French Customs and Immigration.
Now with the European Union, that space is surplus,
and access to the small four-track SNCF “station within
a station” is transparent (officially tracks 30-35, but only
four of the six access a platform). One could say that
going from Switzerland to France is now just like going
from Connecticut to New York.
(As mentioned earlier, the Basel tramway now runs
into both France and Germany. Route 10 operates to
Rodersdorf, which is in Switzerland, but en route passes through a piece of France with a single stop, at Leymen. I got off at that point for photos on an earlier trip,
and saw a sign that in effect requested those who plan
to stay in France to report to... After World War II
Basel’s local routes to both Germany and France were
abandoned, but similar routes are now being reestablished. Tram Route 8 was pushed across the border to
Weil am Rhein in Germany on December 14, 2014 and
work is proceeding to extend Route 3 to St. Louis in
France, planned for 2017. In fact, a 500-meter extension over the border opened on July 31, with cars stopping at the border station and then looping around the
facility without passengers; the full extension is scheduled to open on December 9 and is now operating in
test mode.)
Anyway, frequent service is operated over the 25-milelong run to Mulhouse, with the journey taking about 2535 minutes, depending on the number of intermediate
stops. Although they are in different countries, Mulhouse and Basel are considered to be in the same metropolitan area; in fact they share the region's commercial airport, which happens to be in France, but is closer
to Basel. Greg would start his journey back to Australia
from that airport later in the week. I purchased a ticket to
Mulhouse upon arriving at the station and I remembered
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to validate it at one of the machines at the foot of the
platforms. I rode the 8:39, a typical French regional
M.U. train that made most local stops, including St. Louis (I saw no sign of connecting Metrolink LRVs). Unlike
the trilingual announcements on Swiss trains, only
French came over the public address system as we
made our way to Mulhouse (would you expect anything
different?). The E.M.U. arrived at 9:14, and Greg was
waiting for me.
Our first order of business was to get day tickets for
the three-route tramway and tram-train. We were not
totally successful, as we could not figure out how to buy
passage for riding beyond Lutterbach, the last station
on the city system, in order to continue aboard the tramtrain to Thann. So we settled for urban day tickets and
started our explorations. After taking a few photos along
the reserved track leading to the Gare we realized we
just missed a tram-train and rather than waiting a full
half-hour for the next one boarded a Route 1 car.
Mulhouse has a population of 110,000, with some
220,000 in its metropolitan area. Among railfans it is
well known as being the site of France’s National Railroad Museum, an exhibition that does justice to the history of railroading in that country — from early steam to
today’s high-speed TGVs. I spent several hours at the
site on my first trip to this city, in conjunction with visiting
the first two routes of the tramway system, which
opened in 2006.
North-south Route 1 and east-west Route 2 provide
excellent base service frequencies of every 6 minutes.
We alighted from our Route 1 car at Port Jeune, the
four-track crossroads in the center of town. After stopping for some photos, we continued west on the 2,
which shares track with the 3 and the tram-train for part
of its route. The 3 runs to Lutterbach, northwest of the
city, alternating with the tram-train to provide a 15minute headway (see http://www.urbanrail.net/eu/fr/
mulhouse/mulhouse-tram.htm).
The 2 is the system’s “signature” route, as most of its
stations feature a pair of distinctive arches over the right
-of-way painted in a pastel color. They are the distinguishing badge of the city’s tramway, and their visibility
probably serves as a unique wayfinding tool. We rode
out to the end of the line at Coteaux, and then worked
our way back to the junction with the Lutterbach lines at
the Daguerre station. By then we had missed another
tram-train, but a Route 3 car arrived soon enough.
The 3 took us to its terminal, Lutterbach, traveling
mostly on trackage alongside SNCF (and past the railroad museum, which is easily visible). Here, 15 minutes
(Continued on page 17)
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later, we would transfer from our bright yellow Alstom
100-percent low-floor Citadis 302 car to a blue and grey
Siemens Avanto dual-voltage 70-percent low-floor unit.
But first we had to get tickets. The machines on the
platform were the same as those at other stops — with
no visible option to sell tickets for a continuing journey
to Thann. There was another couple at the platform who
were experiencing the same dilemma, but fortunately
we spied an SNCF station on the other side of the
tracks. So, leaving Greg to “hold the fort,” the three of
us walked through a long underground passageway to
the rail station, where we came upon a different type of
ticket machine, one that typically serves SNCF. I purchased two round trips from Lutterbach to Thann from
that machine, as did the other couple, and we rushed
back to the tram platform just in time to board the tramtrain unit. It would have been a lot easier had we purchased our tickets to Thann at the Gare upon my arrival
from Basel, but who knew? I do not recall if we validated the tickets at the SNCF station or aboard the tramtrain. In any case it turned out that each of the tramtrain cars has a ticket vending machine on board so
advance purchase is not necessary.
After having passed through the city imitating tram
Route 3, the Avanto car, now with us aboard, switched
over to 25,000 volts soon after leaving the station and
continued on to Thann over the railroad. The track layout at Lutterbach is interesting. An island platform double-track tram stop under 750 volts d.c. is adjacent to
the SNCF double-track 25,000-volt station, which is
equipped with side platforms. Beyond the station, in
which Route 3 cars change ends, the rails merge into a
single track, which probably has a dead section shortly
before the 25,000-volt a.c. current kicks in. A track cuts
away from SNCF and then merges with the tram rightof-way, resulting in a continuation of single track northward to Thann with appropriate passing sidings. After
the crossover the SNCF double-track mainline turns
away to the right.
This is actually the only “real” tram-train route in
France, being similar to Karlsruhe, Kassel, and several
other places in Germany, where most passengers ride
in LRVs that operate over parts of the national railroad
network. They are mixed in with passenger and freight
trains, and either start or end on an urban tramway,
which allows convenient distribution in city centers. In
effect, a one-seat ride replaces commuting on a suburban railroad train and transferring to or from urban
transit at the city’s railway station. The so-called tramtrains in Paris, Nantes, and Lyon operate only on SNCF,
and thus could technically be considered little more than
using very light railroad rolling stock, despite their capability of operating on more than one voltage.
Mulhouse's tram-train is 14 miles long and has 18
stops, of which 7 are on SNCF. Its rolling stock consists
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of 12 Siemens Avanto cars, which were obtained for the
line's opening at the end of 2010. Five of the SNCF stations are in the suburb of Thann, with the most important being the Gare, which is also served by dieselpropelled through trains that operate from the main railway station in Mulhouse and continue beyond to Kruth.
These D.M.U.s, which share the tracks with the tramtrains beyond Lutterbach, run hourly, and take 27
minutes to get from inside the Mulhouse station to the
Gare in Thann, while the tram-trains take 41 minutes to
reach the same point from the Mulhouse station’s forecourt. At the time of our visit there was also frequent
DMU shuttle service to Kruth using the center track at
Thann Gare, which has platforms on both sides to allow
easy across-the-platform transfer to and from tramtrains. I understand that work to electrify the remainder
of the line and extend tram-train service all the way to
Kruth is now underway. Currently the wire ends at
Thann St. Jacques, two stops beyond the Gare. With
inbound and outbound cars passing at the main station,
we spent quite a bit of time at this busy location photographing, before heading back to Mulhouse.
We rode in a car that was very crowded with school
children, outlasting them by the time we arrived at the
Port Jeune transfer station, where we took the 2 east to
its Nouveau Bassin terminal. The outermost section
runs through a tree-lined center reservation, presenting
an exposure challenge to photographers using film —
especially in today’s mixture of clouds and sun. Then
we returned to Port Jeune and rode north on Route 1. I
had concentrated on Route 2 on my first visit, so now I
had a chance to photograph this route, which is interesting in its own right. Part of it traverses a greenbelt on
reserved track, with the outer end, having been extended from Rattachement to Chataignier since my first visit,
is beautifully channeled along quiet streets through a
suburban development.
We finished our work around 16:00, and after a brief
snack, I said goodbye to Greg and caught the 16:46
E.M.U. back to Basel. It was an express, stopping only
at St. Louis (still no Metrolink in view), and arrived at the
Bahnhof SBB at 17:09. Clare got to the apartment just a
few minutes before I did and after we rested a bit and
consulted one of Basel’s tourist folders, we decided to
have dinner at a restaurant that featured Spanish cuisine. Located along the Rhein near the Johanniter
Bridge, we rode there and back on the 6 and 11. The
restaurant, Don Pincho, had an eclectic menu; we
shared an assortment of tapas and were very pleased
with the cuisine. We both were very happy with our
day’s activities.
This segment covers Mulhouse's tram-train. Some of
you may have seen the photos displayed here before, in
an earlier essay about the tramways of France, but they
are being included here and in the next segment, for the
sake of completeness.
(Continued on page 18)
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A Siemens Avanto tram-train at the Thann Gare station. Note the
step that slides out from the body of these 70 percent low-floor cars
at each door.

The tram-train cars feature a route diagram superimposed on a rainbow of stripes. The map includes the proposed extension of electric
service from Thann to Kruth, which is now served by diesel shuttles
connecting with the trams, although there are also some through
runs entirely over SNCF from the main station in Mulhouse.

Gare Thann with the Vosges mountains in the background. A diesel
shuttle to Kruth on the center track is available to passengers using
the tram-trains to and from the center of Mulhouse.

A Siemens Avanto car on the joint trackage with local Lines 2 and 3
in the city of Mulhouse. This view is at the Daguerre stop, the first
after the junction of the two lines. Note the arches, which are emblematic of the city's tramway.

A tram-train is shown leaving downtown Mulhouse along Avenue du The forecourt of Mulhouse's Gare Central, showing a Route 1 Citadis
President Kennedy just west of the Mairie stop. tram laying over opposite an Avanto tram-train. One will follow the
other through the city center to Porte Jeune, where the tram-train
will take a switch to join Line 2.
(Continued next issue)
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IS METRO-NORTH A 24-HOUR RAILROAD?
by Randy Glucksman
I was inspired to write this article following a recent
conversation with a senior Metro-North official. When I
wrote my Commuter and Transit Notes column, I also
included an occasional piece titled “Last and First

Train,” and below I have created a current version.
The answer for Metro-North using the “current schedules” is that the railroad misses this distinction by just
eight minutes, as can be seen in the table below.

MTA METRO-NORTH RAILROAD, OCTOBER 6, 2017
LAST
TRAIN
#

FROM

TIME

701
801

GCT
Croton-Harmon

1:50 AM

Harlem

699

GCT

1:56 AM Southeast

New Haven

1502

GCT

1:47 AM New Haven

LINE

Hudson

TO

ARRIVAL

FROM

3:03 AM
Poughkeepsie
4:05 AM

Poughkeepsie

TIME THAT
FIRST
DEPARTURE NO TRAIN IS
TRAIN
TIME
ON THE LINE
#
(HH:MM)
802

4:13 AM

00:08

3:45 AM Southeast

602

4:24 AM

00:39

3:53 AM New Haven

1503

4:05 AM

00:12

I could not just write about Metro-North, so below are
tables for the Long Island Rail Road and NJ Transit.
While the Long Island Rail Road does operate 24 hours
per day, providing all-night service on the Port Washing-

ton, Port Jefferson, Ronkonkoma, and Babylon Branches, there are some periods when no train is operating
on the branches listed below.

MTA LONG ISLAND RAIL ROAD, SEPTEMBER 5, 2017

BRANCH

LAST
TRAIN
#

Far Rockaway

2802

Hempstead
Long Beach
Montauk
Oyster Bay
West Hempstead

FROM

TIME

TO

ARRIVAL

FROM

FIRST
DEPARTURE
TRAIN
TIME
#

TIME THAT
NO TRAIN IS
ON THE
BRANCH
(HH:MM)

1:09 AM Far Rockaway

2:08 AM Far Rockaway

2805

3:21 AM

01:13

704
802
2702
574

Atlantic Terminal
Jamaica
Jamaica
Jamaica
Jamaica

3:22 AM
1:11 AM
1:10 AM
11:45 PM

3:51 AM
1:40 AM
3:57 AM
12:39 AM

707
805
2731
501

3:59 AM
3:58 AM
4:37 AM
5:12 AM

00:08
02:18
00:40
04:33

900

Valley Stream

12:55 AM West Hempstead

901

5:37 AM

04:27

Hempstead
Long Beach
Montauk
Oyster Bay

Hempstead
Long Beach
Speonk
Oyster Bay

1:10 AM West Hempstead

NJ TRANSIT, SEPTEMBER 2, 2017
LINE/
BRANCH

LAST
TRAIN
#

FROM

Atlantic City

4651

Gladstone
Main/Bergen

453
1101

Philadelphia30th Street
Hoboken
Hoboken

Montclair

6201

NY Penn

1061

Montclair/
Boonton
Morristown
North Jersey
Coast
Northeast
Corridor
Pascack Valley
Port Jervis

TIME

TO

ARRIVAL

FROM

FIRST
TRAIN
#

TIME THAT
DEPARTURE NO TRAIN IS
TIME
ON THE LINE
(HH:MM)

12:50 AM Atlantic City

2:28 AM Atlantic City

4608

4:33 AM

02:05

11:54 PM Gladstone
1:32 AM Suffern
Montclair State
12:34 AM
University

1:38 AM Gladstone
2:41 AM Suffern
Montclair State
1:24 AM
University

400
1100

4:35 AM
4:49 AM

02:57
02:08

6200

4:45 AM

03:21

Hoboken

10:04 PM Mount Olive

11:58 PM Hackettstown

1070

5:09 AM

05:11

6601
3205
4397

NY Penn
NY Penn
Long Branch

12:56 AM Dover
1:00 AM Long Branch
1:00 AM Bay Head

2:30 AM Dover
2:39 AM Long Branch
1:44 AM Bay Head

6602
3202
2300

4:16 AM
3:58 AM
4:49 AM

01:46
01:19
03:05

3805

NY Penn

1:22 AM Trenton

3:06 AM Trenton

3806

3:48 AM

00:42

1647

Hoboken

11:13 PM Spring Valley

12:23 AM Spring Valley

1602

5:10 AM

04:47

Hoboken
Princeton Junction
Newark
NY Penn

12:40 AM Port Jervis

3:10 AM Port Jervis

42

3:50 AM

00:40

1:35 AM Princeton

1:40 AM Princeton

4106

4:58 AM

03:18

1:28 AM Raritan
10:48 AM High Bridge

2:34 AM Raritan
12:36 AM High Bridge

5404
5710

4:31 AM
5:51 AM

01:57
05:15

41

Princeton

4103

Raritan Valley

5403
5197
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Around New York’s Transit System
Subway Cars With Reduced Seating Debut
The pilot R-160 E train with seats removed at the
ends of the cars to make room for around 10 additional
standees made its passenger service debut in October.
New York Post images show mid-consist car 9240 and
lead cars 9242 and 9547. A dark blue decal wrap above
the beltline to the roofline denotes the cars with the
seats removed; the interior has a colorful decal wrap
adorning the walls of affected ends of these cars along
with directional arrows on the floor to guide passengers
to the proper places to stand inside. The longitudinal
seats between the four side doors remain available at
all times. Car 9247 has a “sash” decal applied behind
the Operator’s window with yellow and white accenting.
On L, the reduced seating scheme will have cars featuring fold-up seats locked in the up position by NYCT
crews during the peak periods. The fold-up seats are
staggered through the designated car, two per side. In
any section of the car, there are seats on one side, no
seats on the opposite side, and enhanced grab poles
with twin vertical grasps are provided for the standees.
Four of eight cars in this train will be equipped with the
fold-up seating and the train is expected to be placed
into service shortly. The R62As assigned to the 42nd
Street Shuttle will also have seats removed; however,
no word has been given as to the exact seating configuration or when they will debut on the Shuttle. In addition
to increasing the carrying capacity the trains, it is hoped
that this will also reduce station dwell times.
Governor Cuomo Says Subway Conditions Are Improving
The New York Daily News ran an article on September 19 noting that New York Governor Andrew Cuomo
said that people who are "looking very carefully" can
see that the trouble-plagued train system has improved.
On September 14, a third rail cover that came loose
and ended up on the tracks cut off 123 service in
parts of Manhattan at rush hour. And on September 17,
a power outage caused shutdowns and delays between
Brooklyn.
Cuomo did not cite data showing better service, but
said people have told him it has gotten better. It could
take a year for the full effects of MTA Chairman Joseph
Lhota's rescue plan to be felt, he said. The Governor
pointed the finger at Con Edison for the transformer
failure in Brooklyn, and said MTA could not be blamed
for its own track troubles either.
Lhota released a 30-point plan almost two months ago
which MTA has begun to put in place, but Cuomo and
New York City Mayor Bill de Blasio continue to squabble
over who should pick up the $836 million price tag.
John Raskin, head of the Riders Alliance, said MTA
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had put out a "credible" plan to address the subway's
worst problems but there is not yet evidence of whether
it has produced improvements.
New Subway Performance Measurements
MTA managers on September 25 unveiled a plan to
show the agency’s Board new statistics to measure service and a flashy digital dashboard that will give everyday riders a better sense of how bad their ride is and
where it needs to improve, according to the New York
Daily News.
For the first time, riders will know how much longer
than normal they are waiting on a platform, and MTA will
tell them how many minutes are wasted inside delayed
trains. There will also be a tally of “major incidents” and
how well MTA is sticking to its train schedule. The metrics will be presented in a format that non-transit professionals can read.
The new performance measurements put MTA in line
with reporting from transportation agencies elsewhere in
the world, according to an MTA management source
familiar with the project. Riders can check the statistics
for a single subway line or see the statistics for several
lines for comparison. The page additionally will tell riders which train models they ride and how well they perform.
Figures can even be broken down by peak rush hour
and off-peak service.
The old statistics — a pass-fail measure of trains
reaching their last stop on time and a measure of how
well trains on a line stick to their schedule, station-tostation — were criticized internally and publicly as practically useless and vague.
A 2016 report from Department of Subways analysts
that The News exclusively obtained in May said that top
MTA officials had a “high level of interest” in nixing delays and on-time performance of trains from its public
operations reports.
That was partly because passengers rarely ride terminal-to-terminal. MTA officials also found that finding the
cause of a delay — overcrowding or a sick rider, for instance — was “subjective and frequently inaccurate.”
MTA will nonetheless keep those figures, rebranding
them as “legacy indicators” of subway performance.
Holiday Train To Operate Via Second Avenue Subway
Internal sources at NYCT report that the annual
“Holiday Train” will operate via the Second Avenue Subway to 96th Street instead of Queens Plaza as it has in
past years. It will run with the usual R-1 to R-9 equipment and continue to operate on the former Sixth Avenue IND originating from Second Avenue and Houston
Street on Sundays from November 26-December 17.
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STATEN ISLAND’S 157-YEAR-OLD RAILROAD
(Continued from November, 2017 issue)
The Staten Island Railway was originally a
“steam” railroad and was operated under
traditional “steam” railroad practices for more
than a century. These rules were still followed because the Federal Railroad Administration (FRA) retained jurisdiction until the
railroad was officially severed from the national rail network in November, 1988. Although FRA no longer has jurisdiction over
SIR, management still observes many FRA
rules.
When MTA started operating the Staten
Island trains in 1971, there was a car shortage. With only 48 cars available, SIR had
difficulty operating full rush hour service. Before transferring or ordering new cars, NYCT
sent the following clearance train to Staten
Island on October 26, 1971. It included test
cars XC575, 675, and 775, work motors (R21) 7070 and 7296, and two R-44 body
shells whose numbers are unknown.
To relieve the car shortage, LIRR MP-72
cars 2505, 2517, and 2646, built in 1955,
were transferred to SIRT. They were tested
on May 21 and 24, 1972 and were first operated in revenue service during the June 15,
1972 rush hour. With only end doors, the
cars were slow loaders. SIRT was not satisfied with their performance and they were out
of service by late 1973.
With the exception of outside grab handles,
SIR’s R-44s look almost the same as NYCT’s R-44s. The SIRT cars were built to railroad buff strength with screens protecting
resistor
grids,
a
slip-slide
system
(necessitating speed sensors), and door controls operated by mobile Conductors and
their Trainmen.
Even-numbered cars 400-466 are “A” cars
and are designated multiple unit electric
1

(MUE) passenger cars. They are singleended fully-equipped cab cars. Oddnumbered cars 401-435 are “B” cars. They
are blind passenger cars that must be coupled to an “A” car.
The first three cars were delivered January
2, 1973 and were tested January 25, 1973
on the NYCT Sea Beach (N) Line and February 1, 1973 on LIRR. On February 28, a
three-car train transported officials from St.
George to Grasmere, after which it entered
revenue service. Because most platforms
were only 220 feet long, three-car 75-foot R44 trains were operated. The original electric
cars and the LIRR train were taken out of
service as soon as enough R-44s were available. The original electric cars were scrapped
in 1976.
Several years later, cars were transferred
again. The $16.6 million contract for overhauling the R-44s transferred from NYCT’s
A route to SIRT was awarded November 24,
1986 despite the Inspector General’s warning that the contractor performed poorly on
two previous projects. Cars 388-399 were
built by St. Louis Car Company in 1972.
Even-numbered “A” cars are cab cars and
odd-numbered “B” cars are blind cars similar
to the 400-series cars described above. The
300s were to be rebuilt first, replacing SIRT
cars that were shipped for overhauling.
In October, 1987, the first rebuilt R-44 failed
its load test when the 1½-inch upward camber failed to return to its position after passenger load was removed. On April 6, 1988,
American Coastal Industries and Newport
News Industrial Corporation filed a $21 million suit against MTA for material purchased
(Continued on page 4)
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THE GENESIS OF DASHING DAN —
ENTER THE NORTH SIDE DIVISION
by George Chiasson
ENTER THE NORTH SIDE-NUMBER ONE:
FLUSHING AS A RAILROAD HUB
Having gained a purchase on its early, frenetic operations at Penn Station, LIRR continued moving ahead
with its overall plan to increase such service as originally envisioned, and undertook the integration of its closeby “North Side Division” lines with the few electrified
m.u. routes that had already been developed. This was
a logical choice for several reasons including straight
geographic terms, with Whitestone Landing being the
railroad’s nearest outward terminal at a distance of just
12 miles, and the Port Washington Branch following it
closely at a difference of only 18 miles. Other factors
were the North Shore’s rather heady and ongoing pace
of residential development (along with a relatively-high
socio-economic standing achieved by its overall populace); and the fulfillment of a directional (and inherently
political) void given their northerly counter to Penn Station’s established, frequently served routes to the south
and east which included the Rockaway Peninsula, Long
Beach, and Hempstead. Moreover, the existing branch
to Port Washington was going to require an extensive,
costly upgrading in any case to better assimilate with
the rapidly-developing portions of Queens through
which it had travelled for over 40 years by this time, one
which was all the more justified if completed as part of
an overall objective of bringing its patrons a direct, oneseat ride to Manhattan.
As disclosed previously, railroading in Queens County
had its beginnings when diminutive trains of the Flushing Railroad began journeying between the untamed,
marshy tidal basins of Flushing Bay and Newtown
Creek, joining the relatively isolated port community of
Flushing itself with a terminal across from Manhattan on
the East River at Long Island City. After an initial period
of financial difficulty, the line’s first passenger-carrying
duties were actually performed before its construction
was totally complete, hauling multitudes of horse racing
fans (then known as “swells”) from New York to a temporary station near the National Race Course in “West
Flushing” (present-day Corona) for a four-day series of
meets starting on June 26, 1854. The Flushing Railroad, in its classic sense, then commenced formal operation two months later on August 26, its single track
originating from a terminal in “Hunter’s Point,” and being
connected to the river by a wharf used to exchange
passengers and freight between water-borne vessels
and the railway. Its physical location was across from
the three-way intersection of Borden, Jackson, and
Vernon Avenues (as then and now) from which the line
followed the north side of Newtown Creek on a series of
wooden trestles to the hindmost side of Calvary Cemetery and over to Haberman’s Tin Mill. From there it
struck a northeastward path on undeveloped and rela-

tively level ground to the community of Newtown,
passed briefly through an excavated cut, then tip-toed
across the flood plain of Flushing Bay on another series
of wooden trestles which included a drawbridge at
Flushing Creek that led into its namesake village. It was
a short distance from that point to the opposite terminal
at Main Street, right in the middle of Flushing’s central
business district between Grove Street (40th Road) and
Bradford (41st) Avenue.
Given the sparse character of its territory, it might be
expected that there were not many stations along the
Flushing Railroad corridor, and there were not. One
served the rather cheerless destination of Calvary Cemetery (now corresponding to Greenpoint Avenue); another was next to “The Penny Bridge,” a stoutly-built,
wooden toll structure that connected the extreme edges
of Queens and Kings Counties across Newtown Creek.
This bridge enjoyed a long history of its own that included BRT’s Meeker and Marcy Avenues trolley line, and
ultimately lasted until the present-day Kosciuszko
Bridge, along with its associated piece of the BrooklynQueens Expressway, came into being in April, 1939
(and which itself was finally replaced in 2017). As it approached Flushing Bay the railroad’s next station was
situated at “Winfield,” named for an adjacent estate and
location of the lone passing siding. It was positioned at
a relatively arbitrary point in Newtown that was later at
the intersection of Madison Avenue & Clinton Street,
and is now 70th Street and 50th Avenue. The original
station at “West Flushing” was also in a relatively raw
parcel on the marshy fringes of Flushing Bay, which the
railroad then negotiated on trestlework to cross Flushing
Creek on a drawbridge before entering the outpost of
civilization then represented by Flushing proper. Though
not necessarily set in the bucolic mold of other major
Queens County thoroughfares of the time, Main Street
even then was the most important commercial artery
through the Village of Flushing (originally established as
a component within the old Town of Flushing in 1813),
being an appropriate and available point at which to
terminate its namesake railroad. For support, the new
company’s modest engine house, turntable, and freight
house, along with a siding or two for the storage of
coaches, were located next to the depot in Flushing. In
modern terms the Main Street terminal sat exactly
where the present station is located on today’s Port
Washington Branch (next to the intersection of Main
Street and Kissena Boulevard), but was positioned at
ground level and boxed in to the northeast by a craggy,
rock-filled slope that offered little optimism for its immediate extension.
As with the other railroads that developed across Long
Island, more station stops were added along the Flush(Continued on page 3)
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location. Despite the founders’ grand intentions, this
was definitely a symptom of a larger disease as the line
remained revenue-starved, with the company forced
into reorganization under the auspices of the New York
& Flushing Railroad on March 22, 1859. By that time,
the real “pro” of the local railroading business, the Long
Island Rail Road, was in the process of stringing together a replacement “Main Line” to Long Island City (under
the name New York & Jamaica) as it faced eviction from
its original route into Downtown Brooklyn. Politically
connected, savvy and (at least seemingly) wellbankrolled, LIRR proved an easy magnet for the aspiring Flushing operation, and both became cooperative
parties to the rather halting and somewhat unwieldy
undertaking of laying the new route across Queens
County. From the long-awaited opening of LIRR’s new
Main Line in May, 1861 the two lines crossed each other twice, once at Winfield and again just shy of their
respective Hunter’s Point termini at East (11th) Street in
Long Island City. A physical connection was established
at the latter shortly afterward, and after an operating
agreement between the two parties was reached the
New York & Flushing diverted its freight and passenger
operations from the original, confined terminal of 1854
into the newer and more commodious quarters offered
by its colleague (though not its full business partner) on
March 31, 1862. The older facility was later removed, its
site on the south side of Borden Avenue in Long Island
City being occupied in 2017 by a large and rather elderly public parking lot.
Continuing its combat against corporate poverty, the
New York & Flushing finished out the Civil War years in
a state of diminishing public respect, scorned in the media and somewhat despised by its riding public for a
growing lack of reliability and general slovenliness. Despite this public undercurrent of abomination, a group of
separate local investors brought about formation of the
North Shore Railroad by 1863, which financed and constructed a long-sought but difficult-to-build expansion of
the original Flushing Railroad six miles farther into the
North Shore, as far as the community of Great Neck.
Most notable on this proposed continuation was the
necessity of tunneling through the brunt of Flushing
proper to reach the residential area at its rear. This entailed a slight realignment of the original station at Main
Street, including the addition of a small depot that was
completed in February, 1865 and expanded toward Prospect (41st) Avenue in late 1870. The extension then
proceeded underneath that previously-mentioned hill
across Main Street from the original end of track and
into a short tunnel, which continued almost as far as
Union Street before emerging into an open cut that
reached South Parsons Avenue (Parsons Boulevard).
Altogether they combined for about 0.3 miles of costly
property acquisition, building relocation, and longrunning excavation, all done by hand. Part of this project involved a passage beneath and underpinning of
the Flushing Institute, a secondary school for boys that
was housed in a large Greek Revival building on the hill

(Continued from page 2)

ing Railroad as a handful of new communities, both real
and projected, were set up in the raw, nebulous wetlands and farm fields of southern Queens. The first station of three to be called “Maspeth” was opened to what
little public existed in its vicinity on January 15, 1855,
being located in a nondescript zone almost midway between (the) Penny Bridge and Winfield, on property that
now lies within Mt. Zion Cemetery. Another new stop
known as “Newtown” was added during the same year
where the Hell Gate Ferry Road (later Broadway)
crossed the Flushing Railroad, which was one of the
then-relative commercial centers scattered about the
humungous plot that had once constituted colonial-era
Newtown. When competition was resumed at the National Race Course on April 2, 1855 the Flushing Railroad re-established a station stop to serve it, located at
the crossing of National Street (so named for its access
to the horse racing track). The racing circuit itself was
located in a large rectangle of land bounded by the
Newtown & Flushing Turnpike (37th Avenue), Clinton
(97th) Street, Jackson Avenue (Northern Boulevard),
and Grant (105th) Street, some seven blocks north of
the railroad. In 1856 it was renamed the “Fashion” Race
Course, but within just two more years its site was being
squeezed by both moral forthrightness and surrounding
development, and the heretofore part-time, recreational
stop was drafted into more of a full-time commuting role
by 1858.
On July 20, 1858 the Fashion Race Course gained
notoriety in the news for hosting the city’s first baseball
“all-star game” (admission 50¢) featuring local, paid
“sandlot” talent from Manhattan and Brooklyn. While
this event opened a door of opportunity for what later
became the major leagues, it would be more than two
decades before the New York Gothams and Brooklyn
Atlantics (much later known as the Giants and Dodgers)
began playing real National League schedules in 1883.
As the present neighborhood of Corona initially grew
around it, the Fashion Race Course remained in use for
equestrian and exhibition events for several more years,
while the swampier territory around the railroad’s original station at West Flushing (located at the present
crossing of 108th Street) continued to languish and it
was no longer in use shortly after the baseball game of
local legends related above. Once eliminated, the older
stop’s name was then assumed by the one built to
serve the race course (and now burgeoning residential
neighborhood), becoming the “new” West Flushing. Its
renaming to the more familiar “Corona” is a little harder
to pin down, but the post office location bearing that
name was opened in October, 1872, and by that fall this
designation was regularly being used as reference in
local news and announcements, after which the former
title drifted away into time.
It appears that the Flushing Railroad also gave up on
its station at “Maspeth” during 1858, likely in response
to anemic patronage and its (ultimately) poor, desolate

(Continued on page 6)
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(Continued from page 1)

Grasmere, looking north, November, 1965.
Bernard Linder collection

Looking south from Fingerboard Road bridge, south of Grasmere
station, October 18, 1968.
Larry Linder photograph

Old Town, looking north, October 18, 1968.
Larry Linder photograph

Dongan Hills, looking north, September 27, 1968.
Larry Linder photograph

Dongan Hills, looking south, September 27, 1968.
Larry Linder photograph

Dongan Hills, looking south, October 18, 1968.
Larry Linder photograph

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

Dongan Hills, looking north, August 19, 1961.
Bernard Linder photograph

Dongan Hills, looking south, September 27, 1968.
Larry Linder photograph

Jefferson Avenue, looking north, August 30, 1968.
Bernard Linder photograph

Grant City, looking north, September 6, 1966.
Bernard Linder photograph

Grant City, looking north, September 6, 1966.
Bernard Linder photograph

Looking north at Lincoln Avenue, north of Grant City, September 6,
1966.
Bernard Linder photograph

(Continued on page 7)
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Great Neck, where a newer but still modest engine
house and turntable were added. The outer terminal
was actually a fair distance south of the village center
and sat in a district that was later known as Thomaston
(including a Post Office so named) but was only briefly
(if ever) designated as such by the railroad. Later still
(sometime around 1927), what was originally known as
“Manhasset Village” to the south of Great Neck Depot
(a zone more recently entitled “Lower Manhasset”) assumed the name “Thomaston” while the identity of the
area around LIRR finally advanced to its most publiclyrecognized form: “Great Neck Station.” Depot buildings
were installed at each of these locations (all originally
opened as platforms only) after mild weather returned in
May of 1867. At Little Neck, resident William Douglas
donated one of his family’s existing structures to act as
a stationhouse, with the railroad then hailing the entire
area as “Douglaston” soon after. This was reputedly in
gratitude for the free building, but when another new
stop was added to the itinerary at the crossing of “Old
House Landing” in July of 1870, it became a separate
entity known generically as “Little Neck,” though its surrounding neighborhoods were later identified by the
names Westmoreland and Marathon Park.

(Continued from page 3)

that climbed Amity Street (now Roosevelt Avenue). The
school’s site was later occupied by the “North Shore
Bus Terminal” until about 1954, and has most recently
been home to an R.H. Macy’s department store that
immediately abuts entries to the Main Street 7 terminal
of MTA New York City Transit. Meanwhile the extension
also had to employ another set of wooden trestles to
step through the intervening part of the large, marshy
tidal basin of Long Island Sound that was Little Neck
Bay, and had a drawbridge at Alley Creek. From there it
attained a route on dry, relatively level ground into the
unincorporated Queens County village of Great Neck,
which was contained within the town of North Hempstead.
Revenue service on the extension to Great Neck, at
first consisting of a lone New York & Flushing trip operated beyond Main Street from its existing schedule, finally commenced on October 27, 1866. New stations on
the single-track line were concurrently opened at Broadway on the easterly edge of Flushing; in the village of
Bayside at Bell Avenue (Boulevard); at Main Avenue in
Little Neck; and at the crossing of Middle Neck Road in

(Continued next issue)

SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED NOVEMBER 5, 2017

LINE

AM RUSH

PM RUSH

1

20 R-62, 300 R-62A

20 R-62, 290 R-62A

5

360 R-142

360 R-142

2

350 R-142

340 R-142

6

340 R-62A, 10 R-142A

340 R-62A, 10 R-142A

3

250 R-62

250 R-62

7

33 R-62A, 363 R-188

22 R-62A, 352 R-188

10 R-62A

10 R-62A

4

190 R-142, 170 R-142A

LINE

nd

190 R-142, 170 R-142A

S (42 Street)

AM RUSH

PM RUSH

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED NOVEMBER 5, 2017

LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

10 R-32, 296 R-46

20 R-32, 296 R-46, 8 R-68A

L

168 R-143, 24 R-160

168 R-143, 24 R-160

B

40 R-68, 160 R-68A

32 R-68, 152 R-68A

M*

168 R-160

160 R-160

C

48 R-32, 96 R-160

40 R-32, 96 R-160

12 R-42

12 R-42

D

232 R-68

216 R-68

N/W

24 R-68, 300 R-160

24 R-68, 300 R-160

E

260 R-160

260 R-160

Q

210 R-160

8 R-68, 210 R-160

F

56 R-46, 370 R-160

56 R-46, 370 R-160

R

240 R-46

240 R-46

G

52 R-68

52 R-68

S (Rockaway)

12 R-46

12 R-46

96 R-32, 16 R-42, 48 R-160

96 R-32, 16 R-42, 48 R-160

S (Franklin)

4 R-68

4 R-68

J/Z

M Shuttle**

st

*Service operates between Forest Hills/71 Avenue and Broadway Junction during Phase II of the Myrtle Viaduct reconstruction project
**Service operates between Metropolitan Avenue and Wyckoff Avenue during Phase II of the Myrtle Viaduct reconstruction project
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STATUS OF NORTH AMERICAN TRANSIT PROJECT OPENINGS
SCHEDULED FOR 2017
by Randy Glucksman
Using the latest available information at time of publication, there are three projects listed in the table below
that were scheduled for completion by the end of 2017
but had no opening dates. If they open before December 31, I will include this information in the January,
2018 Bulletin. Houston's Green Line extension, which
DATE

AGENCY

opened on January 9, did not appear in the January list.
The Zia Road station was originally scheduled to open
in 2011! As usually happens, there were some projects
that "slipped" into 2018. They are located in: Charlotte,
Denver, St. Louis, San Jose, and Potomac Shores
(VRE). Hopefully you will find them listed next year.

CITY

TYPE

LINE

January 9

Houston Metro

Houston, Texas

LR

East End / Green
Phase II

January 21

MTA Staten Island Railway

Staten Island, New York

HR

Arthur Kill station

February 24

Denver RTD

Denver, Colorado

LR

R - (Aurora/I-225)

March 25

Bay Area Rapid Transit

San Francisco, California

HR

April 24

Rio Metro Regional Transit
District

Albuquerque, New Mexico

CR

May 12

M-1 Rail

Detroit, Michigan

LR

Q Line

May 22

Massachusetts Bay Transportation Authority

Brighton, Massachusetts

CR

Framingham/
Worcester

June 15

Empire State Development
Corporation

New York, New York

LD

Northeast Corridor

August 22

Long Island Rail Road

Suffolk County

CR

Main Line 2nd Track
Phase I

August 25

Sonoma Marin Area Rail
Transit

Petaluma, California

DMU

Initial Operating Segment

August 31

Chicago Transit Authority

Chicago, Illinois

HR

Brown, Green, Orange, Pink, and Purple

Later this
year

Southern California Regional Rail Authority

Los Angeles, California

CR

San Bernardino Line

December
17

Toronto Transit Commission

Toronto, Ontario

HR

Toronto-York-Spadina
Extension

December

Florida East Coast Industries (All Aboard Florida)

Miami, Florida

LD

Brightline Phase I

Winter

Amtrak

Miami, Florida

LD

Tri-Rail

Legend:
CR: Commuter Rail
DMU: Diesel Multiple Unit

Warm Springs Extension
New Mexico Rail
Runner Express

DETAILS
Altic to Magnolia Transportation Center
3.3 miles, 2 stations
Replaced Nassau and Atlantic stations
Nine Mile to Peoria
10.5 miles, 8 (new) stations
Fremont to Warm Springs
5.4 miles, 1 station
Zia Road station opens
Woodward Avenue to 8 Mile
Road
3.3 miles, 12 stations
Boston Landing station
(fill-in station) opens between
Yawkey and Newtonville
Moynihan Station Phase I
opens
Double-track: Central Islip to
Ronkonkoma
4.7 miles
Sonoma County Airport to
San Rafael
43 miles, 10 stations
Washington/Wabash Opens Replacing Randolph/Wabash
and Madison/Wabash
Extension to Downtown San
Bernardino
1 mile, 1 station
Sheppard West (Downsview)
to Vaughn Metro Centre
5.3 miles, 6 stations
Miami to West Palm Beach
70 miles, 3 stations
Trains begin serving Miami
International Airport Station

HR: Heavy Rail
SC: Streetcar
LD: Long Distance

Staten Island’s 157-Year-Old Railroad

were overhauled.
The overhaul of the R-44s brought the fleet to the desired total of 64 cars.
NYCT cars 388-399 were converted in NYCT’s shops
to meet SIR’s railroad standards and were made compatible with SIR’s original 52 cars.
The Clifton Car Shop is mostly self-sufficient, but motor and wheel/axle work is sent to NYCT’s Coney Island
Shop and is returned on serially-numbered axles with
new wheels installed. The shop also performs truck assembly and air brake repair.
(Continued next issue)

(Continued from page 5)

and labor ordered. We do not know how this dispute
was settled.
To provide adequate service, R-46 cars 584-689-743916 and 1024-1023-1147-1158 were transferred from
NYCT to Staten Island. Like the R-44s, even-numbered
cars are cab cars and odd-numbered cars are blind
cars. The R-46s were on SIRT’s July 1, 1990 roster and
were returned to NYCT after all the Staten Island cars
7
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TORONTO TRIP REPORT
by Ronald Yee
(Photographs by the author)
While attending various family events in Toronto, Ontario, Canada and staying along the downtown lakefront
within walking distance of Union Station, I was afforded
many opportunities to inspect, ride and photograph the
rail transit scene there in late October, 2017.
The first equipment I covered was the Toronto Transit
Commission's (TTC) "Flexity" 5-section light rail vehicles, built by Bombardier, which have been troubleplagued to say the least. The first car, 4400, was delivered to Toronto on September 25, 2012 and formally
unveiled at TTC's Hillcrest Shops on November 15,
2012 with nighttime test runs commencing in March,
2013. On July 23, 2013, a daytime run was performed
for the press and media. At that point, thing were looking good; the new LRVs would enable the quick retirement of the 1980s-vintage ALRVs first and then the
1978-80-vintage CLRVs, both car fleets suffering from
corrosion decay from years of operating on wintry city
streets treated with salt to reduce ice formation. Parts to
maintain these aging cars were also an ever increasing
issue with keeping these 30+-year-old cars operating.
However, numerous flaws were soon detected in early
production Flexity LRVs, forcing production to be suspended until these issues were resolved. Labor issues
at Bombardier's Thunder Bay plant resulted in a
months-long strike during which no work was performed
in manufacturing the LRVs or devising fixes for the issues already identified. As a result, the new LRVs did
not go into service as quickly as expected, with the first
Flexity LRV going into service on August 31, 2014 on
Route 510/Spadina, almost two years after the first car
was delivered. The acceptance rate was so low that
only 30 cars were deemed operational by the end of
2016. During this time period, Bombardier and TTC
came to an agreement where production rates were renegotiated with a new schedule of deliveries, slow at
first but ramped up in 2018 to meet the contractual completion date by the end of 2019 for the C$1.22 billion,
204-car order. The revised production plan promised
the delivery of 40 cars by the end of 2017. Local railfans
have reported seeing LRV 4444 (#45 of 204 off the production line or only #15 of the promised 40 cars for
2017) at Thunder Bay on September 12, 2017. With the
delays in introducing the new LRVs onto the streets of
Toronto, TTC has been forced to perform a C$34.1 million emergency overhaul on its CLRV fleet to keep them
going for up to five more years. Fortunately, the contract
with Bombardier has a clause allowing TTC to charge a
penalty of up to 5% of the contract value (around C$50
million) for delays and/or late delivery of the Flexity order. These monies could be applied to offset the costs
of the emergency rehabilitation work on the CLRV fleet.
Meanwhile, Bombardier was to open up a second production line in Kingston, Ontario to enable the company

to ramp up production rates to eight cars per month by
November, 2017, enabling the order to be completed by
2019. An ambitious plan, only time will tell if the strategy
will work.
From my first-hand observations of the operation of
these cars, I found little to fault with the ones that are
running. They ride nicely and accommodate the crowds
easily and in relative comfort with full HVAC systems
and a decent amount of seating. The retractable handicapped access ramps worked well on the two occasions
I saw them in use. One fault I observed was an operating practice. While the cars are equipped with individual
passenger activated door controls to enter/exit, TTC
continues to cycle all four doors open and closed at the
stations the cars stop at, causing needless wear and
tear on door motors when no one was using them. One
car had an on-board data uplink issue, resulting in no
fares being deducted from passengers’ fare media,
while another car had issues with the onboard ticket
vending machine, preventing ticket sales. Flexity LRVs
are now operating on Route 509/Harbourfront between
Union Station and Exhibition utilizing the pantograph
located in the middle section of the five-section LRV,
over the same tracks and under the same wires. Surprisingly, along Queen’s Quay, all the way through the
Union Station loop, Flexity LRVs on Route 510 continue
to operate with trolley poles at the rear. TTC apparently
has devised a manner in which the trolley wire can accommodate both simultaneously. A bit of research reveals that when deadheading to and from the yards and
shops off line, Route 509 Flexity LRVs must operate
with trolley poles. This practice must continue until the
rest of the TTC streetcar network has been re-wired to
accommodate pantograph operations. As information, I
stayed in my cousin's 20th floor condominium on
Queen’s Quay, affording me easy access to the
Queen's Quay line, Routes 509 and 510, and some
spectacular vantage points of the line from 200 feet
above. Routes 509 and 510 and the new 514/Cherry
route along King Street are the only routes with the
Flexity LRVs. ALRVs are limited to Queen Street and
Long Branch services with CLRVs covering everything
else: King, Dundas, College, and St. Clair. The entire
Route 511/Bathurst was out of service for repairs during
my stay with buses filling in. I suspect that route's trolley
wires are being upgraded for pantograph operation and
may be the next candidate for the Flexity to take over.
To improve the travel times of the streetcar network,
TTC and the City of Toronto need to come to an agreement on providing streetcars with traffic signal preemption devices to speed up its light rail services. Despite operating on a reserved right-of-way along Spadina Avenue, the Route 510 Flexity LRVs were constantly
(Continued on page 9)
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changing demographics and travel patterns and the
King Street route now carries the highest passenger
loads of all the streetcar routes. In my opinion, converting the Bathurst route to Flexity LRVs before addressing
the urgent Queen Street, King Street, and ALRV crisis
would not be a wise allocation of resources. Assigning
Flexity LRVs to the King Street route and reassigning a
greater number of CLRVs to replace the ALRVs on
Queen Street seems like the most sensible next step for
TTC. Future visits by me and reports from local railfans
in Toronto will reveal how the fleet replacement with
Flexitys is staged.
TTC has four rapid transit lines, three heavy rail rapid
transit lines and one automated intermediate capacity
transit line (similar to Vancouver’s BC Transit SkyTrain).
A few years ago, TTC provided numerical designations
for its four rapid transit lines. The north-south "YongeUniversity Line" became Line 1, the east-west "BloorDanforth Line" became Line 2, the automated intermediate capacity transit "Scarborough Line" linking Line 2's
eastern terminal at Kennedy Road with the community
of Scarborough became Line 3, and the short stubended "Sheppard Line" was designated as Line 4. Lines
1 and 4 have been fully re-equipped with the newest
generation of subway train on TTC, officially called class
TR, TR representing "Toronto Rocket," manufactured by
Bombardier and delivered to TTC 2010-7. There are 76
six-car TR consists assigned to Line 1 and 6 four-car
TR consists assigned to Line 4. All are built as individual
cars linked with an "open gangway" design (now becoming common in Asian and European transit systems) connecting all cars without doors at each car end,
enabling passengers to walk from one car to another
without having to open doors and walk between cars. It
also increases the passenger capacity of each consist
by around 5-10%. Line 2 is covered by a fleet of 192 T1 class married-pair subway cars built by Bombardier
between 1995 and 2002. On December 17, 2017, TTC
is scheduled to open a 6.8-kilometer, six-station extension of the northwestern leg of Line 1, extending the line
from its current terminus at Downsview-Sheppard West
to a new terminus at Vaughan Metropolitan Centre. The
new line extension will be equipped with automated
train control (ATC), which is already in effect between
the Dupont and Wilson stations. An additional order for
TR-class subway trains has already been delivered to
ensure there are enough trains to operate the new extension. TTC is currently installing digital displays on
one side window on each side of every car with information on route and destination and work is already
underway to extend ATC to the remainder of Line 1 and
eventually Line 4. It is uncertain if Line 2's T-1 class
subway cars are capable of being retrofitted for ATC.
The future of Line 3 is still uncertain. Either it will be reequipped with next-generation automated cars similar to
Vancouver Translink’s latest Mark 3 cars or converted
into a heavy rail rapid transit line as an extension of
Line 2. On the TTC subway system, the old-style, lowlevel, three-arm turnstiles are systematically being re-

(Continued from page 8)

mired in traffic jams stemming from cross-street traffic
and left turns. The travel times up and down on Spadina
north of Front Street all the way to Bloor Street take far
too long; the incessant delays tend to discourage transit
ridership, not encourage it. A ban of left turns on the
streets carrying light rail lines is also needed. The number of left turns on streetcar routes causes a tremendous amount of needless traffic delays with a cascading
effect onto the streetcar and city bus routes.
Until 2013, TTC utilized a mix of two types of Canadian-built light rail vehicles dating back to the late 1970s
and early 1980s, the CLRV and ALRV, the latter a twosection articulated LRV built to handle the larger crowds
riding the then-busiest streetcar line in the city, Route
501/Queen Street. They plied the rails between Neville
Loop on the east side of the city and as far west as
Long Branch on the west end of the city along the lake
shore. The CLRVs handled most of the other routes in
the TTC streetcar network. Of note to those unfamiliar
with Toronto's streetcar history, the CLRV and ALRVs
had replaced the venerable PCC streetcars, which numbered in the hundreds from the 1930s through the
1970s. Although a few years younger than the CLRVs,
the ALRVs are slated to be the first class of LRV to be
retired. These cars did not receive much in the way of
upgrades or mid-life overhauls and are thus in a more
deteriorated state. Like all TTC vehicle types, a number
of the cars are "wrapped" in advertisements, some of
them detracting from the car's appearance. Most of the
ALRVs have significant rust spots along the lower portions of the carbody. It is my understanding that the underfloors of the ALRVs are also badly corroded from
decades of salt exposure during Toronto's harsh winters. As the more Flexity LRVs are delivered and accepted for service, the ALRVs will soon fade from the
Toronto streetscape, most likely sometime during 2018.
Once the ALRV is fully retired, the CLRVs will be replaced by the balance of the Flexity order of 204 cars,
each new car having the capacity of over almost 3
CLRVs or 2 ALRVs.
There is an apparent shortage of ALRVs on Route 501
during peak periods, requiring supplemental buses to
"fill in" service gaps between streetcars. Going westbound, some buses are signed up as Route 501 terminating at Queen and University, others as far as Queen
and Bathurst. Service along Queen Street is rather sporadic. In bygone days, Queen Street was famous for
having M.U.'d pairs of PCCs lined up like elephants in
both directions. Today, ALRVs and CLRVs alternate on
5-minute headways (the former to Long Branch and the
latter to Humber Loop) but in reality, it is more like 10-15
minutes with 2-4 cars bunched up like a parade of elephants at the circus. In the years since the ALRV was
assigned to the Queen Street route to accommodate
the heavy ridership (this route was once considered as
the alignment of the next subway line in Toronto due to
the high ridership), the route has lost ridership due to

(Continued on page 17)
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Metropolitan Transportation Authority
MTA awarded a $573 million design-build contract to
Cubic Systems to totally change the manner in which
customers will pay their fares. The 1994-vintage MetroCard is scheduled to be fully replaced by the new system in 2023. It will enable riders to pay fares with their
smartphones and bank cards on all buses and turnstiles/faregates as well as on the commuter rail network.
For those riders who may not have that option, a new
farecard, similar to London’s “Oyster Card,” a “tap-andgo” type of card, will replace the MetroCard and will be
used to pay fares on the subways and buses (including
express and Select Bus Service) and also on the Long
Island Rail Road, Metro-North Railroad, and Staten Island Railway. By 2019, 500 subway turnstiles and 600
city buses will be equipped to handle all of the aforementioned fare media with the rest being phased in until
the changeover is completed in 2023. (Editor’s Note by
Ronald Yee: It would really be great if this new farecard can
be made into the New York City region’s universal fare media, valid on NJ Transit commuter rail, light rail, and buses,
NICE, and Suffolk and Westchester County buses. MetroCard
is already valid in certain circumstances on PATH; it can be
assumed that PATH will be already be included in this contract. One wonders if the multiple agencies in charge of the
transit systems all around the tristate region can ever operate
in such a cooperative manner. One note of caution: with a tap
-on/tap off system, a form of distance-based fare can eventually be implemented on the New York City subways.) (New
York Daily News, October 25)
While on the topic of the progression of fare payment
media, NYC Transit issued a sales notice for surplus
materiel for which bidding closes on December 4. Several tons of metal NYCTA tokens are being auctioned off
to qualified scrap vendors. They include hundreds of
bags of surplus tokens ranging from the original small
“Y,” large “Y,” solid “Y,” bulls-eye and pentagon hole 5Borough tokens used through the “token years” prior to
the MetroCard taking over. One caveat for potential token collectors: the contract includes a clause mandating
that the destruction of these tokens must be witnessed
and verified by one or more MTA officials during the
scrapping process. (MTA Asset Recovery posting, October 31)
MTA Long Island Rail Road
LIRR extended its contract with the New York & Atlantic Railway, which will continue to operate all freight
trains over the 269 miles of LIRR track for the next ten
years. NY&A pays LIRR $3 million per year and carries
an average of 30,000 car loads annually. (Trains Magazine, October 30)
New LIRR timetables were issued effective November
13-December 10, covering the period including the
Thanksgiving holiday weekend. These timetables commenced the “North Fork” train service enhancements
between Ronkonkoma and Greenport. A new train de10

parting Greenport at 9:43 AM enables riders to reach
New York Penn Station as well as Atlantic Terminal in
Brooklyn at 12:33 PM. The existing GreenportRonkonkoma mid-day “scoot” was rescheduled around
two hours later to permit the operation of this new train.
The midday eastbound train arrives at 2:06 into Greenport and departs there at 2:43 PM. People making the
journey to Riverhead for jury duty at the federal court
located there will still have an eastbound “jury train,”
#202, leaving Ronkonkoma at 7:30 AM and arriving at
Riverhead at 8:14 AM (instead of 8:55 AM) and a train
leaving Riverhead at 3:21 PM for Ronkonkoma with
connections onward to New York City. A new westbound
train leaves Yaphank at 6 PM connecting at Ronkonkoma for New York City-bound trains. The November 13
schedules also contain the restoration of midday train
service on the Montauk Branch between Patchogue and
Speonk. As the track work was to actually conclude on
November 17, restoration of train service was to occur
on November 20. On the Far Rockaway Branch, the
seasonal “sundown train service” was resumed as a
3:15 PM out of Jamaica that serves the “Five Towns”
region of Nassau County and arrives into Far Rockaway
at 3:46 PM, well ahead of the earliest December sundown times for the riders who follow the traditions of the
Jewish Sabbath on that line. These schedules will be
succeeded by a winter timetable effective December 11,
2017-February 25, 2018. (Editor’s Note by Ronald Yee:
Despite low patronage, the “jury trains” are a necessary
public service. For federal jury duty in Queens, Brooklyn, or
Long Island, there are two courts, one at Borough Hall,
Brooklyn, the other at Riverhead, Suffolk County. Living in
Queens, Brooklyn, Nassau, or Suffolk places one into a
“pool” of jurors that both courthouses can draw upon. A
summons for federal jury duty could mean a trip to Riverhead
for a Queens or Brooklyn resident or a trip to Brooklyn for a
Nassau or Suffolk County resident. Crazy but true, this Editor,
who lives in Queens County, lucked out last summer and was
called to serve at the Brooklyn federal court. Whew!) (LIRR
press release, November 3)
MTA Metro-North Railroad
The two “Big Boards” at Grand Central Terminal are
slated for replacement as part of a $124 million capital
investment that will also replace the 93 smaller information displays at the entrance to each platform gate.
The total cost of replacing all of the 19-year-old boards
with digital video boards is estimated at $8 million. The
new displays are expected to stay within the same
housing as the older ones. (Editor’s Note by Ronald Yee:
This will finally address the never-ending issue of being able
to promptly communicate late-breaking information during
service delays/disruptions. While the current board is capable
of providing service change messaging, the process can be
cumbersome — it is limited to an alphanumeric format and
(Continued on page 11)
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must be manually loaded by an operator. The graphics potential of the new system will offer a vastly improved ability to
convey up-to-date information.) (Lohud.com, October 26)
MTA Metro-North Railroad is operating its usual holiday season “Shoppers’ Specials” on the Hudson and
New Haven Lines between November 18 and December 24. Saturdays will see two added trains on the Upper Hudson Line and eight added trains on the New
Haven Line. Sundays will see three additional trains on
the outer New Haven Line. These trains were included
on the October 8 weekend schedule panels. To add to
the holiday spirit, the New York Transit Museum annex
located in Grand Central Terminal will put on its usual
Holiday Model Train Show featuring a 34-foot-long Ogauge model train layout with a Manhattan theme on
eight loops of track representing NYC Transit, MetroNorth, and New York Central trains. (Mileposts, November, 2017)
Metro-North announced the completion of its comprehensive improvement project on the Port Jervis Line on
November 17. Full train service was restored November
20, eliminating the need for shuttle buses between Harriman and Port Jervis. Structural repairs were made to
the Moodna and Woodbury Viaducts, 12,639 wood ties,
4,571 feet of welded rail, and three new switches were
installed, and 19 field welds of running rail and 7.6 miles
of track were resurfaced for a smoother and safer ride.
Rock slope remediation work was performed along the
right-of-way to prevent rockslides and falling brush and
trees that could delay service. (Al Holtz, November 14)
NJ Transit
25-foot-long extensions to the platforms at Exchange
Place have been completed allowing NJ Transit to operate its extended light rail cars south of Hoboken on the
Hudson-Bergen Light Rail line (HBLR). The 52 original
Kinki-Sharyo light rail vehicles (LRVs) went into service
starting in 2000. While 90 feet long with a capacity of
190 passengers (68 seated, 122 standees), population
and ridership levels along the line have outstripped the
ability of the fleet to accommodate peak period crowds.
In July, 2013, NJ Transit unveiled its prototype extended
LRV which had two sections inserted into the center of
the car, extending its length by 37 feet to a total length
of 127 feet. Capacity was increased to 300 (102 seated,
198 standees). Following its success, 25 additional
HBLR LRVs were contracted to be extended in a similar
manner. Seven have been placed in service, with the
remaining 18 scheduled for delivery through 2018. The
platform at Exchange Place was the only station requiring an extension, limiting the seven extended cars to
operating only on the Hoboken-Tonnelle Avenue portion
of the line. That restriction is now lifted. (NJ Transit
press release, October 29)
Starting with this winter season, NJT will place on its
website a printable Level 1 and Level 2 schedule for
each of its commuter rail lines to be used in the event of
severe weather, especially in winter months. The sched11

ules will be available on the NJ Transit website yearround and provide clear and concise information on
when the trains will operate. These schedules do not
represent any additions to scheduled service but are
designed to meet the operational needs during severe
or extremely severe weather that have negative impacts
on service. NJ Transit will transmit, via all media, any
announcements of the implementation of Level 1 or
Level 2. (nj.com, November 6)
On January 8, 2018, phase two of the Penn Station
track rehabilitation project will commence and run
through May 28. It will result in the closure of one and
up to three of the 21 tracks in the station complex.
While at least one track will be out of service on a continual basis, up to a total of three tracks may be out during weeknights and weekends to accommodate the
work. While the outages are not expected to impact offpeak NJ Transit service, some peak period trains will be
affected. In the morning, on the North Jersey Coast Line
(NJCL), Train #3318 will depart Bay Head at 5:32 AM,
make all stops to Avenel (except Perth Amboy), then
operate express to Newark and New York Penn and be
renumbered as train #3316. Train #3216 will depart
Long Branch 12 minutes later and be diverted to Hoboken and renumbered as #2604. Trains #4306/2606 will
depart Bay Head 10 minutes later and depart Long
Branch at 6:49 AM. Train #3222 will depart Long Branch
at 6:34 AM, 15 minutes earlier. On the Northeast Corridor (NEC) Line, train #3122 will depart new Brunswick
one minute earlier at 7:05 AM and terminate at Newark
Penn Station, renumbered as train #3124. Train #3124
will depart New Brunswick 5 minutes earlier and skip
the Newark Airport and Secaucus Transfer stations on
its way to New York City and Train #3502 will arrive in
New York Penn Station at 8:18 AM. In the PM Peak,
NJCL Train #3267, the 5:25 PM from New York Penn to
Long Branch, will originate in Hoboken at 5:22 PM and
connect with Bay Head shuttle Train #4367 out of Long
Branch at 7:09 PM. Train #3269 will depart New York
City one minute earlier at 5:33 PM and stop at Secaucus and connect with Bay Head shuttle service. On the
NEC, Train #3867 will depart New York Penn 4 minutes
later at 5:21 PM with the stop at Newark Airport eliminated, Train #3869 will be renumbered to #3727 and
depart 5 minutes later at 5:37 PM, skipping Newark Airport and only operating as far as Jersey Avenue. Train
#3171 (the 5:32 PM out of New York Penn) is renumbered to #5869, will originate out of Newark at 6:03 PM,
add a stop at Newark Airport, operate express to Rahway, then make all stops to Trenton. Train #3441, the
6:51 PM out of New York Penn, is cancelled and #3875
will continue to leave New York Penn at 6:47 PM and
make all local stops, replacing train #3441. (NJ Transit
press release, November 14)
Amtrak
Caltrans and the Illinois Department of Transportation
(IDOT) have decided to amend the $352 million contract
they once had with Nippon-Sharyo for 130 high-speed,
(Continued on page 12)
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125 mph-capable bi-level push-pull passenger coaches
to be assigned to Chicago-based corridor services to
Detroit and St. Louis (88 cars) and 42 cars for California
services such as the Pacific Surfliner, Capitol, and San
Joaquin corridors. Nippon-Sharyo had constructed a
manufacturing plant in Rochelle, Illinois to build these
cars anticipating that additional orders would materialize
after the 130-car order was completed. This plant already builds gallery-style commuter cars for Chicago’s
Metra. But a prototype bi-level car body failed its FRAmandated (800,000 pound compression forces) structural integrity test in 2015 and the contract had been in
limbo since. Caltrans and IDOT re-awarded the contract
to Siemens of Sacramento, California for $371 million
which will include 137 cars, 88 for the Midwest and 49
for California. Sumitomo will be a partner in building
these new coaches. The interesting development of this
entire transition is that the cars will now be a singlelevel design, very similar to the coaches already built by
Siemens for Florida’s Brightline, with production expected to commence within a year as it is considered an
“off the shelf” design. The delivery schedule was also
changed from five years to just 24-34 months. (Railway
Age, November 9; Chicago Tribune, November 15)
New York Penn Station Repairs - Act II will apparently
commence on the evening of Friday, January 5, 2018.
This will be a continuation of the ongoing effort to bring
the tracks of the station up to a state of good repair following the emergency-level repairs that were performed
this past summer, July-August, 2017, following a series
of derailments and major service disruptions stemming
from track defects. That effort required up to 4-5 of the
21 tracks of the station and major sections of Interlocking “A” west of the platforms leading to the Hudson River Tunnels to be taken out of service. To accommodate
that project, significant peak period service adjustments
were required to reduce the number of train movements
into and out of the station. This second stage of repairs
is expected to remove one track on weekdays and up to
three tracks on weeknights and weekends, plus portions
of Interlocking “C,” which will affect only a small number
of peak period trains for Amtrak, NJ Transit, and LIRR.
The tracks affected are Tracks 15, 18, and 19. Amtrak
has announced that it will cancel one round-trip Northeast Regional train and terminate one Keystone train at
Newark, New Jersey. While NJ Transit has already revealed its plans to accommodate the project, as of
press time, LIRR has yet to release information on its
plans. The only statement issued as this Bulletin goes
to press is that, like NJ Transit, it will not offer any alternative modes of transport to Manhattan nor will there be
any fare discounts or cross-honoring of commuter rail
tickets as the impacts are not expected to be severe.
(Editor’s Note by Ronald Yee: As Tracks 18 and 19 are two of
the three affected tracks, this phase of the repair project may
have more of an impact on LIRR operations than Amtrak or
NJ Transit.) (Al Holtz, November 16)
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On Monday, November 6, the Connecticut Department
of Transportation (CDOT) opened its new station at
Wallingford, a $21 million, two-track facility with two
high-level side platforms located less than a mile north
of the original 1871 New Haven Railroad station. The
new facility features ticket vending machines, overpasses, elevators, passenger information display monitors,
bicycle racks, two parking lots with 221 spaces, and,
interestingly, an automated platform snow-melting and
deicing system. One of three new stations being built
along the 62-mile Springfield Line currently operated by
Amtrak, in May, 2018, the line will be served by 19 Connecticut Rail trains in each direction operated for CDOT
by a joint venture of two private companies, TransitAmerica Services and Alternate Concepts. Most trains
will operate between New Haven and Hartford with
some trains extended north to Springfield, financed by
the state of Massachusetts.
The former station on Hall Avenue will be used to
house several organizations, including the Wallingford
Adult Education Center and the New Haven Society of
Model Engineers Railroad Club. (Trains Magazine,
Meridan Record-Journal, November 6)
On November 1, Amtrak launched daily Northeast Regional service to and from Roanoke, serving the heart of
the Blue Ridge Mountains of Virginia. This is Roanoke’s
first Amtrak service since 1979. This is the fourth expansion of Amtrak service in the Commonwealth of Virginia
since 2009, following new or additional service to
Lynchburg, Richmond, and Norfolk. The Northeast Regional now extends from Lynchburg and provides a
same-seat trip to and from Roanoke. The stop, located
in downtown Roanoke, is an accessible, high-level concrete platform with a canopy. Public parking facilities are
available adjacent to the Roanoke station stop.
In addition to the new Roanoke stop, the Northeast
Regional makes stops in Charlottesville, Culpepper,
Manassas, Alexandria, Washington, D.C., Baltimore,
Philadelphia, New York City, and other cities along the
Northeast Corridor. Future plans call for the Roanoke
service to be expanded to Bristol, Virginia, which would
also serve parts of Eastern Tennessee. (Amtrak press
release, October 30)
Industry
General Electric expects to sell off its transportation
business unit over the next two years, along with several other aspects of its business, new CEO John Flannery confirmed on November 13. The company has already divested from its consumer and finance operations.
Presenting his reshaping program to investors, Flannery indicated that he was looking to “focus the portfolio” around the power, aviation, and healthcare markets,
plus additive manufacturing, as he battles to turn
around a business that has seen its stock market value
fall by 35% this year, or more than $100 billion. Other
changes include reducing the company Board from 18
to 12 members and reducing dividend payments to
around $1 from a target of $2 per share, the first reduc(Continued on page 13)
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tion since 2009.
Insisting that GE Transportation was a “global market
leader” with a premier offering and strong digital business that was “close to key customers,” the group said
the recent downturn in the North American locomotive
market had been partly offset by international growth
and a strong backlog in the services business.
“Adapting to realities” had included base cost reductions
through “rigorous supply chain management” and a focus on capital investment to optimize working capital
requirements. (Railway Gazette, November 13)
Other Transit Systems
Boston, Massachusetts
MBTA is planning to expand the use of transit vehicle
prioritization technology. After a pilot testing period on
the B, C, and E Green Line light rail routes, this technology will be installed on the B/Commonwealth Avenue
and E/Huntington Avenue branches of the Green Line.
The pilot program showed that the prioritization technology extended green signals for the trolleys by an average of 10-14 seconds while increasing red light duration
for cross traffic by only 6-8 seconds with a negligible
negative
impact
on
vehicular
traffic.
(Dailyfreepress.com, October 27)
Philadelphia, Pennsylvania
Member Bob Wright reports from Philadelphia that
SEPTA is currently installing turnstiles at Suburban Station and Jefferson Station (former Reading Terminal). It
can be assumed that SEPTA has similar plans for 30th
Street Station’s suburban level, but due to the layout of
its platform access points that may be a complex undertaking. SEPTA is apparently expecting to activate the
KEY Card-capable turnstiles at these two stations in
Spring, 2018. (Bob Wright, November 2)
Minneapolis-St. Paul, Minnesota
In a move even more draconian than what Philadelphia’s SEPTA did for the Papal visit and San Francisco’s MUNI did for Super Bowl L in 2016, a plan by Metro
Transit, the operator of Minneapolis-St Paul’s (MSP)
transit system, has surfaced that is likely to infuriate
local residents and regular riders of the system. Super
Bowl LII on February 4, 2018 will be hosted by the twin
cities at the Metrodome. To accommodate the throngs
of people that are being encouraged to use mass transit
to reach not only the game itself but all of the events
downtown during the days leading up to the big game
starting on January 26, to prevent overcrowding, the
plan is to limit access to MSP’s two light rail lines on
Super Bowl Sunday only to persons holding a $30
Game Day Pass AND a Super Bowl game ticket. During
the lead-up period of festivities, only those who purchase an unlimited fan pass for $40 valid January 26February 4, 2018 or a daily all-day pass with prices dependent on the days they are purchased for, will be permitted to ride. It appears that regular riders simply wanting to travel about the system on their daily routines will
be excluded from their own city’s transit system. To add
13

to MSP’s woes, the 2,500 unionized employees of Metro Transit, represented by ATU Local 1005, have rejected the latest contract offer and have voted to go on
strike during the Super Bowl festivities if negotiations do
not lead to an acceptable contract. (Editor’s Note by
Ronald Yee: A slap in the face to its regular ridership, this
limited access plan may also be on shaky legal grounds, since
public transit is generally defined by its namesake, “public.”
The plan to totally eliminate access by the general public of a
city to its own public transit system will probably end up in a
court battle. Metro Transit should simply continue to sell its
passes to encourage mass transit use by attendees and allow
its regular riders to ride about on their normal activities.
Most local folk with an ounce of common sense will make
plans to stay off the system and away from the festivities if at
all possible. Those who have no choice but to ride to reach
their jobs and vital appointments should be allowed their
normal routines, albeit inconvenienced by large crowds and
their impact on the overall service.) (Citypages.com. November 14)
San Francisco, California
Following the completion of all required testing for its
new Siemens light rail vehicles (LRVs), the first five cars
were cleared for passenger service on November 12
with the first new LRV, car 2006, entering revenue service on Friday, November 17. This car also features a
plaque honoring Larry Martin, a civil rights advocate and
MUNI employee who started there in 1966 and rose up
in the ranks of the Transport Workers Union (TWU) to
become its International Vice President. The 219-car
order will totally replace the 151 Breda LRVs and expand the total fleet by 68 cars. SFMTA expects to have
24 new LRVs on the property by the end of 2017 and 68
by the end of 2018. The cars are officially designated as
class LRV4 by SFMTA. The new cars will feature longitudinal seating for wider aisles and increased passenger capacity, pull-down seats, leaning pads, open floor
space for strollers, a simplified and more mechanically
reliable door and raiseable step system enabling the
cars to service high-level platform or street level boarding, a designed mean distance between failure (MDBF)
rate of 59,000 miles (compared with the 5,000 MDBF
for the current Beda fleet), and destination signs that
are designed to be readable from 200 feet away.
(SFMTA posting, November 17)
Los Angeles, California
The Board of the Los Angeles County Metropolitan
Transportation Authority (LAMTA) has approved a staff
recommendation to study improvements to the Orange
Line Bus Rapid Transit (BRT) that could be viewed as
the initial steps toward the eventual conversion of the
18-mile route to light rail. Some of the things being considered are grade crossing-style gates at street intersections and grade separation at certain key intersections as well as the congested stretch between Van
Nuys and Sepulveda Boulevards. LAMTA has set aside
$286 million for improvements to this line. (Progressive
Railroading, October 27)
(Continued on page 14)
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Waterloo, Ontario, Canada
Construction of the initial phase of the Ion light rail
network in the Canadian city of Waterloo reached a
milestone on November 7, when LRV testing began on
a section of line close to the depot on Dutton Drive.
The initial unpowered tests will focus on wayside and
station platform clearances as well as catenary testing.
Stage 1 of the Ion project involves constructing a 19kilometer, 16-station light rail line from Conestoga Mall
in Waterloo to Fairview Park Mall in neighboring Kitchener, together with a 17-kilometer Bus Rapid Transit line
from Fairview Park to Ainslee Street in Cambridge.
The light rail line is being constructed by the GrandLinq consortium under a 33-year design, build, finance,
operate, and maintain contract awarded in 2014. Bombardier is supplying 14 Flexity Freedom LRVs worth
C$92.4 million (US$70.9 million) with an option for 14
additional vehicles. (International Railway Journal,
November 7)
Berlin, Germany
Berlin transport operator BVG has ordered a further
80 metro cars from Stadler Pankow, in response to an
urgent need to increase capacity on its small-profile
lines. The first must be delivered at the latest during the
second half of 2019.
BVG announced in 2011 its intention to purchase 40
four-car sets to replace its ageing A3L71 stock, placing
an initial order for two prototype Type IK trainsets in July
2012. In July, 2015 BVG called off a €60m firm order for
an initial series build of 11 units, followed by a €140m
order for the remaining 27 sets last year. (Metro Report
International, October 31)
Szczecin, Poland
Tramwaje Szczecińskie has selected sole bidder
Modertrans to supply two Moderus Beta trams kits for
assembly by TS at its workshops.
The first kit is to be delivered within 90 days, with the
second to come by the end of September, 2018. The
assembled vehicles will have a 36-month warranty. The
9.7 million złoty (US$2.7 million) contract includes options for two more, which can be drawn by 2021.
TS previously assembled two Moderus Beta trams in
2014 under an earlier deal. (Metro Report InternationAround New York’s Transit System
(Continued from page 20)

18 months and diverting 250,000 riders onto alternate
subway routes or buses.
BQX Mockup Displayed
A 46-foot-long mockup of a prototype light rail vehicle
(LRV) for the planned 16-mile-long BQX light rail line
linking Sunset Park, Brooklyn with Astoria, Queens,
based upon the Alstom Citadis 100% low-floor design,
was shipped to New York City from Nice, France and is
available for the public to see in the Brooklyn Navy
Yard. Located in the New Lab technology space, it fea14

al, October 31)
Tbilisi, Georgia
Two modernized four-car trainsets entered service on
Tbilisi Metro Line 1 on October 23.
Originally built by Metrowagonmash, the sets were
modernized by Electro-Rolling-Stock Repair Plant Tbilisi
Branch (ZREPS), a 50-50 joint venture of Tbilisi
Transport Co and the Moscow Electric Stock Repair
Plant. They have received new control systems, microprocessors, LED lighting, external and internal CCTV
cameras, and USB sockets, as well as a redesigned
exterior and interior. The first set started test running on
September 11.
ZREPS is carrying out work on three more sets, which
are expected to enter service on Line 1 by the end of
the year.
On October 16 a mile long, one-station extension of
Tbilisi Metro Line 2 opened from Vazha Pshavela to
State University. Construction began in 1985 but was
suspended in 1993 owing to lack of funds. Work resumed in 2015 and was carried out by a joint venture of
Cobra Instalaciones y Servicios and Assignia Infraestructuras. (Metro Report International, October
31)
Nanjing, China
The Qilin Line tram route in Nanjing began trial passenger operation on October 31.
Test running started last year on the approximately 10kilometer route, which links Maqun station on Metro
Line 2 with Wang Wu Zhuang. There are 13 stops, including one elevated. Service is operated using seven
five-section low-floor trams supplied by CRRC Nanjing
Puzhen based on Bombardier’s Flexity 2 design and
built under a 10-year technology licensing agreement
between the two suppliers. Bombardier has supplied
Primove lithium-ion batteries, Mitrac propulsion equipment, and Flexx Urban 3000 trucks.
Each tram is equipped with two 49 kilowatt-hour batteries, which are recharged through the pantograph at
stops; only 10% of the route is equipped with catenary.
Recharging time is 45 seconds at intermediate stops
and 10 minutes at the termini.
Eight more trams are operating on the unconnected 8kilometer Hexi Line, which opened on August 1 2014.
(Metro Report International, November 1)
tures an interior mockup with 23 cushioned seats, cushioned “leaning bars” for standees to lean against, an
Operator’s cab, and an articulated joint housing an
open-gangway design linking the two sections of the
mockup. The floor level is a mere 12.8 inches above
street level, making it accessible to the mobilityimpaired via low-rise station islands of the same height.
Whether the LRVs will be powered by continuous catenary or batteries or a combination of both remains to be
determined as the project moves along in the planning
process. Other companies such as Siemens and Bombardier are also vying for the contract to supply LRVs
for this proposed line.
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FIRST DAY OF R-179 REVENUE TESTING
by Alexander Ivanoff
On Sunday, November 19, the Bombardier R-179
started its 30-day revenue testing prior to full acceptance. For the last twelve months, the cars have
been tested through the system to get to the revenue
testing, and by all accounts it has been a slow, excruciating process similar to the roll-out of TTC’s new fleet of
streetcars. The train departed at 6:55 AM from Jamaica
Center on J. Its consist was S-3058-9-60-1/3062-3-4-5
-N.
Around 12:30 PM a rumor spread across the Internet
that the cars were being taken out of service due to an
errant application of the emergency brakes. It was later
determined that there was a milk crate on the tracks
and testing continued on, albeit with a minor delay to
service. Another errant emergency brake application
was rumored to have happened, but all reports indicate
that the incident was not enough to warrant removing
the train from service.
I rode an F train to connect with the J at Delancey
Street, where a shuttle bus was available due to weekend work at Marcy Avenue, causing trains to terminate
at Hewes Street. From there I waited for the R-179 unit
but received a message from a friend that testing was
being terminated due to the errant emergency brake
application. As it turned out, the first train back that I

was going to catch turned out to be none other than the
R-179 in service!
The cars are a marvel, despite their issues. The doors
and motors are quiet, a change from the R-160 motors,
which have a distinctive noise. According to one Train
Operator, the interior announcements need adjustments, and while they sound clearer than on prior
equipment, the volume is inaudible over the climate
control and the noise of a full car. The FIND system is a
port-over of the R160s’ but with a bigger screen, making
the images appear pixelated and out of focus. Signage
in the cars (both digital and permanent) is clear and
easy to read (but this is probably also due to the cars
being new). But most importantly, the cars ride well and
accelerate very smoothly and do not make the noises
the older new technology trains (NTTs) make.
While it will be another few years before the R-32s
and R-42s will be replaced, November 19 marked a
new chapter in MTA’s rocky recent history. The new
cars will go far in bringing customers back to the system
and once the cars are fully delivered and the bugs
worked out will be popular among passengers. It is only
fitting that the cars that are replacing the R-32s and R42s are replacing cars that replaced equipment dating
back to the First World War.

R-179 pilot train before its first trip in revenue service.
Andrew Grahl photograph

Interior photo, showing FIND system. As noted above, it is similar to
the one on the R-160.
Alexander Ivanoff photograph
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from November, 2017 issue)
This segment covers Mulhouse's urban tramway.
With regard to the previous segment and my trip from
Basel to Mulhouse, the late Dwight Long reminded me
that it was the Schengen Agreement that eliminated
internal borders among the signatories, creating free
movement and thereby obviating the need for Customs
and Immigration between the Swiss and French portions of the SBB Bahnhof.
The system consists of three lines, covering 11 miles
with 30 stations. It opened in 2006 and employs 27 Citadis 302 cars. North-south Route 1 and east-west
Route 2 provide excellent base service frequencies of
every 6 minutes, while service on Route 3 runs every 15

minutes with alternating tram-trains to the northern terminal at Lutterbach. Its unique section runs along the
SNCF, which the tram-train joins beyond Lutterbach
(see http://www.urbanrail.net/eu/fr/mulhouse/mulhousetram.htm).
Most of the stations on Route 2 feature a pair of distinctive arches over the right-of-way painted in a pastel
color. They are the distinguishing badge of the city’s
tramway, and their visibility probably serves as a unique
wayfinding tool. Route 1 was extended from Rattachement to Chataignier in 2009, traversing a greenbelt on
reserved track, and then being beautifully channeled
along quiet streets through a suburban development.

Tram Route 1, sharing track with the tram-train, approaches Gare
Centrale through the trees (and flowers) that line the grassed rightof-way.

Two scenes along the predominantly north-south Route 1. The Citadis cars glide through a greenbelt surrounding a recreation complex before continuing on the street through a suburban-like setting.

(Continued on page 17)
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Switzerland in the Late Summer
(Continued from page 16)

Pink arches decorate the eastern terminal of Route 2. Cars lay up and With the Nouveau Bassin terminal in the background, a Citadis heads
change ends beyond the platforms. The arches, which are used only
west through a tree-lined reservation toward the city center.
at Route 2 stops (but not all of them) are painted in a combination of
pastel shades, which are repeated due to the large number of way
stations.

The shopping center at the Daguerre station has an overhead
pedestrian walkway that is especially appreciated by traction
photographers.

The western terminal of Route 2 at Coteaux with a tram laying over
on the tail track to wait for time before starting its return journey to
the city center.
(Continued next issue)

Toronto Trip Report
(Continued from page 9)

placed by new, taller profile fare-gates equipped to handle the new "Presto" tap cards. Currently, the Queen
Street station is closed on late evenings to facilitate the
installation of new fare gates and the construction of a
re-designed fare control area.
On October 14, 2015, GO Transit introduced Bombardier's version of the push-pull cab control car with a
safety cab and energy management in the nose of the
car in the event of an impact crash as part of a CAD
$481 million, 65-car order, bringing the GO Transit fleet
up to a total of 743 multilevel coaches. A bit of history is
required at this point. Los Angeles' Metrolink commuter
system purchased the Bombardier multilevel commuter
coach design in the 1990s. It became apparent after
17

numerous grade crossing collisions on Los Angeles'
Metrolink commuter trains that the original design cab
car by Bombardier was structurally substandard as far
as crew and passenger protection. The cab car layout
was essentially an adaptation of a single level rapid
transit car with the Operator located on the right side
corner of the leading end, leaving a substandard degree
of protection in the event of a collision. Los Angeles'
Metrolink and Florida's TriRail elected to contract with
Rotem (the rail division of Hyundai South Korea) for
new cab cars with a safety cab design. It remains to be
seen if other cities utilizing the original Bombardier cab
cars, Seattle's Sounder Commuter Rail, Vancouver's
West Coast Express, San Francisco's CalTrain, and the
Bay Area's Altamont Commuter Express, San Diego's
Coaster, Salt Lake City's FrontRunner, New Mexico's
(Continued on page 18)
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STREETCARS RETURN TO THE BRONX!
by Gary and Andrew Grahl
Streetcars return to The Bronx, at least in the form of
art! Nestled behind the employee and truck parking at
the Sure Fire Fuel Corporation at 2610 East Tremont
Avenue, at Maclay Avenue near Westchester Square in
the Bronx, is a mural of Third Avenue Railway streetcar
631.

The large (18 x 60-foot) mural as created by artist Damien Mitchell was sponsored by the Westchester
Square Business Improvement District. If you want to
see the real TARS 631, you must travel to the Seashore
Trolley Museum in Maine!

Toronto Trip Report

also has a terminus at Union Station. Its two- and threecar Diesel Multiple Unit (DMU) consists began plying
the rails of GO Transit's Kitchener (CN) Line between
Toronto's Pearson International Airport and Toronto's
Union Station on June 6, 2015 utilizing Nippon-Sharyo
diesel multiple unit rail cars. Initially, a very high fare
was charged (C$27.50 cash or C$19 using the Toronto
region's Presto transit farecard) for a non-stop run between the airport and Union Station. Ridership was
abysmal. Nine months later, on March 9, 2016, changes
were made to increase ridership levels, namely the addition of two intermediate stops at the Weston and Bloor
stations on the GO Transit Kitchener Line (after adding
high-level platforms as extensions of the stations at the
Weston and Bloor) and charging GO Transit fares
amongst and between those stations and the endpoints
of the line. Essentially, those two intermediate stations
now have close to a rapid transit level of service linking
them with downtown and the airport. Ridership has
since increased. One suggestion to newcomers to the
Toronto area: the one-way fare is now C$9.25 with the
Presto card and C$12.35 cash/credit/debit. Suggestion
for newcomers to Toronto region: if you are going to
utilize the UPX on a round trip basis for your visit, see
the ticket agent at the UPX platform and buy a Presto
card for C$6 and a Presto UPX fare of C$9.25. Using

(Continued from page 17)

RoadRunner, Dallas-Fort Worth's Trinity Railway Express, Minneapolis-St Paul's Northstar, and Florida's
SunRail will purchase similar cab cars. For some, it is
unlikely due to the small size of the car fleet or in San
Francisco's case, the cars will soon be replaced by
EMUs when the line is electrified by around 2021. GO
Transit purchased a Bombardier safety cab design and
has equipped most consists with them. However, there
are still a few consists that continue to operate with the
original design cab car. These trains are likely used only
as rush hour "trippers" making one trip each peak period, minimizing the exposure risk. Today's GO Transit's
engine fleet is made up of 67 Motive Power MP-40-PH3C class diesel locomotives (600-666) delivered between late 2007 and 2014 and eight (557-564) of the 49
1988-94-vintage EMD F-59-PHs remain on the passenger service roster and will be replaced by 16 new MP54-AC units now on order. Some of GO's F-59-PHs
have been sold or leased to commuter rail operators in
Dallas-Fort Worth, Los Angeles, Vancouver, and Montreal. All of GO Transit's original late 1960s GP-40-TCs
and 1970s F-40-PHs were retired by 1994 by the F-59PH.
The Union Station-Pearson Airport Express (UPX)
18
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UPX for a round trip, one ends up paying close to the
equivalent of the C$12.35 cash fare but receives a
Presto Card that normally costs C$6 by itself, for free.
The UPX DMUs are similar to what is now operating on
the SMART commuter line north of San Francisco.
There are two types of cars in the DMU fleet; an “A” car

DMU, featuring a sloped nose at one end, and the “B”
car DMU, which has a flat-faced front and rear with an
end door that is retracted when coupled to another car,
similar to the "C" cars in the San Francisco-East Bay
BART system.
Lastly, Toronto Pearson Airport has a cable-propelled
shuttle tram linking Terminal 1 (and the UPX terminal)
with Terminal 3 and the long-term parking garage. It is a
low-capacity people mover powered only by pull cables.

ALRV 4215 on Queen Street passing the old City Hall westbound.

Flexity LRV 4437 just south of Spadina Circle at College Street.

Train of “Toronto Rocket” cars entering Rosedale.

GO Transit engine 321 leads a train of equipment in the new solid
color scheme passing North Bathurst Yard.

UPX 3-car DMU westbound at Weston.

Pearson Airport cable-powered rail shuttle approaching Terminal 3.

Toronto Trip Report
(Continued from page 18)
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Around New York’s Transit System
NYC Transit Has A New President
Andrew Byford, Chief Executive Officer of the Toronto
Transit Commission (TTC) for the last five years,
stepped down from that job effective mid-December to
accept the position of MTA New York City Transit President and Chief Executive Officer. He will begin his tenure in January, 2018. Byford, 52, a native of Plymouth,
England, has 28 years’ experience in transportation.
Earlier this year, the American Public Transportation
Association named TTC its Transit System of the Year.
Barriers to be Installed at Third Avenue L Station
As a pilot project, NYCT will be installing floor-toceiling barriers along the platform edges at the Third
Avenue L station, testing the concept of platform gates
as a means to prevent riders from falling onto the tracks
or being pushed off the platform by a deranged person.
This line is being selected as the equipment type assigned is uniform in car length and door spacings. The
platform barriers will be installed in late 2019 during the
period when L is closed in 2019-20 for the rehabilitation of the Canarsie Tubes. (Editor’s Note by Ronald Yee:
While effective in preventing people from falling onto the
tracks, platform barriers and gates will be difficult to implement with the current mix of 60- and 75-foot-long cars on
Subdivision “B.” While fleet assignments can be manipulated
to create a uniform fleet on each route, service disruptions
and construction work can and will result in diversion routings for trains with cars that would not match up with the
platform gates on a particular route. On Subdivision “A,”
there are just two car types with similar door spacings and
this concept would be easier to implement. And unless NYCT
plans to air-condition its subway station platforms, fullheight barriers are not necessary to achieve this goal. For
example, in Tokyo, Japan, platform barriers and doors stand
approximately 4 feet tall at all stations so equipped, both underground or open air/elevated, more than sufficient to insure
passenger safety while minimizing cost and maintenance issues. In Hong Kong, Singapore, and Malaysia, full-height
platform walls and doors are used only in underground stations that are air-conditioned. At outdoor and elevated stations, only half-height gates and doors are utilized. Airconditioning of stations is the only advantage full height
walls and doors offer. In the tunnels of NYCT, the primary
means to ventilate the stations (and tunnels) is through piston
action, air being forced into and sucked out of stations and
tunnels by moving trains with fresh air entering the station
via street entrance stairwells and sidewalk ventilation grates.
Putting up full-height, floor-to-ceiling walls and doors will
nullify this vital means of ventilation for the non-track areas,
namely the station platforms, mezzanines, waiting areas, and
stairwells. The result can be a stifling atmosphere that could
become life-threatening during a service delay in summer
heat. This Editor truly hopes this issue is being addressed.)
Holiday Train to Operate
The annual Holiday Train operated by NYCT in cooperation with the New York Transit Museum will once
again operate out of Second Avenue at Houston Street
20

and northward along the Sixth Avenue Line through 4750th Street/Rockefeller Center. However, for 2017, the
train will not be turning east onto 53rd Street and going
to Queens Plaza. Instead, it will continue north to 57th
Street and Sixth Avenue and join the 63rd Street Subway, stop at Lexington Avenue, and then proceed onto
the Second Avenue Subway to 96th Street. The train,
made up of eight R-1 to R-9 former IND subway cars,
will operate on November 26 and December 3,10, 17,
and 24 departing northward from Second Avenue and
Houston Street on F at 10 AM, 12 noon, 2 PM, and 4
PM and departing the Q 96th Street-Second Avenue
terminus at 11 AM, 1 PM, 3 PM, and 5 PM.
Service Increases Coming in June, 2018
Beginning June, 2018, NYCT will increase the number
of trains operated on 237NQW to address ridership increases and also attract more riders by making
the service more attractive. 7 is slated to receive the
largest increase, with four added round trips between 6
and 8 PM on Saturday evenings and eight additional
trains on Sundays between 4 and 8 PM to meet increasing ridership levels. Service on 2 will be increased between 9 and 11 PM while 3 will have one
additional train on weeknights. NQW will see added
service throughout the day on weekdays, two added
trains between 6 and 7 AM, another train between 10:30
and 11 AM, and one added train between 11:30 PM and
midnight. Ironically, for the first time since 2009, overall
NYCT subway ridership has experienced a decrease,
possibly from rider dissatisfaction stemming from an
increasing number of service disruptions and delays
system-wide, overcrowding, and competition from ridesharing apps like Uber and Lyft siphoning off riders.
Flood Prevention Equipment Demonstrated
As part of the ongoing $7.6 billion “Fix and Fortify”
program to repair Hurricane Sandy flood damage and to
protect the subway system from future storms of that
magnitude and even worse, on the fifth anniversary of
that epic storm, NYCT unveiled some of its recently
added protections and barriers to future floodwaters.
Three massive retractable steel doors at the entrances
to the new South Ferry station should hold off any flooding from storm surges up to 14 feet above the sidewalk
level, enough to withstand a nearly 20-foot storm surge.
The Whitehall Street station has also been equipped
with a 3,000 pound steel door similar to those on naval
vessels that can be sealed tightly with a pump. Flexible
covers made of Kevlar are being manufactured for lower Manhattan street entrances and mechanical hatch
doors are being installed to seal off each of the over
2,000 sidewalk ventilation vents. Four of the nine East
River tunnels have been fully repaired and fortified
against future flooding with L’s Canarsie Tubes being
the toughest to repair, requiring a continuous closure for
(Continued on page 14)

ERA BULLETIN — JANUARY, 2018

The
Bulletin

Electric Railroaders’ Association, Incorporated
Vol. 61, No. 1
The Bulletin
Published by the Electric
Railroaders’ Association,
Incorporated, PO Box
3323, New York, New
York 10163-3323.
For general inquiries, or
Bulletin submissions,
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
©2017
Electric
Railroaders’
Association,
Incorporated

In This Issue:
The Genesis of
Dashing Dan —
Enter the North
Side Division
…Page 2

January, 2018

STATEN ISLAND’S 157-YEAR-OLD RAILROAD
(Continued from December, 2017 issue)
July 4, 1997 must have been a gala day on
Staten Island. In addition to Independence
Day, Staten Island riders rejoiced that the
ferry was free and passengers could ride free
on Staten Island Railway (SIR) trains between Tompkinsville and Tottenville. Fares
were collected only from passengers entering or leaving St. George.
SIR fares are the same as NYCT subway
and bus fares. Passengers who travel to
Manhattan and use a MetroCard can make a
free transfer from a Staten Island bus to a
SIR train and a second free transfer to a
NYCT train or bus near the ferry in Manhattan. The second transfer must be made less
than two hours after the first MetroCard
swipe. On their return trip, they were also
allowed two free transfers. They could make
only one transfer if they paid their fare with
cash or a token, which was no longer available in Manhattan after May, 2003.
Until July 4, 1997, passengers on weekday
trains arriving at St. George between 5:50
AM and 10:50 AM were required to pay their
fare with a token, special fare ticket, or valid
transfer when they would exit at St. George
or any other station. Fares were also collected from passengers boarding at St. George,
where MetroCards were accepted. At all other stations Conductors accepted tokens, special fare tickets, transfers, or cash as payment of the fare.
During the transition period, the R-44s provided reliable service. The mean distance
between failures (MDBF) improved from
13,200 miles in 1984 to 21,400 in 1988 and
trains were 95% on time for several years
beginning in 1986. Ridership increased 40
percent between 1975 and 1984, but revenue miles increased only 20 percent. On October 22, 1986, midday service was reduced
1

from a 20– to a 30-minute headway, probably
due to a reduction in ferry service. Weekday
trains were reduced from 124 to 109 and
weekend service was reduced from 93 to 78
trains. Ridership also declined from 6.47 million in 1986 to 6.23 million in 1988.
Fare collection also changed gradually.
Ticket collection began at St. George in 1986
and tokens, which were accepted starting
April 20, 1988, were used by 80 percent of
the riders a month later until they were discontinued in May, 2003. When fares were no
longer collected on the trains, they were collected at St. George, but not at Tompkinsville,
which is only a half-mile from St. George. To
reduce fare evasion, AM rush hour trains arriving and PM rush hour trains leaving St.
George stopped at Tompkinsville and Stapleton every hour while all other rush hour trains
bypassed the above stations. But the revenue loss was still an estimated $3.4 million
annually. To correct this situation, MTA built a
$6.9 million station house at Tompkinsville
with low turnstiles, cameras, fare vending
machines, and communications equipment.
On January 20, 2010, the new station house
opened and passengers were required to
swipe their MetroCards entering and leaving
the station. Fare collection at this station produced $702 additional revenue, 15 percent of
SIR revenue. Schedules were revised. Locals and most non-rush hour trains stopped
at the above stations.
The new Arthur Kill station, which accommodates full-length trains, opened on January 21, 2017. It is located between Nassau
and Atlantic, which closed at the same time.
At these stations, trains opened doors in the
last car only at all times.
Following is a summary of the current
(Continued on page 4)
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THE GENESIS OF DASHING DAN —
ENTER THE NORTH SIDE DIVISION
by George Chiasson
(Continued from December, 2017 issue)
Its freshly-built service extension aside, Flushing’s
railroad was a mistrusted if not outright despised institution in the late 1860s, which resulted in some organizational foibles as competing parties sought ways to either
pry the property loose from its (presumably) ambivalent
owners or establish an alternative. The upshot of this
interaction was formation of the Woodside & Flushing
Railroad in 1864, which proposed the formation of a
new railroad between Long Island City and Flushing via
an entirely different route, all the while courting favor
with Long Island Rail Road magnate Oliver Charlick.
Backed by a different group of wealthy Flushingites than
had been the Flushing Railroad, the Woodside & Flushing’s proposal was to build an entirely new “road” in
company with the Long Island Rail Road’s Main Line
opened through Woodside in 1861, there to diverge
along a course roughly parallel to Jackson Avenue,
cross the tidal basin of Flushing Bay as its predecessor
did, and terminate in a different commercial center of
Flushing along Bridge Street (now Northern Boulevard).
Though its original proposal actually had two alignment
alternatives to circumvent the Fashion Race Course, by
the time of construction in 1866 the Woodside & Flushing’s developers were granted rights across the facility’s
property, which some in the (West Flushing) community
were anxious to erase for reasons owing to its
“lascivious” nature. So went the railroad’s construction
crews as a result, and so was the disposition of the
Fashion Race Course. While the general vicinity of
West Flushing and (soon) Corona that it occupied would
quickly evolve into one of Queens’ densest residential
neighborhoods, the concept of adapting the difficult-totame (and utilize) tidal “meadows” along the edge of
Flushing Bay to general, urban recreation purposes
would re-emerge seven decades later in the form of
New York’s first World’s Fair, which eventually led to its
employment for the Shea Stadium sports venue beginning in 1964. Shea’s replacement in 2017 is Citi Field
(the home of baseball’s New York Mets), while the adjacent Arthur Ashe Stadium of the United States Tennis
Association hosts the annual, very high-profile U.S.
Open Championship.
Unfortunately, despite its multiplicity of good intentions, the Woodside & Flushing apparently came together too slowly to suit LIRR’s Charlick, who instead submitted to overtures from the New York & Flushing
(playing the role of spoiler) and he took possession of
that entire company in July, 1867, simultaneously withdrawing his support of the newer venture. Furthermore,
where the New York & Flushing had been anticipating
an eventual ability to use the new Woodside & Flushing
route into Hunter’s Point, it had separately opened a
dialogue with the South Side Railroad about convey-

ance of its original alignment along Newtown Creek,
enabling that company to also reach the terminal area.
This new, unexpected alliance threw all such plans into
immediate and irrevocable disarray and it was several
months before W&F was able to identify and adopt yet
another alternative strategy. Such an opportunity came
calling in the form of yet another local group of businessmen and potential investors who sought an altogether different purpose for the railroad: diversion to the
populous Queens villages of College Point and
Whitestone.
Embraced with great dispatch by the Woodside &
Flushing in early 1868, this change of vision also provided an entry point for College Point rubber entrepreneur
Conrad T. Poppenhusen, who would develop into one of
LIRR’s most important executives a decade later. At any
rate, even as work on its original project entered stasis,
the Woodside & Flushing was quickly reinvigorated under the name Flushing & North Side Railroad in April,
1868, and major alterations made to its existing franchises which set up the desired geographic corridor
from Flushing to Whitestone (later realized) as well as
Long Island City to Roslyn (never executed). Not only
that, but when he became aware that the New York &
Flushing wasn’t exactly the “up and coming” operation
he truly needed to dominate the Flushing railroad market, Oliver Charlick relinquished his ownership to the
Flushing & North Side concern for a surprisingly nominal sum ($500,000) on August 11. As it turned out later,
Charlick preferred to establish his own, entirely independent, and ultimately unsuccessful railroad to Flushing (the so-called “White Line”), while F&NS suddenly
found a ready-made corridor from Flushing Bay to
Hunter’s Point in its possession (that of the original
Flushing Railroad through Maspeth) and quickly refocused all new construction on the outward portions of
its new line. This was not done at the total expense of
its original endeavor, however, as work was simultaneously pressed forward on that portion of its new trackage alongside the Long Island Rail Road between
Hunter’s Point and Woodside, which was now to be extended to a union with the old Flushing Railroad at Winfield, while the laying of track on the already-graded
increment between Woodside and Flushing Bay would
be deferred.
All through the following year, construction of the
Flushing & North Side’s new trackage was pursued relentlessly and on August 14, 1869 regular passenger
service, to the tune of two trains per day, was initiated
from the Hunter’s Point LIRR terminal to the College
Point station. This used the existing 1854 alignment of
the Flushing Railroad through Haberman and Maspeth,
(Continued on page 3)
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that structure and directly across the street (Borden Avenue) from the larger LIRR terminal that opened in
1861. From its origin at Hunters Point the new F&NS
main line swerved east across Front Street between 5th
and 6th Streets (49th and 48th Avenues), then swung
northeast at Van Alst Avenue (21st Street) to snuggle
against the Long Island Rail Road’s existing Main Line.
There was as yet no connection between the two at that
point, nor was there a crossing of any kind along the
way. This turned out to be an inadvertent yet wise strategy given the potential rivalry that now existed between
Charlick and F&NS, whose single track then exactly
paralleled that of LIRR eastward through Long Island
City and the Court House Square area, Sunnyside,
Woodside, and Winfield before it diverged to join the
pre-existing Flushing Railroad alignment and made its
way to both Great Neck and College Point.
The Flushing & North Side’s stations on the new main
line also pantomimed those of its presumed competitor
with low, wooden platforms placed exactly across from
those of the Long Island Rail Road at “Woodside” (Riker
Avenue between 4th and 5th Streets) and at
“Winfield” (Madison Avenue & Henry Street, now 70 th
Street & 48th Avenue), with a medium-sized and rather
handsome wooden depot building included at the former. 157 years after the fact it is unclear what if any
track connection there was between the Flushing and
Long Island Railroads at Winfield Junction after May of
1861 aside from the at-grade crossing. But given that
the Flushing & North Side redirected all of its rail traffic
onto its new line through Woodside when it opened in
November, 1869 and had no operational intentions for
its older main line through Maspeth after that time (other
than disposition to the South Side Railroad), it is very
likely that the crossing itself and whatever track connection might have existed were soon removed. When the
South Side did finally commence its ill-fated shuttle service from Hunter’s Point to the “old” Winfield station in
August of 1870 (that at 70th Street and 50th Avenue), its
tracks (including what remained of the original passing
siding) were evidently truncated shy of LIRR and that
was as close as it probably got until completely erased
by the late 1870s. As previously stated there was no
known occasion when trains of either the Flushing Railroad or its corporate successors physically used the
Long Island Rail Road Main Line (that is, the south
track) to access Hunters Point. In a peripheral development, the original Winfield depot building of the Flushing
Railroad was relocated about two blocks north to Henry
Street (48th Avenue) in August, 1876 and used to support the North Side’s newer (1869) station there. This
was later replaced by a second building (perhaps during
the 1880s), which lasted until construction of the Woodside-Winfield cut-off several decades later. The Flushing
& North Side effectively concluded its construction
phase with its first grade crossing elimination, a steel
bridge across Junction Boulevard in West Flushing (i.e.
Corona), and replacement of the spindly, wooden 1854vintage ex-Flushing Railroad drawbridge across Flush-

(Continued from page 2)

which itself at that time retained just three stops at Calvary Cemetery, Penny Bridge and Winfield. After rattling
across the Long Island Rail Road at Winfield Junction,
the Flushing & North Side’s new trains to College Point
shared the existing stops at Newtown and West Flushing with those of the Flushing Line before taking a connecting switch at “Whitestone Junction” on the edge of
Flushing Creek. From there they rumbled across trestlework that paralleled its westerly bank and turned again
onto a newly-built drawbridge which marked their entrance to Flushing proper. Though some six blocks
north of the original Flushing Railroad depot at Main
Street, F&NS’ grade-level station at Bridge Street was
situated in a similarly level and built-up streetscape,
located immediately past a 90° curve (now at Northern
Boulevard) between Collins and Prince Streets where
the line assumed its revised, northerly heading toward
College Point. This portion consisted of one main track
and one siding as it passed across the tidal marsh of
Flushing Bay, then consolidated back to a single iron as
it crossed a short bridge over the Mill Creek into College
Point and ran on another long, straight trestle that ended at 20th (130th) Street. Briefly using the middle of this
narrow thoroughfare, the line made a diagonal, northerly adjustment across three blocks and finally entered
the College Point station (which also contained a passing siding), located at North 18th (126th) Street & Fourth
(18th) Avenue. Though it was admittedly serving as a
temporary terminus, College Point was duly outfitted
with a turntable for motive power and sidings for coach
storage, largely thanks to the resources of Conrad Poppenhusen. It then later received a car storage shed (by
1885) and remained active for the duration of its life as
the site of the Flushing & North Side’s main shops. The
latter location also had a full-blown depot from the start
which lasted until its ultimate abandonment in 1932
(and was finally torn down in September, 1934), while a
building was not added at the Bridge Street station in
Flushing until November 1870, more than a year past its
opening.
Also continued across the summer of 1869 was construction of the former Woodside & Flushing Main Line
from Hunters Point to Woodside, as extended to meet
the Flushing Railroad alignment at Winfield. Thanks at
least in part to the positive relationship the company
had earlier enjoyed with Oliver Charlick, its trackage
exactly mimicked that of the Long Island Rail Road
Main Line but for its own new terminal at Hunters Point,
which was closer to the East River than either the LIRR
or former Flushing Railroad sites owing to property acquired and committed by F&NS corporate officer and
Flushing resident Orange Judd. Opened as part of the
Flushing & North Side’s new Main Line on November
15, 1869 the terminal building was located at a vacant
industrial site on the west side of Front (2nd) Street and
Borden Avenue, the terminal tracks and freight dock
positioned in north-to-south fashion on the river side of

(Continued on page 6)
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Jefferson Avenue, looking north, August 30, 1968.
Larry Linder photograph

Jefferson Avenue, looking south, August 30, 1968.
Larry Linder photograph

Grant City.
Larry Linder photograph

Rose Avenue, looking south, south of New Dorp station, September
10, 1966.

Tysens Lane, looking north, south of New Dorp station, September
1, 1967.
Larry Linder photograph

New Dorp station vicinity.
Larry Linder photograph
(Continued on page 5)
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Whitestone Village underway, all as work on new bridges to carry the existing street grid across the railroad
also progressed. Whatever its cause (perhaps the company’s unsteady market and financial conditions in the
1870s, later exacerbated by the specter of Charlick’s
competing White Line operation), work on the extension
was curiously suspended by early 1873 and not resumed.
Train service on the branch to Whitestone was soon
expanded from ten daily trains to fifteen by 1871, when
traffic grew to the point that an abortive effort was initiated to lay a “relief” track on the vacant-but-complete
right-of-way of the former Woodside & Flushing that
would enable Whitestone Branch trains to by-pass the
route through Winfield. Instead, F&NS double-tracked
its main line from Hunter’s Point to Winfield (completed
on March 29, 1872) and by the end of that year there
were some 22 daily trains making their way to
Whitestone and still just five to Great Neck. After January 8, 1873 the Flushing & North Side’s tracks inside
“Great Neck Junction” (just past Flushing Creek) were
further strained by the Central Railroad of Long Island’s
trains to Hempstead and later to Babylon, which in turn
spurred a delayed completion of the relief line via the
Woodside & Flushing route. This was connected to the
Flushing & North Side and Central Railroad at either
end (the main line at the Woodside station and the Central and Whitestone Branches adjacent to the latter’s
drawbridge across Flushing Creek) and opened at last
under the auspices of the “Flushing & Woodside” on
April 27, 1874. At that time all Whitestone service was
routed through Woodside; all Central trains via Great
Neck Junction onto the old Flushing Railroad through
Winfield; and all service from Great Neck shortened to a
shuttle connecting with the station at Central Junction,
across from Great Neck Junction. The Flushing &
Woodside by-pass also included one new stop of its
own, known as “Grinnell,” which was situated at the approximate intersection of Junction (Boulevard) and
Prometchka (35th) Avenues. Effective on August 1 of
that year the Flushing & North Side was merged with
the Central Railroad of Long Island to form the Flushing,
North Shore & Central.
(Continued next issue)

(Continued from page 3)

ing Creek with a steel structure, both in 1870. At any
rate, scheduled service was almost doubled from the
outset upon opening of the Flushing & North Side’s
newer main line to Hunter’s Point, with ten trips marked
up for College Point (later Whitestone) and five for the
terminal at Great Neck across the day, the latter’s allotment including an express train or two inside Main
Street during commutation hours. In contrast there had
been five daily trips to Flushing and four to Great Neck
by the time the newer branch was added, which demonstrates how swayed the railroad was by the patronage
of its benefactors in College Point and Whitestone.
The final increment of track opened by the Flushing &
North Side Railroad was 1.7 miles from College Point to
Whitestone on November 27, 1869. This extension originated northward from College Point station, passed
through a narrow underpass at Third (14th) Avenue and
swung eastward, more or less paralleling 21st Street
(11th Avenue) to the Van Nostrand property on the edge
of Whitestone. There it curled back to the southeast and
entered a cut into the village center, ending at an interim
terminal station located beside 16th Street, between 7th
and 8th Avenues (later 15th Avenue between 149th and
150th Streets, and now almost right in the middle of the
Cross Island Parkway). As at the other termini, a turntable, freight house, and equipment sidings were
squeezed into the narrow, low-lying space hewn out of
the town center for the railway, whose track was bound
in by natural (and costly to remove) barriers at
Whitestone much as the earlier Flushing Railroad had
been at Main Street. Nevertheless a permanent twostory depot was opened at the Whitestone terminal on
January 30, 1871 to replace its original, temporary facility while a separate company (the Whitestone &
Westchester) was formed in November, two years after
this extension opened, to undertake the furtherance of
trackage to the mouth of the East River. By the following
May this extension had been surveyed, the town dock
at Whitestone Landing procured, construction contracts
let, and excavation of the open cut emerging from

STATUS OF NORTH AMERICAN TRANSIT PROJECT OPENINGS
SCHEDULED FOR 2018
by Randy Glucksman
DATE
December 6,
2017

AGENCY
Southern California
Regional Rail Authority

CITY
San Bernardino,
California

2017
TYPE
CR

LINE
San Bernadino Line

DETAILS
Extension to Downtown San
Bernardino
1 mile, 1 station

(Continued on page 7)
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2018
DATE

AGENCY

CITY

TYPE

LINE

DETAILS

Using the latest available information at time of publication, eighteen projects are scheduled to be placed into
service this year. Ten projects are holdovers from the years 2014 to 2017, which I have noted in the first column.
The opening dates will be published in the December, 2018 Bulletin.
Holdover
(From 2016)

Florida East Coast
Industries (All Aboard
Florida)

Miami, Florida

LD

Brightline Phase I

Miami to West Palm Beach
70 miles, 3 stations

Holdover
(From 2016)

Amtrak

Miami, Florida

LD

Tri-Rail

Trains begin serving Miami
International Airport Station

Early

Florida East Coast
Industries (All Aboard
Florida)

South Florida

LD

Phase II

West Palm Beach to Orlando
165 miles, 2 stations

Mid-January to
Mid-February
(From 2014)

Loop Trolley Transportation Development District

St. Louis, Missouri

SC

Delmar Loop Trolley

Forest Park to University City
2.2 mile loop, 10 stations

March
(From 2017)

Charlotte Area Transit System

Charlotte, North Carolina

LR

Blue Line Extension

7th Street to UNC Charlotte
Main
9.3 miles, 11 stations

Spring
(From 2017)

Region of Waterloo

Kitchener-Waterloo,
Ontario

LR

K-W LRT (ION) Phase I

Fairview Park Mall to Conestoga Mall
11.8 miles, 19 or 22 stations

May

CTDOT

New Haven, Connecticut to Springfield, Massachusetts

CR

CT rail Hartford

New Haven to Springfield
62 miles, 8 stations

May
(From 2016)

Bay Area Rapid
Transit

San Francisco, California

DMU

eBART

Pittsburg/Bay Point to Antioch
10 miles, 2 stations

May

OC Transpo (OTrain)

Ottawa, Ontario

LR

Confederation Line

Tunney’s Pasture to Blair Road
7.75 miles, 13 stations

June
(From 2017)

Bay Area Rapid
Transit/Valley Transportation Authority

San Jose, California

HR

Berryessa Extension
Phase I

Warm Springs to Berryessa
10 miles, 2 stations

Summer

Florida DOT
(SunRail)

Orlando, Florida

CR

Phase II (South)

Sand Lake Road to Poinciana
17.2 miles, 4 stations

Fall

City of Milwaukee

Milwaukee, Wisconsin

SC

The Milwaukee Streetcar
Connector

Intermodal station to Burns
Commons
2.5 miles, 22 stations

December

City of Oklahoma City

Oklahoma City, Oklahoma

SC

OKC Streetcar

Downtown TC to Midtown
6.9 miles, 22 stops

December

MTA NY City Transit

New York, New York

HR

1 Broadway

Cortlandt Street station reopens

Late

Sun Metro Camino
Real Regional Mobility Authority

El Paso, Texas

LR

El Paso Streetcar Project

International Bridges to UT-El
Paso
4.8 miles, 27 stations

Late
(From 2017)

Bi-State Transit

St. Louis, Missouri

LR

Red Line/Blue Line

Cortex Station (fill-in station)
between Central West End and
Grand stations

?
(From 2017)

Virginia Railway Express

Potomac Shores,
Virginia

CR

Fredericksburg Line

Potomac Shores station opens
(Woodbridge and Rippon
Landing)

Delayed till further notice
(From 2016)

Denver RTD

Denver, Colorado

CR

G (Gold) Line

Union Station to Wheat RidgeWard
11.2 miles, 8 stations

Legend:
CR: Commuter Rail
DMU: Diesel Multiple Unit

HR: Heavy Rail
SC: Streetcar
LD: Long Distance
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R-211 MOCKUPS DISPLAYED AT HUDSON YARDS STATION
by Ronald Yee
(Photographs by the author)
From November 30-December 6, 2017, MTA New
York City Transit (NYCT) held an “Open House” at the
Flushing Line’s 34th Street-Hudson Yards terminus
seeking public input and reaction to the upcoming R211 new subway car order that is expected to go out for
competitive bid with the first of the new cars expected to
be delivered in 2020. Concepts MTA and NYCT are putting out to public opinion with these full size mockups
include four 58-inch-wide side doors to improve passenger flow into and out of the cars at station stops (8 inches wider than present cars), open gangway design with
no doors between unitized sets of subway cars (which
could increase passenger capacity by up to 10 percent),
and new double hand-hold stanchions with double poles
to provide more hand-holds for standees as well as
“resting pads” along a wall for standees to lean upon in
the absence of seats in a particular section of the car.
Some resting pads are innovatively located on the bottom of the flip-up seats, becoming available for use by
standees when the seats are in the up position to maximize passenger carrying capacity during peak hours.
The mockup also simulated the brighter interior lighting
and an improved real-time means of communication.
The R-211 may be equipped with an advanced version
of the Flexible Information and Notice Display (FIND)
passenger information systems providing riders with
LCD displays of the route and the next ten upcoming
stations plus five consecutive “further stops” down the
line with expected travel times, as well as the ability to
convey messages that the train will skip particular stations. The enhanced FIND may also be capable of portraying detailed information for each station stop; a listing of all subway and bus connections; locations of
stairways, escalators, and elevators on the platforms;
as well as public service and passenger safety advice
announcements and advertisements.
Members of the public were permitted to inspect and

try out the amenities of these proposed subway cars
and offer feedback on Facebook, Twitter, the mta.info
website, and on survey cards handed out by MTA staff
who were on location from 11 AM to 7 PM on weekdays
and 10 AM to 5 PM on weekends. MTA will evaluate
rider input from the survey results as it finalizes the
specifications and features that will be incorporated into
the R-211 subway cars, all of which are slated for assignment to the lettered lines of NYCT’s Subdivision “B”
as well as the MTA Staten Island Railway.
The planned R-211 order has been subject to several
changes in the past two years. One of the plans from
2016 called for 1,175 60-foot cars in the initial order to
be split into three subclasses: 450 R-211A replacing the
R-32 class cars not retired by the R-179 as well as a
portion of the aging R-46 fleet; 75 R-211S replacing the
63 1972-vintage R-44 Staten Island cars; and 650 R211T featuring open gangways that will allow riders to
walk from car to car without needing to pass through
doors and out between cars. The first R-211s would
have been delivered in 2023, with the final cars to be
delivered being the 75 R-211S cars by December, 2026.
There was an option for up to 525 additional cars for
fleet expansion to handle ridership growth, bringing the
potential total order up to 1,695 cars. The most recent
plan, dated April 24, 2017, now calls for a base order
535 cars: 75 R-211S to the MTA Staten Island Railway,
450 R-211A standard 60-foot cars, and just 10 R-211T
open gangway cars as a demonstrator prototype. This
revision would allow the first R-211 to be delivered by
2020 with the entire order on an accelerated schedule,
enabling a faster paced retirement of the 1975-vintage
R-46 class cars than the earlier plans that included
large numbers of open gangway R-211Ts but would
have resulted in the open gangway portion of the order
not being delivered until 2023 and a completion date of
2026.

R-211 mockups at 34th Street-Hudson Yards station mezzanine.

Operating cab car module.
(Continued on page 9)
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Open gangway module.

Open gangway with side door and seats.

Interior.

ADA flip seats and leaning pads.

FIND line map.

FIND station information mode.

schedule: AM rush hour trains from Tottenville run nonstop from New Dorp to St. George, then non-stop to
Great Kills in the opposite direction. Locals make all
stops from Huguenot or Great Kills to St. George and
return to Great Kills. PM rush hour trains to Tottenville
run non-stop to Great Kills, but make all stops in the
opposite direction. Locals from St. George make all

stops to Great Kills and run light to an unknown destination. During rush hours, an express and a local leaving
two minutes later meet each ferry. At other times most
trains provide convenient connections to the ferry. Running time is 42 minutes for locals and 36 minutes for
expresses.
Unfortunately, this will be Bernard Linder’s last article. He
passed away on December 12, 2017, as this issue was going
to press. We plan to have a tribute to our long-time Editor-inChief in the February issue.

Staten Island’s 157-Year-Old Railroad
(Continued from page 5)
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Commuter and Transit Notes

No. 348
by Ronald Yee, James Giovan, and Alexander Ivanoff

MTA Long Island Rail Road
Beginning January 8, 2018, to accommodate the loss
of at least one track at New York’s Penn Station during
phase two of the Penn Station reconstruction project,
new schedules will be issued to reflect the service
changes under which LIRR will reroute five morning
peak and three evening peak period trains from Penn
Station and combine two evening peak trains into one
train that will stop at all of the stations within 6-11
minutes of the schedules of the two trains it replaces. To
mitigate the effects of this reduction in service to Manhattan, LIRR will add five trains (two morning and three
evening) during the “shoulder” periods just before or
after both peak periods and add cars to select peak period trains in an attempt to accommodate displaced riders. During the morning peak, on the Babylon Branch
LIRR will add a new train departing Freeport at 5:43 AM
and stopping at Baldwin, Rockville Centre, and Jamaica
and arriving at Penn Station at 6:24 AM. The 6:56 AM
train from Wantagh, which currently stops at Bellmore
and Merrick before running express to Penn Station, will
add a stop at Jamaica to allow for connecting service to
Penn Station, then will continue to Atlantic Terminal,
where it will arrive at 7:45 AM. Two cars will be added to
the 7:35 AM train from Babylon, lengthening it from the
current 10 cars to 12, making all stops to Seaford and
then running express to Jamaica and Penn Station. The
7:41 AM train from Merrick, which currently stops at
Freeport and Baldwin before running express to Penn
Station, will add a stop at Jamaica to allow customers to
change for connecting service to Penn Station, then will
continue to Hunterspoint Avenue, where it will arrive at
8:25 AM. For the evening peak, LIRR will add two cars
to the 4:34 PM train from Penn Station, running express
to Seaford then making all stops to Babylon, lengthening the train to 12 cars from the usual 10, adding more
than 200 extra seats. To provide a later departure time
for customers using Hunterspoint Avenue and traveling
on the Babylon, Hempstead, Long Beach, and
Ronkonkoma Branches, LIRR will add a new train departing Hunterspoint Avenue at 7:02 PM and stopping at
Rockville Centre and Baldwin en route to arriving at
Freeport at 7:42 PM. This train makes connections at
Jamaica for trains bound for Babylon, Hempstead, Long
Beach, and Ronkonkoma. On the Far Rockaway
Branch, the 8:10 AM train from Far Rockaway, which
currently makes all local stops to Valley Stream, then
Jamaica, Kew Gardens, Forest Hills, and Penn Station,
will be rerouted to Hunterspoint Avenue, where it will
arrive at 9:04 AM. This train will not stop at Kew Gardens or Forest Hills. Connecting service is available at
Jamaica. The train that currently originates at 5:32 PM
at Penn Station and terminates at Far Rockaway at 6:24
PM will instead originate at Jamaica at 5:52 PM. Customers at Penn Station can connect with this train by
10

boarding the 5:23 PM Long Beach Branch train or the
5:24 PM train to Freeport and changing at Jamaica. On
the Hempstead Branch, the 5:38 PM train from Penn
Station, due into Hempstead at 6:36 PM, will originate
at Atlantic Terminal at 5:47 PM. Customers from Penn
Station can connect with this train by boarding the 5:33
PM train to Hicksville and changing at Jamaica. The
7:05 PM train from Penn Station, due into Hempstead at
7:56 PM, will originate at Atlantic Terminal at 7:10 PM.
Customers from Penn Station can connect with this
train by boarding the 7:08 PM Babylon Branch train and
changing at Jamaica. On the Long Beach Branch, the
8:03 AM train from Long Beach, making all local stops
to Lynbrook before running express to Penn Station, will
add a stop at Jamaica to allow for connecting service to
Penn Station, then will continue to Atlantic Terminal,
where it will arrive at 8:54 AM. The 8:08 AM train from
Long Beach will have 2 cars added to the train, lengthening it to 12 cars, and make all local stops to Jamaica,
then Woodside and Penn Station. On the Port Jefferson
Branch the 5:06 PM train from Penn Station, which runs
express to Syosset and then stops at Cold Spring Harbor and Huntington, will not operate. Customers will be
able to board the 5:17 PM train from Penn Station,
which runs express to Westbury, then stops at Hicksville, Syosset, Cold Spring Harbor, and Huntington. On
the Port Washington Branch, LIRR will add a new afternoon train departing Penn Station at 3:40 PM, stopping
at Woodside, then making all stops to Great Neck,
where it will arrive at 4:15 PM. The 5:50 PM train from
Penn Station, which runs express to Bayside, then
stops at Douglaston, Little Neck and Great Neck, will
not operate. Customers will be able to board the 5:56
PM train from Penn Station, which makes all local stops
to Great Neck. The 5:56 PM train will have four cars
added, lengthening the train to 12 cars from the usual 8,
adding more than 400 seats. The 7:27 PM train from
Penn Station, due into Port Washington at 8:04 PM, is
lengthened 2 cars to 12 cars from the usual 10. On the
Ronkonkoma Branch, a new early morning train departs
Farmingdale at 5:05 AM making local stops along the
Main Line, and arriving at Penn Station at 6:00 AM. A
new early afternoon train departs Penn Station at 1:49
PM, then stops at Woodside, Jamaica, Mineola, Hicksville, Bethpage, and all stops to Ronkonkoma, where it
will arrive at 3:07 PM. (LIRR website, December 8,
2017)
On December 13, 2017, the MTA Board awarded construction contracts for two significantly important projects that are critical to the future of LIRR. The first is a
$107,950,000 contract for the Mid-Suffolk Electric Yard
Project, which is an expansion of the existing
Ronkonkoma Yard. The current yard has 12 tracks,
each capable of storing a single 12-car train. The pro(Continued on page 11)
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ject will add 11 new tracks, each also holding a single
12-car train, essentially doubling the yard's capacity to
store 33 trains.
The Mid-Suffolk Electric Yard is just one of a series of
projects collectively known as ESA Readiness to prepare the entire railroad network for the 2023 opening of
the East Side Access connection to Grand Central Terminal. To provide the additional service that ESA will
offer, several capacity enhancement projects are being
constructed throughout the LIRR network. The LIRR
E.M.U. fleet is also being expanded with new M-9 and
M-9A car procurements underway. The capacity projects include completely reconfiguring the approaches
to Jamaica Station; new pocket tracks and sidings at
strategic locations; yard expansions; and the laying of
additional trackage to long stretches of existing lines.
One example of this is the ongoing double-tracking of
the Ronkonkoma Branch between Farmingdale and
Ronkonkoma, currently slated for completion in late
2018 or early 2019. The expanded yard will accommodate the increase in fleet size and support the additional
trains that will run on the branch once the double tracking is finished.
The second contract that was awarded on December
13 is another track expansion effort that is not only important for LIRR and the ESA service plan, it is arguably
vital to the future of Long Island itself — the Main Line
Expansion Project, more commonly referred to as the
Third Track. Discussed and planned for decades, and
coming close to fruition about 10 years ago, this project
will add a third track to the Main Line along a 9.8-milelong stretch between Floral Park in Queens and Hicksville in Nassau County. It will allow LIRR to meet existing service demand and accommodate the additional
trains that will be heading to Grand Central Terminal in
the future. It will greatly enhance the railroad's ability to
recover from service disruptions, and for the first time
enable LIRR to offer true bi-directional service during
the peak hours, providing a viable reverse commuting
option for customers living in the western territory of the
LIRR service area who travel east to jobs in Nassau
and Suffolk Counties. Providing NYC residents who do
not drive better access to the Long Island job market is
an economic game-changer.
Besides the additional track, a critical component of
the project is the elimination of seven grade crossings,
achieved with a combination of outright closings, new
road underpasses, and overhead bridges. Platforms at
six stations, inclusive from Floral Park through Westbury, will be reconstructed, and up to five new parking
garages will be added.
The $1,813,174,918 contract for the Main Line Expansion is quite possibly the largest single award by LIRR
in its 183-year history. Accounting for additional internal
LIRR expenses, the total anticipated project cost is $2.6
billion, with the bulk, $2.05 billion coming from the current MTA 2015-9 Capital Program. An additional $538
11

million will be allocated in the future 2020-4 Capital Program to finish up the project by late 2022, in time for
opening contemporaneously with ESA.
Both of these projects, as well as the others for ESA
Readiness, will be described in greater detail in upcoming issues of the Bulletin. (Subutay Musluoglu, December 13, 2017)
MTA Metro-North Railroad
Following an October 8 pilot program whereby service
to the Melrose and Tremont stations was increased to
hourly during off-peak and weekend periods, ridership
increased to these two stations by 81%, a 67% increase
on weekdays and 101% on weekends. With such positive results, Metro-North will make these service enhancements permanent and extend service to cover the
early morning and late evening hours. Weekday inbound service is now available from 5:51 AM to 12:47
AM, weekday outbound service from 5:38 AM to 1:20
AM, weekend inbound service from 6:44 AM to 12:44
AM, and weekend outbound service from 6:25 AM to
1:20 AM. (Metro-North website, October 18, 2017)
NJ Transit
After an engineering review of its GP-40 and F-40class locomotives, NJ Transit has concluded that these
units have reached the end of their service lives and
should be replaced. With ridership demand increasing
and a policy of addressing these increases through use
of longer consists of multilevel push-pull commuter
coaches, NJ Transit has decided to begin the process of
acquiring 17 dual-mode locomotives at a cost of $167.7
million, nearly $10 million per engine. NJ Transit has an
option under its existing contract with Bombardier for
these additional locomotives. (NJ Transit, December 6,
2017)
Port Authority Trans-Hudson Corporation
As part of the Port Authority of New York and New Jersey’s (PANYNJ) 10-year capital plan that was approved
in 2017, the Board approved a $3.2 billion operating
and $3.4 billion capital budget for 2018 that will include
funding for the Newark Airport AirTrain project, which
will replace the low-capacity monorail that has served
the airport for over two decades. Included in the budget
is a $150 million allocation to fund the purchase 50 new
railcars for the PATH system and perform a $79.5 million overhaul of critical components of the current fleet
of 350 PA-5-class cars. The 50 cars will be manufactured by Kawasaki Rail Car with an option for 22 additional cars pending future Board approval. With ridership levels passing 78.6 million in 2016 and expected
to surpass 80 million for 2017 and weekday ridership
approaching 300,000, the ability of the current fleet to
handle these increases will soon be exceeded. The increase in fleet size will also enable PATH to service its
new extension to Newark Liberty International Airport.
The capital plan will also fund the repair of the tracks
and interlocking leading to Hoboken Terminal ($29.9
million) and the replacement and upgrade of power
Substation #14 at the Harrison maintenance facility
($70.6 million), both of which were damaged during
(Continued on page 12)
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Hurricane Sandy, as well as insure that the system
meets the December 31, 2018 deadline to install a functioning Positive Train Control (PTC) system, which will
be achieved with Communication-Based Train Control
(CBTC). (Progressive Railroading, December 8,
2017)
Amtrak
Amtrak has placed into passenger service, the first of
its new Siemens Charger locomotives on the Cascades
corridor in Oregon and Washington. (National Association of Railroad Passengers News, November 22, 2017)
Miscellaneous
Siemens has released the first ACS-64 electric locomotives built for SEPTA (901) and three SC-44 Charger
diesel-powered commuter locomotives for MARC (80,
81, and 82). All four units were seen on December 1,
2017 departing Siemens’ Sacramento factory on a special Union Pacific train with a freight train symbol
SFLES. SEPTA has 13 ACS-64 locomotives on order
with options for five more as well as eight SC-44
Charger diesel locomotives. MARC has eight SC-44
Chargers on order. (Trains Magazine, December 3,
2017)
Other Transit Systems
Miami, Florida
Brightline anticipated that the initial portion of its rail
line between Fort Lauderdale and West Palm Beach
would commence service with 16 round trips daily
(hourly headways) in December, 2017. Service will be
extended to Miami in early 2018 when the station there
is completed and ready for passenger activity. During
the week of December 6, 2017, simulated service with
ten round trips commenced as final preparations prior to
service start-up. As of press time, the start date had not
yet been determined. Brightline projects that its trains
will carry almost 3 million riders by the year 2020 and
generate over $107 million in gross fare revenues. Another $34 million is expected from parking fees as well
as on-board sales of food and drink. Parking is set at $1
per hour for Brightline customers and $3 per hour for
non-riders, generating $16.53 per parking space per
day. Financially, Brightline expects to break even if the
actual ridership levels surpass 56% of its goal of 7 million annual riders and $400 million in revenues. All of
this is based on a report from Fitch Ratings, a New
York-based credit reporting agency that is part of the
financial process of setting up a $600 million bond issue. An extension of service northward to Orlando is
being still in the planning phase and will be financed
separately. (Sun Sentinel.com, November 28, 2017; Al
Holtz, December 6, 2017)
Miami-Dade Transit placed the first 4 cars of its 136car order with Hitachi into passenger service on Thursday, November 30, 2017. The $313 million order with
Hitachi Rail Italy (formerly Breda) was financed by a
half-penny transportation surtax approved by local voters back in 2002. The balance of this order is expected
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to be completed by the end of 2019, replacing all 136 of
the current car fleet built by Transit America (Budd) that
has served the Metrorail system since 1984 but, due to
advancing age, has been breaking down on an increasing frequency. It is also expected that half of the requirement for peak period train consists will be covered by
the new cars by July, 2018. The new cars feature highspeed, high capacity on-board Wi-Fi capable of handling the simultaneous internet needs of up to 252 passengers, interior bicycle racks, automated announcements with upgraded sound systems, digital signs announcing the next station, four digital monitors for media
displays, security cameras, energy-efficient and bright
LED lighting, and ergonomic seating cantilevered from
the walls to facilitate cleaning. (Miami Herald, December 1, 2017)
Nashville, Tennessee
Nashville Mayor Megan Barry’s transit proposal might
be turning into an expensive boondoggle, but for all the
right reasons: residents in the West Nashville neighborhood balked at the initial length of the light rail line proposed for Charlotte Avenue because it did not reach the
booming Sylvan Park and The Nations neighborhoods.
Their efforts, aided by Councilmembers and state lawmakers, worked. During the week of November 20,
2017, the plans were updated to extend the Charlotte
Avenue Line. Now, a similar case is being made in Madison, where some residents say the light rail route proposed for Gallatin Pike in East Nashville should be
pushed farther north to their neighborhood.
Barry intends to seek Metro Council approval for a
referendum in May to raise four taxes, including a new
surcharge on the sales tax, to pay for a $5.4 billion
transit plan. The centerpiece would be light rail lines on
five corridors extending from downtown, totaling more
than 26 miles. The Gallatin Line, which would begin on
East Nashville's Main Street, would be the first constructed.
The nMotion plan is Nashville's long-term transit road
map — the foundation of Barry's transit plan that was
adopted by Metro Transit Authority and Regional Transportation Authority last year. Under nMotion's timeline, a
Gallatin Pike light rail extension from Madison to Rivergate is slated for a second phase.
The light rail line on Gallatin Pike in Barry's transit plan
is already longer and more expensive than the revamped Charlotte Avenue proposal.
In the plan's first draft, the Charlotte Avenue route extended just 2.5 miles from downtown, making it the
shortest of the light rail lines targeted for Nashville
roads. With its extension, Charlotte is now slated to run
5.2 miles, which is still shorter than Gallatin Road's proposed light rail line.
At 6.4 miles long, the proposed Gallatin Pike Line is
surpassed only by the route targeted for Murfreesboro
Pike, which is 8 miles.
The Gallatin Pike light rail route is projected to cost
$789 million, topping all corridors that would receive
light rail.
(Continued on page 13)
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Although MTA bus ridership has dipped countywide
over the past three years, ridership on Madison's three
express and connector routes — 35, 36 and 76 — has
increased over that time. Last year, 188,879 rides were
taken collectively.
Long-term, the Mayor has said her hope is to expand
the network "even further to the Davidson County line.”
Barry's plan represents a 15-year build out. Phase two
would follow. (The Tennessean (Nashville, Tennessee),
December 1, 2017)
Seattle, Washington
Terms have been agreed upon for Brookville Equipment Corp to supply Seattle’s Sound Transit with five
Liberty light rail vehicles for $26.5 million plus tax, the
manufacturer announced on December 4, 2017.
The LRVs are required as part of the project to build a
2.4-mile extension of the 1.6-mile Tacoma Link Line.
There are options for Sound Transit to order a further
five vehicles, and also for the City of Portland, Oregon,
to order five vehicles.
The Tacoma Link LRVs will have 34 seats and a capacity of more than 100 passengers. The 70% low-floor
vehicles will be ADA-compliant, with deployable bridge
plates for easy boarding.
The agreement is the sixth order for the Liberty family,
with fleets now operating in Dallas and Detroit and vehicles on order for Oklahoma City, Milwaukee, and Phoenix’s Valley Metro Tempe Streetcar. (Metro Report International, December 5, 2017)
San Francisco, California
MUNI F line double-ended PCC 1015 (Illinois Terminal
colors) was involved in a rear-end collision when it slid
into the back of a MUNI trolley coach (unit number unknown) operating on the 6/Ferry Plaza route while on
Market Street between 8th and 9th Streets. Nine injures
were reported, none serious, and both vehicles sustained moderate damage, although a press photo
showed the front end and anticlimber of the PCC to appear relatively undamaged and the rear bumper of the
trolley coach may have been pushed in a few inches but
with no other apparent body damage. As of press time,
no cause was given. (San Francisco Chronicle, December 6, 2017)
Los Angeles, California
Metro (Los Angeles County Metropolitan Transportation Authority) announced on November 30, 2017 that it
is working on a “Twenty-Eight by ’28” initiative that
would aim to complete 28 key road, transit and bicycle/
pedestrian projects in time for the 2028 Summer Olympics in Los Angeles.
Many of the projects are scheduled to be finished by
2028, but others would need accelerated funding to
make the goal, Metro said. In a statement, LA Mayor
Eric Garcetti (also a LACMTA Board member) cited the
awarding of the Olympic Games as an urgency to accelerate the proposed projects.
Seventeen of the projects are already scheduled for
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completion before 2028 — four funded by Measure R
and 13 funded by Measure M. County voters approved
both ballot measures to raise billions for transportation
projects via half-cent sales tax increases. Measure R
was approved in 2009 and is expected to raise $40 billion for transportation projects over 30 years. Measure
M is a 2016 ballot initiative estimated to raise $120 billion over the next 40 years. (Editor’s Note by Alexander
Ivanoff: The entire list of projects that Metro plans to accelerate can be found via following URL, which will take you to
LA
Metro’s
news
page:
http://
thesource.metro.net/2017/11/27/plan-seeks-to-complete-28transpo-projects-by-2028-olympics-and-paralympics/.)
(CBS Los Angeles, November 30, 2017)
Canada (Nationwide)
VIA Rail Canada published its third quarter results of
2017 on November 30, 2017 and reported on another
successful quarter. As the positive trend continued, ridership increased by 11.7% compared to the same period in 2016 while revenues increased by 13.9%, including a passenger revenue increase of 14.8%. With more
travelers aboard, a total of 296 million miles were journeyed on its trains all across the country over the quarter, up 15% from 2016. In August, VIA Rail posted record passenger revenues of close to $38 million, which is
the highest revenue month on record. Also, over Labour
Day weekend, VIA Rail experienced double-digit
growth, compared to last year. Taking part in the festivities July 1 marked Canada’s official 150th birthday, and
VIA Rail was there, participating in many of the festivities across the country. In fact, in July, over 4,000 young
Canadians travelled aboard its trains to explore the nation’s incredible sights, thanks to VIA Rail’s Canada 150
Youth Pass. The pass, which offered unlimited travel
from coast to coast over the month, was an overwhelming success, and passengers proudly shared their memories online (using the hashtag #VIACanada150). (Al
Holtz via VIA Rail press release, November 30, 2017)
Toronto, Ontario, Canada
In anticipation of the planned December 17, 2017
opening day, full service simulation testing commenced
on Sunday, November 26, 2017 on the Toronto Transit
Commission (TTC) Line 1 extension to the Vaughan
Metropolitan Centre terminal. All passengers are ushered off all northbound trains arriving at the Sheppard
West station and once empty, the trains were operated
“light” (no passengers) making all six new station stops
to the new terminus where they performed a normal
turnaround and operated light making stops at the same
six new stations to Sheppard West, returning to public
passenger service at that location. This three-week testing period was also to serve to familiarize Train Operators and crews with the new 8.6-kilometer line extension
with its new Automatic Train Control (ATC) system and
allow managers to analyze the new operation and perform final adjustments to the train schedules and operating plan. (TTC Website, November 24, 2017)
In an effort to reduce the severe delays to streetcars
on Route 504/King Street, a pilot program to restrict
(Continued on page 15)
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INTERBOROUGH RAPID TRANSIT POWERHOUSE DESIGNATED
A NEW YORK CITY LANDMARK
by Subutay Musluoglu
(Photographs by the author)
In a significant victory for historic preservationists, and
for followers of electrical engineering and transportation
history alike, on December 5, 2017 the New York City
Landmarks Preservation Commission designated the
Interborough Rapid Transit (IRT) Powerhouse as a New
York City Landmark. Opened in 1904 as the primary
source of electricity for the city's first subway line, the
massive edifice occupies a full city block bounded by
11th Avenue, W. 58th Street, 12th Avenue, and W. 59th
Street. It is the largest extant structure associated with
the original IRT.
At the time of its completion, the IRT Powerhouse was
the largest electrical generation plant in the world, and
represented a pinnacle in electrical technology for the
era. Under the leadership of Chief Engineer William
Barclay Parsons, a team of distinguished electrical and
mechanical engineers directed by Lewis B. Stillwell and
John Van Vleck were responsible for the design of the
plant’s boiler/turbine/generator arrangement, which was
considered state-of-the-art for its time. The boilers were
fed by coal, which arrived by barge at a Hudson River
dock directly across from the plant and then conveyed
by tunnel under 12th Avenue. The IRT Powerhouse possessed an initial rated generating capacity of 50,000
kilowatts, and supplied 11,000 volts of alternating current to 8 substations, where it was stepped down and
converted to 625 volts direct current at the third rail,
powering the IRT’s original opening day route from City
Hall to 145th Street in Harlem, as well as the later Bronx
extensions to West Farms and 242nd Street-Van
Cortlandt Park.
The Powerhouse's Beaux-Arts exterior was designed
by Stanford White, the accomplished architect and partner in the famous New York firm of McKim, Mead &
White. White has left his mark all over the city, having
designed several easily recognized structures such as
the Washington Arch in Washington Square Park; a
number of buildings on New York University's Bronx
campus (today's CUNY Bronx Community College),
including the domed Gould Memorial Library and the
Hall of Fame of Great Americans; the Metropolitan Club;
as well as the interiors of the 7th Regiment Armory on
Park Avenue and the Villard Houses in Midtown. All of
these are designated NYC Landmarks.
White also designed the Cable Building at 611 Broadway (once a cable car power station), the Prison Ship
Martyrs Monument in Brooklyn's Fort Greene Park, and
the second Madison Square Garden, which stood in
Madison Square Park until its demolition in 1925. Incidentally, he is also remembered for being murdered by
the husband of a woman with whom he had been involved. His murder occurred in June, 1906, less than
two years after the completion of the Powerhouse.
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In 1959 the Powerhouse was sold to Consolidated
Edison of New York (Con Ed), part of an overall effort by
the New York City Transit Authority to divest itself of
power generation and instead purchase electricity directly from a utility. Today, the bulk of the subway’s electricity is supplied by the New York Power Authority,
transmitted over Con Ed’s infrastructure, and delivered
directly to New York City Transit's 224 substations.
Meanwhile, Con Ed continued to use the Powerhouse
for electrical generation, eventually transitioning it to
serve as a steam generating plant, a function it still performs today as a key element of one of the world's largest urban steam networks.
While the bulk of the brick and terra cotta façade is
intact, along with various ornamental features such as
terra cotta moldings, pilasters, wreaths, and keystones,
several alterations did occur over the last several decades. With the subway system's unification in 1940, the
NYC Board of Transportation assumed responsibility for
the plant. While the original building did not quite extend
all the way to 12th Avenue, a more modern-style addition
was built in 1952, extending the plant to occupy the full
block. The New York City Transit Authority was created
the following year to control the subways, and then six
years later in 1959 the plant passed to Con Ed, which
then initiated a series of upgrades. The Powerhouse
was converted from coal to a combination of oil- and
gas-fired engines, and the original boilers were retired.
The turbines and generators were modernized and the
original six chimneys were dismantled, while a single,
taller smokestack was constructed which survives today. A number of large openings were punched through
both the north and south façades, the terra cotta roof
tiles and upper roof cornice were removed, and a couple of the monumental windows were partially bricked
over. With the exception of these changes, the plant
looks very much the same today as it did in 1904.
The landmark designation did not come easily. The
IRT Powerhouse had been on the Landmarks Preservation Commission's backlog for close to 40 years. It had
been first proposed for designation in 1979 on the occasion of the IRT subway's 75th anniversary. At the time,
the entire original IRT Contract 1 and 2 routes were surveyed, an effort which led to the landmarking of several
of the 1904 passenger stations, the 1908 Borough Hall
station in Brooklyn, the 72nd Street station control
house, and the Manhattan Valley Viaduct over 125th
Street. The Battery Park control house at the Bowling
Green station had been previously landmarked in 1973.
Con Ed strongly opposed landmarking the Powerhouse,
arguing that the plant did not possess architectural significance, and that a designation could hamper its ability
(Continued on page 15)
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to make any necessary alterations to meet future energy and business needs. The proposal was shelved until
1990, when another hearing was held, with Con Ed raising the same objections, and then the Powerhouse was
put on the back burner again.
In February, 2015, LPC initiated an effort to address
its backlog, which was starting to come under some
political pressure. The backlog had grown to 95 properties, 80 of which had been on the calendar for at least
20 years. Once again, the Powerhouse was up for discussion, and this time favorable support was more organized. In recent years, as high-rise housing began to
sprout up on the blocks around the plant, neighborhood
residents expressed great worry that the plant would
meet a similar fate if Con Ed were to sell off the property. Several civic organizations and a number of elected
officials also lent their support. The possibility of losing a
significant piece of the city's architectural and transportation history, and of early electrical technological
achievement, became a cause of great concern.
Thanks to the collective effort of the advocates, and to
LPC itself, we now have the latest New York City landmark. It is the first such designation for an active power
plant in New York City, and possibly in the entire coun-

IRT Powerhouse, 11th Avenue elevation eastern façade, December 3,
2011.

try.
With the designation, Con Ed can continue to use the
building in its current form but is forbidden from making
any further exterior alterations, and any proposed interior changes would trigger a review by LPC. As for the
future, the local community activists who advocated for
the landmarking have some ideas for adaptive reuse in
case Con Ed were to ever divest itself from the building.
Some of the concepts that have been floated include a
large fresh food market, a community event/meeting
space, or an art gallery/museum, a successful example
of which is London's Bankside Power Station, which
functions today as a branch of the Tate Modern Art Museum.
The landmark designation must still pass muster in the
New York City Council. It is not known what opposition,
if any, might be raised prior to a vote. Although most
designations are typically upheld, there have been occasional instances of the Council turning down a designation. Let us hope that is not the case here. The IRT
Powerhouse has an important place in the subway’s
legacy and in our city’s history. It deserves to be
saved.
Subutay Musluoglu is a longtime ERA member and a recurring contributor to the Bulletin. He is a manager with MTA
Metro-North Railroad.

IRT Powerhouse, terra cotta nameplate detail at the top of the eastern façade, December 3, 2011.
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automobile traffic on King Street and restrict drivers to
making right turns only to exit that road, has resulted in
an average reduction of travel times through the 2.6kilometer section of 20 percent for eastbound streetcars
(20.6 minutes reduced to 16.4 minutes) and 24 percent
for westbound streetcars (22.8 minutes reduced to 17.3
minutes). The resulting travel time reductions have increased ridership demand on the King Street route, re15

quiring TTC to place two additional CLRVs onto the
route, which already has 44 CLRVs assigned to it. Ten
Flexity LRVs are assigned to the new Route 514/Cherry
Street, which operates over the King Street rails between Dufferin on the west side of Downtown and Cherry Street on the east side. With just 51 Flexity LRVs
now in service (there should have been almost 150 in
service in the original contract with Bombardier) and
burgeoning ridership on Route 504, plans for Route
512/St. Clair to be the next route re-equipped with the
(Continued on page 17)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from December, 2017 issue)
Today was the first of two days to be devoted to revisiting some of my favorite Swiss interurbans. Institutionally similar to Japan's Third-Sector Railways in that they
are independent both financially and operationally of the
national railway system, they generally date back to a
period before large-scale road building. They were constructed either as a conduit for residents of small towns
to reach regional centers (and their mainline railway
stations), or for connecting certain regional centers with
each other through rural areas. Like the country's tramways, with few exceptions their gauge is narrow — one
meter or less — and many of them travel at the sides of
roads. I would cover two of them today, while Clare
would go back to Zurich to visit additional museums.
We rode the 9:07 Inter-City to Zurich, arriving at 9:58
(10:00). I saw Clare off at the entrance to the National
Museum, which is across the street from the station,
and then walked across a bridge over the Limmat River
for some photos of the Polybahn. Zurich ’s other funicular is a very short automated incline that crosses above
tram Route 3. Sponsored by UBS, the two cars tastefully advertise the financial institution. I did not want to
spend any time waiting for a meet between the two
modes, as the skies were overcast and I had gotten a
photo of a streetcar and cable car together on a previous trip; I had a full day on tap and needed to get going.
I rode the 10:37 Inter-Regional to Frauenfeld, arriving
a couple of minutes early at 11:14 (16). The skies were
now clear, but I had to hurry to get photos, as the interurban car for Wil was scheduled to leave from the station’s forecourt at 11:19. With that accomplished I rode
the 11-mile, 1,200-volt d.c.-powered meter-gauge line
all the way through to its southern terminal. It runs for a
short distance on the street in Frauenfeld, but then becomes a side-of-the road operation almost all the way to
Wil, ending at a two-track stub terminal on Bahnhof
Platz adjacent to the SBB station. Frequency is every
half hour with a 28-minute running time. Three modern
Stadler-built 3-section 70-percent low-floor cars in a
very bright and stylized — perhaps better described as
ostentatious — red and white livery hold down the service. Very close to the end of the line the train passed
the yards and I saw some of the older cars spotted
beautifully in sunlight. Thus after an on-time arrival at
11:47 I wandered into the complex for a few photos.
With only five new cars on the roster and the need to
equip rush hour short turns on the Wil end, many of the
railway's older units have been retained. And they will
become all the more valuable if the company decides to
upgrade to an all-day 15-minute headway. After some
photos in the terminal I rode the 12:12 back to Frauenfeld, planning to get a photo of its next trip at 12:49 in
street traffic. I did, but by that time the sky had turned
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overcast — and it stayed that way for the rest of the
day. This was my first day without a preponderance of
sunshine.
Local rail routes serving the suburban areas of large
Swiss cities are given numbers, just the opposite of
SEPTA's recent actions in Philadelphia. The FrauenfeldWil line, for example, is Route S15. I rode the 12:57
S30 train to Winterthur (arriving 13:15), where I
changed platforms to board the 13:22 S12 for Dietikon,
arriving at that point on time at 13:59. Both of these
trains run on circumferential routes, connecting points
that also have direct radial service to and from the Zurich Hbf. (This is something we in the U.S. generally do
not have, although Nassau County and many rail advocates have at times suggested a line mostly using Long
Island Rail Road rights-of-way from Oyster Bay to Far
Rockaway via Mineola, Hempstead, and Valley Stream,
and Metra has proposed its Star Line, which would use
the Elgin, Joliet & Eastern Railroad, one of Chicago’s
belt lines.)
The Dietikon-Bremgarten-Wohlen interurban is Route
S17. It starts at a double-track stub-end terminal alongside the SBB Dietikon station and operates over single
track along a few streets before leaving the pavement
and striking out on its own right-of-way. With a Monday
to Saturday headway of 15 minutes, it is an easy line to
ride, walk, and photograph. However, the dark skies put
a slight damper on that for me. But you gotta do what
you gotta do, and I did get my share of photos, specifically at two locations, the highest point on the line and
in the village of Bremgarten.
The meter-gauge line’s rolling stock consists of 14
three-section 70-percent low-floor railcars manufactured
by Stadler around 2010, possibly of the exact same design as those I just rode between Frauenfeld and Wil
(although Stadler calls these "Diamonts" and the FW
cars "Zebras"). Also similar, and typical of Swiss interurbans, much of the line to Bremgarten runs at the side
of a road. But that does not mean the terrain is not demanding, as the railway’s grades run as steep as 5.6
percent with three very tight, almost U-turns, crossing
Mutschellen Pass. I alighted at the Widen-Heinruti and
Zufikon-Belvedere stops for photos, but there are other
stations in the pass that are equally good. Like the
Frauenfeld-Wil Line, most of the stations are flag stops,
and the sign, Halt auf Verlangen, appears in both cars
and shelters. On the single track the shelters have two
buttons, one for each direction, that can be pressed to
alert operators that a passenger is waiting to board. I
met some fare-control personnel at one of the stops and
they suggested other good photo locations, specifically
the bridge at Bremgarten. Clearly they had met railfans
(Continued on page 17)
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before (or were part of the fraternity).
Thus I continued on to that village, whose prosperous,
pedestrianized, and preserved old town looks like a medieval community, with spires of every shape reaching
toward the sky. I got off at the Obertor station, at the
eastern end of the rail bridge across the Reuss River,
where the charming Bijou restaurant along the waterway was very inviting (but I had work to do). There is a
pedestrian crossing downriver and a covered bridge on
the upward side (see http://colnect.com/en/postcards/
postcard/54288-Bremgarten_covered_bridgeBremgarten-Switzerland). I walked in a clockwise circle
crossing both, and found some excellent views of the
town and, more importantly, of the interurban bridge,
which I duly photographed. Back at Obertor I continued
my ride westward to the end of the line at Wohlen. Once
outside the boundary of Bremgarten the interurban becomes dual-gauge in order to interchange freight with
the national railway network. From that point forward
the line is graded like an SBB branch (meaning like an
American mainline), and it traverses a beautiful wooded

A Stadler low-floor interurban car boards passengers from the forecourt of SBB's Frauenfeld station for its 11:19 trip to Wil. Base service on the Frauenfeld-Wil-Bahn (FWB) operates every half hour.

park-like area before terminating in front of the SBB
Wohlen station.
I reversed direction and returned on the 15:50 from
Wohlen, the turn for my 15:38 arrival, and got to Dietikon at 16:26. Checking the posted schedule for Basel, I
found that I had just missed the 16:22, and while Dietikon is on the Zurich-Basel mainline, only one train per
hour, an Inter-Regional, stops there, with all others
whizzing past. So with the 17:22 being next, I spent
some time photographing the interurban on the street.
I duly boarded the 17:22 and arrived at the SBB
Bahnhoff in Basel at 18:22, where I rode a Route 1 car
back to the hotel. Clare had arrived about an hour earlier. We were both reasonably rested, so we decided to
find a typical Swiss bistro for dinner.
One of my favorite routes in Basel is actually a pair,
the 15/16, which circumscribes a hill (minor mountain)
through an upscale residential area in the Bruderholz
and Jakobsberg corner of the city. It reminds me a bit of
the old 10 and 15 routes in Pittsburgh, where a change
of the rollsign proclaimed the end of one route and the
beginning of the other. We rode out and had an enjoyable meal in a neighborhood outdoor cafe (no English
spoken).

The Wil terminal of the Frauenfeld-Wil-Bahn, a few steps from the
town's SBB station.
(Continued on page 18)

Commuter and Transit Notes
(Continued from page 15)

new cars have been postponed; the next arrivals of new
Flexity LRVs will now be headed for Route 504/King
Street. On the down side are reports from local small
businesses that walk-in foot traffic had suffered precipitous drops. (Toronto Star, December 4, 2017)
Naumburg, Germany
What claims to be Germany’s smallest tramway grew
by 440 meters to reach a total of 2.9 kilometers on December 1, 2017, with the opening of a one-stop extension from Vogelwiese to Salztor in Naumburg.
The extension returns trams to a further section of
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what was once a circular route around the city. Reconstruction was funded by the city and the Land of Sachsen-Anhalt, as well as by sponsorship of electrification
masts and sleepers by the public and local businesses
which raised more than €100,000.
Naumburg’s meter-gauge tramway dates from 1892
and although reduced from its former extent it has survived numerous closure proposals. The half-hourly service on the single-track route linking the old town with
the city’s main station is operated using a fleet of historic East German trams dating from the 1950s to the
1970s, and according to operator Naumburger Strassenbahn, the line is “as much a part of the identity of
(Continued on page 18)
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FWB's yard at Wil was relatively empty, but driving trailer 111 from
1985 was perfectly spotted for my camera.

A Stadler interurban has just left the FWB terminal in Frauenfeld
and is traversing single track on Rheinstrasse on its 11-mile return
trip to Wil. Most of the trip will be on trackage at the side of the
road.

The Dietikon-Wohlen interurban traverses mostly side-of-the road
trackage between Dieitkon and Bremgarten, but that does not
mean it does not climb and descend heavy grades. This photo, taken between the Widen-Heinruti and Zufikon-Belvedere Hammergut
stops, shows only one of the line's almost 180-degree turns through
Mutschellen Pass.

The medieval town of Bremgarten on the Reuss River is one of the
major traffic generators on the 12-mile long Dietikon-Wohlen interurban.

(Continued on page 19)
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the municipality as the famous cathedral.” (Metro Report International, December 6, 2017)
Doha, Qatar
Public transport authority Qatar Rail has awarded the
RKH Qitarat joint venture between a consortium of
RATP Dev and Keolis (49%) and local construction,
property, and trading business Hamad Group (51%) a
contract to operate and maintain the Doha metro and
Lusail light rail networks.
The contract awarded on December 7, 2017 is expected to be worth €3 billion over its 20-year duration.
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Service is scheduled to be launched in stages from the
end of 2018 to 2020.
The 75-kilometer driverless metro will serve 37 stations on three lines. The first part of the network will be
largely underground and is expected to open at the end
of 2018, with traffic expected to reach 640,000 passengers/day from 2021.
The 18-kilometer first phase of the Lusail light rail network will have four lines serving 25 stops. Half of the
network will be underground. The first section is scheduled to open in January, 2019, with completion planned
for 2020.
RKH Qitarat said the pre-launch mobilization phase
(Continued on page 19)
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Two views of Bremgarten, a quaint village of about 5,500 residents, which dates from the 12 th century.
While quite prosperous with little unemployment, it is apparently rather insular to say the least.

An inbound Stadler unit approaches Kirchplatz in Dietikon on Bremgartnerstrasse, one stop before the terminal at the side of the SBB
railway station.
(Continued next issue)
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was an “extremely short timeframe compared to the 18

months usually accorded.” As a result it would have to
recruit and train employees in less than 12 months, with
1,500 staff being needed within two years. (Metro Report International, December 7, 2017)

SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED DECEMBER 4, 2017

LINE

AM RUSH

PM RUSH

LINE

1

10 R-62, 300 R-62A

10 R-62, 300 R-62A

5

340 R-142

360 R-142

2

360 R-142

350 R-142

6

340 R-62A, 10 R-142A

340 R-62A, 10 R-142A

3

260 R-62

260 R-62

7

33 R-62A, 363 R-188

22 R-62A, 352 R-188

4

180 R-142, 170 R-142A

170 R-142, 160 R-142A

10 R-62A

10 R-62A

S (42nd Street)

19

AM RUSH

PM RUSH

NEW YORK
OCTOBER,
ERA DIVISION
BULLETINBULLETIN
— JANUARY,
2018 2000

Around New York’s Transit System
RPA Issues Fourth Regional Plan
The Regional Plan Association (RPA) released its
fourth report outlining concepts and recommendations
on how to address the transportation issues confronting
the New York City region including streets, highways,
bridges, and mass transit. In the 95 years since its formation, it has issued just three prior reports of this magnitude, depth, and scope, in 1929, 1968, and 1996. Details are at http://fourthplan.org/. The most controversial
recommendation is the proposed closure of the entire
subway system during the overnight hours on Mondays
through Thursdays, putting an end to New York City’s
famous 24/7 operation in “The City That Never Sleeps.”
This radical step was put forth as a means to facilitate
the more rapid (as “short” as 15 years vs decades at the
current pace) overhaul and modernization of the system
to 21st Century standards. This particular recommendation was immediately rejected by NYC Mayor Bill de
Blasio as well as by MTA Chair Joe Lhota. (Editor’s Note
by Ronald Yee: Further examination of this proposal to close
the subways overnight will probably show it to be counterproductive. It would burden the lower economic classes who
disproportionately need the subway system during these
hours to travel to or from their jobs, discourage mass transit
ridership, encourage those with access to private automobiles
to drive, provide a boon to taxis and Uber/Lyft-type car services adding far more traffic to city streets and siphoning off
mass transit ridership, force overnight period passengers to
wait under all weather conditions for “night buses” which
will not be as fast (and slowed down even more by the increased traffic), add to urban air pollution, and be far more
inefficient from energy consumption and labor (10+ Bus Operators instead of a two-person train crew) standpoints.
The lure of the benefits of uninterrupted time windows to
perform needed work may not be as beneficial as expected. A
system shutdown where the last trains of the night depart
midtown at around 12:30 AM would not take full effect until
around 1:30 AM, when they arrive at their outlying terminals.
The window would probably end 3 or so hours later, around
4:30 AM, as the tracks have to be made ready for train service by 5 AM. With today’s staggered work hours, a 5 AM
service resumption is almost too late — substitute buses
would be hard-pressed to accommodate the uptick in ridership that begins around 4:30 AM. From my career at Metro-North Railroad, I can personally attest to the fact that an
11-car 7 train is at full seated load before reaching Queensboro Plaza and has standees arriving into Grand Central at 5
AM. Since my retirement over four years ago, Long Island
City has had massive increases in population. Bus service for
this level of ridership would be indeed difficult. The dwell
times at bus stops would also be long unless an SBS type of
fare pre-payment on all of the night bus routes were implemented (adding more infrastructure). And finally, to fully utilize this relatively short 3-4-hour work window, work crews
and equipment must be staged and prepositioned “on-site,”
all set to start work immediately.)
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Holiday Train Notes
NYCT operated the 2017 edition of its Holiday Train
using its 1930s-vintage R-1 to R-9 cars. The eight-car
consist was N-381-401-484-100-1575-1300-1000-1802S and was based out of 207th Street Yard for the Sunday, November 26 run and based out of Pitkin Yard for
the December 3, 10, 17, and 24, 2017 runs due to
weekend track work on A. This year, instead of operating to Queens Plaza as it had in previous years, the
train celebrated the first year of the Second Avenue
Subway by operating over F from Second AvenueHouston Street to 57th Street-Sixth Avenue, whereupon
it crossed over to Q at Lexington Avenue-63rd Street
and headed up the Second Avenue Subway to 96 th
Street.
R-179 Teething Pains
As of publication of the January, 2018 Bulletin, the R179 train is still being tested for acceptance, having
been out of service at least once for door control issues.
The first day of testing (November 19, 2017, a Sunday)
was nothing short of frustrating as around 12:15 PM,
the train ran over a blue bucket (some sources have
claimed the train ran over a milk crate) at around 121 st
Street. The train was later taken out of service at 7:30
PM when a display-screen console onboard showed the
doors were open in one of the cars as it pulled into the
111th Street J station. Bombardier personnel on board
at the time reported that it was a faulty message, but
the set was sidelined for the rest of the week.
World Trade Center-Cortlandt Street Transfer To
Open
It was reported that on December 29, 2017, a long
awaited paid transfer connection was to open between
the World Trade Center E station and the Cortlandt
Street RW station, allowing for the first time, transfers
between these routes at this location. This also
means that transfers can also be made to the adjacent
Chambers Street AC station. The connection is
from the south end of the E station to the north end of
the southbound platform of the RW station. On the
same day, additional access to the subways at the
World Trade Center was to open, including a new street
stair on the west side of Church Street between Fulton
and Vesey Streets. Partially contained within the base
of what will one day be 2 World Trade Center, the stairs
provide access to the south end of the World Trade
Center station for E. In addition, the southbound
RW platform will be accessible from two new locations;
one at approximately Dey Street from the upper concourse level of the World Trade Center Transportation
Hub, and another further south approximately at
Cortlandt Street from the retail concourse underneath 3
and 4 World Trade Center. Assuming these openings do
indeed occur, additional details will be reported
in the February, 2018 Bulletin.
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BERNARD LINDER, 1918-2017
by Alexander Ivanoff
Longtime ERA Bulletin Editor-in-Chief BerDespite having worked for New York City
nard Linder (ERA #2668) passed away on Transit and having been a railfan, Bernie did
the evening of December 12, 2017 at the age not hear about ERA until a chance encounter
of 99, after a brief illness. Born on March 31, with the late Martin Schachne (ERA #1137).
1918, Bernie grew up in in the Bronx and He became a member in 1961 and since
became interested in electric traction through 1963, Bernie had been involved in some cahis parents. His father
pacity with what started
was a newsstand venout as the New York Dividor in the subway and
sion Bulletin (now simply
he would go with his
the Bulletin). He was
mother to help out.
asked by Arthur Lonto to
From an early age
become the Bulletin EdiBernie collected news
tor in 1980, and since
stories on transit and
then his name had been
traction events, as far
on well over 400 monthly
as collecting car rosissues, and until his
ters at the age of 13.
passing was working on
Just before graduatwriting new and exciting
ing from James Monpieces on early electrifiroe High School, his
cation schemes. Originalcousin, who was the
ly mimeographed, the
Assistant Principal at
Bulletin has grown from
Erasmus High School,
three to eight to (most
advised
Bernie
to
issues) a twenty-page
study electrical engiprofessionally done publineering in college. Afcation.
ter working in the naBernie’s influence is still
val shipyard during the
widely felt in MTA, and
Second World War,
Bernard Linder at his 99th birthday party, March many of his hand-drawn
31, 2017. diagrams can still be
Bernie was looking for
Alexander Ivanoff photograph (from a video) found on MTA property.
work, and in a chance
offer, was hired pretty
He leaves behind a son,
much on the spot to become an electrical Lawrence (Larry). To say that Bernie will be
engineer for the New York City Board of missed is an understatement — he was a
Transportation in 1947. Bernie retired from wealth of knowledge that cannot be replaced
New York City Transit in 1980 after a good and a dear friend to all he knew.
career that spanned over three decades and
REMEMBRANCES
three agencies (the Board of Transportation, Randy Glucksman:
an independent NYCTA and an MTA-run
I met Bernie not too long after I joined ERA
NYCTA).
(Continued on page 4)
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THE GENESIS OF DASHING DAN —
ENTER THE NORTH SIDE DIVISION
by George Chiasson
(Continued from January, 2018 issue)
ENTER THE NORTH SIDE-NUMBER TWO: “THE
WHITE LINE” AND FLUSHING’S RAILROAD DEMISE
For his part, Oliver Charlick finally undertook the installation of his very own railroad serving Flushing, one
which he felt was badly needed to compete with, if not
subsume the continually questionable and growing
Flushing & North Side concern, but one which actually
arrived too late on the scene, had minimal market penetration, and was seen as a misguided “savior” of sorts.
The Newtown & Flushing Railroad was established in
1871 as a holding of Charlick and the Long Island Rail
Road, belatedly intended to be a low-cost, dedicated
(and reliable and clean) alternative to the Flushing &
North Side, which had remained beset by poor public
opinion until Conrad Poppenhusen assumed command
during April, 1869 and poured his effort into restoring a
semblance of customer satisfaction. Nevertheless, this
“third” railroad into Flushing took more than a year to
build across portions of contemporary Elmhurst and
Corona (then Newtown and West Flushing), with LIRR’s
existing Main Line available to bridge its trackage
across the remainder of Queens to Hunters Point terminal and the East River ferries. The entire route, as
planned, was placed in service to a wholly new terminal
at Flushing with attendant fanfare on November 10,
1873, being coined the “White Line” in local media reports owing to the pristine color and condition of its rolling stock, and also to differentiate it from the existing
Flushing & North Side services to Great Neck and
Whitestone.
White Line trains used the existing Long Island Rail
Road terminal and Main Line from Hunters Point to
Maurice Avenue, stopping at Woodside and Winfield en
route, then diverged onto their new right-of-way at Maurice (51st) Avenue, following a somewhat circuitous,
northward-bearing approach to Flushing around newer,
lightly-settled residential portions of Newtown (née
Elmhurst) and Corona to Flushing Creek. It last took a
straight-line approach across its own drawbridge into
the center of Flushing, ending one-half block away from
the Flushing & North Side’s station at Main Street. In a
manner similar to their ex-Flushing Railroad neighbor,
the White Line’s trains stopped on their own branch at
the “Newtown” station, sited at the Hell Gate Ferry Road
(now Broadway near Justice Avenue, practically on top
of the present Grand Avenue-Newtown IND subway
station), then at a secluded location called “Corona
Park” where the tracks crossed Corona Avenue at its
present-day intersection with Saultrell Street. After cutting through the breadth of what would later become the
1939 World’s Fair grounds (location of the preserved
Unisphere), the White Line passed across Flushing
Creek on its drawbridge, then rattled diamonds with the

intersecting Central Railroad of Long Island and its
branch to Flushing Bay Dock next to Sanford Avenue
and Charles (Delong) Street. It ended at the so-called
“Jaggar Avenue” terminal in Flushing, located on that
thoroughfare (now a part of Main Street) between Bradford and Prospect Avenues, which are now 41st Avenue
and 41st Road. On July 19, 1875 the Newtown & Flushing opened two more local stops on the pre-existing
Long Island Rail Road Main Line at “Schwalenberg’s
Park” (Skillman Avenue and Van Dam Street) and
“Sunnyside,” at Jackson Avenue and Bartow (35th)
Street, which were only served by the White Line’s
(fairly frequent) trains.
Following through on the line’s original intentions, the
Newtown & Flushing competed head-on with the Flushing & North Side, undercutting its fares and matching its
service train-for-train and then some, with 15 trips
scheduled between Hunters Point and Flushing each
day. The Poppenhusens’ competing concern was forced
to match the newer line of course, which proved ruinous
to both companies over their first year of competing service (though delightful for patrons). At the same time
there were a number of other issues (congestion on the
Flushing & North Side, general financial panic, the misplaced Central Railroad venture, and other wild competitions to build new business to places like the Rockaway Peninsula) which forced organizational changes,
extended financing outlays, and mental stress to those
involved. Before this contentious situation ultimately
broke both the Flushing & North Side and Long Island
Rail Road companies, it was carried on even through
the 1875 death of Oliver Charlick (who was succeeded
by Henry Havemeyer), and forced the Poppenhusen
family to rotate its standing as company officers
(possibly for mental health as well as fiduciary reasons),
with son Herman finally taking on the position of President for his harried father in 1874. Matters finally came
to a head in early 1876, at which time a furtive peace
was at last negotiated between the two companies,
which were formally united on February 1, at that under
the victorious banner of the Poppenhusen regime.
As previously described, this immediately engendered
the wide-reaching, so-called “Poppenhusen consolidations” of 1876, one of which was the complete discontinuance of “White Line” service effective that April 17.
This resulted in closure of the two newer local stations
on the Main Line at Schwalenberg’s Park and Sunnyside, while the Newtown & Flushing’s branch remained
intact through that summer (complete with new connecting tracks to the Central Railroad’s main line toward
Babylon) just in case it was needed to relieve summertime crowding to the attractions of Flushing Bay. By the
(Continued on page 3)
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Pennsylvania’s New York Terminal project. The Central’s operations through Flushing were reduced again
in January of 1879 when much of its through service
began exiting to the Main Line at the “Stewart Junction” (Floral Park) connection. They were finally discontinued altogether on April 30 of that year as the last
through trains from Babylon to Flushing and all Hempstead Locals were rerouted via the Main Line connection and Jamaica, and Flushing’s time as a “railroad
hub” came to an early end.
ENTER THE NORTH SIDE-NUMBER THREE: THE
NORTH SHORE’S METROPOLITANIZATION
Shorn of all but its most basic elements, the emergent
“North Side Division” was nevertheless destined to become a full-fledged Long Island Rail Road operation
after the bigger company was reorganized from the
Poppenhusen bankruptcy through the “House of (J.P.)
Morgan.” Developments were on the rough side at first,
with the former Flushing & North Side property being
foreclosed by its bondholders and showing signs of neglect in 1880. Service from Flushing to Great Neck was
then interrupted for five weeks in August and September of 1881 after LIRR invalidated the long-existent operating agreement owing to both the line’s deteriorating
physical condition and its distressed legal and financial
state. In March of 1882 the original drawbridge at Alley
Creek (near Little Neck) collapsed when being opened,
and service was again suspended beyond Bayside until
repairs could be made. The Long Island Rail Road, now
under the presidency of Austin Corbin, finally acquired
the former and forlorn Flushing & North Side properties
one month later, and began to pick up the pieces in this
corner of its corporate empire by focusing on incremental improvements which abetted its existing service, yet
kept a minimal eye toward expansion.
As urbanization advanced around the three sides of
Flushing Bay, its tidal basin as crossed by the Flushing
Railroad on wooden trestle work (across the present
Willets Point station site) was gradually replaced by solid fills in 1882 and 1888. Also set onto hard earth were
the Whitestone Branch right-of-way along the west bank
of Flushing Creek between Whitestone Junction and the
original Flushing & North Side drawbridge in 1886,
along with the swampy land between the Bridge Street
station and College Point. By September of 1883 the
Flushing side of the Whitestone Branch was evolving
into a mildly industrialized area that contained a small
freight yard, while the original wooden trestle on the
College Point side was transformed into a private rightof-way by 1894, situated on a fill that is occupied by
Ulmer Street in 2017. During this same time period, the
moribund Whitestone & Westchester extension effort
that had fizzled more than a decade earlier was revived,
after the Village of Whitestone agreed in March of 1886
to provide for future maintenance of the street overpasses required to complete the railroad’s open cut.
Heavy construction activities were then quickly resumed
and soon completed in the weed-grown depression and
on the partially-completed grade of the original W&W

(Continued from page 2)

time the Long Island Rail Road became immersed in its
post-Poppenhusen bankruptcy in October of 1877, the
“White Line,” like its creator Oliver Charlick, had became a historical footnote (albeit an influential one) and
vanished. Its empty right-of-way survived across
Elmhurst and Corona for a few short years before being
overrun by development, though the Corona Park depot
building was relocated to the Flushing & North Side station at Louana (National) Avenue after its depot was
destroyed by a fire on December 9, 1880. Parts of its
alignment could still be traced off Maurice Avenue and
into the streetscape of Elmhurst into the early 1920s, at
least on some of the (aged) maps that survive in the
present day. Until recently, its presence in Flushing was
only recalled by a long-gone station at the “Loew’s Theatre” on Main Street, which was built to replace the
abandoned “Jaggar Avenue” depot about 1924. It became the Century Prospect Theatre by 1953 and was
closed in 1987, its site now occupied by a nondescript
three-story commercial building that caters to international businesses.
Flushing’s time as a railroad hub degenerated quickly
through the consolidation and bankruptcy proceedings
described above, for not only was the White Line abandoned in April, 1876 but service on the former Central
Railroad of Long Island was markedly reduced on October 1, 1877. The relatively new Flushing & Woodside
bypass route was deemed unnecessary by the company’s receiver (Colonel Thomas R. Sharpe) and it was
closed at that time as well but for a freight stub at the
Woodside end. This forced Whitestone trains to again
use the original Flushing Railroad alignment between
Flushing and Winfield, but those serving Main Street
and Great Neck continued to shuttle as far as Great
Neck Junction. This situation was addressed when the
Central Railroad itself was gradually withdrawn from
use of the North Side line starting on May 27, 1878,
after it was physically joined to the original Long Island
Rail Road Main Line through a connecting ramp at
“Plainfield” (later Floral Park). At that time service from
Flushing and Great Neck was again extended through
to Hunters Point, where another consolidation was enacted that utilized recently-added connecting switches
between the adjacent F&NS and LIRR Main Lines
(dubbed the “Long Island Crossovers” and later known
as Tower 30 interlocking) at E. 5th Street (49th Avenue)
and President (23rd). These were used to divert all North
Side and Central trains to the larger LIRR terminal,
which enabled the newer facility west of Front Street to
be closed on that same date. As best as can be determined the tracks into the nine-year-old Flushing & North
Side terminal were never used again by passenger
trains, but the building hosted passenger services for
both the Brooklyn, Flatbush & Coney Island and New
York, Woodhaven & Rockaway lines as late as 1891. It
was finally removed in 1904 to make way for enhanced
LIRR freight-handling facilities associated with the

(Continued on page 5)
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Bernard Linder, 1918-2017

in equal, vivid detail. To the very end, Bernie was sharing his knowledge in writing with ERA members and in
person to his friends who frequently visited his Brooklyn
home.
What Bernie wrote over the years was only a portion
of his true knowledge. Much of his writing was based on
actual life experiences dating back to the 1930s, so unfortunately, this personal knowledge is lost forever.
Through many visits, I and many of his friends listened
to his fascinating stories of the past. During the past ten
to fifteen years, Bernie was generally confined to his
home due to various health issues. He stated that the
highlight of his day occurred when people visited him. It
was also a highlight in the day of his visitors. Thankfully,
Bernie’s devoted son Larry was always there to care for
him.
Through Bernard Linder, many have been educated
regarding the history of mass transit in the New York
City area. Bernie understood that he was not immortal,
so he planned long ago to pass on the priceless documents which were the basis of much of his writings. His
legacy will continue for years to come as a result. Production of the ERA’s The Elevated Railways of Manhattan would have been impossible without Bernie.
The upcoming Brooklyn version of this work would also
have been impossible. Bernie was truly irreplaceable.
We will all miss the company of our dear friend.
David Ross
I started working with the Bulletin staff in 1986 or so,
helping to type the issues at the old ERA Headquarters
in Grand Central Terminal. By 1992, I had bought my
first Windows computer and had moved production into
my home. By that time, Bernie had become a welcome
presence on Wednesdays in my office at 370 Jay Street
(as he had already with Randy Glucksman and some
others), regaling my colleagues and me with tales of the
“old days.” When I changed jobs and moved to 130 Livingston Street in late 1992, Bernie came along. Over
the years, I developed a deep respect and admiration
for his outstanding memory and his years of experience
as a railfan and as a transit employee as well as his
gentlemanly ways.
By the time I moved to 2 Broadway in 2004 with my
division, Bernie had fallen on subway steps and had
stopped visiting. Our Wednesday visits became a Friday phone call (1:44 PM, NOT 1:45 — it was our thing).
In our conversations, we would discuss current happenings in local rail (and, yes, bus) transportation, and he
would tell me how things were handled when he was on
the job. We would also discuss upcoming Bulletin issues — he had things planned out for months in advance. He would also tell me about his neighbors, and
about how he and his colleagues used to make contact
with the third rail...diagrams. Our final conversation
took place on the day after Thanksgiving, 2017. The
next day Bernie was stricken with his final illness.
I miss those Friday afternoon calls already, and I know
I will continue to miss our friendship. Safe travels, Bernie.

(Continued from page 1)

in 1965, and visited him, Anne, and Larry in their apartment near Gun Hill Road. Whenever I called their home
in the Bronx or later after they moved to Brooklyn, until
her passing, it was always Anne who answered and
spoke to me before handing the phone to Bernie.
Fast forward to 1987 when I was working at 370 Jay
Street for NYCT’s Department of Capital Program Management. My job was to coordinate the General Orders
and work trains for the Capital Program. One of the references used in determining the G.O. limits was the
contact rail or “201 drawings.” These determine where
the third rail power has to be removed during construction work, or for emergencies. All changes to these
drawings had to be documented and it was a labor of
love for Bernie to go out to the field with paper and pencil to walk the tracks to check if the drawings were correct. When he found a discrepancy, once he was back
in his office, he made the changes adding into three
boxes: the date, what changed, and his initials, “B.L.”
After Bernie retired, for many years there was no one
who was tasked to do this important work and at one
point field surveys had to be performed with a note added that read, “Updated per field conditions.” Bernie told
me that here were times when his supervisor gave him
a hard time when he requested to go to the field, but
Bernie always prevailed after explaining the purpose of
this work with relation to safety.
After Bernie retired, like clockwork, every Wednesday
afternoon he would make the rounds of 130 Livingston
St. and 370 Jay Street visiting various ERA members to
chat and get the latest subway timetables. It made no
difference if it was summer or winter, Bernie always
wore a tie, jacket, sweater, and hat. Of course, in the
winter, an overcoat was added. He was always cold and
told me that he suffered all his life with “a chronic lack of
energy.” Perhaps he was correct in his getting around,
but certainly not in the amazing writing that he did for
the Bulletin in the 37 years that he was Editor-In-Chief.
For the 33 years that I wrote my Commuter and Transit
Notes column, I often consulted him if I had questions.
We spoke every few weeks till the end.
Bernie will be missed.
Rest in Peace.
Eric Oszustowicz:
Bernard Linder (Bernie to his many friends) was a truly decent human being. His passing was a great loss to
all of us. Most know him through his hundreds of articles over the years in each edition of the ERA’s monthly
Bulletin. Others lucky enough to know him personally
also knew him as a true gentleman who was always
willing to share his knowledge. He was always
kindhearted, generous, and humble. He never raised
his voice in anger. Bernie was always looking forward to
the future, even at 99 years of age. At the time of his
passing, he was planning years of written projects.
Bernie was a living encyclopedia. He recalled information and experiences from the 1930s to the present
4

ERA BULLETIN — FEBRUARY, 2018
The Genesis of Dashing Dan

used to move carfloats around New York Harbor and
across the Hudson River to New Jersey. Back at
Whitestone Village, the original main track was employed as a siding for short-turns and as a freight lead
after completion of the line’s extension in 1886.
Though the Flushing & North Side main line had been
double-tracked from Long Island City to Winfield as early as 1872, access at the latter point remained a handthrown switch until the first “Winfield Junction” interlocking tower was placed in operation on May 15, 1883. To
relieve the constant crush of traffic dashing to and from
Flushing, double-tracking on the shared portion of the
line between Winfield and “Great Neck” (actually
Whitestone) Junctions was finally proposed in April,
1886, constructed in small increments, and became
operational on May 15, 1889. This improvement eliminated the existing “choke” (meeting) point at Winfield
Junction, and the tower building was physically relocated to the new end of double-track at “Whitestone Junction” on May 26, where it was re-designated “Signal
Station 53” and watched over the meeting point of trains
from Whitestone and Great Neck. Safety on the busy,
extended North Side main line between Long Island
City and Whitestone Junction was then enhanced
through the addition of a manual block signal system by
the end of 1892, as overseen by additional Signal Towers 50 (Winfield), 51 (Elmhurst), and 52 (Corona). Newer, larger station facilities were also added during this
era at Great Neck (a second depot in 1883 and engine
house in 1884), Bayside (1886), Little Neck (1890),
Bridge Street in Flushing (1893), Corona (1894), and
Douglaston (1898), all of which presaged what would
turn out to be the Long Island Rail Road’s last largescale expansion project.

(Continued from page 3)

during that summer; the large terminal and dock at
Whitestone Landing were finally finished and a substantial depot along with other facilities built at the shore
near Powell’s Cove. On August 9, 1886 the Whitestone
Branch was opened 0.8 more miles to its ultimate conclusion, the single-track extension originating as a
south-to-north loop from the existing Whitestone Village
stop (utilizing the space originally created for the turntable and siding) and slipping through an open cut beneath four streets (9th, 10th, and 11th Avenues then 27th
Street—now Murray Street, 150th Place, and Clintonville
and 14th Roads). It emerged from the cut to cross 19th
Street (now 12th Road) at grade on a northbound heading, then paralleled the west side of 14th Avenue (now
154th Street) to its two-track terminal (main and siding)
just past the (Powell’s Cove) Boulevard. Located there
were another arrangement of railroad amenities including a turntable, engine house, and freight transfer dock,
along with a clubhouse, marina, and (in typical Corbin
style) a hotel for added destination value, enabling the
railroad’s patrons to linger and enjoy the relaxing
(summertime) charms of the area’s coastline. These
facilities were soon to suffer the ravages of economy,
nature, and time, however, with the hotel becoming an
early casualty and the terminal trimmed back by about
¼-mile in June of 1892 to 22nd Street (9th Avenue). This
was an attempt to escape the harsh poundings that the
maritime perils of the Long Island shoreline could deliver, while the original engine house was claimed by fire
and replaced in 1893. At some point in time as well,
LIRR established a main servicing facility at Whitestone
Landing for its maritime fleet of tug boats, which were

(Continued next issue)

TECH TALK
by Jeffrey Erlitz
Over the past year and a half, there has been much
progress made in replacing the signal systems at three
interlockings on the Queens Boulevard Line. Originally,
there was going to be a single contract covering the
three interlockings at Roosevelt Avenue, 71st Avenue/
Forest Hills, and Union Turnpike-Kew Gardens. By the
time the contracts were awarded, Roosevelt Avenue
was split off into its own contract. That work, under contract S-32749, was awarded to Alstom Signaling, Incorporated and it chose Five Star Electric Corporation to
be the install subcontractor. The other two interlockings
were awarded to Siemens Rail Automation under contract S-32769 and it also chose Five Star Electric to do
the installation work.
Roosevelt Avenue opened on August 1, 1933 and had
been signaled by the General Railway Signal Company.
The tower, at the north end of the northbound platform,
was a 60-lever Model 5 machine. The new interlocking
was placed in service over seven weekends from May
14-July 25, 2016. The new relay room is actually on the

platform of the upper level station for the Winfield
Branch that was never built. From May 14-July 23 the
interlocking was controlled from the new relay room.
Control was then transferred to the new master tower at
71st Avenue/Forest Hills. The new Maintainer’s control
panel was built, as is usual these days, by Mauell Corporation. Since Alstom was the prime contractor, the
switch machines are Alstom Model 5 and the signals
are Alstom Type AT. The Type AT signals are exactly the
same kind as those installed by GRS back in 1933! The
major difference is that the signal heads are aluminum
now instead of iron.
Continental Avenue (as 71st Avenue used to be called)
and Union Turnpike were originally installed by Union
Switch & Signal Company and were placed in service
by December 1, 1936, opening day. Continental Avenue
had a fairly large 83-lever Model 14 machine while Union Turnpike has a 43-lever Model 14 machine. The
new 71st Avenue/Forest Hills Interlocking was placed in
(Continued on page 18)
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NEW YORK CITY SUBWAY CAR UPDATE
Subdivision “A” News
As November, 2017 progressed, the last 10 R-142As
that had remained at Westchester, 7596-7605, were
also seen on the 4, with any 15 of the 65 stationed
there since March, 2016 then returning to the 6 each
day among the 35 train sets required for rush hour, including a spare 5-car link to support a single 10-car
consist. None was observed at all on December 18, and
though this may have signaled a temporary end to the
use of New Technology equipment on the 6 for the first
time since 2000, that one train then continued to show
up on most weekdays into the middle of January, 2018.
Its numbers so far have remained within that former
“home” group (7591-7655), hinting that these are still
technically based at Westchester for maintenance and
inspection purposes, but mainly exported to the 4 for
their service “tours,” usually mixed among that route’s
own distribution of R-142As and R-142Ss to attain an
overall enlarged stable for additional service. In a similar vein, 7116-25 were consequently shifted from the 4
to the 5 on December 18, which raised that route’s
allocation to a lofty 425 R-142s while its erstwhile companion fleet on the 2 (which is generally shared at will
with the 5 and vice-versa) held steady at 395.
44 R-62As, formed in as many as three (3) 11-car
trains, continued in 7 rush hour service through midJanuary of 2018, and were expected to remain far into
the first half of the New Year. Turns out that the 7’s
CBTC signal and control system has been activated
during midnights since June of 2017 (and the route’s
functions dispatched during such times from the main
Control Center), then expanded to weekends and middays last September. The third and final stage of CBTC
“takeover” is anticipated for sometime this spring, at
which time the last R-62As will presumably (and finally)
be moving on. Of the former 1921-5 quintet from the 7
(and 6), cabs 1921 and 1925 finally appeared on the
42nd Street Shuttle (S) November 27, 2017 along with
1922 as a “middle” car, freed of all but its end seats for
added capacity and adorned with Transit’s “Cuomo”
branding inside. Single car 1928 was soon in a similar
state when observed on December 15, as was former
Corona unit 1939 when it was seen at Grand Central on
December 26. After a lengthy state of decline, the Corona-based fleet of “EPO” R-134 work motors was sidelined for much of 2017 (replaced by various single-unit
R-62As for the interim), but has been revived by year’s
end. Garbage Train “7-Ash” is now (once again) commonly configured with a pair of R-134s at one end and
two single R-62As from Corona at the other.
Subdivision “B” News
As mentioned on page 15 of the December, 2017 Bulletin, on Sunday, November 19, 2017, cars 3058-65, in
consecutive order, were dispatched from Jamaica Center as the 6:47 AM J, the first-ever passenger-carrying

trip for the long-awaited R-179 series, thus starting its
eagerly anticipated “30-Day” period of revenue service
testing. Despite various and sundry reports of subsequent problems along the way (mainly minor in nature),
the cars continued to appear consistently on J (Z as
well after December 7), on all days and at all times it
was not sequestered for various fixes and tweaks
through December 22. Things took a decided turn for
the better on December 11, when it was reported that
yet another 4-car unit (3066-9, said to be the first true
“production” cars) was in the process of being delivered
at 207th Street. This was joined at the end of the same
week by link 3090-3. Hitched together, they both rapidly
entered full testing immediately after Christmas weekend. At long last, more than two years behind their original schedule, all four 4-car sets were the very first R179s to be accepted for passenger service on J/Z as
of Thursday, January 11, 2018. They made regular runs
on J the following day, January 12, consisted as 1)
3093-2-1-0/3058-59-60-61 and 2) 3065-4-3-2/3066-7-89, with no serious problems reported. Concurrently, a
seventh 4-car set was delivered that same day (3086-9)
while post-production modification and re-testing was
continued on the 18 other “pilot” R-179s (5-car units
3010-9 and 4-car sets 3050-7). As things proceed, it
appears that the first group in the series will be delivered to East New York for assignment to J and Z. It
has now been common knowledge for some months
that the nature of the original 300-car R-179 contract
was to be changed, in part due to revised service needs
and in part to offer NYCT a measure of compensation
for the long delays in the builder’s contract performance
and delivery. Absent an official proclamation to this effect from MTA itself we can offer only the scantest of
details at this point, but suffice it to say that more than
the expected four new trains are ultimately headed for
Pitkin and A, with a reduced balance of 4-car R-179s
to be deployed elsewhere.
Thanks to the tenacity of member Bill Zucker, we have
been able to discover the nature of the so-called
“Cuomo Fleet” that has been operating on the E since
the start of October. In place as of December 22, these
distinctive R-160s feature blue and gold “State of New
York” color branding inside and out, along with a floor
plan modified inside of each car to accommodate additional standees and wheelchairs due to the removal of
end seats. So modified and transferred to Jamaica from
Coney Island (all Alstom-equipped R-160s) were 87737, 8838-42, 9108-12, 9123-42, 9148-62, 9168-72, 917882, 9188-92, 9203-7, and 9218-22 (75 cars). In exchange, these 70 unmodified Alstom-equipped R-160A2s were swapped from Jamaica (E, F, sometimes R)
back to Coney Island (N, Q, W): 9233-7, 9248-72, and
9443-82. Finally, the following 35 Jamaica-assigned
Alstom-type R-160s were also modified for this en(Continued on page 7)
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nal use on the C, and extended to 10 only as required
for A service. This will probably continue to be the case
until the fleets based at Pitkin and 207th Street can be
independently expanded, and more full-length trains
made available for the C, an effect whose timing will be
contingent on the arrival of R-179s at NYCT.
In other noteworthy happenings, the mini-fleet of 24
Morrison-Knudsen-overhauled R-42s assigned last
spring have continued in service on the M shuttle
through early 2018, with a December 11, 2017 “driveby” photo revealing that the connecting viaduct between
Broadway and Myrtle Avenue was then completely
missing. R-46 link 6038-41, which had been damaged
in the June 27 A train derailment near 125th Street, was
back in passenger service during October, 2017. As for
the other unit, cars 6150 and 6151 (originally numbered
764 and 795, respectively) were not repaired, but rather
were retired from revenue service by September of
2017 to officially reduce that massive group’s size to
750 cars. The leftover couplet of 6152 and 6153 was remated with “open-end” pair 6206/7 as a “standard” 4-car
link, with the two “B” car interiors (6153 and 6207) missing their end seating and color-banded in the so-called
“Cuomo” (enhanced) configuration as applied to the R46 series. R-143 link 8277-80, which was heavily damaged in a yard accident at Rockaway Parkway in 2006
and stored for years at 207th Street, was at long last
restored to revenue operation on the L (and possibly
J/Z or M as well) on December 11, 2017, and the
contract’s full quantity of 212 fielded thereafter
(hopefully to exist for many years to come). On December 9, Bill Zucker observed R-68s 2768-75 together in a
consist on the D. Sure enough, this signified their formal transfer starting that date from Coney Island (B,
G, N, W, sometimes Q) to Concourse (D). Finally,
beginning on November 6, 2017 a morning rush hour R
trip (using either R-46 or R-160 Jamaica-assigned
equipment) is scheduled from Bay Ridge-95th Street to
96th Street and Second Avenue. The same train is
marked up for return as a Q to lay up at Coney Island
Yard, which sometimes has brought an R-46 train onto
the Brighton Line, an exceedingly rare and nominally
accidental event over the past 42 years. In the “PM”
there is also supposed to be a scheduled piece of work,
utilizing an R-68/68A, that starts as a B from 145th
Street to Brighton Beach and then “morphs” into a late
afternoon Q round trip between Coney Island and 96th
Street. In reality the SMEE equipment is generally
swapped out in favor of an R-160 and so runs as just
another (unremarkable) Q train up to the Second Avenue Subway and back.

(Continued from page 6)

hanced assignment: 9238-47, 9558-72, 9688-92, and
9733-7, altogether creating a specialized fleet of 110
cars. Use has seemed to be judiciously maintained on
the E, though one “Cuomo” consist was observed on
the F January 2. There is also one 8-car train of similarly-altered cars used on the East New York routes
made up from R-160A-1s 8325-8 with 8337-40. Carrying the scheme’s special markings for its entire length,
this consist has “flip-up” seating in the four “B” cars
(8326, 8327, 8338, and 8339) and is CBTC-capable, so
the train seems to spend most of its time on the L. Its
passage has also been documented on the J/Z however, and it might also turn up on the M.
When a long-term SMS of the East New Yorkassigned, Phase I R-32 fleet was initiated in early 2017,
these 16 of the Budd-built units were brought over from
207th Street (C, some A) to fill potential spot shortages
while its own 102 cars were being shopped: 3383/3890,
3574-5, 3614-5, 3621/3644, 3682-3, 3896-7, 3900-1,
and 3912-3. From about February 27 through December 15, 2017, the R-32 assignment split was then 118
on the J/Z and 104 on the C, with a handful of those
on the A. When the additional R-32s were transferred
from 207th Street to East New York, for the same reason
a like quantity of R-160A-1s (8577-92) were traded from
East New York (J/Z, M) to 207th Street (C, some A).
More recently, to institute the eventual full-time extension of C trains to a full 600 feet (10 60-foot or 8 75foot cars), five such runs began using Pitkin-assigned
R-46 trains (5846-6149, 6152-6207, 6208-6258 even
only) weekdays on December 5, then seven days a
week starting on December 16, 2017. Inasmuch as this
change reduced the probability that the entire rush hour
schedule on the A could be covered by the 48¼ R-46
trains assigned, additional 10-car trains of Phase I R32s were employed as required. With their SMS effort
concluding by that time, six of the Phase Is were concurrently shifted from East New York to Pitkin, but actually were blended in with those based at 207th Street for
use on the C and some A (3383/3890, 3410/1, and
3444/3777). In exchange, R-160s 8577-84 were returned from 207th Street to East New York and rejoined
their sisters on the J/Z and M. In mid-January, 2018
there remained 100 Phase I R-32s on the C and some
A, plus 122 on the J/Z to form the series’ full complement. At this point the sparing and preliminary use of
“full length” (600-foot) trains on the C is limited strictly
to R-46 equipment; the 207th Street-based Phase Is
continued to be maintained as 8-car consists for nomi-
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NEW TRANSFER OPENS AT THE WORLD TRADE CENTER
by Subutay Musluoglu
(Photographs by the author)
As we reported last month, a new in-system transfer
passageway between the World Trade Center E and
Cortlandt Street NRW stations opened on December
29, 2017. This was yet another opening in a series of
transit improvements that have been implemented at
the World Trade Center (WTC) as part of the ongoing
rebuilding of the site since it was attacked and destroyed by Islamic terrorists on September 11, 2001.
This particular transfer did not exist prior to 9/11 and its
addition to the lower Manhattan transit infrastructure
landscape should enhance overall connectivity for commuters.
The passageway links the E station's south fare control area to the NRW station's southbound platform.
The fare control area was reconfigured to enable a continuous paid zone leading from the end of the E platform to a new opening in the south bulkhead wall adjacent to the entrance to the WTC retail concourse. Insystem transfer to the Chambers Street AC and Park
Place 23 platforms is also enabled via the E platform. Previously, the fare array was situated much closer to the end of the platform, with a large unpaid zone
for commuters entering from the street stairway on the
northeast corner of Church Street and Fulton Street,
allowing them access to the WTC as well as the rest of
the Chambers Street-WTC subway station complex, via
a long corridor parallel to the E platform, leading to the
AC and 23 platforms. Now, those entering from that
stairway are faced with a fare array at the bottom of the
landing. The ability to enter the unpaid zone has shifted
across the street, to an entrance on the south side of
Vesey Street just west of Church Street, located within
the pedestal of the future 2 WTC office tower. This entrance had initially opened in August, 2016 as the first
northern access to the Santiago Calatrava designed
Oculus headhouse to the WTC Transportation Hub,
which had opened in March of that year after a decade
of construction. Opened on the same day as the new
transfer, the new subway entry was built as a branch off
the main access down to the Oculus floor, and places
commuters across from a new western fare array to the
E platform, at the head of the aforementioned corridor
leading to the rest of the Chambers Street station complex.
Returning to the transfer, the passageway leading to
the NRW is initially wide at the north end but then narrows down noticeably, until a final dogleg bend brings
passengers to the NRW platform. This location is just
at the very north end of the southbound platform, and
the constricted area has necessitated the installation of
a safety railing at the platform edge. From here a walk
further down the platform will bring passengers to the
stairway that descends to the Dey Street Concourse

level, which provides the transfer to the northbound
NRW platform. Exiting here into the unpaid Dey Street
Concourse allows access to the Fulton Center complex
for the 2345AC and J/Z.
Also opening on December 29 were two other points
of access to the southbound NRW platform. The first
is a new fare control area from an intermediate level of
the WTC Transportation Hub, which opens directly onto
the platform itself, just to the south of the ADA elevator,
which itself is located in front of the transfer to the E.
The second is another new fare control area located
closer to the south end of the platform, which is accessed from the concourse level underneath the 4 WTC
office tower. This configuration provides subway access
from the northwest corner of Liberty Street and Church
Street. It was observed that signage and wayfinding at
this location was insufficient on opening day, which only
further exacerbated a confusing arrangement at the fare
control area itself, since it is not clear if those wishing to
access the northbound NRW platform should enter
here and walk north to the same aforementioned stairway to the Dey Street Concourse, or instead descend
down a stairway and walk through a pre-existing passageway underneath the tracks, ascend another stairway, and then walk down another corridor to a fare control area adjacent to the entrance at the southeast corner of Cortlandt Street and Church Street within the 1
Liberty Plaza office building. Improved signage should
alleviate this condition, which was quite confounding to
commuters on opening day.
The last remaining significant transit project at the
WTC yet to be finished is the Cortlandt Street 1 station, which continues to trend behind schedule. At this
time, its opening is anticipated to be in late 2018, but
early 2019 is probably more realistic. This station is on
the segment of the Seventh Avenue Line that passes
right through the center of the site, and keen observers
can make out the station structure suspended above
the transition area between the WTC Transportation
Hub Oculus floor and the PATH concourse.
Once the 1 station is completed, it will probably be
the last significant transit improvement to be seen at the
WTC for the foreseeable future. The remainder of the
rebuilding work is mostly above ground, including the
completion and opening later this year of the 3 WTC
office tower, additional pedestrian plaza work, and the
Performing Arts Center, which is scheduled to open in
2020. The status of 2 WTC, the last office tower yet to
be built, is uncertain at this time due to the lack of an
anchor tenant.
The utility of the new transfer remains to be seen. As
mentioned earlier, it offers yet another convenient op(Continued on page 9)
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View on December 20, 2017 looking south across the unpaid zone
at the south end of the World Trade Center E station. The new
transfer to the NRW is behind the blue hoarding to the left of the
WTC concourse entrance. A new paid zone was established across
this space.

On opening day, December 29, 2017, the new transfer to the
NRW.

Transition to the NRW southbound platform, December 29, 2017.

Another view from the NRW southbound platform side, December
29, 2017.
(Continued on page 14)
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Commuter and Transit Notes

No. 349
by Ronald Yee, James Giovan, and Alexander Ivanoff

MTA Metro-North Railroad
The last of seven consecutive-year fare increases on
the Connecticut portion of the New Haven Line went
into effect on January 1. This series of 1% annual fare
increases that started in January, 2012 were imposed to
help pay for the fleet of new M-8 commuter rail cars first
placed into service in 2011. In November, 2016, CDOT
and the MTA announced an order for 60 additional M-8
electric multiple unit (EMU) commuter railcars (with options for 34 more cars made possible through a second
amendment to the original contract with Kawasaki), allowing for the retirement of the last of the 36 1973-6vintage M-2 class EMUs and for fleet expansion to enable an increase in the number of trains and cars operated on the line. The M-8 dual voltage, 700 volt d.c. third
rail electric and 12.5 or 25 kV overhead a.c. catenary
pantograph-equipped EMUs have had a stellar service
record, logging in a mean distance between failures of
460,277 miles through September, 2016. The first of the
supplemental M-8s are expected to arrive near the end
of 2019. The M-8 fleet will increase to 465 cars and if all
options are exercised, the M-8 fleet could eventually
grow to 499 cars. (MTA website, December 19, 2017;
CDOT press release, November 16, 2016)
NJ Transit
NJ Transit has exercised an option with Bombardier
Transportation for 17 additional ALP-45DP dual-mode
locomotives for $160 million. The option is part of the
original contract for 26 ALP-45DPs signed back in 2008,
which included an option for 37 additional units. Options
for nine additional units were exercised in 2011 and
now, an additional 17 units have been ordered, with the
first unit scheduled to be delivered in October, 2019
from the manufacturing plants in Germany and Poland.
(Bombardier Transportation, January 2)
Amtrak
On December 18, 2017 at 7:33 AM, Amtrak train #501,
the first Cascades train to use the Point Defiance Bypass, derailed near DuPont, Washington on a bridge
crossing Interstate 5. All 12 of the train’s coaches and
one of its two engines derailed, with the lead locomotive, P-42-DC 118, staying stationary. The National
Transportation Safety Board said that the train had been
traveling more than twice the speed limit before it derailed, or at 80 miles per hour instead of the allowable
30 mph. Three passengers died in the wreck.
While WSDOT invested a significant amount of both
federal and state funds into improving the route, positive
train control (PTC) had not been fully installed or tested,
with the state estimating the PTC would be fully in place
by 2019. (Editor’s Note by Alexander Ivanoff: Of the three
fatalities, two of them, Jim Hamre and Zach Willhoite, were
both railfans and members of All Aboard Washington, a
statewide passenger rail advocacy organization. Both men
will be sorely missed. Hamre was a WSDOT retiree and an
10

alumnus of the Milwaukee Road system, and Willhoite was
also a bus fan who worked for Pierce Transit as an IT specialist. Through Facebook, I got a bigger picture of how colossal the loss was: it seems that just about every one of my
friends in the transit fanning community knew one of them. I
knew Jim fairly well and considered him a friend and colleague from my time at the Rail Passengers’ Association. A
group of Los Angeles-based transit fans operated a memorial
bus ride on January 14, 2018 to celebrate Zach Willhoite’s
life and among the attendees were ERA First Vice President
John Pappas and ERA Treasurer Mike Glikin.) (KIRO-TV,
December 19 and 20, 2017; New York Times, December 18, 2017)
Amtrak added a round trip to the Pacific Surfliner
Santa Barbara to Los Angeles route starting Friday,
January 19. The added service, Train #765 northbound
and Train #778 southbound, is aimed at meeting the
added passenger volumes traveling by train between
the two cities following the recent mudslides that have
severed most roadway connections and left few travel
alternatives between the two cities. The consist being
utilized for this service is a single-level Horizon set of
equipment that had been previously reassigned to operate only between San Diego and Los Angeles. It is now
extended to Santa Barbara on its runs. A previous service increase due to the mudslides was achieved by
“creating” a new double-deck consist by removing one
coach from each of several Capital Corridor and San
Joaquin trains and assembling enough cars to make up
one “new” trainset. Host railroad Union Pacific approved
this temporary increase in service to meet a public need
and the additional train will provide 1,000 additional
seats. (Trains Magazine, January 20)
Industry
The Washington Post reported on January 3 that the
Trump Administration plans to hold the passenger and
freight rail industries to a December deadline to install
Positive Train Control (PTC), which may have prevented the fatal Amtrak accident in Washington State in December, 2017, the Philadelphia derailment that killed
eight passengers in 2015, and scores of other train
wrecks.
The implementation of PTC was postponed by Congress, which extended a deadline to have the systems
in place from 2015 until December of this year and left
open the possibility of an additional extension to 2020.
(Metro Magazine, January 3)
CRRC Changchun Railway Vehicles Company unveiled a prototype of what it says is the world’s first carbon fiber metro car body shell on January 7.
The manufacturer says that the composite materials
used allow the car to be 35% lighter than the average
metal-bodied metro car, which would help to reduce rail
wear.
(Continued on page 11)
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CRRC says that it has the intellectual property rights
to the design, but has not specified when it would begin
mass production of carbon fiber body shells. (Metro
Report International, January 11)
Other Transit Systems
Boston, Massachusetts
The MBTA suffered a significant loss to the PCC fleet
assigned to the Mattapan-Ashmont service. On December 29, 2017 shortly after 3 PM, PCC 3262 rear-ended
PCC 3260 near the Cedar Grove station, pushing 3260
over 100 yards forward on the tracks, injuring at least
17 passengers and causing significant damage structural damage to both cars. Subsequent evaluation determined that both cars are damaged beyond economic
repair and will either be scrapped or set aside for spare
parts. With three cars of the ten-car PCC fleet already
set aside as inoperable pending rebuilding, there are
now only five cars available for passenger service. As a
result, the line will now only be serviced by four cars at
the peak periods, with headways lengthened from five
minutes to six-and-a-half minutes. Apparently, the Operator of car 3260 stopped to assist the Operator of a
stalled PCC in the opposite direction. Somehow, the
Operator of car 3262 was not informed of 3260 stopped
ahead, missed and passed red signals indicating such,
and could not stop in time when the stopped car was
finally seen ahead. (Boston Globe, December 30,
2017)
Philadelphia, Pennsylvania
The Southeastern Pennsylvania Transportation Authority (SEPTA) announced the next step in its efforts to
phase out of its token-based fare payment system in
favor of its new SEPTA Key Card and QuickTrip fare
media. Beginning in January, Station Agents and vending machines at subway and elevated stations ceased
selling tokens. While tokens will continue to be sold at
other select locations, many retail outlets such as convenience stores have already stopped selling them. In
the past 12 months, token sales declined by a million to
2.2 million in November, 2017. SEPTA is the last major
transit agency still using tokens as a means of fare payment. (philly.com, December 27, 2017)
Miami, Florida
Brightline commenced passenger service on the initial
portion of its route between West Palm Beach and Fort
Lauderdale on Saturday morning, January 13. Test
trains utilizing all five trainsets had been operating over
this section of the line simulating full service for the
month leading up to the inaugural opening, providing
valuable training for the crews. Service to downtown
Miami is expected to commence sometime mid-summer
2018, the station complex there still under construction.
Service will be hourly with the first train departing at 6
AM and the last departure at 11 PM. Fares are $10 for a
one-way trip between West Palm Beach and Fort
Lauderdale and a $15 fare is available for a “Select Service” ride in a business class car with wider seats, com11

plimentary snacks, beverages, and drinks. The Brightline website also announces that construction will begin
this summer on Phase II, the extension of the line to
Orlando International Airport via the existing Florida
East Coast (FEC) tracks northward to Titusville and a
new alignment westward to Orlando. Service to downtown Miami is still expected to commence by around
mid-2018. As this issue goes to press, the one-week-old
service has already had two service disruptions, one
due to a fatality involving a bicyclist going around lowered crossing gates and being struck by a train, and the
other was a pedestrian who was struck and injured by a
train, also while crossing while the grade crossing gates
were lowered. Another pedestrian was killed by a test
train earlier in the month while trespassing on the
tracks. Local politicians are clamoring for either a suspension of service while a top to bottom safety review is
performed or launching an intensified safety and awareness campaign and added police enforcement to reeducate local residents regarding safety around the
tracks, which now carry 79 mph passenger trains in addition to the somewhat slower FEC freight trains.
(Progressive Railroading, January 11)
Cincinnati, Ohio
One of the Cincinnati Bell Connector streetcars was in
a crash the afternoon of January 19 and derailed, injuring two people. The crash happened at Elm and Liberty
Streets around 4 PM and no passengers were injured
as service had been suspended Thursday for repairs
and testing. The streetcar was still running its route Friday for testing, according to the Southwest Ohio Regional Transit Authority. Streetcar service has been suspended due to continuing failures from the cold weather,
an issue that has become a political hot potato in the
Queen City. (Cincinnati Enquirer, January 18 and 19)
Chicago, Illinois
Metra, Chicago’s commuter railroad, issued a request
for proposal (RFP) for new or remanufactured locomotives to replace its aging fleet of 149 mostly 1970s and
1980s-vintage EMD F-40-PHs. The RFP specifies a
base order of 12 new or 15 remanufactured passenger
locomotives with options for up to 30 additional new
engines or 27 additional remanufactured locomotives,
either combination totaling up to 42 units. $125 million
has been set aside by Metra to fund the acquisition of
new locomotives. Metra’s 2014 modernization plan included 52 locomotives and 367 commuter railcars, but
the expected Illinois state funding has since become
unavailable, forcing a reduction in these plans. (Metra,
January 5)
St. Louis, Missouri
Proposals for a north-south light rail line in St. Louis
have been unveiled by the city authorities at a series of
community consultation meetings which began on January 16. East-West Gateway Council of Governments,
has launched a conceptual design study for the 17-mile
Northside-Southside LRT in partnership with the City of
St. Louis.
Previously proposed in 1999 and 2008, the preferred
(Continued on page 12)
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route would start from the intersection of I-70 and Goodfellow Boulevard in the Pine Lawn district, and then run
east along Natural Bridge Avenue before turning south
on parallel single tracks through the city center on 9 th
and 10th Streets. It would then follow Jefferson Avenue
and I-55 to terminate at Bella Vista in South St. Louis
County. Alternative routes for some sections will be investigated as part of the study.
The line is expected to take around a decade to build
at an estimated cost of $1.5 billion; construction of the
first phase could start in 2023 for opening around 2027.
The capital budget for this section is put at $700 million,
with the Federal Transit Administration expected to contribute up to 50%. As Missouri has traditionally not provided state funding for public transport capital projects,
EWCOG is considering the scope for attracting private
sector contributions. Unlike the existing MetroLink lines,
which fully are segregated and largely follow former railway alignments, the new line would operate on-street at
lower speeds. (Metro Report International, January
19)
Kansas City, Missouri
The Kansas City Streetcar Authority posted on Instagram on January 8 that it had a name for its recently
purchased snow and brush sweeper. The name chosen
was none other than Brushy McBrushface (Editor’s Note
by Alexander Ivanoff: While a somewhat bizarre choice, it is
both humorous and downright cute. Imagine if the streetcar
forefathers of yesterday had the social media we have today!)
(KC Streetcar via Instagram, January 8)
Denver, Colorado
A new light rail line, dubbed the L-Line, was to launch
in downtown Denver on January 14, with transit officials
touting it as a more efficient way to move passengers
traveling to and from the Five Points neighborhood
while also helping boost on-time performance across
the Regional Transportation District’s rail system.
The L-Line, which does not use new track, takes over
the existing northerly segment of the D-Line, which runs
from the Mineral station in Littleton to the 30 th and
Downing station in Five Points.
After the launch, the D-Line will end at the 18th and
Stout station while the L-Line will cover the 1.7 miles
between that station and the 30th and Downing station,
with trains doing a turnaround loop through the heart of
downtown Denver along Stout, Welton, and 14th streets.
Eventual plans have the new L-Line running to the 38th
and Blake station to connect with the A-Line to Denver
International Airport, pending funding. (Denver Post via
Jack May, January 13)
California
The estimated cost of building 119 miles of bullet train
track in the Central Valley has jumped to $10.6 billion,
an increase of $2.8 billion from the current budget and
up from about $6 billion originally.
The new calculation takes into account a number of
intractable problems encountered by the state rail agen12

cy. It raises profoundly difficult questions about how the
state will complete what is considered the nation’s largest infrastructure project with the existing funding
sources.
The new estimate was presented on January 16 by
Roy Hill, who leads the main consulting firm on the project, WSP (formerly Parson Brinckerhoff). Hill said the
cost increases were mainly driven by problems including higher costs for land acquisition, issues in relocating
utility systems, the need for safety barriers where the
bullet trains would operate near freight lines, and demands by stakeholders for the mitigation of myriad issues.
The Board also voted the same day to name Brian
Kelly as its new chief executive. As secretary of the California Transportation Agency, he had been deeply involved in the project. Kelly said in an interview that highspeed rail remains crucial to the future transportation
and economic needs of the state, but acknowledged
that it is facing tough challenges that must be addressed.
As the project’s lead proponent, Governor Jerry
Brown, serves the final year of his term, it will be crucial,
Kelly said, to “dive in, stabilize it and restore its credibility.”
The sharp increase in projected costs could require
the California High Speed Rail Authority to return to the
State Legislature for a supplemental appropriation from
the bonds that voters approved in 2008. The remaining
bonds probably would cover the cost increases, but
partly deplete funds for further construction beyond the
Central Valley. (Los Angeles Times, January 16)
San Francisco, California
Barely a month after returning to service after a complete rebuilding at the Brookville Equipment Company in
Pennsylvania, freshly rebuilt PCC 1063 (painted in Baltimore Transit colors) was struck by a box truck that
made a sudden and illegal left turn on Third Street at
Mission Bay Boulevard in front of the trolley car as it
was deadheading south on the T line back to its operations base at Muni Metro East after completing its assignment on the F line. The impact was so severe that
the truck was flipped onto its side and derailed the PCC,
the impact severely damaging the front right side, which
contains all of the door operator mechanisms and underfloor boxes containing Operator controls. Buses replaced LRV service on the T line during the several
hours the line was blocked while the wreck scene was
cleared out. (Market Street Railway, January 2)
BART placed the first of its new Bombardier rapid
transit cars into service on January 19. The ten car train
was officially placed into service with a ribbon-cutting
ceremony by officials and dignitaries at Oakland’s MacArthur station. The train then proceeded north to Richmond, where it turned back south for Warm Springs/
South Fremont. Initially, the new train will operate on the
Richmond-Warm Springs/South Fremont line from 9 AM
to 3 PM and from 8 PM to midnight on weekdays and
weekends. Once they have demonstrated full reliability,
(Continued on page 13)
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they will be allowed to operate over all of the other lines
including the Transbay Tube to San Francisco, the airport, and Colma. A second set of ten cars is currently
undergoing its final series of extensive testing before
entering service and a third batch of cars is expected to
be delivered in February. Beyond that, no production
schedule has been set or agreed upon, but it is expected that Bombardier will ramp up production rates in
the upcoming years to enable the delivery of 16-20 cars
per month to BART with an expected completion date
by the end of 2022. An interesting situation now confronts riders when a new train pulls into a station. The
station platforms have markings indicating where the
doors are for the current fleet, which has two doors per
side. The new cars have three doors per side, which will
result in the new trains not aligning with current markings. BART has decided that when a sufficient number
of the new cars are operating, new markings will be
added to correspond with their door openings. While the
cars have fewer seats, rider reaction to the new cars
was very positive. Smoother ride quality, brighter and
new color upholstery, more spacious with wider aisles,
more passenger amenities, and informational displays
showing the name of the upcoming station, a moving
dot on a line map to show trip progress, easy-tounderstand automated audio announcements, better
standee hand-holds, and more doors per car to reduce
station dwell times are among the features. (Editor’s
Note by Ronald Yee: It is hoped that BART has better luck
with Bombardier’s production schedule adherence than NYCT’s R-179 and Toronto TTC’s Flexity LRVs.) (San Francisco Chronicle, January 19)
Toronto, Ontario, Canada
The Toronto Transit Commission (TTC) reported that
Bombardier failed to meet even its revised-for-thesecond time goal of delivering Flexity LRVs (light rail
vehicles). The initial contract had called for almost 150
of the 204 LRVs ordered to have been delivered by the
end of 2017. Production delays at Bombardier resulted
in a May, 2016 renegotiation of the total number of Flexity LRV deliveries to the TTC by the end of 2017 to 70.
In October, 2017, when it became obvious that the goal
would not be met, the production goal was lowered to
65 total LRVs delivered. Bombardier missed that goal,
delivering just 63 LRVs by December 31, 2017. The
incessant delays have forced the TTC to perform patchwork maintenance on its aging fleet of ALRVs and
CLRVs to maintain a minimal degree of service on its
streetcar lines. In some instances, when shortages become acute, service has been supplemented by buses
to protect the service levels on some routes. These delays have also prompted Metrolinx, the regional transit
agency responsible for mass transit in the greater Toronto and Hamilton area, to reduce its order for Flexity
LRVs destined for the Eglinton Crosstown light rail
transit (LRT) line and other Toronto area LRT lines from
182 cars to just 76 cars and seek an alternate car build13

er (possibly Siemens) for the balance of the order. The
TTC may also be exploring the possibility of securing
LRVs from a different manufacturer, but they would not
comment on whether it would follow Metrolinx’s lead
and reduce the size of the on-going 204-car order with
Bombardier. (Toronto Star, December 21, 2017)
GO Transit is soon offering more weekday and weekend service on its Barrie Line north of Toronto. On January 2, 2018, the province introduced new midday and
evening weekday service between Union Station and
the Aurora GO station. Hourly weekend rail service
started December 30, 2017.
A total of 230 GO train trips will now operate every
week along the Barrie GO line, nearly six times the 40
trips per week that were operated a decade ago. In addition, GO Transit is also increasing its bus service between Aurora and Barrie. Construction to bring all-day,
two-way GO train service to Barrie is expected to be
done by 2025. (Editor’s Note by Sasha Ivanoff: I have a
version of the GO Transit system for Microsoft Train Simulator (in fact the route was designed as part of a contract between a Canadian developer and Bombardier Transportation)
and since the addon came out over a decade ago I believe
that there have been substantial capacity improvements to the
line that were not there in 2005.) (Trains Magazine via Al
Holtz, December 20, 2017; CTV Toronto, December 12,
2017)
London, England
The coaches which CAF is building in Spain for use
on Caledonian Sleeper trains between Scotland and
London are expected to begin entering passenger service during October, the operator said after the first five
vehicles arrived in the United Kingdom on January 15.
The new stock will initially be used on the Lowlander
route between London and Glasgow/Edinburgh. The 75
coaches ordered from CAF at a cost of more than £100
million will be the first sleeper vehicles to be introduced
to the United Kingdom in more than 35 years.
Caledonian Sleeper plans to offer Comfort Seats starting from £45, Classic Rooms (twin or single) from £85
per person, Club Rooms (en-suite twin or single) from
£125 per person, and Suites (double bed with en-suite)
from £200 per person. Features will include a hotel-style
key card entry system, charging panels, and wi-fi. Classic, Club, and Suite accommodation will also be available as fully accessible rooms for passengers with reduced mobility. Passengers booking a room will be
guaranteed solo occupancy unless they choose to
share with a partner. (Railway Gazette, January 16)
The first phase of the Elizabeth Line, currently Europe's largest construction project, is now less than
a year away from opening. Also known as Crossrail, the
£14.8 billion project entails the building of a 73-mile
east-west regional railway, with 13 miles of twin-tube
tunnels under central London. Using the Paris RER as
a model, the Elizabeth Line takes suburban commuter
rail services presently operating into stub-end terminals
and unifies them with a center city tunnel allowing for
integrated through-running services. The line will have
(Continued on page 14)
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40 stations - 30 rebuilt and 10 new, of which 8 are in
tunnel. The first phase opening in December will be
from Abbey Wood in the southeast through to Paddington, including the full opening of the central London tunnel. The second phase in May, 2019 will extend service
to Shenfield in the northeast, and the third phase in December, 2019 will incorporate western services from
Reading and Heathrow Airport, at which point the entire
Elizabeth Line will be operated with an integrated eastwest service. (Crossrail website, December 19,
2017)
In other London news, tunneling has been completed
on the Northern Line extension to Battersea. The twomile-long extension is being built as a branch from the
existing Kennington station, with an intermediate station
at Nine Elms, near the newly completed U.S. Embassy. Started in 2014 and set to be completed in 2020, the
line’s £2.2 billion cost is being covered through an innovative public-private partnership related to the redevelopment of Vauxhall, Nine Elms, and Battersea, site of
the famous power station which is being re-purposed as
a modern commercial and residential complex. (Metro
Report International, January 12)
Warsaw, Poland
An agreement for Stadler Rail to supply 71 Flirt electric multiple-units to voivodeship-owned regional passenger operator Koleje Mazowieckie was signed in Warsaw on January 17. Stadler said the deal was worth 2.2
billion złoty, making it the highest-valued tender for regional trains ever to be signed in Poland.
The 100 mph EMUs would have “high-performance”
air-conditioning, “contemporary” doors, audio and visual
passenger information systems, on-board wi-fi, PRM

(Persons with Reduced Mobility)-compliant toilets, and
space for prams and bicycles. They will be equipped
with ETCS (European Train Control System) Level 2,
and will carry a defibrillator and an intercom system so
that passengers can contact the Conductor in the event
of an emergency.
Stadler’s Polish subsidiary was founded in 2007 and
operates a plant in Siedlce which employs around 700
people. So far most of Stadler Polska’s work has been
for export, apart from orders to supply trainsets to PKP
Intercity and regional operators Koleje Mazowieckie,
Koleje Slaskie, and Łodzka Kolej Aglomeracyjna.
(Railway Gazette, January 17)
Xi’an, China
A new 320-mile-long high-speed passenger rail line
between Xi'an and Jiangyou in east-central China began service on December 6, 2017. The first phase of
the new line opened back in 2014 and the completion of
its new extension cuts travel time from 11 hours to just
over 4 hours. Railway Gazette reported that the time
will be further reduced to three-and-a-half hours after a
schedule adjustment is made in the near future. Construction on the Xi'an-Jianyou Line started in October,
2012. The line passes through the Qinling Mountains,
which required the building of 139 bridges and 62 tunnels. The train will reach maximum speeds of about 150
miles per hour. (trains.com, December 12, 2017)
Wuhan, China
A two-line light rail network in Wuhan opened on January 18. The Optics Valley tram network, also known as
Guanggu tram, is focused to the Donghu New Technology Development Zone in the southeast of the city.
Construction was approved in March, 2014 and test
running started on December 18, 2017. The two lines
share a 1.5-mile section. The 10.4-mile north-south line
(Continued on page 19)

New Transfer Opens at The World Trade Center
(Continued from page 9)

New fare control area between the NRW and the WTC Transportation Hub’s oculus, December 29, 2017.

New fare control area to the NRW from Liberty Street under 4
WTC, in need of better signage, December 29, 2017.
(Continued on page 17)
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tainment measures that have been applied during the repainting of other elevated structures beginning around 10 years
ago, e.g., the Astoria and Jamaica “L”s.
Extension of the 1 Train to Red Hook to be Studied
Governor Andrew Cuomo has expressed support for a
study examining the feasibility of extending 1 from
South Ferry to Red Hook, Brooklyn via a new tunnel
under the East River. The objective is to spur development of business and residential development in the
Red Hook area, which is now an industrial waterfront
hosting ocean-going shipping terminals. That commercial activity would be shifted south to the existing Brooklyn Maritime Terminal in Sunset Park section of Brooklyn, which is underutilized.
New NYCT President Takes Office
Andy Byford began his tenure as President of MTA
New York City Transit on Tuesday, January 16. Hopes
are high that he can lead the effort to turn a troubled
and financially strapped agency around and begin to
reverse the steady decline in service reliability that has
plagued the subway system over the past two years.
Prior to arriving at NYC Transit, he was the CEO of the
Toronto Transit Commission (TTC) from 2012-7. Upon
his arrival there, he formulated a five-year plan to transform the focus and culture of that troubled agency,
which had been severely and negatively impacted by a
funding and political morass. Under his leadership, the
TTC markedly improved to the point where it won the
award "Transit System of the Year" in 2017 from APTA,
the American Public Transportation Association. Prior to
the TTC, he successfully headed the Sydney commuter
rail system and London Transport. He faces a daunting
challenge, restoring the subway system to a state of
good repair, overseeing efforts to bring the system into
the 21st Century in terms of signal, power, stations, and
rolling stock, and lobbying the political scene to provide
the necessary funding to achieve these goals.
R-211 Contract Awarded to Kawasaki
At its January meeting, the MTA Board awarded Kawasaki a contract to build the next generation of subway
cars for NYCT, the R-211. The $1.4 billion base order of
535 cars includes 440 standard “closed end” cars for
NYCT, 75 similar cars for Staten Island Railway, and 20
demonstrator cars for NYCT featuring the “open gangway” design with no doors between cars linked by continuous passageways allowing riders to safely walk from
one car to the next and increase passenger capacity to
1,785 passengers, 55 persons more than traditional
subway car designs. The contract will also have options
for up to 1,077 additional cars for a total value of nearly
$4 billion; many could be of the open gangway design if
the two demonstrator sets perform as well as hoped. It
is expected that the first R-211 cars will be delivered in
July, 2020. One of the terms of the contract is a requirement to deliver the first cars 30 months from the award
date. Another term of the contract will be the requirement for the new cars to meet even higher standards of
15

reliability for critical components, especially door operator, propulsion, and braking systems, which are the primary causes of service delays and disruptions currently
plaguing the system. The contract will also include penalty assessments if the cars are delivered late. Kawasaki will assemble all of the cars in the United States, at its
manufacturing plants in Yonkers, New York and Lincoln,
Nebraska. (Editor’s Note by Ronald Yee: The actual manufacturer of the car bodies and trucks and sources of the components going into these cars have yet to be determined.
Bombardier, the builder of the most recent order of cars, the
R-179, was excluded from bidding on the R-211 due to poor
performance that resulted in the cars being delivered two
years late after many delays and failures during testing,
which has forced NYCT to perform an unexpected rehabilitation of 1969-vintage R-42s and retain more of its 1965vintage R-32s in service longer than expected.)
New Entrance to Grand Central Subway Station
Opened
New street access to the Grand Central station on the
Lexington Avenue Line was opened on December 22,
2017. Two new street stairs located on the southeast
corner of E. 42nd Street and Lexington Avenue, across
the street from the Chrysler Building, provide access to
a previously existing corridor underneath Lexington Avenue to the lower level arcade under the Chanin
Building, which in turn leads to an existing fare control
area on the southeast side of the station mezzanine.
This is just one element of a major program of station
capacity improvements to be built at Grand Central over
the next few years, which will be the subject of a more
detailed article planned for the March, 2018 Bulletin.
R-179 Order Modified
The MTA Capital Program Oversight Committee announced on January 22 that an agreement with Bombardier Transportation had been reached concerning
the late delivery of the R-179 contract. As part of the
agreement, an additional sixteen “B” cars will be manufactured to make additional ten-car trains to expand
their usage on the A and C, for an increase in the
number of ten-car trains from four to twelve.
MTA Board Delays Further Work On Enhanced Station Initiative
At its January 24 meeting, the MTA Board delayed a
vote to move forward with two procurement actions that
would have continued work at an additional 8 NYCT
subway stations under the Enhanced Station Initiative
(ESI). The delay was forced by NYCDOT Commissioner
Polly Trottenberg, one of four mayoral appointees to the
Board. The ESI has been criticized for expending funds
on cosmetic amenities such as USB recharging ports
and Wi-Fi at stations that in many cases are in adequate condition compared to numerous stations all
around the city that are in much more dire need of rehabilitation. The ESI has also come under fire for being a
distraction from the subway’s daily operational issues, especially the rise in service delays. Behind the
scenes, the action is yet another chapter in the ongoing
feud between Governor Andrew Cuomo and Mayor Bill
De Blasio over the priorities and funding of the MTA.
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from January, 2018 issue)
Today was getaway day, and after breakfast we
packed up all of our belongings, cleaned the kitchen,
put the key in the mailbox, and went on our way. Our
apartment in Basel turned out to be an excellent way to
avoid expensive room rates and costly breakfasts. We
rode the first car to the Bahnhof and then the 9:31 InterCity to Bern, accompanied by our luggage. Arriving at
10:27, we headed to our pension by riding a Route 9
car from the adjacent tram station to Victoriaplatz.
Google Maps disappointed us (again), as we found that
a portion of the street along which we were walking to
our hotel was a stairway! Such is life and fortunately we
were heading downhill, but two trips down the 38 steps
with luggage were still demanding. Trolleybus Route 20
would have been a better choice for reaching the Marthahaus, and accordingly we used it for the remainder
of our stay.
Because we left Basel later than planned I decided to
stay in Bern rather than undertake part 2 of my interurban itinerary. After checking in, Clare and I visited the
famous Bear Pit, just beyond the Swiss capital's beautiful medieval-like town center, and then she went off to
visit museums while I rode the tramway. It was overcast,
but the sky lightened at about 15:00, allowing for a few
bright late afternoon photos. As I had mentioned before,
Daylight Saving Time results in the sun rising late in the
morning and fortunately not setting until after 19:00.
Since my most recent visit, a fleet of new 100 percent
low-floor Siemens Combinos in various lengths have
been purchased. They are supplemented by 12 modern
Vevey-built 70-percent low-floor cars dating from 1989.
Bern also adopted a deep red livery (darker than San
Diego's), replacing its old khaki green and cream paint
scheme (which still can be seen in Iasi, Romania, where
many of the old cars went). Most importantly, though,
Bern extended some routes and converted a couple of
trolleybus lines to rail operation (imagine that happening
in Philadelphia).
With a population of about 140,000 (325,000 in the
metropolitan area), Bern has 5 streetcar lines (see
http://www.urbanrail.net/eu/ch/be/bern.htm), which are
operated under the name Bernmobil by the Stadische
Verkehrsbetriebe Bern (SVB). The rails of this legacy
tramway are predominantly laid in street pavement. All
but one line is through-routed from one side of town to
the other via the Bahnhof, the city's focal point. All except the 3 run right through the heart of the Altstadt, the
old city, along a main street full of lovely (albeit expensive) shops. The beautiful pedestrianized Marktgasse is
anchored on one end by the medieval Zytglogge, with
its 15th Century astronomical clock (considered to be
the symbol of Bern), and on the other by the 17 th Century Kafigturm tower, which contains a picturesque arch
16

that straddles the eastbound tram track.
[I mention this not because I spent time photographing
there (I did that on previous trips), but because I find it
interesting to note that this busy section of track continues to be equipped with overhead wire —- and I wonder
now that wireless streetcar operation has come into
vogue in many cities, whether Bern would be a good
candidate for the new technology — which supposedly
is fostered by the desire to eliminate overhead wires
from detracting from the view of aesthetic landmark
buildings and monuments. But perhaps the Swiss are
sufficiently frugal to spend their money wisely — on
more tram extensions. Converting trolleybus lines to
tram operation would at least cut the overhead wire
"pollution" in half; the Marktgasse is served by one
trackless route as well as the trams.]
Even the tracks of the two brand new routes, 7 and 8,
are laid predominantly in streets. As part of the Tram
West Bern project to increase transit capacity, 4.2 miles
of new route mileage was opened in 2010, replacing
trolleybus operation in the western side of the city. I
rode these lines first and then continued on the system's most recent extension (2012), Route 9 to the suburban Wankdorf SBB station, which runs through a busy
shopping mall. With so much street track I could have
imagined that I was riding a small town trolley network
in the 1940s — if it were not for the low-floor cars and
countdown clocks, which indeed make this a modern
tramway.
I have not mentioned Route 6 yet. It was created by
through-routing an interurban tramway line, the G
(operated by steam power until 1910), with a branch of
the urban streetcar system when the network was revised in connection with the inauguration of tram service
on Routes 7 and 8. The high-floor cars used on this line
are the system's oldest rolling stock, having been originally built in 1987, and appear to be another offshoot of
Zurich's Tram 2000. They were renovated with the addition of low-floor center sections about 5 years ago. The
interurban, which runs to the community of Worb, about
7 miles east of Bern, might now be better described as
a suburban streetcar line. Before its integration into the
network it ran into the city over the SVB from Eggholzi,
where it joined the Saali line (now Route 8), running
express and terminating on the far side of the Aare River just short of the Kirchenfeld Bridge. This meant passengers bound for the inner city either had to walk over
the span or transfer to city trams. The crossing was
originally built in 1883 (the same year as the Brooklyn
Bridge), but after a century of use underwent rehabilitation. As a result the weight restrictions in place for many
years were lifted and now the span is strong enough to
(Continued on page 17)
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carry an increased number of trams at any given time.
This led the way to the inclusion of the G line into the
urban tramway fabric. Now the 6, it continues to skip
three of the four intermediate stops between Eggholzi
and Helvetiaplatz.
All of the lines except G originally entered Bern over
the tracks of SVB streetcar line 1, but in 1974 were rerouted onto a narrow grade-separated right-of-way
(partly single-track) to an underground terminal inside
the Bahnhof (I would have liked to have ridden the old
line, but it was abandoned at the same time the RBS
was rerouted). Although the interurban company turned
over the G (6) line to the SVB for operation in 2010, as
far as I know it still owns the cars and the right-of-way.
After riding back downtown from the end of Route 9 I

Welcome to the bear pit. Glad to see you.
Come a little closer.

walked south across the Kirchenfeld bridge for some
photos and then continued to Worb on Route 6. Since
the sun was shining brightly now I stopped to take some
additional pictures, and then after reaching Worb,
walked across the street to ride the former W line (now
the S7) back to Bern, thus completing a circle. I would
have liked to have stopped over for photos at Worblaufen, the line's junction with the other RBS routes, but the
shadows were now too long. We ate a nice dinner at a
local neighborhood establishment.
(Here is a paraphrased excerpt from an August 19, 2015
news item from International Railway Journal. RBS, which
operates a 34-mile-long meter-gauge network of suburban
lines radiating from Bern, has invited bids for a fleet of 14
E.M.U. trains of 4 low-floor articulated cars each for S-Bahn
line 7. The new rolling stock, to be operated on lines electrified at 1,250 volts d.c., must be capable of operating in trains
of as many as three cars. They will replace 40-year old Mandarinli units.)

A Combino is shown running westbound on Marktgasse just past the Kafigturm. The
eastbound track runs through the arch. The trams share this pedestrian street with
trolleybuses.

(Continued on page 18)

New Transfer Opens at The World Trade Center
(Continued from page 14)

tion for commuters. Though this author witnessed limited usage and a lot of befuddled passengers on the
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afternoon of its opening, it should be noted that whenever new transfers are added to the New York City subway system, commuters alter their patterns accordingly,
so before long, this transfer should also prove its worth.
Subutay Musluoglu is a longtime ERA member and a recurring contributor
to the Bulletin. He is a Manager with MTA Metro-North Railroad.
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Two views of Tram West Bern, where streetcars replaced trolleybuses in 2010. At left a short (5-section) Route 7 Combino is shown running
eastward along Bottingenstrasse in the Bumpliz neighborhood. The view at right illustrates the longer Combino version operating westbound along Freiburgstrasse at its junction with Bernstrasse, on a section of track near a highway interchange that is shared by both routes.

The remaining photos on this page and the first on the following page are equipment views of the three general
types of rolling stock running on the Bern tramway. All were photographed near the Hirschengraben stop.

653 is one of 36 single-ended Siemens Combino units built between
2002 and 2010. They were fabricated in both 5- and 7-section versions, but with some of the shorter ones having been extended,
only 7 of the units still have the lesser capacity.

737 is not a Boeing, but rather one of 12 single-ended 70-percent
low-floor units built for Bern in 1990 by a consortium of Vevey,
Duewag, and Brown-Boveri.
(Continued on page 19)

Tech Talk
(Continued from page 16)

service over 11 weekends from June 10-September 18,
2017. The new master control panel, as well as the
Maintainer’s indication panels in the relay rooms, were
built by Mauell. Since Siemens was the prime contractor
here, though, the signals are Safetran Type RT and the
switch machines are US&S Style M-3. Part of the work
here included converting the single crossover between
Tracks D1 and D3 at the south end of the 75th Avenue
station to a double, or diamond, crossover for increased
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flexibility.
As I write this, the work at Union Turnpike is ongoing.
The work is scheduled for nine weekends, from November 4, 2017-February 19, 2018. As of December 14,
2017, only the new signals on southbound Tracks D1
and D3 in the Union Turnpike station are in service.
During this transition time, two Tower Operators are
needed, one in the old tower at the north end of the
northbound platform and one up in the new relay room
on the mezzanine.
Jeff may be contacted via e-mail at jefferlitz@gmail.com.
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87 is one of 9 Tram 2000 cars built by Schindler in 1987 for the RBS
interurban to Worb. A low-floor section (painted red) was added to
these double-ended units by Stadler in 2010. Note that there are no
doors in the older center section.

Two views of Route 6 with its unique double-ended equipment. An outbound Bern city car is about to pass the former interurban unit on
the Kirchenfeld bridge in the left photo. At right, the back end of 86 is shown near the Gumlingen Hofgut stop east of Bern. Most of the 6mile line from Bern to Worb has become suburban.
(Continued next issue)
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runs from Huazhong University of Science & Technology to Fozuling, with 17 stops. A southern five-stop extension is planned. The 12.2-mile east-west line runs
from Tangxunhu City Railway Station to Optics Valley
Botanical Garden, serving 25 stops.
Service runs between 6:30 AM and 10:30 PM and utilizes a fleet of 26 steel-bodied low-floor light rail vehicles. The five-section LRVs are 114 feet long with capacity for 360 passengers and a maximum speed of
43 miles per hour. The vehicles are equipped with wi-fi
and LED lighting. The fleet uses supercapacitors, which
are recharged at stops, for catenary-free operation.
The first six LRVs were built by CRRC Changchun,
with the remaining 20 assembled in Wuhan by Wuhan
19

Zhongchang Ruian Industrial Company.
Ridership on the two-line network is forecast at 10,000
passengers a day. (Metro Report International, January 19)
Incheon, South Korea
The AREX airport rail link was extended by 3.6 miles
on January 13 to serve Incheon International Airport
Terminal 2. Terminal 2 opened on January 18 ahead of
the 2018 Winter Olympic Games, which will take place
in PyeongChang in February.
AREX is now almost 40 miles long and connects Incheon International Airport with the main railway station
in Seoul via Gimpo International Airport.
Service is operated with a fleet of six six-car Class
1000 electric multiple units for non-stop service and 22
six-car Class 2000 EMUs for stopping service. (Metro
Report International, January 18)
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Around New York’s Transit System
Second Free Transfer Vetoed
New York Governor Andrew Cuomo vetoed a bill that
would have permitted a second free subway transfer to
MetroCard users. The bill, submitted by State Assemblyman Jeffrey Dinowitz (D-Bronx) was intended to assist riders who are forced to utilize alternate means or
routings and pay an additional fare to travel around unplanned service disruptions that have plagued the subway system during the past year. While rejecting this
measure out of concern for an overall fare revenue loss
due to an abuse of a subway-to-subway transfer, Governor Cuomo has ordered MTA to provide staff and the
ability to issue manual transfer tickets (“block transfers”)
to such affected riders whenever there is a significant
service disruption. He also signed legislation requiring
MTA to maintain its current two-year time window during
which commuters can transfer unused value from expired MetroCards to new MetroCards through 2022.
Here is a brief overview of current MetroCard transfer
rules:
● All transfers are good for two hours. ◦EXCEPTION:
A three-hour transfer window applies from transfers
from any subway station to the Q22, Q113, and
Q114 routes of MTA Bus, and the N31, N32, and
N33 routes of the Nassau Inter-County Express
● MetroCard transfers are good for one connecting
trip on any other local or express bus service, New
York City subway, or Westchester Bee-Line buses
(restrictions apply). ◦EXCEPTIONS: Two transfers
are available with MetroCard for the following transfers. The transfers must be made in order or in reverse order, and the 2-hour rule applies
1. Between bus routes crossing the Staten Island Railway south of the Staten Island Expressway, the Staten
Island Railway through St. George Ferry Terminal, and

then any MTA local bus or subway service below Chambers Street in lower Manhattan
2. Between bus routes B61 and B62 and any bus
route connecting with either B61 or B62
3. Between bus routes B70 and S53 and any bus
route connecting with S53
4. Between bus routes Q22 and Q35, and 25 trains
at the Flatbush Avenue-Brooklyn College station.
5. Between bus routes Q22, Q52 Limited, or Q53 Select Bus Service, and A at the Rockaway Boulevard
station
● Transfers with coins are good for use on one connecting local bus route
● Peak travel periods for express buses are 6-10 AM
and 3-7 PM Monday through Friday when buses
are on a weekday schedule
Countdown Clock Activation Completed
Next train arrival “countdown clocks” were activated at
all 22 7 stations on December 31, 2017, completing
NYCT’s plans for equipping all if its 472 stations with
real-time train status displays by the end of 2017.
Lead Paint Survey
Governor Andrew Cuomo directed MTA to survey all
above-ground facilities for lead paint and to determine
what degree of abatement measures would be required.
(Editor’s Note by Ronald Yee: This is in response to community concerns raised by City Councilmembers regarding lead
paint chips and dust falling out of the elevated structures
around the city, notably under the Flushing Line elevated
structure, which has an extreme case of peeling paint and is
currently slated for repainting in the 2019-20 timeframe. This
elevated structure was among the last to be simply repainted
over 10 years ago without the benefit of a full scrape-down
and stripping to bare metal with full lead abatement and con(Continued on page 15)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED DECEMBER 16, 2017

LINE

AM RUSH

PM RUSH

LINE

A

60 R-32, 256 R-46

60 R-32, 264 R-46, 8 R-68A

B

40 R-68, 160 R-68A

32 R-68, 152 R-68A

C*

16 R-32, 40 R-46, 88 R-160

16 R-32, 32 R-46, 88 R-160

D

232 R-68

216 R-68

N/W

E

260 R-160

260 R-160

F

56 R-46, 370 R-160

56 R-46, 370 R-160

52 R-68

52 R-68

88 R-32, 16 R-42, 56 R-160

88 R-32, 16 R-42, 56 R-160

G
#

J/Z

AM RUSH

PM RUSH

168 R-143, 24 R-160

168 R-143, 24 R-160

168 R-160

160 R-160

12 R-42

12 R-42

24 R-68, 300 R-160

24 R-68, 300 R-160

Q

210 R-160

8 R-68, 210 R-160

R

240 R-46

240 R-46

S (Rockaway)

12 R-46

12 R-46

S (Franklin)

4 R-68

4 R-68

L

M**
M Shuttle***

*R-46 trains are 600 feet long; R-32 and R-160 trains are 480 feet long
**Service operates between Forest Hills/71st Avenue and Broadway Junction during Phase II of the Myrtle Viaduct reconstruction project
***Service operates between Metropolitan Avenue and Wyckoff Avenue during Phase II of the Myrtle Viaduct reconstruction project
*As of January 12, 2018: AM and PM—72 R-32, 16 R-42, 56 R-160, 16 R-179
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MAJOR CHANGES COMING TO THE GRAND
CENTRAL SUBWAY STATION COMPLEX
by Subutay Musluoglu
(Photographs by the author)
New York City Transit's Grand Central Subway Station Complex, comprised of three
distinct stations on the Lexington Avenue
Line, the 42nd Street Shuttle, and the Flushing Line, will undergo a major transformation
over the next few years to increase capacity
and improve passenger circulation. Tentative
proposals and preliminary designs have
been floating around for some time, but recent developments have brought issues to a
head. With the Lexington Avenue Line recognized as one of the most congested rapid
transit lines in the world, and its Grand Central station being one of the line’s major pinch
points, there have been long standing concerns about the station’s capacity, especially
during the AM and PM peak periods. Those
concerns have become more urgent recently,
especially with respect to future growth. Early
last year the City of New York finalized a major rezoning of the East Midtown area around
Grand Central Terminal (GCT), allowing for a
renewal of the area’s commercial office building stock, which will ultimately bring tens of
thousands of new commuters to the area. In
addition, the anticipated 2023 opening of the
Long Island Rail Road East Side Access project (ESA), bringing the LIRR to a new deep
level terminal under the existing lower level
of GCT, has the potential to swamp the platforms with thousands of additional passengers during the peak periods.
While Times Square remains by far the
busiest subway station in the city, with 64.53
million riders in 2016, Grand Central is right
behind it in second place with 46.12 million in
2016, with 160,000 on an average weekday,
1

and 105,000 on the average weekend. And
though the opening of the first segment of
the Second Avenue Subway back on New
Year’s Day last year has brought some relief
to the Lexington Avenue Line in the southbound direction during the AM peak period,
the station remains heavily congested and
will be hard-pressed to handle future growth,
and quite possibly come to a standstill if all of
the planned new development for East Midtown becomes a reality.
To address this situation, several distinct,
interconnected efforts will be undertaken,
some of which have already been completed,
with others in progress right now, and more
to come. In early 2016 construction began on
a new stairway off the west side of GCT’s
42nd Street Passage, directly opposite the
existing central entrance leading down to the
Lexington Avenue Line mezzanine. This extra wide stairway was built in the terminal’s
landmark style, with imitation Caen stone for
the walls and Botticino marble for the wall
trim, and opened for service on August 2,
2017. Prior to the completion of the stairway,
work began in early 2017 to completely rearrange the main fare control area and enlarge
the primary turnstile array, increasing passenger throughput. This was achieved in
February, 2017 by relocating the station
agent booth away from the fare array, while
also repositioning/rebuilding one stairway
from the mezzanine down to the southbound
platform. The previous location of the booth
was in a very awkward spot, which caused
customer lines to interfere with the circulation
(Continued on page 8)
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THE GENESIS OF DASHING DAN —
ENTER THE NORTH SIDE DIVISION
by George Chiasson
(Continued from February, 2018 issue)
ENTER THE NORTH SIDE—NUMBER FOUR:
ONWARD TO PORT WASHINGTON
As LIRR’s commercial interests grew through the
Corbin years and beyond, it remained responsive to the
constant changes that were inevitably engendered by
its non-stop growth in patronage, as well as new business opportunities even if they be generated or bankrolled by outside parties. In the summer of 1895, an
influential group of local citizens and investors persuaded Corbin and the railroad to accept its outside proposal
to extend the Great Neck Branch as far as a seaward
terminal in Port Washington. This marine-oriented portion of distant Queens County was somewhat isolated
and quite rural in nature at the time. It served largely as
a fishing port back then, had a fairly brisk trade with
steamships that came in off Long Island Sound, and
was the terminal end of regular ferry service from New
Rochelle. The surrounding landscape was largely agricultural and stagecoaches had long been established
as the primary means of land transport. Nevertheless,
there was not a whole lot of movement in those days
between the Village of Port Washington (originally
known as “Cow’s Neck”) and the greater metropolis of
New York (with its attendant economic prowess), a situation its local leaders sought to improve. As usual,
Corbin saw this potential combination of new railroad
access and seafaring allure as yet another potentially
profitable chance to cater to the recreational cravings
exhibited by some of New York’s monied, aristocratic
class. From the outset, money for construction was
raised, surveys made, engineering assessments done,
and (predictably) problems and questions arose.
On April 15, 1896 the Great Neck & Port Washington
Railroad was chartered for the specific purpose of constructing the proposed extension. Then the proposal
had to survive changes in the Long Island Rail Road’s
hierarchy which came after Austin Corbin’s sudden
death on June 4. Most daunting for a straightforward
alignment between Great Neck and Port Washington
was the “Manhasset Valley,” an abrupt, natural ravine in
the landscape that enclosed the Manhasset Stream, a
narrow, deeply-imbedded waterway wrapped in marshlands flowing from the Mitchell’s Pond basin into the
crux of Manhasset Bay. In fact, this circumstance was
what forced the main roads leading out of Port Washington to seek an inland path all the way to North
Hempstead Turnpike before an east or west direction of
travel could be attained, a disadvantage it was hoped
that the railroad could overcome. Logically, there arose
two chief alternatives out of this challenge, one of building the new railroad directly across the valley on a substantial viaduct structure as had been done at a number
of locations around the country; the other of locating it

on a circuitous, level (and expensive) alignment from
Great Neck into the array of country estates that graced
the northerly flank of central Long Island (almost as far
as the modern day Village of North Hills) where the extension could turn north and make its break for the
shoreline. Given the comparative costs and benefits,
the first option was chosen despite the great risks involved with anchoring a long trestle through wet,
swampy soil that might contain unseen hazards such as
quicksand or sinkholes. By September of 1897 the Carnegie Steel Company was retained by the Great Neck &
Port Washington to construct what would become the
highest railroad bridge on all of Long Island. In turn this
organization appointed King Iron Company of Cleveland
to undertake the intimidating task of constructing the
viaduct through the coming winter season, using the
materials that it would manufacture. Laying of the remainder of the extension would be concurrent with erection of the viaduct inasmuch as possible, with the familiar objective being to open it in time to entice a share of
leisure traffic out of the following summer.
Ultimately and quite remarkably, work on the overall
project was achieved in just eight months through the
cold weather season (some substantial portions in Port
Washington were completed in just three months), and
what emerged was a new, single-track railroad of 4.2
miles in length, which opened to great fanfare on June
23, 1898. The Port Washington extension continued
eastward from the end of existing track at Great Neck,
and almost immediately burrowed into the rising bluff of
the Grace estate (and under Grace Avenue), from which
it emerged into the Manhasset Valley, crossing 45 feet
above (East) Shore Road on a steel girder bridge approximately 230 feet in length. This was situated immediately next to the westerly wing of the all-steel Manhasset Viaduct itself, which then passed in a level plane
across 700 more feet of steel girder (elevated-type)
structure and reached a maximum vertical height of 81
feet above the stream (where the line crossed into Manhasset). The steel girder viaduct was secured to ground
by seven lattice supports, each with a perimeter measuring 20 feet at the base that tapered to about 10 feet at
the top, and were spaced between 25 and 30 feet apart.
The middle support of the seven was (and remains)
partly anchored in the stream by piles driven through its
bed that are encased in trap rock and cement. On the
Manhasset side, the viaduct continued about 60 feet
above Shore Road (now Bayview Avenue) to the easterly wing, from which the railroad returned to solid
ground and entered the valley’s easterly bluff. It then
passed through the Bohannon property before curving
slightly northeast to cross Manhasset Avenue at grade
(Continued on page 3)
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station at Broadway) was re-christened Elmhurst in
1896 owing to latter-day development. As early as April
of 1889, an in-fill station with a small companion depot
was added on the branch to Great Neck at “Murray Hill”
between Main Street and Broadway, positioned on Madison Avenue between Wilson and Boerum Avenues,
later 41st Avenue between 149th Place and 150th Street
(as renamed). Another was built well after the line’s extension to Port Washington at “Auburndale” in May,
1901, located between Broadway and Bayside at Lancaster Avenue and Baldwin Street (now 192 nd Street
and Station Avenue). Meanwhile, in an almost exact
duplication of the circumstances described above at
Plandome, the former “Ziegler Tract” (so named for
owner and Royal Baking Powder entrepreneur William
Ziegler) was thrown open for development after his
death in 1905 and came under the control of five trustees appointed by his heirs the following year. These
gentlemen, (Messrs.) Maycock, Avis, Lewis, Bishop,
and Alling, drew great interest (and funding) in the formation and marketing of residential properties on the
former estate from a large group of Connecticut investors, and it finally began to take shape during 1908. The
trustees labeled their burgeoning neighborhood “Malba”
as an acronym for their own initials, a title which the
Long Island Rail Road adopted for the new station added to the Whitestone Branch next to this improvement
zone (through construction provided by its developers)
in about March of 1909. It was located at the Malba
Drive grade crossing (original Nostrand’s Lane, now
144th Street) off 21st Street (now 11th Avenue), between
the existing stops at College Point and Whitestone. The
station was highlighted by a small, stucco depot and
canopy, both with a tile roof, and was outfitted with a
full-length, high wooden platform as portent of its looming status as a commuter stop with direct access to
Penn Station, Manhattan. As part of an earlier operational expedient, the signal towers between Winfield
and Whitestone Junction were consolidated from four to
two sometime in 1903, thereby eliminating short-lived
installations at Elmhurst (Tower 51) and Corona (Tower
52).
ENTER THE NORTH SIDE — NUMBER FIVE: PORT
WASHINGTON, WHITESTONE BRANCH
Further symbolic of its emerging notoriety as a fullblown LIRR commuter line by the start of the new century, development schemes began to consume the adjoining wetlands along the Port Washington Branch and
as a result the tidal basin of Little Neck Bay was gradually filled in. By October, 1904 the railroad began to replace the original wooden trestle of the Great Neck extension across this area with an embankment created
by spoils from the East River tunnel project, a job completed the following March. The first piece of the Port
Washington Branch was then double-tracked in May,
1906 to facilitate improved scheduling, that being the
original grade-level right-of-way from the end of the
bridge across Flushing Creek at Great Neck
(Whitestone) Junction as far as the Main Street station.

(Continued from page 2)

and continued underneath Plandome Avenue (Road)
before beginning a long, gradual turn to the north. Having attained a revised bearing toward Port Washington
the extension then cut across the raw property of several private estates, crossed above West (now Stonytown) Road on a narrow overpass, and then wriggled
north-by-east into the easterly portion of Port Washington village. It crossed Davis Road at grade and pulled
into its expansive terminal along Railroad (now Haven)
Avenue at Flower Hill (now Main) Street. As would be
expected, the railroad provided a turntable for its motive
power there and sidings for coach storage, as well as a
substantial, single-story wooden depot.
Precisely as hoped, the ease of access that the new
railroad brought about engendered suburban growth,
which quickly followed the opening of the Port Washington extension into the outer portions of the North Shore.
A pair of brand new stops were added within a few
years as a result, each being centered around new or
projected development. The first (complete with depot
building) was opened at the Plandome Avenue overpass in 1899, in a commercial area that came to occupy
the former (Andrew J.) Onderdonk estate almost as
soon as the railroad started running. This new location
was coined “Manhasset Village,” even though the established, existing village by that name was almost a
mile away, and in turn the railroad station was designated “Manhasset.” Within a few years the actual business
district of Manhasset did indeed come into correspondence with this machination, to the point where a new
municipal building for the Town of North Hempstead
was located just two blocks from LIRR in 1906. Meanwhile, in more recent decades the “old” Manhasset village center (as recognized before the railroad came
through) later became known as Lower Manhasset, and
is now called Thomaston. In 1905 the Plandome Land
Company was formed with the mission of professionally
brokering residential and commercial development on
the former Singleton Mitchell estate, which bordered the
recent LIRR extension at the West (Stonytown) Road
underpass. Deriving its name from the Latin expression
“Planus Domus” (Simple Home) the concern was successful in getting the Long Island Rail Road to establish
another in-fill station called “Plandome” during 1909,
again including a depot building. Following this expediency the planned “bedroom” community took shape and
was populated rather rapidly, with the Village of
Plandome then being formally incorporated in 1911,
more or less as a direct result of the railroad’s Port
Washington extension.
As part of the firm transformation of the “North Side
Division” into an integral part of the Long Island Rail
Road in the 1890s and early 1900s came a number of
other adjustments to reflect the quickly-changing suburban footing in formerly-pastoral sectors of Queens. To
begin, the last of two stops known by the historic name
of “Newtown” (that being the original Flushing Railroad

(Continued on page 5)
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MIAMI TRIP REPORT
by Ronald Yee
(Photographs by the author)
This co-Editor had the occasion to visit Miami, Florida
on January 9-10, 2018 and was able to ride and inspect
the new Breda Hitachi MetroRail cars that went into service on November 30, 2017. After 6 weeks, only four of
the $313 million,136-car order, cars 305-6 and 307-8,
are in passenger service. Two additional cars, 309-10,
are currently undergoing final testing out on the line during the late-night hours. The new cars generally operate
for two round trips during the morning peak period from
around 6 AM to around 10 AM, when they are removed
from service and deadheaded back to the maintenance
shop located near the northern terminus at Hialeah. In
the afternoon, they re-enter service around 4 PM for
another 1-2 round trips before wrapping up operations
for the day. In addition to the Operator, a Metro-Dade
supervisor, a MetroRail Mechanical Department employee, and a Breda Hitachi technician ride the train to
oversee the train’s operation and provide troubleshooting if the need arises. These cars offer a distinctly improved ride for MetroRail passengers, a smooth ride
with the improved suspension system, a vastly improved contour seating cantilevered from the walls of
the car, bright LED lighting, new informational graphics,
and automated PA announcements that are clearly audible and understandable. An active signage system
keeps passengers informed about the next station stop
and wall-mounted LCD informational display and entertainment screens constantly rotate among passenger
information, public service announcements, and messages from paid sponsors. The on-board Wi-Fi system
seemed very capable of supporting the number of users
on a typical fully loaded peak period train, and security
cameras provide continuous security video records of
all on-board activities inside the cars. Now for the downside: the cars apparently are not yet fully functional with
the automated train control system and are operated in
manual mode with cab-signal and automated train stop
and speed control. During Miami’s frequent but brief
tropical downpours, the braking systems of these new
cars do not seem to handle the wet rails very well. Unlike the older Budd-Transit America cars, they often
begin sliding on the rails, activating the slip-slide feature
to prevent flat wheels. However, like all trains operating
under automated speed control (ASC), if a train does
not decelerate to the new signal aspect and corresponding speed command within the specified time limits, the train automatically goes into penalty brake mode
or in some cases, dumps the brakes into emergency. It
apparently happens frequently with the new cars as I
observed passenger reaction to two such incidents during a 3-mile ride in heavy rain. Most of them seemed all
too familiar with emergency brake applications and the
resulting delays while the brakes and speed control systems are reset. All four cars had wheels with flat spots

that were more than halfway to the point where they
would need to be trued or be removed from passenger
service. Another issue I observed and experienced is
that when the train slides past its four-car stop position
on rails made slippery from heavy rain, the doors cannot be opened. Apparently the lead car of a four-car
train must be aligned with a four-car position marker
within the gauge of the track on the roadbed before the
doors are released to the Operator to open. If they are
not aligned, the door opening commands by the Operator are automatically inhibited to prevent doors from
opening on cars that may not be properly platformed. As
a result, the Operator, not being able to open the doors,
must inch the train forward to the six-car position marker by the far end of the platform to get a “door release”.
The result is a one-minute delay in making the station
stop and the riders in the first two cars are forced to exit
the train out into the driving rainstorm instead of exiting
under the canopy, which covers a four-car train properly
centered on the platform. I was left wondering what will
happen when a six-car train slides past its stop marker
and cannot get a door open release for the Operator.
Would the train be allowed to back-up a couple of feet
or would it be forced to abandon that station stop and
move on to the next station? From my experience in the
operating department of a commuter railroad, a qualified crewmember must be in the rear to control the leading end of a reverse movement. Not a feasible option
when a train is Operator-only. Bottom line, nice cars but
they still need technical and performance tweaking before they can be accepted en masse to begin replacing
the original cars. For anyone wishing to track the new
cars as well as any other train on Miami’s MetroRail,
there is a fascinating official website for smartphones
and tablet PCs that allows one to see the real-time location of each train operating over the system as well as
its consist car numbers. Go to www.miamidade.gov/
transit/mobile and select Metrorail. A system map will
come up on your smartphone screen showing the location of every train on the line. Click on any train to get its
car consist numbers. Green is for trains serving the
northern line to Hialeah and orange is for the trains
serving Miami International Airport. Trains portrayed in
black are trains not in passenger service. It is a great
tool for commuters as well as railfans wishing to track
the new cars, which are numbered in the 300-series.
The older cars are 100- and 200-series.
I also had a chance to visit the West Palm Beach
(WPB) and Fort Lauderdale (FLL) stations of the soonto-open Brightline train service. Fortunately, one of five
trainsets, “Bright Red,” was at the WPB station in simulated passenger service awaiting a departure slated for
12 noon. Photos and videos were recorded of the train
(Continued on page 5)
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enclosed overpass with escalators and elevators linking
it to the high-level station platform, which is well marked
out with car position markers for passengers to properly
position themselves for boarding their assigned coach.
The test train, with locomotive 110 on the north end and
104 on the south end, accelerated very quickly (much
like an electric multiple unit train) when it departed on its
southward simulated service run. While Brightline had
announced the start of service during the week of January 8 and I visited the property on January 10, it ended
up commencing on Saturday, January 13, 2018.

(Continued from page 4)

from the sidewalk to the east of the tracks parallel to the
station. At FLL, I was able to more closely inspect the
station facilities, ticketing, and customer service baggage handling desks and counters, all in a bright yellow
and two-tone light gray color scheme. In addition to an
automobile passenger pick-up and drop-off area as well
as access roadways designed wide enough to accommodate buses, there is a large seven-level parking garage structure adjacent to the station building, a glass-

MetroRail Breda Hitachi car at Miami Airport.

MetroRail Breda Hitachi car interior.

Miami MetroRail new Breda Hitachi cars approaching Government
Center northbound.

Miami MetroRail Breda Hitachi cars at northbound at DadelandNorth.
(Continued on page 6)

The Genesis of Dashing Dan

unified six-track main line across the abuilding complex
was placed in service on September 12, 1908. Though
this improvement supported the initial opening of Pennsylvania Station in September, 1910, steam-powered
North Side trains continued to serve the Long Island
City (née Hunters Point) terminal at that time, even as
the long process that led to their ultimate electrification
was well underway. The extension of double track on

(Continued from page 3)

By that time the former Flushing & North Side main line
through western Queens was long in the throes of construction associated with the establishment of Sunnyside Yard, which was done in tandem with the adjoining
two-track Long Island Rail Road. The two historically
separate alignments were finally integrated when the

(Continued on page 7)
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(Continued from page 5)

Miami MetroRail Breda Hitachi cars entering Vizcaya southbound.

MetroRail new and old cars at Miami Airport station.

Brightline Ft. Lauderdale station building.

Brightline Siemens Charger 104 with Bright Red consist at West
Palm Beach station.

Brightline Ft. Lauderdale parking garage.

Brightline Ft. Lauderdale station check-in kiosks and customer service desks.
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first interim station at Main Street were placed in service, and the original alignment closed for construction,
on October 25. This and several other elaborate aspects of the electrification and grade separation were
done at great additional expense by the railroad so as
to maintain normal operating schedules throughout the
project, which correspondingly slowed its completion
relative to the Whitestone Branch by about a year.
Eventually a two-track elevation was created through
the Main Street station along the southerly edge of the
Flushing Railroad survey (where the depot had most
recently been) and extended eastward on an entirely
new alignment. Its construction included the necessary
appurtenances for electrification, which were also installed all the way down to Winfield Junction and continued along the former Flushing & North Side main line to
Woodside Avenue, taking almost a full year to complete.
Pursued during the same time period (and opened to
train traffic on September 10, 1912) was an extension of
this new right-of-way from west of Union Street as far as
Percy (147th) that circumvented the most precipitous
grades associated with the previously-excavated cut
through “Monkey Hill.” This effort required new underpasses (street bridges) at Union Street and Bowne Avenue, then undercut the existing grade crossing at South
Parsons Street (Parsons Boulevard). It featured concrete retaining walls comparable to those exhibited on
several portions of the Brooklyn rapid transit system,
and was the first part of an overall depression of trackage through Murray Hill which would ultimately eliminate six grade crossings, including four within just 700
feet, through that thickly-settled vicinity. The new elevation through Flushing proper was made operational for
steam-powered trains between the Jones Lumber property (west of Lawrence Street, later College Point
Boulevard) and a point just west of the Union Street
underpass on November 11, 1912. This included another temporary Main Street station up on the new embankment, along with provisional trestle work across
that roadway itself. At this time the surface-level trackage between those two points (and the associated
[original] grade crossing of Main Street) was closed and
either filled over where appropriate or left to the whims
of time and subsequent real estate development. Also
pursued during the same time period (and opened to
train traffic on September 10, 1912) was a short deepening and extension of the existing two-track cut from
the Union Street overpass as far as Percy (147th)
Street. This effort, which undercut the grade crossing at
South Parsons Street (Parsons Boulevard) and featured
concrete retaining walls comparable to those exhibited
on several portions of the Brooklyn rapid transit system,
was the first part of an overall depression of trackage
through Murray Hill which would ultimately eliminate six
grade crossings, including four within just 700 feet,
through that thickly-settled vicinity.

(Continued from page 5)

the Port Washington Branch also had a high priority, at
least where its “raw” (grade-level) state was open
enough to stay ahead of the area’s accelerating (and
continually inevitable) development. Such work was
commenced in a general fashion during March of 1910,
along all 4½ track miles from a point west of Broadway
(beyond the tunnel and cut through Flushing proper) to
the original terminal at Great Neck. It was placed in service between the same two points on May 14, 1911,
which brought about an associated expansion (most
notably second platforms and walkways) or even slight
relocation of those two stops plus way stations at Auburndale, Bayside, Douglaston, and Little Neck. Also
worthy of note was a the construction of a new swing
bridge across Alley Creek, which was unusual in that it
incorporated the use of gauntlet track. Actual electrification of the North Side lines was heralded during the runup to Penn Station’s opening in the summer of 1910
when a new substation was built at Winfield Junction to
feed its future third rail (as well as the expanded Main
Line). Next, beginning on March 23, 1911 came the
start of an effort to lay (or string) power cables, install
third rail and otherwise electrify station and wayside
facilities on the Port Washington Branch, which closely
followed the double-tracking effort east of Broadway but
continued all the way to the outward terminal.
By far the biggest civil undertaking of the North Side’s
electrification involved a considerable expansion and
modification of the constrained right-of-way through
Flushing between Main Street and Broadway. Not only
was it too narrow to accommodate a second track as
was, but an enlargement would require the acquisition
of nearby properties that had been avoided during the
1866 extension to Great Neck, and also entail approvals
by and legal assistance from the City of New York,
which by this time was seeking a coordination of effort
to reduce or eliminate the need for at-grade crossings.
In August, 1911 the elevation of trackage was begun
from the Jones Lumber Yard, immediately past divergence of the former Central railroad (now freight spur)
at Great Neck Junction, to Union Street on the mild
hillside behind Flushing proper. This included the original tunnel under the Flushing Institute property, to which
a temporary grade-level track was installed for use
while the adjoining (and pre-existing) survey was to undergo elevation onto a fill using spoil from various LIRR
and Pennsylvania Railroad construction projects. Upon
acquisition and removal of the otherwise historic school
(with city help) over the summer of 1911, the former
tunnel beneath was daylighted and a temporary track
extended through the site on the original alignment, including the topographic depression, as far as Union
Street, with the original trackage remaining in place
from there to South Parsons Street. After several weeks
of digging and flying dust, the temporary track and a

(Continued next issue)
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velopment process had been initiated prior to the program's approval. The developer of the site, SL Green,
had been consolidating its holdings on the block for
over a decade, and had entered into negotiations with
the NYC Department of City Planning and the MTA in
the last years of the Bloomberg Administration. Seeking
a zoning bonus for their tower, SL Green offered to pay
$250 million worth of improvements to the Grand Central Station Complex. Awarding zoning bonuses in exchange for upgrades to subway stations and the public
realm has been practiced for decades. However, the
scale of this project is unprecedented, representing the
largest-ever private investment for a public transit improvement in New York City. The 1 Vanderbilt Avenue
project will thus serve as a model for future commercial
development funding public realm/transit improvements
throughout East Midtown.
The site began to be cleared in the summer of 2015
with the demolition of several buildings, most which
were built soon after the opening of GCT in 1913. A
number of these buildings were interconnected, and two
of them contained street level and interior lobby entrances linked to the mezzanine and platform levels of
the 42nd Street Shuttle’s Grand Central platforms. Demolition was completed in the autumn of 2016, and now 1
Vanderbilt is steadily rising, with structural steel currently at approximately the 10-story level. When it is completed in 2020 at a height of 1,401 feet and 58 stories, it
will be the fourth tallest building in New York City.
The scope of this work is quite extensive. It includes
the addition of several new street entrances to the complex; a reconfiguration of the mezzanine above the Lexington Avenue Line's 456 platforms; several new
mezzanine to platform stairs, while also reconfiguring all
the current stairs; improved access to the Shuttle platforms: an extension of the GCT Main Concourse under
Vanderbilt Avenue into the lower level of the new office
tower; and a Transit Hall within the 1 Vanderbilt building.
Located at the northeast corner of the tower, the Transit
Hall will be an atrium-like space containing a bank of
escalators down to the GCT Main Concourse level,
while also providing direct access to the future ESA
concourse. A signature entrance will be located at the
southwest corner of Vanderbilt Avenue and E. 43rd
Street, which will be complemented by the permanent
closing of Vanderbilt Avenue to vehicular traffic between
E. 42nd and 43rd Streets, creating a landscaped pedestrian-only zone — an overall pleasant addition to the
public realm adjacent to one of the city’s great landmarks.
The work that will be performed at the 456 station
is the central focus of the overall program and when
completed should yield a transformation of the customer
experience there. A unique feature of the station is its
position, lying at an angle skewed to the Manhattan
street grid, a result of the Lexington Avenue Line's transition from Lexington Avenue to Park Avenue. As such,
a substantial portion of the station mezzanine is occu-

(Continued from page 1)

of passengers, especially as they traversed between
the escalators and the turnstiles.
The landing point of the new stairway down from GCT
also allowed for a reconstruction of a constricted area
adjacent to the bottom of the central entrance, next to
the ADA elevator. This location was previously very constricted; however, since the new stairway required working within the original GCT building envelope, it offered
an opportunity to re-envision this entire area, yielding a
much larger, open expanse. This has allowed for a complete consolidation of all the MetroCard Vending Machines (MVMs), with ample room for customers to
queue for the machines, thereby further eliminating conflicts with pedestrian traffic. Previously, the MVMs were
spread out over three separate clusters, which exacerbated the conflicting pedestrian movements. A smaller
fare array to the west of the main array, located at the
head of the unpaid passageway that leads back to the
shuttle mezzanine, was enlarged with additional turnstiles. This fare array also happens to be directly across
from the landing point of the new stairway down from
GCT, thus serving as a relief to the central escalators/
stairway. This arrangement will become all the more
important when the central entrance is closed for a
complete rehabilitation later this year, which includes
the replacement of the escalators.
The work described thus far was programmed and
paid for under contract A-36151 from the NYCT 2010-4
Capital Program. With these preliminary measures in
place, the stage is now set for a much more thorough
reconstruction of the Grand Central subway station. As
mentioned earlier, East Midtown underwent a rezoning
in early 2017. The objective of the rezoning is to renew
the area's commercial office building stock, which is
aging and seen as uncompetitive with the city's newer
office districts such as the World Trade Center site and
the developing area west of Penn Station and Hudson
Yards. Improved transit is a major factor in the growth of
these areas, exemplified by NYCT's Fulton Center and
the Port Authority of New York & New Jersey's World
Trade Center Transportation Hub/PATH terminal for lower Manhattan, and the 7 Extension and Moynihan Station projects for West Midtown. Ironically, it was the
opening of GCT over a century ago that gave birth to
the neighborhood that surrounds it. Now, as many of the
buildings in the vicinity approach their own centennials,
it has been decided that the replacement of these buildings will in turn help finance a program of transit improvements, not only at GCT, but at other East Midtown
subway stations as well. This will be carried out using a
variety of tools, with the focus on air rights transfers and
zoning bonuses.
The first of the new office towers is 1 Vanderbilt Avenue, which is now rising on the entire block bounded by
E. 42nd Street, Madison Avenue, E. 43rd Street, and
Vanderbilt Avenue. The project itself is technically separate from the larger East Midtown program since its de-

(Continued on page 9)
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New station entrance stairway within Grand Central Terminal, off
the 42nd Street Passage, August 2, 2017.

Top of new stairway P10, mezzanine to southbound platform,
May 16, 2017.

View looking down new entrance stair, August 2, 2017.

Enlarged fare array directly across from the touchdown of the new
entrance stairway, December 6, 2017.

New street entrances on the southeast corner of E. 42nd Street and
Lexington Avenue, December 22, 2017.

Passageway under Lexington Avenue from new street entrance
looking west towards station, December 22, 2017.
(Continued on page 20)
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No. 350
by Ronald Yee, James Giovan, and Alexander Ivanoff

MTA Metro-North Railroad
Ongoing budget woes (approaching a $3.5 billion
shortfall) which have depleted the Connecticut state
transportation fund may result in the suspension of all
weekend train service on the three branches of the New
Haven Line, affecting the 17 stations on the New Canaan, Danbury, and Waterbury Branches. While Connecticut pays for 67% of the operating costs of this line
(the remainder financed by New York State), the three
branches require almost $33 million in subsidies and
may lose all weekday services except for the morning
and evening peak periods. Connecticut State Transportation Commissioner James Redeker stated that the
State of Connecticut may be forced to propose a fare
increase of 10% as early as July 1 if funding cannot be
secured from other sources. Additional fare increases of
5% each in 2020 and 2021 could raise the monthly pass
between New Canaan and Grand Central Terminal from
$335 to $406. The branches are an attractive target for
service reductions or cuts as the subsidy per rider is
$24.46 on the branch lines as compared to $3.25 on the
mainline. During the period 2005-16, ridership increased 14% from 2.3 million to 2.6 million on the three
branches, compared to an increase of 19% on the
mainline (from 33.89 million to 40.48 million riders). A
state panel convened to study the funding issues for
public transit in Connecticut had recommended in 2016
that the gasoline sales tax be increased from 25 cents
to 39 cents and that tolls be restored to the Merritt Parkway and I-95. While no action was taken at the time,
Connecticut Governor Dannel Malloy is now looking at
the restoration of tolls on I-95 and the Merritt Parkway
and a 7-cent increase in the gasoline tax as a means of
raising the needed revenue to continue supporting
mass transit in the state. However, this would not avert
the fare increases, as the process of setting up and installing the infrastructure for toll collection would require
four years. (New York Times, February 1)
NJ Transit
The new Governor of New Jersey, Phil Murphy, nominated Kevin S. Corbett to serve as the next Executive
Director of NJ Transit (NJT). He is currently the Vice
President of AECOM, one of the world’s largest transportation and infrastructure companies, overseeing projects such as Amtrak’s Gateway, the first stage of
NYCT’s Second Avenue Subway, Penn Station New
York, and the repair and restoration of the Port Authority
Trans Hudson (PATH) infrastructure after Hurricane
Sandy. Prior to AECOM, Corbett was the Chief Operating Officer and Executive Vice President of the Empire
State Development Corporation and Executive Deputy
Commissioner of the Department of Economic Development, where projects such as the redevelopment of
Times Square, Moynihan Station and Brooklyn Bridge
Park were created, and oversaw the economic recovery
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of lower Manhattan after 9/11. Corbett will be charged
with spearheading Governor Murphy’s plan to overhaul
the beleaguered agency from top to bottom, restoring
safety and reliability as well as reorganizing its leadership and management structure, revamping its financial
footing, and improving the customer experience. NJ
Transit was just cited in the most recent status summary
report on Positive Train Control (PTC) by the Federal
Railroad Administration as being one of the last passenger rail carriers to comply with the implementation required by December 31. (New York Times, January 30)
The National Transportation Safety Board (NTSB) released its findings that the September 29, 2016 crash at
Hoboken Terminal and at the LIRR’s Atlantic Terminal in
January, 2017 were primarily caused by the failure of
the carriers to test their operating crews for sleep apnea, resulting in the Engineers becoming unconscious
as their trains arrived at the terminals. The NTSB also
criticized the Federal Railroad Administration (FRA) for
not developing, mandating, and enforcing new regulations requiring railroads to screen, test, and treat employees with such sleep disorders. (Star-Ledger, February 6)
Amtrak
A chartered Amtrak train carrying Republican members of Congress to a post-State of the Union Address
conference being held at the Greenbrier Resort in White
Sulfur Springs, West Virginia struck a large garbage
truck at 11:20 AM January 31 in the town of Crozet, Virginia, 12 miles west of Charlottesville, injuring six and
killing one. There were four minor injuries (two crewmembers, two passengers) aboard the train and two
serious injuries and one fatality aboard the truck, which
was totally demolished at the grade crossing. The
Amtrak train consist was lead unit P-42-DC 145 (Amtrak
40th Anniversary colors and red, white, and blue striping), car 9800 (the former Metroliner Snack-Coach converted to a conference car), at least nine Amfleet-I
coaches including 82565 and 82783, and trailing unit P42-DC 4. Engine 145 appears to have significant damage to the nose, especially on the left side from the sill
up to the level of the number board. It was reported that
eyewitnesses, after the wreck, saw that the crossing
gates were down and the warning lights flashing. The
NTSB is investigating the sequence of events leading
up to and causing the collision. This line normally carries Amtrak’s Cardinal. (NBC4 TV News, New York Daily News, January 31)
Train #91, the southbound Silver Star operating from
Penn Station New York to Miami, Florida, slammed into
a parked CSX freight train at 2:35 AM Sunday, February
4 in the town of Cayce, South Carolina, 10 miles south
of the state’s capital, Columbia. Of the 139 passengers
and eight crewmembers aboard, the Engineer and Con(Continued on page 11)
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ductor, both of whom were in the locomotive, perished
and 116 others were injured, ranging from cuts and
bruises to broken bones and head impact injuries, with
six being admitted to three local hospitals for the more
serious injuries. The consist of Train #91 was P-42 47,
three Amfleet-II coaches, Amfleet-II café-lounge car
28002, two Viewliner sleepers, and a Viewliner baggage
car. The entire forward section including the operating
cab of the engine was destroyed in the crash, cafélounge car 28002 was folded in half at its midsection
from the forces of the sudden deceleration post-impact,
and the lead coach had a slight compression crimping
about ¼ from the front. Thankfully, the café lounge car
was empty of passengers at the time of the crash. Passenger interviews by the press also indicated that the
surviving Amtrak crew performed well and quickly evacuated all of the passengers not seriously injured from
the train. Preliminary reports indicate the Amtrak train
was traveling at 56 mph, less than the speed limit of 59
mph, but was unexpectedly directed off the mainline by
an improperly aligned switch onto the siding where the
CSX freight with two locomotives and 34 empty tri-level
automobile carriers was parked. In-cab video/audio recording from the forward-facing camera recovered from
the Amtrak locomotive showed that the Engineer began
blowing the train’s horn seven seconds before impact,
the throttle was set to idle and brakes applied at five
seconds before, and the emergency brakes applied
three seconds before the crash. An NTSB investigation
is underway to determine the sequence of events and
circumstances leading up to the collision. The CSX train
had two locomotives at the end where Amtrak #91
struck it. It was also reported that the usual signal system controlling train movements in the area was down
for the installation of Positive Train Control (PTC) and
that train movements were governed by track warrants
in manual block “dark territory,” all crews in telephone
and radio contact with the CSX Dispatchers. (Editor’s
Note by Ronald Yee: This Editor also believes that this former
Seaboard Air Line mainline was downgraded over 20 years
ago by CSX and its wayside signal system removed as a costsaving measure for a line that carried only a few local
freights and Amtrak’s Silver Star each day. A ride several
years ago revealed that both the track and ride quality was
rough, despite the slower maximum permitted speed of 59
mph for a mainline under manual block signaling. CSX operates almost all of its through north-south freight traffic on the
former Atlantic Coast Line, which also carries Amtrak’s AutoTrain, Silver Meteor, and Palmetto.) (CNN and ABC
News, February 4)
Amtrak’s Acela Train #2150 operating from Washington, D.C. to Boston, Massachusetts experienced a rare
mechanical failure enroute. At around 6:30 AM, as the
train traveled at 125 mph through Havre-de-Grace, Maryland (between Baltimore and Wilmington), a coupling
drawbar became detached, causing the train to break
into two portions. The break occurred between the first
11

class and business class coaches. No injuries were reported and the 52 passengers aboard were transferred
to Amtrak Regional Train #180, which pulled up alongside as a rescue train. (Editor’s Note by Ronald Yee: A
press photo showed the open gangway between the two cars
opened up, the accordion-like connection pulled away from
the next car and exposing a drawbar that had detached from
the car ahead. The round hole where the retaining pin goes in
that drawbar appeared to be intact. While no cause was stated as this issue of the Bulletin goes to press, this Editor suspects that the vertical pin that locks the drawbar in place to
the two cars it is attached to may have failed, either from not
being properly locked into place, shearing, or fracturing and
dropping away, allowing the drawbar to slip out of its mount.
Interestingly, another press photo showed that several of the
inter-car connection cables remained attached. While the
train did uncouple, the gap between the two sections was kept
to a minimum. Having a power car at both ends propelling
each section at the same rate probably kept the two halves
from completely separating and the braking rates were comparable as well. Thankfully, no one was passing through this
open gangway passageway when the unexpected uncoupling
occurred. Amtrak announced that all of its other Acela consists were being inspected for similar defects.) (CBS News,
New York Post, February 6)
Miscellaneous
The Wilmington Chapter of the NRHS, led by Steve
Barry, operated its 25th annual Super Saturday streetcar
charter that is always scheduled for its namesake, the
Saturday before Super Bowl Sunday. The weather cooperated with bright brilliant sunshine all day, albeit a bit
chilly, and the fantrip organizers made the best of what
SEPTA surface trackage was available for the trip to
operate over. Around 20-25% of the surface route system was out of service for track maintenance that day,
but they made the most of what tracks were available to
ride over, including a run over Route 15, which is normally sees only PCC-IIs. Unique for this trip was the
chartering of SEPTA Kawasaki LRV 9043, which was
specially decorated in a colorful wrap in 2017 commemorating the 125th Anniversary of Streetcars in Philadelphia. (Ronald Yee, February 3)
Other Transit Systems
Boston, Massachusetts
Member George Chiasson pointed out a correction
that is required to the story on the MBTA MattapanAshmont Line PCC collision of December 29, 2017.
There are no signals on this line for any Operator to
miss. Also, on February 5, 2018, investigators revealed
that the Operator of car 3262 had been using his cell
phone while operating his trolley car just before the collision. In addition, he also had a loaded handgun in his
backpack. He has been fired by the MBTA. There are
conflicting reasons for the use of the personal cell
phone including its use in lieu of an inoperative radio on
his PCC to attempt to communicate with the Dispatcher.
Since then, Operators must carry a portable radio that
enables contact with the Green Line Dispatcher. While
he may have seen the two PCC cars stalled west of the
(Continued on page 12)
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Cedar Grove Cemetery (car 3230 disabled ahead of car
3087), his distracted state resulted in him failing to notice car 3260 stopped directly ahead of him (its Operator had stopped to assist the other two cars) until it was
too late. Car 3260’s parking brake likely disengaged
itself when the car was struck from behind by 3262,
causing it to roll about 1,000 feet toward Cedar Grove
near the Adams Street overpass. 3262 may in fact have
been accelerating uphill out of Butler Street and negotiating the leftward curve where 3260 was stopped.
(George Chiasson, January 31; Boston Globe, February 5)
Philadelphia, Pennsylvania
The Trenton Line has the worst on-time performance
(OTP), with 73% of trains considered as arriving at their
destinations on-time during December, 2017, of all of
SEPTA’s regional rail commuter lines. A review of the
OTP ratings for all of SEPTA’s lines clearly points to one
common factor: all three of the poorest performing lines
operate over Amtrak-controlled rails. Amtrak is aware of
the common denominator and has been working closely
with SEPTA to improve the OTP. Unfortunately, the results for calendar year 2017 show little improvement,
the fourth quarter of 2017 having an overall 76% OTP
on the three lines (Trenton, Paoli/Thorndale, and Wilmington-Newark, Delaware) with around one-third of the
delays attributed to Amtrak-related issues. The other
lines’ OTP over the same period of time in the comparative study scored an average of 10% better. SEPTA did
meet its systemwide goal of 90% OTP in August and
September, 2017, but it fell badly afterward due to slippery rail conditions caused by the fallen leaves of the
autumn season and (in December, when only three of
its lines met the 90% goal) above-average snowfall during and extreme cold conditions at the end of the
month. Another factor causing poor OTP is the “learning
curve” by train crews as they adapt to the implementation of Positive Train Control and its effects on overall
train performance such as new braking patterns based
on a more conservative scale during signal aspect
downgrades and on approach to slower sections of
track as well as strict over-speed protection which does
not permit Engineers to make up for lost time if they
become late. (Editor’s Note by Ronald Yee: SEPTA may
need to adjust its schedules to reflect the “new reality” imposed by PTC. Metro-North did just that when added cabsignal enforced speed restrictions were implemented following the fatal wreck at Spuyten Duyvil on December 1, 2013.
Running times were slightly lengthened to reflect the real
timings of the trains.) (Philadelphia Inquirer, January
28)
Atlanta, Georgia
The Metropolitan Atlanta Rapid Transit Authority
(MARTA) contracted with Kinki Sharyo International to
refurbish 118 of its rapid transit cars for $146.5 million
as part of its Rail Car Life Extension program. The contract has an option for 94 additional cars and the work
12

will be performed at the Kinki Sharyo plant in Piscataway, New Jersey. MARTA currently has three classes
of rail cars in its 316-car fleet: CQ310 built by FrancoBelge with 96 active cars (numbered 101-200 and 501520), class CQ311 built by Hitachi with 120 active cars
(numbered 201-320), and class CQ312 built by Breda
with 100 active cars (numbered 601-702). During 20029, Alstom overhauled all of the CQ310 and CQ311-class
cars. No details were provided as to which class(es) of
cars are slated for the rebuild. (Editor’s Note by Ronald
Yee: During the 2017 ERA convention, our MARTA hosts during our tour of the Armour Yard Rail Services Facility mentioned that the CQ312 class built by Breda, while the newest
cars, were the least reliable. The total number of cars covered
by this contract for up to 212 cars roughly corresponds to the
total number (216) of CQ310 and CQ311 cars in the MARTA
fleet. It is suspected that four of these cars are not candidates
for rebuilding and that the CQ312s will not be rebuilt but be
the first to be replaced during MARTA’s program of total fleet
replacement in the 2020s.) (Kinki Sharyo press release,
January 26)
Nashville, Tennessee
Following action on February 6 by the Nashville Metro
Council, voters in the Music City will decide May 1
whether to raise four taxes, including the sales tax, to
pay for a sweeping mass transit plan, anchored by light
rail and a massive downtown tunnel. The Council voted
overwhelmingly 34-2 to give final approval to add Mayor
Megan Barry’s transit referendum to the local primary
election ballot on May 1.
But bucking the administration, the Council tweaked
the referendum language to list both the transit proposal's present-day cost of $5.4 billion as well as the
estimated amount of long-term revenue needed for the
project, $8.95 billion. The Mayor's office had lobbied for
only the lower amount to go on the ballot.
However, Mayor Barry revealed in a press conference
that she had been involved in an extramarital affair with
a member of her security detail, which could complicate
the measure. The Mayor has been one of its strongest
backers. Despite a few calls for a delay on the measure,
no delay was put forth.
The most significant factor for the measure has now
come down to the dollar figure needed, as Barry’s office
wanted a $6 billion figure for just construction while the
Metro Council wanted one that accounted for inflation,
interest, debt payments, operations, and maintenance,
which adds an additional $3 billion to the project, something that even some supporters favor, which one Councilmember likened to a compromise. The Metro Council
was divided on the dollar figure language, only approving the higher figure by a 21-16 margin. Taxes on sales,
lodging stays, and car rentals, and a hike on the business and excise tax, will be the revenue generators for
the project.
The transit program is headlined by a combination of
26 miles of new light rail, more robust bus service, and
a 1.8-mile tunnel below downtown. The adopted
amendment will mention the tunnel in the language.
(Continued on page 13)
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Because of Mayor Barry’s affair, the pro-transit referendum campaign is now rethinking its strategy by relying less on the Mayor and deploying multiple community
members to regularly tout transit. (The Tennessean
[Nashville, TN], February 7)
Chicago, Illinois
The Chicago Transit Authority (CTA) and Chicago
Mayor Rahm Emanuel have set the routing for the next
extension of the city’s rapid transit “L” system. The Red
Line (formerly known as the Dan Ryan) is to be extended 5.3 miles from its present terminus at 95th Street
(which is about to complete its $280 million expansion)
southward to 130th Street with intermediate station
stops at 103rd Street, 111th Street, and Michigan Avenue. The line would follow an existing Union Pacific
Railroad right-of-way with the CTA tracks running along
the west side of the UP tracks from I-57 south to around
108th Place, where it would cross over to run along the
east side of the UP tracks until after crossing the Metra
Electric (formerly Illinois Central) tracks near 119th
Street and then continue on an alignment west of Wentworth Avenue to the new 130th Street terminus in the
south side suburban community of Riverdale. It would
dramatically reduce travel times to downtown Chicago
from south side communities. However, before the project can proceed, funding for the $2.3 billion route
needs to be secured and up to 154 parcels of privately
owned land will have to be acquired through eminent
domain, the price being paid to owners of these properties yet to be negotiated. The CTA has already secured
$85 million in federal funding covering preliminary engineering and environmental studies and will be seeking a
blend of federal, state, and local funding for this project.
The cash-strapped State of Illinois has not had a capital
budget since 2009 and the current administration in
Washington, D.C. is not expected to offer much in the
way of federal funding. Construction is not expected to
commence before 2022 and the project would require
around four years to complete. (Chicago Tribune, January 26)
Metra placed into effect a combination of fare increases and service reductions to address serious financial
shortfalls in its funding. The new fare structure calls for
a 25-cent increase in all one-way fares for all zones; 10ride tickets will increase between $4.25 and $7.75;
monthly passes go up between $9 and $12.50; and the
weekend pass goes from $8 to $10. Senior, Student,
and Disabled fares will also see some degree of increases. The most significant service reductions are on
the Rock Island Line with the elimination of three weekday trains (#622, 532, and 533) and schedules adjusted
on other trains to fill in the gaps. On the North Central
Line, two zone express trains in each direction (#106
and 108 and #111 and 113) were each combined into
one train making all station stops. On the Milwaukee
District North, four Saturday (#2606, 2610, 2609, and
2613) and two Sunday trains (#2606 and 2619) will be
13

eliminated. On the Southwest Line, the 179th Street station will be the turnaround point for train #815 terminating there at 1:39 PM and Train #830 will originate there
at 2:41 PM. They will no longer turn around at the Manhattan station. (Metra, January 30)
Cedar Rapids, Iowa
A study of the feasibility of adding passenger rail to
the CRANDIC Corridor (Cedar Rapids-North LibertyIowa City, Iowa) remains on track.
During a Metropolitan Planning Organization of Johnson County meeting in North Liberty, local elected officials agreed to proceed with the third phase of feasibility
studies of a passenger rail service connecting Iowa City
and North Liberty.
As with the first two studies, the Iowa Department of
Transportation and the Cedar Rapids & Iowa City Railway, or CRANDIC, have agreed to pay two-thirds of the
study's cost, with local entities responsible for the remainder. The cost per entity has usually been around
$3,000 to $4,000.
The last study put the cost of an Iowa City to North
Liberty passenger rail service at about $40 million to
build out.
Last fall, an Iowa Department of Transportation study
on the impact of alternative modes of transportation on
Interstate 380 found a North Liberty-to-Iowa City passenger rail service with 30-minute headways would see
an average workday ridership ranging from 3,200 in
2015 to 6,200 in 2040.
With 130-minute headways, the service would see an
estimated 900 average workday riders in 2015 and
2,100 riders in 2040, according to planning organization
documents.
While those ridership estimates would not offset future
needs for improvements to the nearby — and congested — I-380, the service has been identified as a "natural
first phase" for expanded Corridor transit service. (The
Gazette [Cedar Rapids, Iowa] via Mass Transit Magazine, February 2)
San Francisco, California
The six-month-old Sonoma-Marin Area Rail Transit
(SMART) train service has met and exceeded ridership
and revenue projections. Of the 17 weekday and five
weekday roundtrips, the two-car trains have been expanded to three cars on select peak period runs to accommodate higher than expected ridership (310,000)
and provide space for a larger number of bicycles than
anticipated. The busiest stations on the line are Petaluma, downtown Santa Rosa, downtown San Rafael, Marin Civic Center, and Sonoma County Airport. This was
achieved despite devastating wildfires in the region that
at first caused service disruptions and suspensions,
and, post-fires, prompted SMART to offer free rides to
assist and meet the needs of thousands of fire victims.
The agency is also in a battle to secure federal funding
for the 2.2-mile extension of the line to Larkspur, which
would bring riders to within a short walk to the ferry services to San Francisco. If funding is approved (as
hoped for in March), service could commence by the
(Continued on page 14)
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end of 2019. The service has been met with praise from
its riders as a workable and less stressful alternative to
the endless traffic jams on Highway 101 between Santa
Rosa and San Rafael. (San Francisco Chronicle, February 5)
The Twin Peaks Tunnel and K/Ingleside trolley line
observed its 100th birthday on Saturday, February 3.
The 2.27-mile-long tunnel was, at the time it opened in
February, 1918, the world’s longest tunnel. It currently
carries lines K, L, M, S, and T from the western portion
of the city to downtown. The celebration was a cooperative effort among the San Francisco Municipal Transportation Agency, the West Portal Branch Library, and the
Market Street Railway, with the latter conducting a brief
walking tour highlighting the tunnel’s history and SFMTA
volunteers handing out souvenir K/Ingleside canvas tote
bags, but just 100 bags, one for each year being celebrated. (sfmta.com, February 1)
Los Angeles, California
The San Bernardino County Transportation Authority
issued Stadler a notice to design and build three “Flirt”
class Diesel Multiple Unit (DMU) trainsets for use on the
Arrow commuter rail service. There will be options for
three additional units in the contract. Stadler will manufacture the DMUs at its new manufacturing plant in Salt
Lake City, Utah to comply with federal Buy America requirements. The DMUs will be 48.5 meters (around 158
feet) long and have two passenger-carrying sections
accommodating 116 seated and 118 standing passengers with a central section housing the EPA Tier 4 Finalcompliant diesel and traction equipment. The 100 mphcapable Flirt-type DMU will operate in service at speeds
of up to 45 mph over a nine-mile former Atchison, Topeka & Santa Fe freight line linking the University of Redlands to the Metrolink commuter rail station at the San
Bernardino Transit Center with connections to Los Angeles. The line will have three intermediate stations and
be designed to permit the line’s conversion to zeroemission (electrification) propulsion technologies in the
future. (Metro Report International, January 22)
Canada
Right after the February, 2018 Bulletin went to press,
two Canadian news outlets indicated that Transport
Minister Marc Garneau and the Liberal government
were warmly receptive towards VIA Rail’s ambitious and
costly expansion plans in the run-up to the 2018 Canadian federal budget, but at the cost of increased scrutiny.
While no final decisions have been made, the government appears to be working toward approving VIA's
C$1.5 billion request for new trains in the short term.
The government would then ask the new Canada Infrastructure Bank to review VIA’s multibillion-dollar plan to
operate on new tracks exclusive to passenger rail along
the Quebec City-to-Windsor corridor.
VIA Rail submitted a plan to Ottawa in December,
2016, that coupled the need for a new fleet in that corri14

dor with a proposal called "high frequency rail." That
plan would involve new inter-city passenger rail lines
designed to avoid current delays because freight trains
are given priority on the existing network. The combined
proposal could cost more than $6 billion if it involved
electric power.
However, the government is treating VIA's pitch as two
separate decisions. In an interview with The Globe and
Mail, federal Transport Minister Marc Garneau expressed clear support for VIA's fleet-renewal request,
stating that the “hardware” needed to be replaced “once
in a while.” Most of VIA's fleet is at the end of its useful
life and the company has said some rail cars will start to
be pulled out of service as early as this year. Prime Minister Justin Trudeau has also recently signaled his support for VIA's high-frequency plan, citing the positive
economic and environmental impacts.
VIA's proposal would mean the construction of a new
line between Toronto and Ottawa through Peterborough
that would use an abandoned rail line that is currently a
recreational trail. Meanwhile in Quebec, VIA is proposing new service between Montreal and Quebec City
along the north shore of the St. Lawrence River through
Trois-Rivières.
VIA Rail CEO Yves Desjardins-Siciliano has been promoting the idea for several years now and had expressed hope that Ottawa would make a decision in
2017. A VIA spokesperson said the company is
"hopeful" based on Transport Canada's review of the
plans.
VIA has lined up support from city councils along the
Quebec City-to-Windsor corridor, who have been urging
their local MPs to support the plan.
However, provincial government decisions in Ontario
and Quebec have complicated matters. Ontario announced in October, 2017 that it is planning a highspeed rail line from Toronto to London, and perhaps as
far as Windsor, and in Quebec, the province's pension
fund is leading a $6-billion light rail project called REM
in the Montreal region that would have a new line enter
the downtown through a tunnel. However, VIA wants to
run its heavy trains through that same tunnel as part of
its proposed new line to Quebec City. Whether the two
types of trains can share the tunnel is an unresolved
issue. If the REM proposal is built, the concern has
been raised that there would be a three-seat ride between Toronto and Quebec City.
The Conservative block in Parliament has come out
with concerns with the proposal, while the NDP has
shown support, but with concern it is not moving fast
enough because of the infrastructure bank complications. (Globe and Mail, January 23; Montreal Gazette,
January 25)
Ottawa, Ontario, Canada
Ottawa's light rail network will open at the end of November, according to the office of Mayor Jim Watson
through an update given on February 6, several months
behind schedule.
Transit boss John Manconi and other senior city staff
(Continued on page 15)
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gave an update on the massive infrastructure project to
the finance and economic development committee the
morning of February 6 at City Hall.
Rideau Transit Group (RTG) is the consortium building
the Confederation Line, a 12.5-kilometer (7.8-mile) rail
system that includes 13 stations, from Tunney's Pasture
in the west to Blair Station in the east. RTG was supposed to let the city know on November 24, 2017
whether it would make its May deadline, a date specified in the project contract. City council members only
found out on December 15 that RTG deemed the May
deadline "risky."
At the time, the city gave RTG until January 24, 2018,
to come up with a definitive delivery date, but when January 24 came and went, RTG again asked for more
time.
Under the original agreement between RTG and the
city, surface construction in the downtown area was
supposed to wrap up by June 1, 2017. Missing that
deadline did not come with a financial penalty, according to the LRT contract. (CBC News, February 6)
Manchester, England
Track laying on the Trafford Park extension of the
Manchester Metrolink light rail network began on February 1 at Parkway Circle.
Construction on the 5.5-kilomter (3.4-mile) mostly segregated route with six stops began in late 2016 and is
being undertaken by the MPact Thales consortium of
Laing O’Rourke, VolkerRail, and Thales, with WSP acting as delivery partner. It is due to open in 2020.
The Trafford Park extension is the first major project to
benefit from a devolution deal signed by Greater Manchester local authorities and the government in November, 2014. Funding for the £350 million project is being
provided from the devolution deal with a £20 million
contribution from Trafford Council. (Metro Report International, February 2)
Paris, France
A newly released government audit is sounding
the alarm over escalating costs and schedule slippage
on the Grand Paris Express (GPE), a massive project to
build 120+ miles of new metro lines in and around Paris. The core program is composed of three new orbitals
— Lines 15, 16, and 18; and a new radial — Line 17, all
to be built and opened in multiple phases between 2022
and 2030. The GPE has been in planning and design
for close to a decade, and a launch ceremony was held
on February 3 for the TBM that will bore the first segment of Line 15. The overall program also covers an
eastern extension of existing Line 11 (2022) and existing Line 14 south to Orly Airport (2024), both of which
are already under construction.
The audit expressed concerns with a number of issues. Construction costs have increased from a 2012
estimate of €25 billion to a current estimate of €35 billion; a project management and administrative structure
that is not up to the task of implementing such a large
15

and ambitious program; and an unrealistic timetable
that was attempting to complete a substantial portion by
the 2024 Olympic Games. Recommendations include
overhauling the governance of GPE, resetting the budget and schedule, and scaling the program back. This is
certain to anger many of the suburban constituencies
that
have
been
the
program's
most
vocal champions. Local rail advocates and critics have
asserted that the program has numerous flaws, including some of the proposed alignments, as well as incompatible technological differences between the lines,
i.e. rubber-tired vs. steel-wheeled, and overhead current
collection vs. third rail.
Meanwhile construction continues on other expansion
works in Paris, including northern extensions to Lines
12 (2019) and 14 (2020). Line 4 is being extended to
the south (2020), which is being undertaken simultaneously with the entire line’s conversion to driverless operation, making it the third metro line in the French capital
to be equipped for automatic train operation. An eastern
extension of Line 1 is also in the planning stage, and in
the longer term Line 11 might be extended even further
east beyond what is planned under the GPE program.
Construction is also ongoing on a western extension
to Line E of the RER regional rail network. Line E was
originally conceived in the early 1990s to link the eastern and western suburbs through a tunnel under central
Paris; however, rising costs and shifting priorities resulted in the completion of only the eastern half of the line
from Chelles-Gournay through the central city tunnel to
Magenta (adjacent to Gare de l'Est and Gare du Nord)
and Haussman-Saint Lazare, which opened in July
1999. One month later a branch to Villiers-sur-Marne
was opened, and then extended again to Tournan in
December, 2003. The current project will be opened in
stages between 2022 and 2024, extending the tunnel
from Haussmann-Saint Lazare for an additional five
miles under Paris, with two deep stations at Porte Maillot and La Défense, before emerging into the open at
Nanterre La Folie. From there the line continues west,
taking over the Poissy branch of RER Line A, and further on the SNCF line to Mantes-la-Jolie, for a total of
over 34 miles with 14 stations. At a cost of €3.7 billion,
the Line E project is a significant effort; the line will
transform commuting patterns from the western suburbs
and will provide much needed relief to Line A, which
continues to be one of the busiest passenger railways in
the world. It provides yet another link to the important
office district at La Défense, and will enable connections
to existing SNCF, Métro, and future GPE lines at a number of locations. The two aforementioned deep stations
will be massive and comparable to the other
“underground cathedral” stations for which the RER is
well known.
Collectively, these developments in Paris show a continued commitment to rail transit and recognition of its
critical importance to a global city. New York commuters, transit advocates, and railfans alike should be rightly envious and can only dream of a similar effort here.
(Continued on page 16)
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(Metro Report International, January 19; societedugrandparis.fr; ratp.fr; rer-eole.fr; fr.wikipedia.org)
Würzburg, Germany
The Würzburg City Council has approved a plan to
replace the city’s entire fleet of 41 trams with new lowfloor vehicles.
Würzburg Tramways (WSB) must withdraw its six remaining GT-D trams (built in 1968-75) by the end of
2021, while the supply of spare parts for the fleet of 14
GT-E vehicles, which date from 1989, is only guaranteed until next year. Furthermore, the GT-N trams,
which were delivered in 1996, are also due for replacement by the mid-2020s.
Under the proposals, a Europe-wide tender will be
launched for an initial tranche of 18 vehicles, which will
be delivered in 2021-3. The council expects to place an
order for a second batch of 20 vehicles in 2023 for delivery from 2027 onwards. The initial order has an estimated value of €65 million.
The specification published by the council calls for a
70 kilometer per hour (43 mph) 36-meter- (118-foot-)
long vehicle with a maximum entry floor height of 340
millimeters (1.1 feet) and capacity for at least 220 passengers.
WSB operates a 20-kilometer (12.4-mile) meter-gauge
network comprising five routes with 46 stops. A 1.3kilomter (0.8-mile) extension of Lines 1 and 5 to Pestalozzistrasse in Grombühl is planned. (International
Railway Journal, February 2)
Bremen, Germany
Bremen Tramways (BSAG) has exercised an option
with Siemens for 10 additional Avenio LRVs, which will
take the operator’s fleet of these vehicles to 77.
BSAG placed an initial order with Siemens for 67
standard-gauge Avenios in June, 2017, with options for
up to 17 additional vehicles. Delivery of vehicles from
the first option will begin following the completion of the
main build in 2021.
The four-section LRVs will be 37 meters (121 feet)
long and 2.65 meters (8.7 feet) wide with capacity for
259 passengers.
BSAG had originally planned to place a single order
for 77 vehicles, but the main order was reduced to 67
vehicles pending a decision on the viability of refurbishing 10 of its GT8N trams, which date from the 1990s.
BSAG has now opted to replace these vehicles with
new LRVs. (International Railway Journal, January
31)
Utrecht, The Netherlands
Construction of part of the 8-kilomter (5-mile) Uithof
light rail line linking Utrecht Central Station with the university area at De Uithof has been delayed and line is
now expected to be completed in December, 2019 instead of this year, with an increase in construction
costs.
The delay concerns the section between Utrecht
Vaartsche Rijn Station and Utrecht Central Station,
16

which is currently being redeveloped. The area around
Central Station is critical for the light rail project as
LRVs need to be able to cross the reconstruction area
to reach the depot at Nieuwegein on Utrecht’s existing
light rail line. It has been discovered that the new line
needs stronger foundations in the station area, which
will delay the project.
The extra work and the delay will increase the cost of
the project by €84 million. The city of Utrecht will cover
€25 million, leaving the Province of Utrecht, which is
also the regional public transport authority, to fund the
remaining €59 million.
As the eastern part of the line has been completed to
a major extent, the first of the 27 five-section CAF Urbos 100 LRVs for the Uithof Line have already made
test runs on the section between Vaartsche Rijn and De
Uithof Park and Ride Station. (International Railway
Journal, February 1)
Amsterdam, The Netherlands
Construction has been completed on Amsterdam’s
Nord-Zuid Metro. The line, slightly over six miles in
length with eight stations, has been under construction
since 2002, and has been beset by engineering challenges and difficult geologic conditions. Originally
scheduled to open in 2011, its costs increased from
€1.4 billion to €3.1 billion. Amsterdam is well known as
a city of canals with a high water table, necessitating
innovative technologies for the building of the line, including ground freezing and tunnel boring under pressure. To build a particularly challenging section under
the city’s historic main railway station Amsterdam Centraal and the adjacent river, immersed tubes and caissons were built with great care so as not to disturb the
extensive piling works upon which the station
sits. Driver training and test running will commence
shortly, with the objective of opening the line for revenue service on July 22. Much of the city’s tramway network will be restructured to serve as feeder routes to
the line, which links the suburbs north of the city with
the Zuid mainline railway station in the south. (Metro
Report International, January 12)
Cagliari, Italy
The largest investment would be €60.1 million to build
a light rail line in Cagliari from the existing line at Vesalio to Quartucciu Centro Commerciale Le Vele in the
east.
€31.6 million would be spent on the construction of a
new maintenance depot for the Sassari tramway, as
well as the purchase of three trams and track renewal.
A total of €17.1 million is to be spent on procurement
of low-emission urban buses, while €8.8 million would
go towards upgrading the Elmas-Decimomannu railway
northwest of Cagliari. (Metro Report International,
February 1)
Minsk, Belarus
Stadler Minsk has so far delivered nine trams of the
23 that it is supplying under a contract signed in 2016.
These are currently being kept in a provisional depot at
Khasanskaya Ulitsa, where test running is taking place.
(Continued on page 20)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from February, 2018 issue)
Clare would visit more museums today, while I traveled a long distance to ride one of my favorite lines, the
international Centovalli railway between Domodossola,
in Italy, and Locarno, Switzerland. Centovalli means 100
valleys, which evokes thoughts of a large number of
hills and mountains. Although started before World War
I, the electric interurban was not completed until 1923; it
has 34 tunnels and 83 bridges to traverse the difficult
terrain.
I needed an early start to make the most of my day, so
I reached the railway station before 8:00. An extra train
at 8:01, to supplement the regularly scheduled 8:07 Inter-City to Brig, was waiting, and I got aboard, invoking
a self-imposed rule that calls for riding the first train possible, as you never can be totally sure if a later one will
actually turn up (not so applicable in Switzerland). The
extra consisted of a large number of double-decker cars
and was full by Spiez, its second stop. Then the train
zoomed into the new Lotschberg base tunnel and proceeded to its terminal, Brig, arriving at 8:59 (9:05). At
the time the new twin-tube tunnel was the longest subterranean land crossing in the world, and its use has
reduced intercity schedules from the north to Brig by
over 30 minutes — and even more for those heading to
the southwestern part of the country, as they now
change at Visp, rather than continuing on to Brig and
doubling back. The route through the old Lotschberg
tunnel is very scenic and still can be traversed aboard
hourly locals.
Despite being overcast in Bern, there was some blue
sky in the distance at Brig, which made me hopeful. I
speculated that the operation of the extra train was related to the demand created by the many hikers and
tourists heading for the mountains. And so it was, as
most of our backpack-carrying passengers detrained at
Visp, the transfer point for Zermatt, Martigny, and similar
destinations. My next train, a Saturday-only InterRegional to Domodossola, was not due out until 9:34,
so that gave me time to observe the 9:18 Glacier Express stopping on the meter-gauge tracks in the station’s forecourt, where we began our trip over a week
earlier. In addition to the 9:34, there was a 9:44 EuroCity to Domodossola and Milan. My train was quite
crowded and even more people got on before its late
9:42 (34) departure. It hurtled into the Simplon Tunnel
five minutes later and emerged into brilliant sunlight after five minutes of darkness. The 10:17 (03) arrival was
still earlier than the EC, which was scheduled for 10:12.
Apparently we were slowed down by being behind an
auto-carrier shuttle. These types of trains, conveying
automobiles and trucks whose drivers do not want to
surmount Switzerland’s steep mountain ranges, are also operated on the Lotschberg base line.
17

According to the timetable, the EC’s connection with
the 10:25 interurban for Locarno was “guaranteed,” so
we left a little late, having waited for the passengers
from that train who trickled down to the Centovalli’s underground terminal (arriving too late to get window
seats). The line’s other terminal, in Locarno, is also in a
subway. As it turned out most of the through trains on
the mostly single-track meter-gauge 1,350-volt
(nominal) d.c. line were a little late all day, although the
locals operating on just the Swiss side of the border ran
to schedule.
I think the portion in Italy, operated by the Societa
Subalpina di Imprese Ferroviarie (SSIF), is the more
scenic, but there are relatively few stops and even fewer local trains, so it is probably very difficult to photograph it comprehensively through the rugged territory it
traverses. The Swiss side of the line, starting at Camedo, is operated by the Ferrovie Autolinee Regionali
Ticinesi, whose acronym apparently amuses many
American railfans. The almost hourly express trains cover the 32½ miles between Domodossola and Locarno in
about 1¾ hours. Twenty of those miles are in Italy with
12 stations, while the remaining 12½ miles in Switzerland sport 10 stops.
My train arrived at Camedo at 11:54 (11:40), where I
planned to take my first pictures — of a terminating
Swiss local at 12:05 and a through train to Domodossola at 12:23. I was amused while waiting by the profusion
of little lizards scurrying around at my feet. Photos accomplished, I waited for the next train on my itinerary,
the 12:40 to Locarno, which did not come until 12:49.
Nevertheless I rode it eastward to Intragna for some
additional pictures. With a scheduled arrival of 12:57, I
planned to photograph its westbound counterpart at
13:07 and then ride the following local back at 13:20.
But now it would arrive at the same time as the westbound, which I had not realized until after I boarded.
And if I stayed around for a photograph of a train on the
trestle a little east of the platforms, which was my original plan, my schedule would be thrown off by an hour,
as the following westbound was not scheduled until
14:20. Thus I began kicking myself, much to the amusement of all of the other passengers (actually I’m sure
they would have been amused had my actions not been
figurative). But as it happened I was in luck, as the
westbound 13:07 at Intragna was also late, so I ended
up getting a photograph of it on the trestle before boarding the 13:20.
The local got me back to the border point at Camedo
by 13:39, giving me the allotted time to photograph
trains on the beautiful arched Ruinacci viaduct, the system’s longest bridge. I was able to catch eastbound lo(Continued on page 18)
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cals at 14:11 and 15:10, and expresses at 13:55 and
14:40 (both late) crossing the trestle or near the station.
In the westbound direction I shot the 14:39 before my
15:24 (15:34 actual) departure back to Domodossola.
Perhaps due to the problems that caused the tardiness in the schedule, I saw some unexpected equipment in the mix — or maybe the consists were normal.
Handsome blue-and-cream-painted 70-percent low-floor
units built in the 1990s (some Swiss-owned and the remainder Italian-owned, easily identifiable by the small
flags painted on the carbodies) hold down the bulk of
the service. Some of these, usually used on through
trains, have had fully low-floor sections equipped with
buffets and WCs inserted into their centers to convert
them into three-section articulateds. Supplementing
these are three SSIF-purchased 4-unit Panoramico
trains from 2007 with the same amenities. They are
equipped with half cabs (like PATCO cars until recently),

so passengers seated accordingly can get excellent
views out the front or rear. All the side windows are
large but slanted inward, giving the units a concave,
angular look. But this also results in a certain amount of
glare for passengers seated on the sunny side. Riders
must pay a small surcharge when accommodated
aboard these trains. What surprised me was seeing a
through train equipped with a set of older cars originally
built for the Lugano-Ponte Tresa interurban, but later
sold to SSIF.
My morning eastbound train from Domodossola was
supposed to be equipped with panoramic units but was
not, but the return train had them, which allowed me to
sample the cars (and pay the €1.50 supplement for the
privilege). When heading east I had noticed an old tramlike interurban sitting on a side track at the Santa Maria
Maggiore station (Italy), and so I had my camera ready
and was able to get a decent photograph of it from the
rear of the Panoramico as it slowed for the stop.
The train arrived in Domodossola at 16:46 (36), just in
time for the 16:48 connection to Brig on the upper level,

My first two photos after arriving at Camedo on the Italian-Swiss border show Vevey (1992)-built 70-percent low-floor cars. The left view
shows a terminating local from Locarno while the right one is of a through Domodossola-bound train with equipment that had a low-floor
center section added. From an earlier trip I recall a manned border station at this point.

A three-quarter view at Intragna of one of the SSIF's Panoramic
trains heading east toward Locarno. The three very stylized trains
were built in 2007 by the now-defunct Italian Veronesi firm (with
trucks and motors from Skoda).
(Continued on page 19)

54 had pulled forward to lay over at Camedo until after a train of
Panoramico equipment passed on the following DomodossolaLocarno express.
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which fortunately was held. It departed at 16:51 and
arrived at its destination at 17:24 (16). The connecting
Inter-City train for Bern scheduled to leave from across
the platform was also held, and left at 17:27 (20). It was
a double-decker like my morning train, and contained a
family area, in other words, a McDonalds-like playground for kids — a very nice touch. The train arrived in
Bern at 18:27 (23), passing a large billboard advertising

Bombardier, which proclaimed (in English): “The Climate is Right for Trains.” It was a long day with lots of
train travel, but not perfect, as the sun was not in an
ideal position for my Intragna viaduct shot and it was
covered by clouds at some inopportune moments. If I
were to do it again (and I hope that will happen), I would
probably want to work from the other end of the line and
start at Locarno. We had dinner at a different neighborhood restaurant, which was a bit inferior to Bistro du
Nord.

Of all the bridges on the line the Ruinacci Viaduct near the border at Camedo is
the most notable, and it is featured in much of the railway companies' publicity. The top view shows an eastbound Domodosolla-Locarno express, with its
Vevey-built articulated unit from 1992 (center section added between 2006 and
2009) augmented by two of three 1923-constructed 4-axle trailers that had been
given new bodies between 1962 and 1991 (depending on the car numbers). The
Camedo-bound local in the view at right consists of a 6-axle low-floor unit built
by Vevey in 1992.

MAN/Oerlikon streetcar 4, built for the SSIF in 1911, is displayed at
the Santa Maria Maggiore station in Italy.

I hurriedly boarded 83 at Camedo after exposing this slide of the
SSIF Panoramic unit.

(Continued next issue)
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Around New York’s Transit System
MetroCard Machine Software Upgrade Postponed
After howls of protests from riders and rider advocate
groups, the MTA postponed a planned MetroCard software upgrade that would have limited all of its vending
machines to cash only, no credit or debit card purchas-

es or refills, from late Friday night February 2 until Monday morning, February 5. As this issue goes to press,
the MTA has rescheduled the upgrade-related outage to
Saturday morning, February 10 from midnight to 6 AM.

Major Changes Coming to Grand Central

platform was opened on May 16, 2017. This is the first
of three new stairways to the southbound platform. The
first of the new street entrances was opened on December 22, 2017. Two new street stairs located on the
southeast corner of E. 42nd Street and Lexington Avenue, across the street from the Chrysler Building, link to
a previously existing corridor underneath Lexington Avenue to the lower level arcade under the Chanin
Building, which in turn leads to an existing fare control
area on the southeast side of the station mezzanine.
In the next part of this article, the specific elements of
the Grand Central improvements will be described in
greater detail, along with a look ahead at what's in store
for the rest of East Midtown.
(Continued next issue)
Subutay Musluoglu is a long-time ERA member and a recurring contributor to the Bulletin. He is a Manager with
MTA Metro-North Railroad.

(Continued from page 9)

pied by the footings and basement of the Grand Hyatt
Hotel above. This blockage has long been recognized
as a significant challenge to improving circulation at the
station. For years, NYCT has been examining ways of
reframing the hotel's foundation steel to free up space
on the mezzanine to allow for the building of additional
stairways down to the platforms. The high construction
cost and physical disruption this work would entail has
discouraged past efforts; however, the infusion of private capital to pay for this work will now allow this critical improvement to proceed.
The overall program is on a fast track and some elements have already been completed. A new stairway
(P10) from the mezzanine to the southbound 456
Commuter and Transit Notes
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The vehicles must undertake 200 kilometers (125 miles)
of test running before they are put into passenger operation.
The Transportnaya Koncessionnaya Kompanya consortium of Lider Group and LSR Group is developing
the 14-kilometer (8.7-mile) fast tram route in the Krasnogvardeisky district under a 30-year BOT agreement.
Revenue services are due to begin in March. (Metro
Report International, February 2)
Kolomna, Russia
Uraltransmash delivered the first of 21 single-section
Type 71-407-01 trams to Kolomna on January 27.
The partly low-floor 15.9-meter-(52.2-foot-) long tram
has 27 seats and three 1,300-millimeter (4.3-foot) double doors. Operator Mosoblyelektrotrans placed the
430.5 million ruble order in November, 2017. (Metro
Report International, January 30)
Volgograd, Russia
Sole bidder Avtotekhkom was awarded a 257.5 million
ruble contract on January 29 to supply 10 Belkommunmash trams to Volgograd. Deliveries are due before
April 10 and VEB-Leasing is providing financial backing.
The 37% low-floor BKM-802 trams will be 15.5 meters
(50.8 feet) long and 2,500 millimeters wide (8.2 feet).
Last year Volgograd municipality agreed a leasing
deal for 20 UKVZ trams, which are due to be delivered
by the end of March. (Metro Report International, February 1)
Volgograd and Rostov, Russia
Transmahsholding subsidiary Demikhovsky Engineer20

ing Plant has signed a 5 billion ruble contract to supply
22 four-car Class EP3D electric multiple-units to Russian Railways from February.
Four of the 25,000 volt 50 Hertz units are to be allocated to Privolzhskaya Railways for use in Volgograd,
and 18 to Severo-Kavkazskaya Railway for use in Rostov. (Railway Gazette, February 3)
Lusail, Qatar
ALSTOM presented the first of 28 Citadis Al Mehmel
low-floor LRVs for the Lusail light rail network to Qatar’s
Minister of Transport and Communications H.E. Jassim
bin Saif Al Sulaiti during a recent visit to the company’s
plant in La Rochelle, France.
Alstom is a member of the Qatari Diar Vinci Construction consortium (QDVC), which was awarded an EPC
contract in June, 2014 for the 28-kilometer (17.4-mile)
three-line network, which will serve 25 stations. Alstom’s
share of the contract includes rolling stock, electrification, signaling, and track work.
The 33-meter- (108-foot-) long LRVs will accommodate 207 passengers, and will be equipped with Alstom’s APS ground-based power supply system.
The design of the LRVs is inspired by the Dhow, the
traditional Qatari boat used for pearl fishing.
The first vehicles are due to arrive in Qatar in March,
and Qatar Rail says the project is currently 71% complete, with commercial operations due to begin in 2020.
The Lusail light rail network will be operated by RKH
Qitarat, a joint venture between consortium RATP Dev
and Keolis, France, which has a 49% stake, and the
Qatari Hamad Group, which holds 51%. (International
Railway Journal, January 31)
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LONG ISLAND RAIL ROAD DOUBLE-TRACK PROJECT
by Jeffrey Erlitz
(Photographs by the author)
The Long Island Rail Road Double-Track
Project is now well underway and is, in fact,
scheduled to be completed this year. This
project is being done in three phases. The
first phase, for the preparation of the right-ofway from west of the Central Islip station to
Ronkonkoma, was awarded in December,
2013 to Skanska-Posillico/PB Joint Venture
for $34,160,000. On August 27, 2015 the first
ceremonial piece of second track was laid at
the Pond Road grade crossing in Ronkonkoma. The second phase, also for the preparation of the right-of-way, is from east of the
Farmingdale station to west of Central Islip.
The contract for this segment was awarded
in May, 2016 and went to Skanska-Posillico II
JV for $59,675,000. That work was completed in November, 2017. In June, 2017 L.K.
Comstock and Company, Incorporated, a
division of RailWorks Corporation, was
awarded the $66.5 million contract for the
third and final phase, installation of the second main track between Farmingdale and
Ronkonkoma. Railworks Transit, another
subsidiary, is performing the track installation
work. If the actual track installation work was
being done in the third phase, I am not sure
why that piece of second track was ceremonially installed back in August of 2015. Perhaps it was just that, for the purposes of having a “ribbon-cutting” ceremony.
From east of the Central Islip station to
west of the Ronkonkoma station the new
second track is to the north of the existing
single main track. From east of the Farmingdale station to west of the Central Islip station the new second track is to the south of

the existing track. The following images show
the progress of this major project over the
past three years.

In the above view taken on September 5,
2015, M-7 7159 (Bombardier Transportation,
December, 2003) leads Train #8059 west
through Islandia and Ronkonkoma (the
tracks are actually the border between the
two with Islandia to the left). The existing
main track will become Track 2 here. This
view is from the Veterans Memorial Highway
(Route 454) overpass and is a little over one
mile east of the Central Islip station. You can
see that the right-of-way has been prepared
on the north side (to the left) for the second
main track. This is in the first segment and
was the more difficult section to build. For a
long stretch, the single main track is on an
embankment that needed to be widened and
it also traverses through Lakeland County
Park and over the Connetquot Brook, so

Part 2 of Subutay Musluoglu’s article on the Grand Central subway station has been postponed to May.
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THE GENESIS OF DASHING DAN —
ENTER THE NORTH SIDE DIVISION
by George Chiasson
(Continued from March, 2018 issue)
While the dirt most definitely flew in Flushing, earnest
electrification work began on the Whitestone Branch in
May, 1912. The line was outfitted with third rail almost
entirely as it was originally constructed, but with high
wooden platforms installed through the summer at
Elmhurst, Corona, Bridge Street, College Point,
Whitestone, and Whitestone Landing to expedite dwell
times. By this time it was clear that the established traffic levels between Manhattan and the North Side Division not only justified its insertion at Penn Station as
soon as possible but almost demanded it. Of course,
one overarching aspect of this urgency which had not
applied to the earlier electrified lines was a lack of destination alternatives at the New York end for passengers
from the two branches, who inherently only had access
to Manhattan but not Downtown Brooklyn. As a result
their fast-growing passenger load was continuing to put
an incredible strain on the Woodside station, which was
still a humble setting that was being used for transfers
between North Side trains and the various electric lines
already serving Penn Station, a function far in excess of
its original purpose. In addition, until their electrification
could be implemented, the ever-increasing volume of
passengers from the (frequent) trains of the Port Washington and Whitestone Branches, along with the company’s continuing plethora of steam-powered routes,
would keep the terminal at Long Island City and its attendant ferries almost as busy as Penn Station, while
also continuing to require a full range of staffing and
passenger services at both locations. On the other
hand, it was equally obvious that terminal capacity at
Penn Station itself, though it was still less than two
years old, was already being strained and there would
not be room to simply relocate all then-scheduled service from both Whitestone and Port Washington into
Manhattan.
Then, as always, there was the question of available
equipment. The unceasing ridership needs of the Long
Island Rail Road’s burgeoning suburban electric empire
to date had eagerly consumed each and every one of
its 335 passenger-carrying MUs as soon as they could
be added to the fleet. Nonetheless the company was
not in a financial position (nor truly expected to be anytime soon) that it would just as readily be able to procure additional large quantities of rolling stock for an
indefinite period. For its part, the parent Pennsylvania
was still willing and able to assist in this regard, but its
future commitment to the suburban side of the mature
New York Terminal project was understandably limited—the Pennsy, after all, was on the cusp of its own
similar struggles in the Philadelphia area. As much as
anything else this challenge was a key factor going forward which retarded the LIRR’s ability to develop a

(profitable) “commuter” network that could stay ahead of
Long Island’s virtually inexhaustible suburban growth,
as opposed to one that was perpetually trying to catch
up with itself and the communities it served. There were
other mitigating circumstances, of course: the (First)
World War, financial inflation by the 1920s, and the
growth (or absence) of government’s role in setting the
conventions for commercial and residential development in such a vast, prosperous urban region before the
deflationary effects of the Great Depression intervened.
All in all, the railroad’s power to control its own destiny
in this regard during that first, crucial decade after Penn
Station’s opening was very definitely compromised by
issues beyond its immediate control.
In any case, the LIRR did receive 20 more MP-54A
motors in 1912 (1602-21) which would enable it to
“open the (new) line at a moment’s notice, were that
necessary,” or so its spokesman stated in the newspaper. Employee training was finally able to commence on
the newly-electrified corridor from Penn Station to
Whitestone by the beginning of September, about a
month after the customary media alert of the start-up
and literally as the last construction crews were getting
out of the way and the necessary facilities certified for
use. To support the new electrification, a substation was
established in the Flushing “meadow” at Whitestone
(aka Great Neck) Junction, another at Whitestone Landing, and the requisite power lines partly buried in wayside troughs and partly strung alongside the oft-sodden
earth around its right-of-way. Meanwhile, electrical facilities had already been established at the stations before
third rail was laid with the exception of Malba, where it
was built-in at its rather late opening date. Completely
electrified revenue service commenced when the
“Winter” schedule went into effect on October 22, 1912,
at which time all Whitestone trains were routed into
Pennsylvania Station while traditional, steam-powered
consists from Port Washington continued to journey to
Long Island City only during the rush hours. To reduce
the continuing crush of interchange activity at Woodside, at all other times Port Washington Branch trains
were terminated at the Corona station then deadheaded
to the Long Island City servicing complex and back, with
passengers transferring to and from Whitestone electrics at the former location for the balance of their trip.
Otherwise, the Whitestone Branch was operated as
always, with meets on its single main track based on
timetable superiority and executed at passing sidings at
Myrtle (32nd) Avenue in Flushing and College Point or
entering the terminal at Whitestone Landing, each overseen by a nearby signal tower. This traditional working
routine was the only one of its type on the Long Island
(Continued on page 3)
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In the meantime, the Port Washington Branch was still
deep in the pangs of construction intended to support its
ultimate electrification with a wired, two-track elevation
being added through the summer of 1913 to replace the
original grade-level right-of-way from a point east of the
Murray Hill station (corresponding with the present 155th
Street) to the grade crossing at Broadway (now Northern Boulevard). This was in addition to the final effort to
complete the previous (1912) elevation of trackage
through the central area of Flushing, where the permanent, high-platform station was constructed at Main
Street along with a substantial yet aesthetically-crafted
and concrete-sheathed overpass which carried the new
main tracks over the roadway in place of the temporary
trestle work. In between these two sections, the Murray
Hill open cut was extended along the northerly perimeter of the railroad’s property from a new underpass at
Percy (147th) Street to a point past Murray Street
(roughly at the present 154th Street) which enabled
trackage through the densely-populated Murray Hill station area to be depressed by some 25 to 30 feet below
the original grade level. This cut was to be occupied by
a single, temporary, and electrified track and include a
new (and also temporary) station while the construction
of more permanent facilities progressed, with both
placed in service along with the relatively short elevated
segment to a new (permanent) high-platform station at
Broadway on September 24, 1913. The new Main
Street station and its associated concrete-encased
bridge across Main Street were also opened on October
4, which completed the two-year jigsaw puzzle of electrification-ready track through Flushing, and testing of
the new facilities was at last able to begin. Employee
qualification followed a week after that, and within two
weeks the Port Washington Branch was deemed ready
for its long-awaited diversion to Manhattan. Ultimately,
construction work on the extended open cut through
Murray Hill, which continued to exhibit the rapid transitlike “concrete canyon” characteristics of the portion
opened in 1912, was ongoing through the following winter and spring. Its permanent, electrified double-track
and an entirely depressed, cement-encased station at
Murray Hill, which included a replacement, albeit unconventional “depot” at ground level (more accurately described as an enclosure) were finally completed by the
end of July, 1914.
As was the case the previous year, new “Winter”
schedules were put into effect on Tuesday, October 21,
1913 which featured through service from Port Washington to Pennsylvania Station at all times, but with
some capacity- and equipment-conserving strings attached. In the peak commuting hours (at least after October of 1914 if not from the beginning), Port Washington service consisted of numerous express trains that
skipped most stations in the dominant direction of travel
(stopping only at Main Street and Bayside west of Great
Neck), and may not have stopped at all between Great
Neck and Woodside going the opposite way. Meanwhile, Penn Station MUs in “local” service (that is, mak-

(Continued from page 2)

Rail Road’s electric lines (though not on its system) and
was long a point of concern but not uncertainty with the
railroad. In fact, the installation of an automatic block
signal system (using semaphore heads) was initially
planned and approved once upgrading and electrification of the neighboring branch to Port Washington was
completed by 1914, but such work on the Whitestone
Branch was actually being advanced by LIRR management at substantial additional cost. Each of these dynamics came into play on the morning of Monday, September 22, 1913 when two trains — #311, the scheduled 6:16 from Whitestone Landing to Penn Station
(which was 23 minutes late), and #308, the scheduled
6:15 from Penn Station to Whitestone Landing (which
had passed by “JC” Tower at Whitestone Junction three
minutes behind schedule) — collided head-on at approximately 6:45 AM. The accident occurred just past
the (blind) 90º curve at Third (now 14th) Avenue between the College Point and Malba stations, killing both
Motormen and critically injuring the Conductors on each
train (which at that hour were mostly empty of passengers). The lead MP-54A motor car of each train was
heavily, but not fatally, damaged while the rest of the
equipment involved evidently sustained no serious
harm. For the record, the consist of westbound train
#311 was MP-54A unit 1526 along with a “combination
car” (probably an MPB-54), while 308 had four MUs led
by the brand new 1371, with (likely) another MPB-54
trailing.
After a number of investigations and testimonies were
conducted both within and outside the LIRR (most notably by the Interstate Commerce Commission), it was
determined that the wreck was indeed caused by a
combination of many factors, including the lengthy tardiness of the Manhattan-bound train (which had timetable
superiority for the time of day), as well as poor procedural (rulebook) judgment and miscommunication, inattention to detail (both on behalf of the line’s Dispatcher
and the Towerman at “JC”) and to some degree signal
and sightline limitations presented by the line’s nowaged (44-year-old) operating environment. In response
to this predicament, and continuing until the Whitestone
Branch was ultimately closed almost 20 years later, a
“staff” block authentication system was implemented
(otherwise and more recently known as operation by
“baton”) which required any train entering a single-track
segment to be in possession of an exclusive, designated identifying marker (often in the form of a flag, lamp or
lantern) before it could proceed, such that any train
lacking this indicator in addition to standard permissions
was forbidden from proceeding through the single-track
area, regardless of timetable status or any otherwise
countermanding order. While this incident and its aftermath may have scarred the railroad and accentuated
the intrinsic shortcomings of the Whitestone Branch, the
line nevertheless remained an important and intenselyserved traffic generator for the rest of its service life.

(Continued on page 6)
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the previous summer in the ribbon-cutting ceremony. I
am standing on the Pond Road grade crossing and that
signal to the left is the eastward home signal (1E) protecting the facing point switches at KO-1 Interlocking,
about a quarter-mile west of Ronkonkoma station.
Returning to Veterans Memorial Highway in Islandia/
Ronkonkoma on August 27, 2016 (bottom left) we see
that the new second track has been laid and is awaiting
ballast, tamping, and lining.

(Continued from page 1)

there were some environmental issues here. This is the
longest section of the Main Line west of Ronkonkoma
without any grade crossings, a distance of over three
miles.

The above view is looking west on March 20, 2016
with the section of second main track that had been laid

It is now October 21, 2017 and this is looking west
from just west of the Peters Boulevard grade crossing.
This is about one mile west of the Central Islip station.
In the current scenario, the Main Line is single-track
from Brentwood to Ronkonkoma with a passing siding
at the Central Islip station. The interlockings (CI-1 and
CI-2) on either side of Central Islip station will be removed from service and this single universal interlocking (just named CI) will replace it. The segment from
here east to Ronkonkoma is scheduled to be the first
piece of double-track placed in service and is supposed
to be this summer.

On January 15, 2018 we see M-7 7070 (Bombardier
Transportation, May, 2003) leading Train #8054 out of
the Wyandanch station. Note that the column supports
for the new platform along the as yet unbuilt Track 2 are
already in place. In addition, the platform along Track 1
(Continued on page 5)
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day of service for this platform, which was previously to
the right of the single main track, but that was in the
way of the new second track.

(Continued from page 4)

is being extended, hence the new columns on the right.
In the right background are the new apartment buildings
and stores in Wyandanch Village, a transit-oriented development. Out of sight to the right is a new parking
garage for the station that is already open and in use.

This view, on January 20, 2018, shows the west end
of the current siding at Central Islip. You can see the
new second main track to the right. As mentioned
above, this interlocking will be removed and replaced
with a new one about a mile to the west. Both main
tracks here will need to take a slight jog to the left, one
track space, to align with the existing two tracks in the
station, just off in the distance.

Also on January 15, 2018, this is looking east at JS
Interlocking, west of the Deer Park station, which you
can see in the distance. Though mostly single-track, the
Main Line is double-track from this point, west of the
Deer Park station, to just east of the Brentwood station.
The new, second main track will be to the right. I had
originally assumed that the existing single switch (the
second one seen here) would simply be rebuilt into a
crossover switch as the new second main track got built
here. As you can see, such is not the case. They installed a brand-new switch for the future crossover. You
will notice that the home signal here (1E) is to the left of
the main track. This was just done a few months ago to
free up the space for the new second main track.

Back at Brentwood, the current end of double-track
from Deer Park. Looking east on January 20, 2018, you
can see the new second track off in the distance.
As I mentioned in the January issue, the placing in
service of the new interlocking at Kew Gardens-Union
Turnpike was in fact completed over the weekend of
February 17-20. It took a total of nine weekends to do
the whole job, beginning to end. With the completion of
this signal work, the whole Queens Boulevard Line is
now “CBTC-ready” from 50th Street-EIghth Avenue and
50th Street-Sixth Avenue to Briarwood (formerly Van
Wyck Boulevard). Parsons Boulevard-Hillside Avenue
will be the last original interlocking left on the Queens
Boulevard Line mainline since Northern Boulevard will

Later in the afternoon of January 15, 2018, M-7 7795
(Bombardier Transportation, December, 2006) brings
Train #8057 to a stop at the Pinelawn station, which is
actually in the village of Wyandanch. This was the first

(Continued on page 16)
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A BRIGHTLINE FOR AMERICAN PASSENGER RAIL
by Alexander Ivanoff
(Photographs by the author)
Since its inception as a solution for Florida’s failed
high-speed rail plans, Brightline (originally known as All
Aboard Florida) was started in 2012 with lofty ambitions
as a “skunkworks” project (to borrow the Lockheed Martin term) of the parent company of Florida East Coast
Industries/Florida East Coast Railway (FECI/FEC). This
is the FEC’s first passenger rail since 1968, when a
court-ordered train between Jacksonville and Miami
was discontinued. Despite a series of minor legal and
larger technical setbacks (construction and testing delays), Brightline opened its first stretch of rail on January
8 between West Palm Beach and Fort Lauderdale.
I took this trip with ERA Treasurer Michael Glikin. We
arrived at Brightline’s West Palm Beach terminal about
3 in the afternoon for the 3:30 PM departure to Fort
Lauderdale. The station in West Palm Beach is well appointed, with appropriate colors and very modern design. Brightline bills itself as the first 100% ADAcompliant rail system in the United States, and that accessibility is present in all parts of the operation. Outside the stations, bike and ride-sharing facilities are
available, as is parking.
Much like NJ Transit’s Secaucus Junction, everything
is done via QR code, allowing for in almost all cases a
paperless ride. Brightline also bills itself as cashless,
which for some might be an issue. Security was also
straightforward, offering Brightline a bit of peace of mind
in a world that is very conscious of terrorism and mass
shootings. Bathrooms are aesthetically interesting with
hand dryers built into the faucets (like wings). Doors at
the stations are almost all motion sensor-operated, including gate barriers for lounge access! The Select
Lounge is well-appointed and allows passengers some
pre-boarding snacks (no alcoholic beverages) along
with TV broadcasting the latest news. The lounges have
lots of seating, with numerous power outlets. When our
train was called, an escalator brought us to platform.
Our trainset was the BrightPink one, with car numbers
on the vestibule ends.

The Siemens-built trainsets are quiet and comfortable,
with spacious windows, bright interiors, and, just like the
station lounges, ergonomic leather seats with plenty of
power outlets and dual armrests. The ceiling-mounted
banners, which show train status information and ads,
also inform customers as to if the restroom is occupied.
Pull-down shades, like those found on intercity motor
coaches, are a nice touch. Smart is two-by-two seating
while Select is one-by-two seating. While on the train I
ordered a ginger ale. I wanted a popcorn snack, but the
car attendant mentioned they were out of stock. I was
more than content with just the ginger ale as I was busy
trying to take everything in. Our train passed a FEC
mixed-freight heading north. Another ERA member had
made the same trip in January and remarked how
smooth the ride was. The FEC is known for their topnotch right-of-way, and Brightline is no exception.
The only disappointment with my trip is how fast it
ended. We arrived into Fort Lauderdale a few minutes
ahead of schedule. The Fort Lauderdale station is nearly identical to the one in West Palm Beach, and the
Broward Central Terminal for Broward County Transit is
located right across the tracks, further making intermodal connectivity a possibility. From there Mike and I took
two buses to Miami Beach, where we enjoyed dinner.
While it was my first ride on Brightline, it is far from my
last. The service was very welcoming and a refreshing
change from what I am used to on Amtrak. My only
question is, how will Brightline manage to avoid people
booking from one city and riding further than they are
ticketed? In recent months, Amtrak has come under fire
for poor service and a string of accidents. Brightline is
truly a bright spot in a nation that in the last sixty years
has had little advancement in passenger rail. Hopefully
we’ll see more Brightline-like routes across the country.
With Texas Central Railway close to starting work on
the line from Dallas to Houston, high-speed rail in the
United States is finding new homes outside of traditional
passenger rail corridors.
(Continued on page 7)

The Genesis of Dashing Dan

of the railroad’s impressive new array of services was
intended to direct as many of the North Side lines’ East
Side (i.e. Manhattan) passengers onto its existing East
River ferries as possible, thereby to further reduce the
incredible load of humanity travelling through Penn Station. Outside of rush hours, the electric trains from Port
Washington and Whitestone Landing were cut or combined by “JC” Tower at Whitestone Junction, being operated as a single consist between that point and Pennsylvania Station, Manhattan.
(Continued next issue)

(Continued from page 3)

ing all stops) were generally turned back at Great Neck
so as to avoid the remaining single-track railroad into
Port Washington. In addition to this operational mix, a
connecting, supplementary electric shuttle was instituted from Woodside to Long Island City which, like the
neophyte Rockaway operation of 1910, was drayed into
and out of the non-electrified Borden Avenue terminal
by steam-powered switching locomotives. This aspect
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(Continued from page 6)

The combination water faucet/hand dryer in a Brightline station.
restroom

The interior of the Brightline station in West Palm Beach. Regardless
of the accent colors, yellow truly helps to make the "Bright" in
Brightline come out.

The interior of a Brightline Select coach. The
Siemens cars currently
on order for CalTrans
(California DOT) and
Illinois DOT on behalf
of the Midwest corridor services will be
nearly identical.

The BrightPink consist at the Fort Lauderdale station.

The BrightPink consist at the West Palm Beach station.

Brightline Select car 202. For some reason, Brightline does not make
car numbers prominent like Amtrak and other rail operators do.
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Commuter and Transit Notes

No. 351
by Ronald Yee, James Giovan, and Alexander Ivanoff

MTA Metro-North Railroad
Metro-North closed its ticket windows on the west side
of the upper level of Grand Central Terminal on March 5
until further notice for renovations. The ticket selling and
customer service functions were shifted to the ticket
windows on the east side of the terminal. (Editor’s Note
by Ronald Yee: These windows have remained unused since
the departure of Off Track Betting (OTB) in the late 1980s
and have only served as a single tourist information window
and for special events. Going farther back in Grand Central’s
history, these windows were originally the ticket windows for
the New York, New Haven & Hartford Railroad, separate
from the New York Central Railroad.) (Metro-North Railroad press release, March 4)
Metro-North reduced its evening services after 10 PM
to hourly on all three lines on Friday, March 2 in response to the severe winter storm with high winds and
snow that had battered the region all afternoon. Regular
service resumed Saturday, March 3. (Metro-North Railroad press release, March 2)
Five days later, another winter storm, packing less
intense winds but dropping around two feet of heavy
wet snow north of White Plains, forced Metro-North to
reduce service on Wednesday, March 7 by combining
select AM and PM peak period trains and reducing its
service to hourly after 8 PM. However, the weight of the
heavy snow caused numerous trees to fall across the
tracks on all three lines, forcing the railroad to suspend
all service at 7:45 PM, stranding hundreds of commuters in Grand Central Terminal overnight. A reduced
schedule was operated on Thursday, March 8 on the
Hudson, Harlem, and New Haven mainline while service remained suspended on the New Canaan, Danbury, and Waterbury Branches. On Friday, March 9, service on the Harlem Line between Goldens Bridge and
Southeast had to be suspended due to power line poles
weakened by the storm that fell across the tracks and
damaged the third rail. Repairs took three days with a
“bus bridge” providing service between Southeast and
Goldens Bridge. Normal train service resumed in time
for the morning peak period Monday, March 12. (MetroNorth Railroad press releases, March 7-9)
The March 18 schedules make major changes to the
traditional service patterns that had been in effect for
the entire history of the railroad since 1983. To accommodate the addition of a new platform at the White
Plains station and the preparation work needed for platform reconstruction and renewal at the Hartsdale and
Scarsdale stations, all weekday off-peak and weekend
North White Plains locals that do not make connections
with upper Harlem Line trains to and from Southeast will
terminate at Crestwood, leaving the Scarsdale and
Hartsdale stations with hourly service. This loss of service will be mitigated during time periods where ridership is heavier by having select Southeast trains stop
at Hartsdale, Scarsdale, and Crestwood before operat-

ing express to/from Manhattan. The once per day weekend through service express trains between Wassaic
and Grand Central Terminal will be replaced with Wassaic to Southeast shuttle trains. There are no changes
to peak period schedules and patterns. (Editor’s Note by
Ronald Yee: This schedule revamping will provide a longer
uninterrupted time "window" during which workers can focus
on getting the construction work done instead of constantly
clearing up to allow the passage of trains every half-hour in
each direction. It will also reschedule the train movements
through construction areas to permit the single-tracking of
the line between North White Plains and Scarsdale as well as
Goldens Bridge to Southeast to support a switch replacement
project and allow workers continuous track time to perform
their work. However, this Editor does have some concerns
regarding the irregularity of the stopping patterns of the revised service. It is not a “mnemonic” schedule, in other
words, a schedule that customers will easily remember as the
stopping patterns of all the trains in the CrestwoodScarsdale-Hartsdale zone are not uniform and have variances
throughout the day, ostensibly designed to better serve the
public during certain portions of the off-peak periods which
have somewhat higher levels of demand based upon ridership
data. There a possibility that this varied and inconsistent
schedule pattern change could result in a great deal of confusion amongst the passengers getting carried past their stops
thinking the train they are on is making Hartsdale, Scarsdale,
or Crestwood when in fact it is not. Adding to that scenario
the prospect of only hourly service at Scarsdale and Hartsdale should someone need to ride back to a station they
missed is a recipe for customer dissatisfaction and potential
ridership loss. Clear and concise public address announcements at boarding stations and aboard the trains by the crews
will be the only means to prevent confusion.) (Metro-North
press release, March 13)
NJ Transit
March 7’s winter storm caused NJ Transit to implement its Severe Weather Schedule Level 1 on its rail
system, resulting in a limited weekday schedule on all
lines. After the storm stampeded through the region,
dropping up to 30 inches of snow on some portions of
the NJ Transit commuter rail network, the railroad announced that limited rail service would operate on
Thursday, March 8. Limited service was offered on the
Pascack Valley and Main Line only between Hoboken
and Suffern, service to Port Jervis remained suspended
due to downed trees across the tracks, Raritan Valley
Line service was restored only between Newark and
Raritan, and service west to High Bridge remained suspended because of fallen trees. The Northeast Corridor
and North Jersey Coast Lines and RiverLine resumed
full service and the Princeton Shuttle and Atlantic City
services remained suspended due to mechanical and
signal issues respectively. The Morris & Essex Lines
(Continued on page 9)
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their signal systems suspended for any reason. This is
in direct response to the wreck of Amtrak #91 on February 4 where a train operating on manual block authority
encountered a switch that had been left misaligned and
was directed onto a siding where it struck the lead two
locomotives of a parked freight train, killing the two
Amtrak crewmembers. The NTSB recommends that the
first train to enter a block that contains a switch that has
been reported re-aligned for the mainline operate at
restricted speed until the train reaches the switch, visually confirms that it is aligned properly with the Dispatcher, and only then would be permitted to increase
its speed up to 59 mph, the federal maximum speed for
tracks governed by manual block. While improving safety, this degree of caution will wreak further havoc on
Amtrak’s timekeeping wherever this EO will be in effect.
(Trains Magazine, February 15)
A winter storm severely impacted Amtrak operations
from Virginia to Maine from Friday, March 2 until Sunday, March 4. The extremely high winds created a constant risk from falling trees, downed catenary and power
feeder cables, and general region-wide power outages,
any and all of which made continued train operations
too risky to continue. Initially, train services on the
Northeast Corridor were subject to delays due to reduced-speed operations but as the winds increased and
power outages became more widespread, a decision on
Friday afternoon was made to suspend all operations
on the Northeast Corridor until the hazardous weather
eased off, track blockages were cleared away, and continuous catenary power could be assured throughout
the route. This suspension expanded to cover the longdistance services into and out of Penn Station New York
such as the Silver Meteor departure of March 2, which
was cancelled. Service was partially restored around
midday Saturday with most trains resuming their normal
scheduled runs for Sunday, March 4. Power failures in
northern Virginia also caused a cascade of worsening
delays to the Auto Train. The Thursday, March 1 departure of Auto Train #52 from Sanford, Florida had ERA
member Sid Keyles aboard, who reported the train suffered a parted air hose soon after departing Sanford,
delaying the train significantly while repairs were made.
The delays cascaded through the night from the effects
of the delay as well as the increasing winds from the
storm, resulting in a very late arrival into Lorton, Virginia
at 7:33 PM, 10 hours 34 minutes past its 8:59 AM
scheduled arrival. Member Bob Vogel, waiting to ride
Auto Train #53 to Sanford, reported that the high winds
caused a regional power blackout across northern Virginia plunging the Auto Train station and facility into
darkness. Battery-powered lighting was initially used to
light the station waiting room and its toilets lit by emergency chemical light sticks until a portable generator
was delivered to provide minimal power for the complex
and enable the offloading of the automobiles on the car
carriers from 9:13 PM until 11:27 PM. The departing
passengers had to wait in their cars as the sole waiting
room at the station was full of arriving passengers still

(Continued from page 8)

remained suspended due to snow and fallen tree issues
affecting the catenary. (NJ Transit press releases,
March 6-8)
Amtrak
Amtrak unexpectedly announced the end of its Pacific
Parlour Car service on the Coast Starlight, train numbers 11 and 14; the final run northbound was February
2 departing from Los Angeles and February 4 departing
from Seattle. Amtrak officials cited the advancing age of
the 1956-vintage former El Capitan high-level cars used
for that service and the need for an extensive
(expensive) inspection and rehabilitation work on a 60year-old car body and trucks. (Amtrak press release,
February 1)
Amtrak is shortening the route of the Cardinal and
cancelling two Northeast Regional trains to minimize
congestion during track work at New York’s Penn Station.
Beginning March 29, train #50, the eastbound Cardinal, will operate from Chicago to Washington, D.C. instead of continuing to Penn Station as is currently the
case. Beginning April 1, the westbound Cardinal, train
#51, will operate from Washington to Chicago. These
changes are until further notice.
Existing trains will provide connecting service to and
from New York, but the change ends, at least temporarily, the one-seat service between New York and Virginia
and West Virginia communities that generates a significant amount of the train’s traffic.
The Cardinal ran between Washington and Chicago
from 1995 to 2002 to facilitate use of Superliner equipment, which cannot operate on the Northeast Corridor
because of clearance issues. The Superliner equipment
was replaced by single-level cars in October, 2002 and
full service to New York returned in 2004.
Cancelled as part of the schedule change are Saturday and Sunday Northeast Regional trains #152 (leave
Washington at 8 AM) and 153 (depart New York at 8:05
AM). Those cancellations are effective March 25 until
further notice, although both trains will run as part of the
July 4 holiday schedule. (Trains Magazine via Orrin
Getz, March 13)
Amtrak CEO Richard Anderson stated that he does
not intend to operate passenger trains over tracks not in
compliance with Positive Train Control (PTC) regulations slated to take effect December 31. This would include host railroads that have not made enough progress toward implementation of PTC to be granted a
waiver. Sections of track granted a waiver while the
work is being completed will be considered on a caseby-case basis for continued operations. (Trains Magazine, February 15)
The National Transportation Safety Board (NTSB) has
recommended that the Federal Railroad Administration
(FRA) issue an Emergency Order (EO) that would require railroads to change the methods of operation
whenever trains must operate over tracks that have had

(Continued on page 10)
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waiting for their cars. Southbound passengers were finally allowed to board the train at midnight as automobiles were still being loaded onto the car carriers. The
southbound Auto Train pulled away from the platform at
2 AM but required two additional hours to switch and
add-on the automobile carriers to the rear of the train.
Train #53 finally departed Lorton at 4 AM, 12 hours late,
and arrived at Sanford at 9:43 PM, almost 13 hours late.
Because there are only two sets of equipment serving
the Auto Train, Amtrak cancelled the Saturday runs in
both directions to allow a “reset” of the equipment turns
for on-time 4 PM departures from Sanford and Lorton
on Sunday, March 4. (Amtrak and Sid Keyles and Bob
Vogel, March 2-4)
Four days later, another winter storm struck the Northeast on Wednesday, March 7, 2018. While it was a faster-moving storm with lower wind speeds of "only" 40-60
mph, the system contained a lot more moisture and
dumped upwards of 24 to 30 inches of heavy wet snow,
causing additional power outages and downed trees.
Amtrak modified its services along the Northeast Corridor for March 7, reducing the number of trains operated
by cancelling 27 Acela Express runs, nine Northeast
Regional trains, eight Empire Service trains, and eight
Keystone
trains
(New
York
City-PhiladelphiaHarrisburg). By that evening Amtrak was forced to suspend all services between New York City and Boston
until 11 AM Thursday, March 8.
A third winter storm struck the same region on Tuesday, March 13 with high winds and dumping an additional 1-2 feet of snow on New England, creating blizzard conditions and forcing Amtrak to suspend all train
services on the Northeast Corridor between New York
and Boston as well as the Downeaster, Vermonter (New
York City-St. Albans, Vermont), and Boston-Albany section of the Lake Shore Limited in both directions that
day. Service was slowly restored the following day as
maintenance crews cleared the lines for service.
(Amtrak press release, March 12)
Miscellaneous
The Pikes Peak cog railway, also known as the Manitou & Pikes Peak Railroad, which first opened in 1891,
may end up closing permanently following an engineering assessment this past winter season that the track
and much of the equipment has reached the end of its
useful life. Jack Damoli, President and Chief Executive
Officer of The Broadmoor Hotel, which owns the line,
stated that the line ceased all operations on March 15
for the remainder of the year and could remain closed
for up to three more years while an economic assessment is performed to see if the corporation could justify
spending tens of millions of dollars to restore the 8.9mile line rising to an altitude of just over 14,000 feet.
(Editor’s Note by Ronald Yee: The 2013 ERA Convention
covered that line with a chartered car added to a regularly
scheduled run.) (Colorado Springs Gazette, March 13)

Other Transit Systems
Boston, Massachusetts
Following the March 7 winter storm that whipped up
blizzard conditions throughout New England, the MBTA
was able to operate its trains on Thursday, March 8,
albeit with delays up to 100 minutes. (Al Holtz, March 8)
Buffalo, New York
The Niagara Frontier Transportation Authority (NFTA)
Board voted on February 22 to authorize the awarding
of a $4.8 million contract to WSP USA for environmental
review and engineering design services on the first
phase of the 6.8-mile extension of the Buffalo light rail
network to Amherst.
Following the completion of an analysis of transit options for the Amherst corridor last year, a Locally Preferred Alternative (LPA) was selected for an extension
of the existing seven-mile Buffalo Metro Rail Line from
its current northern terminus at University South Campus.
The extension would follow an underground alignment
from University station to a portal near Eggert Road,
continuing at-grade along Niagara Falls Boulevard to
Maple Road and Sweet Home Road before reaching
University North Campus.
The extension will reduce the journey time between
the north and south campuses of the University to
around 17 minutes. A phase 2 would extend the line to a
terminus near Interstate Highway 990 at Audubon Parkway.
In January, 2017 Governor Andrew Cuomo approved
the allocation of $5 million in state funding through the
Buffalo Billion II program to complete the environmental
review for the Amherst extension, which is expected to
boost Buffalo Metro Rail ridership from 20,000 passengers per day to more than 40,000 per day by 2035.
However, criticism of the project has surfaced from
former supporters. Buffalo-area U.S. Representative
Brian Higgins claims that the existing system should be
brought up to a state of good repair first before an extension is given a go-ahead. (Editor’s Note by Alexander
Ivanoff: While I understand the Representative’s concerns,
Metro Rail has been stuck in the 1980s for three decades.
Rehabilitating the existing line is just as important as attracting new customers.) (International Railway Journal,
February 23; Buffalo News, March 12)
Philadelphia, Pennsylvania
A St. Louis, Missouri developer that specializes in
scrapping and upgrading heavy industry locations that
were once the source of American industrial might, has
bought 138 acres of the former Budd Company railcar
plant location on Red Lion Road in far Northeast Philadelphia. Commercial paid drug maker Teva Pharmaceutical $18 million for the site.
Commercial plans three large warehouse buildings,
totaling more than 1.6 million square feet of office
space, an area larger than each of the Comcast and
Liberty Place office towers that dominate the Center
City skyline.
The Philadelphia Industrial Development Corporation
(Continued on page 11)
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and city officials have been trying to lure new users to
the site since Budd successor Transit America shut
down in 1987, followed by years of environmental remediation work.
Teva had proposed building a $300 million drug warehouse complex on the property with state assistance,
but canceled the plan amid cost-cutting moves in 2012.
The site was also home to the partly completed Island
Green golf course, after Transit America sold neighboring land for housing development. The site is also suited for “big box” warehousing and distribution.
Warehousing has replaced heavy industry as a bluecollar employer across much of Pennsylvania and New
Jersey’s highway corridor. But Philadelphia has up until
now missed out on the modern warehouse construction
that has followed the growth in digital logistics and
online “direct” sales, as most of these distribution centers are in the Lehigh Valley.
Budd’s plants at Red Lion Road and its earlier works
on Hunting Park Avenue ranked among Philadelphia’s
largest industrial employers in the mid-1900s, when the
city was still a center of specialty metals, electrical, rail
equipment, and textile manufacturing. (Philadelphia
Enquirer via Bill Vigrass, March 8)
Baltimore, Maryland
In response to inspections on an above-ground section of track which revealed serious deficiencies that
compromised safety, the Maryland Department of
Transportation’s Maryland Transit Administration (MTA)
abruptly closed the entire 15.5-mile, 14-station subway
system down starting Friday night, February 9. The system remained closed 24/7 for four weeks until Monday,
March 11 while emergency repairs were performed to
the tracks. In the interim, emergency funds financed a
$2.2 million “bus bridge” that replaced the subway service offering free rides and all-stops local service from 5
AM to midnight on weekdays and 6 AM to midnight on
weekends to the line’s 40,000 weekday riders. There
was also an “express bus bridge” during weekday peak
periods from 6-11 AM and from 3-8 PM stopping only at
Owings Mills, Milford Mill, Mondawmin, State Center,
Charles Center, and Johns Hopkins. (Baltimore CBS
News, February 11)
Charlotte, North Carolina
Charlotte opened the second piece of the Lynx Blue
Line, a 9.3-mile segment from uptown to UNC Charlotte, on March 16. It is the most expensive public works
project in the city’s history and will double the amount of
light rail in the city.
The extension debuts a little more than a decade after
the original light-rail segment opened in November,
2007, and it will give the city a total of 20 miles of rail,
and a 59-minute trip from the outerbelt in south Charlotte to the university. While the city has other rail ambitions, there is currently no money to fund them.
The Lynx extension begins in Uptown, where the Blue
Line tracks end at the Seventh Street station. It travels
11

9.3 miles through Uptown, NoDa, and then to UNC
Charlotte.
The original plan was for the train to stop at Interstate
485 with a large park-and-ride station, but that final two
miles was removed to keep the project within a $1.1
billion budget. The extension has 11 new stations.
CATS said it plans to operate trains every 8 minutes
during rush hour in the morning and evening. On weekdays during non-peak times, the Lynx will arrive every
15 minutes. After 7:20 PM, the trains will come every 20
minutes. (Charlotte Observer, March 14)
Miami, Florida
After 15 years of proposals for light rail transit (LRT)
linking downtown Miami with Miami Beach, Miami
Mayor Carlos Jimenez has endorsed Metro-Dade's
Commissioners’ plans to select Personal Rapid Transit
(PRT) over LRT. They cited far lower construction costs
($100 million for Metrorail rapid transit vs $10 million per
mile for PRT) and a much less intrusive "footprint" on
the landscape in terms of elevated guideways or street
trackage with impacts on pedestrian and traffic flows as
well as shorter point-to-point travel times. Instead of
light rail vehicles with capacities in excess of 100 passengers that stop at every intermediate station stop enroute, PRT vehicles carrying 4 to 6 passengers each
would offer faster point-to-point travel with no intermediate station stops. For groups of people larger than 6,
more than one car can be coupled together to form a
train bound for the same destination, even if the points
of origin or boarding stations are different. PRT vehicles
are expected to travel at an average speed of 28 mph in
comparison with 16 mph for automobile traffic. An additional feature offered by the proposed PRT would be the
ability of a PRT car to be of a dual-mode nature with the
ability to leave the rail right-of-way at designated locations along the line and navigate city streets to receive
or discharge riders and rejoin the rail line afterward. The
initial concept proposal has the PRT line leave downtown from two branches, one from the Omni Center and
the other from the Brightline terminal, then travel along
the MacArthur Causeway with the first stop at Watson
Island, then at Fifth Street and Alton Road in Miami
Beach. Florida Department of Transportation’s District
Six expects a competitive bidding process similar to an
ongoing process in South Carolina for PRT. (Miami Today, February 28)
Despite some expected teething issues, Brightline is
demonstrating to be a success with passengers and
investors. The Select coaches, which include complimentary food and beverages, wider seats, and lounge
access, have been regularly selling out on certain
trains.
In response, the company has started charging $5
more for tickets. The price increase is only on weekend
days, at least for now. According to the Brightline website, prices for a Select Cabin ticket have increased
from $15 to $20 at peak times on Saturdays and Sundays. On some trains, the fare class has been sold out
entirely. The reason is cited as overwhelming demand.
(Continued on page 12)
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Fares for the coach service (Smart) are still at $10.
At a press conference introducing the service on January 10, Brightline executives revealed new details
about their plans for the speedy train service. The MiamiCentral station is expected to be ready for passengers in the spring, other markets are being considered,
and bond sales have been better than expected.
Brightline CEO Patrick Goddard announced in early
March at a lunch with the Greater Miami Chamber of
Commerce that service to MiamiCentral is expected to
launch sometime in April.
Miami-Dade County is now in discussions with Brightline to operate the Northeast Corridor route (from Miami
to Aventura, NOT the more famed one), which would
follow the plan for the Coastal Link commuter rail plan
that has been in the works for years. (Editor’s Note by
Alexander Ivanoff: From my ride back in February, I could
see that Brightline knows its market and in five years could
very easily expand to Jacksonville and Tampa, both natural
markets. As to the Costal Link/Northeast Corridor (Florida)
Line, it would be natural for Brightline to operate that and I
would guess that Brightline would operate that using Tri-Rail
equipment.) (The Next Miami, January 15, February 12,
and February 27; Curbed Miami, March 13)
Poinciana, Florida
Wabtec Corporation signed a $62 million contract to
design, install, test, and commission a positive train
control (PTC) system for the Central Florida Rail Corridor between Poinciana and Deland, Florida which carries the SunRail commuter rail line serving Orlando. It
has ongoing PTC installation contracts for the Chicago
area’s Metra commuter rail lines and the South Shore
Line operated by the Northern Indiana Commuter
Transportation District (NICTD). Wabtec will equip SunRail’s 24 locomotives and cab cars with its Interoperable Electronic Train Management System (I-ETMS®), a
back-office server, wayside communications and signals, a dispatching system, training and system integration. Wabtec expects the PTC installation to be completed in time to meet the federal deadline for operational
PTC of December 31 and be fully compatible with the
PTC systems of the Class I carriers. (Progressive Railroading, February 13)
Chicago, Illinois
Metra F40PHM-2 205 was severely damaged in a
CSX wreck near Sherwood, Tennessee as it was being
transported with unit 204 to Georgia for rebuilding. Built
in 1991-2 as the last locomotives produced at EMD’s
LaGrange Illinois plant, these locomotives are being
rebuilt to enable them to serve on Metra for several
more years. (Al Holtz, March 13)
Los Angeles, California
Los Angeles World Airports (LAWA) Board of Airport
Commissioners approved plans to award a $4.5 billion
design, build, finance, operate, and maintain (DBFOM)
contract to build a 2.5-mile-long Automated People
Mover (APM) transportation system for Los Angeles
12

International Airport. The contractor, LAX Integrated
Express Solutions (LINXS), is expected to deliver by
2023 a functioning APM system capable of transporting
10,000 persons per hour on a two-minute headway linking a central transportation hub housing a consolidated
rental car facility, a pick-up and drop off area, and an
intermodal transport station in the airport with the nearby LAMTA Green Line light rail. The DBFOM contract
will be for a 30-year period. Bombardier, LINXS’ selected builder of the APM vehicles, has supplied similar
equipment to APM systems at 8 of the 10 busiest airports in the United States. The APM is expected to reduce traffic congestion at LAX and improve travel times
overall. (Los Angeles World Airports press release, February 15)
LAMTA is considering a temporary shutdown of its
Blue Line to allow for an eight-month-long, $300 million
rebuild of the 22-mile light rail line linking Downtown Los
Angeles and Long Beach. The project was announced
at the Metro Board’s System Safety, Security, and Operations Committee and is planned for two phases, first a
four-month closure of the line’s southern half between
Long Beach and 103rd Street in Compton, followed by a
four-month closure of the northern half of the line from
103rd Street to 7th Street/Metro Center in downtown Los
Angeles. The Rosa Parks/Willowbrook interchange station with the Green Line will be closed for the entire
eight month period as it undergoes a $66 million renovation and upgrade. Plans call for shuttle buses to replace the portion of the light rail line closed during each
stage, likely resulting in a 50-100% increase in travel
times for its riders. During peak periods, there will be
express and limited-stop rapid services, most likely using the Silver Line alignment but for the same $1.75
Blue Line fare, not the premium fare on the Silver Line.
The line closures could begin in January, 2019 and fully
reopen just before the LAX/Crenshaw Line opens in
October, 2019. Combined with an ongoing $1.2 billion
line upgrade involving traffic flow adjustments and the
installation of crossing gate arms to deter vehicles from
making illegal left turns in front of LRVs along Flower
Street near downtown as well as signal prioritization for
LRVs and signal synchronization on the streets of Long
Beach, the ultimate goal of reducing the end-to-end
travel times on the Blue Line from the current 58
minutes to 48 minutes can be realized. Delays along the
line can also be reduced by the grade separation of the
line between the junction of the Blue Line and the Export Line at Washington Boulevard and Flower Street
and the Pico station. While not in the scope of this series of line upgrades, this future project is one of 28 objectives Los Angeles Mayor Eric Garcetti hopes to have
the city completed in time for the 2028 Summer Olympics. (URBANIZE LA, February 15)
Quebec, Canada
The Canadian government's 2018 budget released in
print on February 27 apparently includes a line item that
will provide funding for the purchase of new trains for
the Quebec-Windsor Corridor to replace an aging fleet
(Continued on page 15)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from March, 2018 issue)
A storm with heavy rain, loud thunder, and bright lightning ravaged the sky overnight, and our getaway day
from Bern dawned beneath a steady drizzle. After an
early breakfast we paid our bill and departed. We just
missed the 7:47 trolleybus, but fortunately service is
reasonably good on Sundays, and we rode the 8:02.
"The climate was still right for trains" (rainy) and the
8:34 Inter-City Express (German ICE equipment) took
us to Interlaken Ost (East), where I stowed our luggage
in a locker upon our 9:28 arrival. We then boarded the
Zentralbahn's meter-gauge 10:04 Interlaken-to-Luzern
express and rode it for a short distance to Brienz, arriving at 10:25. Everything was running on time, but it was
raining off and on. Upon our arrival we saw some blue
sky in the distance and began to feel hopeful.
We crossed the street to the terminal of the BrienzRothorn Bahn (the lake — Brienzersee — is on the other side of the railway station), and saw the 10:38 from
the summit coming in early. No chance for a photo
though, as we had to buy our tickets for the 10:45 trip
up the mountain. The BRB is one of the few nonelectrified railways in Switzerland. The 800 mm-gauge
dual Abt rack line climbs from the foot of the Brienzersee at 1,850 feet to the kulm (summit) of the Rothorn
mountain at 7,362 feet, traversing about 5 miles of
track. It passes through 5 tunnels and climbs grades as
steep as 25 percent. Almost all trains are powered by 04-2 steam locomotives, although a few runs in the early
morning are diesel-propelled (exactly the opposite of
the Mt. Washington Cog Railway in New Hampshire).

Each train consists of two passenger cars pushed up
the mountain at a speed no greater than 5.5 mph. They
run in platoons, the number based on demand, on a
schedule that calls for headways that range from every
40 minutes to hourly. The line is equipped with one intermediate station and has three passing sidings. It operates only from the beginning of June to the end of
October, and apparently exists exclusively for tourists,
hikers, and campers.
We boarded the rear unit of our 2-car train, the second
of the platoon of two. Quite a few tour groups, equipped
with umbrellas, occupied the first car. As we pulled
away from the station it stopped raining, but the mountains were still pretty much socked in. Soon we were
traveling through clouds and a few gaps in the cover
allowed us to see the Brienzersee below. Climbing further, we passed the early morning diesel train at the
halfway mark, where a number of hikers alighted from
our car. The views became even better as we climbed
further, the lake getting smaller and smaller. By the time
we approached the summit we were above the tree line
and there were some large patches of clear sky. The trip
took a little under an hour.
A restaurant with toilet facilities graces the summit,
and the tour group members went in immediately. Clare
and I walked up to a viewing area at the beginning of a
series of hiking trails and took some photos, both of the
scenery and the station from above. It was rather cold
and windy up there, and we were glad we brought jackets.

The 10:45 AM scheduled trip up the Rothorn was operated in two 2car sections as shown in this view taken at the Brienz station at
10:43.

(Continued on page 14)
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Two views of the Brienzersee during the train's ascent of the Rothorn from below and above the first
level of clouds.

After alighting from our train at Rothorn Kulm I had a chance to photograph the 0-4-2 locomotive
from both its front and rear.

Rothorn Kulm is 7,362 feet above sea level, but it is possible to
climb higher on foot. Two views of Clare admiring the scenery from
a hiking trail, while her high anxiety makes her hold on for dear
life. "Step to your right just a little bit further, please?" Interlaken is
shown at the far end of the Brienzersee in the photo at right.
(Continued on page 15)
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The station at Rothorn Kulm from a perch higher up the mountain.
(Continued next issue)
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of coaches composed of three distinct classes, classic
Budd built stainless steel coaches, LRC coaches, and
European-built Renaissance coaches, all of which have
been requiring ever-increasing levels of maintenance
coupled with difficulties in acquiring replacement parts.
VIA now plans to issue a Request for Proposals for 32
push-pull trains providing 9,100 seats for delivery starting in 2022. The total funding levels have not been clarified at the time this goes to press. (Railjournal.com,
March 1)
Liverpool, England
The first of 13 five-car rakes of Mark 5A coaches,
which CAF is building for British franchisee TransPennine Express (TPE), is on its way from Spain to the
Velim test track in the Czech Republic.
The push-pull coaches be will powered by Class 68
locomotives leased to TPE by Direct Rail Services. Both
the locomotives and coaches will be owned by Beacon
Rail Leasing. Two of the locomotives will also be sent
from Britain to Velim to power the trains on the test
track.
The new trains will enter service on the LiverpoolManchester-Leeds-Newcastle route, where they will
replace three-car Class 185 DMUs. However, Hitachi is
building 19 five-car Class 802 bi-mode trains for this
route, so the CAF trains will be redeployed on Liverpool-Scarborough and Manchester Airport-Middlesbrough services, when the Hitachi trains enter service in
2019.
15

The Mk 5A coaches will have an electronic reservation
system, Wi-Fi, power sockets, a real-time passenger
information system, and an onboard server to enable
passengers to stream programs.
CAF is also building 12 five-car Class 397 Civity UK
EMUs for TPE for operation on the ManchesterLiverpool-Glasgow-Edinburgh route. (International
Railway Journal, March 12
Paris, France
RATP has exercised an option for 20 five-car rubbertired metro trains from Alstom, the supplier announced
on February 19. The €157 million order is funded half by
RATP and half by regional transport authority Ile-deFrance Mobilités.
The MP14 sets with open gangways would go into
service on Line 11, where they would replace the existing MP59 fleet. Alstom is to undertake assembly at its
Valenciennes site, with components coming from Le
Creusot, Ornans, Villeurbanne, Tarbes, Saint-Ouen, and
Aix-en-Provence.
In March, 2015 Alstom signed a framework contract
for the supply of up to 217 metro trainsets to Paris, with
35 eight-car sets included in the base order. These
would be put into service on Line 14. An option for 20
six-car sets allocated to Line 4 was exercised in December, 2016. (Metro Report International, February
20)
SNCF has placed a firm order for a further nine Bombardier Transportation Regio 2N double-deck electric
multiple units, acting on behalf of greater Paris public
transport authority Ile-de-France Mobilités.
(Continued on page 16)
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Around New York’s Transit System
Next Phase of Station Rehabilitations
NYCT announced that the next phase of its planned
total station overhauls will require the closure of three
stations along Central Park West, 72 nd, 86th, and 110th
Street stations on the BC and the 163rd Street station
on the C in Washington Heights. 163rd Street is scheduled for a six-month closure from March 12 until sometime in September. The 110th Street station would be
next, closing on April 9 and reopening in September.
The 72nd Street station will close on May 7 and the 86 th
Street station closes on June 4, with both of these stations expected to reopen sometime in October. The
$110 million full rehabilitation will include waterproofing

the underground station structures, repairs to the floors
and walls, installation of permanent countdown clocks,
illuminated handrails, energy-efficient LED lighting, and
upgraded informational and assistance kiosks (help stations). Local business interests and transit advocates
expressed their dismay at the station closures for what
is mostly cosmetic and upgrade work, leaving these
stations still inaccessible to the handicapped with no
elevators and local businesses without most of their
customer base during these periods. In addition, no alternative bus services are planned; customers will be
advised to utilize the next station up or down the line or
use the Broadway Line (123).

Tech Talk

being placed into service during April. I am not sure how
many weekends that will involve but it could be as little
as four, one for each track. After this, the new interlocking at W. 4th Street-Washington Square will be done,
possibly in June.
Jeff may be contacted via e-mail at jefferlitz@gmail.com.

(Continued from page 5)

be eliminated with the Queens Line West CBTC signal
project in the next couple of years.
Over on the IND Sixth Avenue Line, the new interlocking at 34th Street-Herald Square is scheduled to begin
Commuter and Transit Notes
(Continued from page 15)

The order announced on February 19 is worth €96
million, including “price escalations based on best faith
assessment of assumptions.”
The order has been placed as an option within a
framework contract covering up to 860 trainsets which
SNCF agreed to with Bombardier in 2010 on behalf of
the French regions. A total of 134 Regio 2N EMUs have
now been ordered for SNCF Transilien routes R, N, and
D, with the first having entered service on Line R in December, 2017. In addition, 10 regions have now ordered
a total of 382 units. (Metro Report International, February 20)
Tangier, Morocco
Moroccan National Railways (ONCF) says it is on
course to open Africa’s first high-speed line in the third
quarter of this year.
According to ONCF’s Luciano Borges, work on the
114-mile Tangier-Kenitra high-speed line is now 99%
complete and good progress is being made on the delivery of rolling stock (97% complete), infrastructure
works (95% complete), and operational preparation
(78% complete).
Tracklaying was completed in October, 2017 and the
final section of catenary was installed in November. The
25kV 50Hz a.c. electrification system was energized at
the beginning of January and the Integrated Command
Centre was commissioned in February. Stations will be
completed by June, when the new line is due to be
handed over to ONCF by the contractors for the start of
trial running.
ONCF has hired 479 new staff as part of the project
16

and more than 10,000 hours of training will be carried
out before the start of revenue service.
A fleet of 12 Alstom Euroduplex trains will operate at
up to abut 200 mph on the new line, reducing the
Tangier-Kenitra journey time from 3 hours 15 minutes to
50 minutes and Tangier-Casablanca from 4 hours 45
minutes to 2hours 10 minutes.
A brand name for the high-speed service will be unveiled when the line opens.
Morocco is planning to build 1,500 kilometers of highspeed lines as part of its Rail 2040 master plan, which
aims to achieve journey times of less than two hours
between the country’s key cities. (International Railway Journal, March 12)
Lusail, Qatar
Alstom has shipped the first tram for Lusail from its La
Rochelle factory in France. It will travel by ship from the
port of Barcelona in Spain to Doha, and is expected to
arrive next month.
In 2014 Qatar Rail awarded a contract to a consortium
led by Alstom and the QDVC joint venture of Qatari Diar
and Vinci Construction Grands Projects to build the
four-line network. As part of this contract, Alstom is supplying 28 five-section trams that will use the APS
ground-level power supply system.
The 100% low-floor trams are 33 meters long with capacity for 207 passengers in two classes: standard and
family.
The first phase of the network is scheduled to open in
January, 2019, and will be operated by the RKH Qitarat
joint venture between a consortium of RATP Dev and
Keolis (49%) and local construction, property, and trading business Hamad Group (51%). (Metro Report International, February 21)
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MAJOR CHANGES COMING TO THE
GRAND CENTRAL SUBWAY STATION COMPLEX
by Subutay Musluoglu
(Photographs by the author)
(Continued from March, 2018 issue)
In the March, 2018 Bulletin, I described
the first round of capacity upgrades and associated improvements that have been completed at the Grand Central subway station
complex. It had been my intention to continue by specifically focusing on the creation of
new stairways and the reconstruction of the
existing stairways between the mezzanine
and the platforms of the Lexington Avenue
Line. However, the situation in the station
has been very fluid lately, with an unusually
fast pace of work resulting in stairways opening and closing on short notice. Considering
this, we will revisit this work next month, accompanied by graphics that will be essential
in deciphering the myriad of changes.
Instead, this month we will examine the
work taking place on the western side of the
complex, including improved access to the
42nd Street Shuttle, the future extension of
the Main Concourse level of Grand Central
Terminal (GCT), and connections to the future Long Island Rail Road East Side Access
(LIRR ESA) concourse. As with the improvements occurring over at the 456 part of
the station, this work is also funded by the
developers of the 1 Vanderbilt Avenue office
tower, which continues to rise directly across
the street from GCT, occupying the full block
bounded by E. 42nd Street, Madison Avenue,
E. 43rd Street, and of course, Vanderbilt Avenue.
Prior to the start of the Vanderbilt Avenue
project, this block was occupied by four commercial buildings, all of which dated to the
era of GCT's construction in the early 1910s.

Two of them provided access to the mezzanine level of the 42nd Street Shuttle. One was
317 Madison Avenue, which occupied the
southeast corner of the block and actually
had its main entrance on E. 42nd Street (this
author worked in the building from 2004-5),
and within its lobby there was a stairway
down to the subway. Next door to the east
was 51 E. 42nd Street, which featured an offsidewalk entrance within its front façade.
These two entrances were essentially one
unit, since both stairways joined together on
an intermediate landing prior to descending
to the Shuttle mezzanine and opening at a
point north of, and adjacent to, the main fare
array, to the west of the entrance to GCT
from the Shuttle mezzanine.
The construction of 1 Vanderbilt Avenue
provides an opportunity to reconfigure this
entire area. A new, much larger entrance located within the tower, located prominently
on E. 42nd Street, will provide future access
to the Shuttle (see Figure 1). A key feature of
this entrance will be the ability to access both
the Shuttle mezzanine and platform levels
simultaneously (see Photo 1). This will be
achieved by a single direct stairway from
street level to the mezzanine level, which is
at the same elevation as GCT's Main Concourse level (see Figure 2), in conjunction
with a double escalator bank that will descend from the street further down to a large
space that opens on to the Shuttle platform
level, with an additional opening into the passageway that leads to the Lexington Avenue
(Continued on page 6)
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THE GENESIS OF DASHING DAN —
ENTER THE NORTH SIDE DIVISION
by George Chiasson
(Continued from April, 2018 issue)
LEANING ON THE STEINWAY TUNNEL — THE IRT
HELPS OUT
Even before the North Side Division lines had arrived
at Penn Station in 1912-3, the hard numbers and obvious resultant stress that had taken shape in the brief
time since its opening were eye-popping (recall the
1916 assertion that the LIRR alone was responsible for
73% of the terminal’s annual patronage, then estimated
at almost 30 million passengers). Suffice it to state that
their introduction, as preordained and gradual as it was,
only made an increasingly bad situation worse and was
the genesis of what has remained a long, slow progression of train and human traffic (akin to a perpetual assembly line) into and out of its subterranean passages,
especially in rush hours, through the present time. Consider as well that there remained no true ease of access
to Penn Station for several years after its opening and
the scale of interplay in its earliest era was simply beyond description. As such, it is understandable from the
perspective of 100 years why the LIRR made the development of service alternatives to Penn Station a strategy almost from the time it was placed in service in 1910.
The inbred customer and political dissatisfaction which
was endemic to this situation (and that at the comparably congested Grand Central) also made external capacity solutions more attractive to some parties (though
at a completely separate fare), and this ultimately
played into the arena of New York’s rapid transit development over and above that of its metropolitan railway
system. One obvious manifestation of this desire for
substitute options was a rather swift rejuvenation of a
long-standing, semi-dormant proposal to adapt the moribund Steinway trolley tunnel for rapid transit use, and
its conversion and extension was quickly begun once
the legal, municipal and political arrangements for its
disposition and operation (by the LIRR’s former ally, the
Interborough Rapid Transit Company) were finalized as
part of the city’s massive “Dual Contracts” subway expansion agreed upon and executed in 1913.
For its part, the Long Island Rail Road was more than
willing to divert as much of its commuting traffic as was
financially and operationally possible into the IRT’s
hands. Even as conversion work on the Steinway Tunnel was in its earliest stages, the railroad again reexamined its scheduling needs and grasped even more
strongly on the concept of directing a portion of its service on most, if not all lines, away from Penn Station to
alleviate overcrowding, both in terms of trains and patrons. For some branches of course, service to Flatbush
Avenue was an easy alternative, especially for passengers seeking destinations in the Financial District and
Lower Manhattan (as always), as well as the East Side
sector of Midtown, though this was at the far end of an

otherwise brief ride on the existing IRT Subway. Lower
West Side and Midtown passengers in those days were
forced into surface line or Manhattan elevated connections somewhere along the way (most likely from Penn
Station by that time), but access to just about anywhere
else in Manhattan or certainly the Bronx was open to
individual interpretation. By any measure, the superiority of direct service to Manhattan, even though it could
be a bit out of the way for some, was proving far more
attractive to most Long Islanders than the long-standing
slog through Long Island City to the E. 34th Street ferries (even though the latter may have in fact been more
direct), and the railroad eagerly embraced the new
“Steinway” rapid transit line, with its direct service to the
Grand Central hub, as one means of relieving this burden of imbalance.
In the late spring of 1914, just over six months after
the inauguration of through service between Port Washington and Penn Station, the Long Island Rail Road
placed its full organizational faith in the IRT’s future ability to help it manage the traffic situation by adding a fulllength, high-platform station to the existing Hunters
Point (49th) Avenue overpass. Barely complete, it was
used by electric trains from several outward points beginning on July 1, which turned directly back from that
location to their end destination instead of being
dragged the rest of the way to Long Island City and
back by steam switcher. This in turn permitted a general
re-shuffling of scheduled service into Manhattan to
more evenly distribute its available “slots” across the
several electrified routes operated. It was at this point
that a significant portion of the service on the Long
Beach Branch was rerouted to Flatbush Avenue, while
there may have also been some effect on non-electric
routes that had through trains serving Penn Station. The
latter is unknown for certain, but from that date forward
most steam-powered trains definitely began making an
additional stop at Hunters Point Avenue when passing
between Woodside and Long Island City. By that same
time, the construction of expanded facilities at the Steinway Tunnel’s Queens end, and the usual setback of
unavailable equipment (particularly wherein customspecified rolling stock was required) had significantly
delayed its opening, though rapid transit conversion of
the existing trolley bore was itself accomplished rather
quickly. Thus, as far as can be ascertained, terminating
passengers were left to their own devices when making
their way to and from the lonely, if not secluded new
station at Hunters Point Avenue for almost a year, most
likely being forced to endure a walk of seven blocks
(though it was officially counted as four, and all outdoors) to reach the East River ferry slips. Alternatively, it
(Continued on page 3)
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present location of “Woodside Plaza” (Woodside Avenue between 59th and 60th Streets), which itself was
replaced in late 1915 by a permanent installation at
Roosevelt Avenue and 61st Street that was built into the
new alignment. This new railroad station was then
joined by yet another extension of the IRT’s Steinway
rapid transit line in 1917 that was shared in time by both
the Second Avenue Elevated of the Manhattan system
and BRT rapid transit trains. As part of the same Woodside-Winfield undertaking a newer station was also established serving Winfield, this rendition located several
hundred feet east of the older (second) stop at 72nd
Street, and therefore only on the North Side alignment,
with that on the original LIRR Main Line (which was
probably receiving minimal service in any case) being
eliminated as a consequence. Otherwise, LIRR
Whitestone and Port Washington trains passed to and
from Penn Station without interruption through these
years, joined as one for the inward part of their journey.
In June of 1916 the “cut and add” location was changed
from the middle of the Flushing meadow by “JC” Tower
(Whitestone Junction) to the Corona station to let passengers switch between sections. This rendezvous
point was again reversed even later in time before the
Whitestone Branch disappeared completely, but whenever and wherever in effect it was reputed to be legendary for imposing passing miseries on its passengers,
including mosquito swarms during the warm weather
seasons and icy winds during the cold. Seen through
the perspective of MTA Long Island Rail Road’s serviceable, if not incomparable, Port Washington Branch in
2018, it boggles the contemporary mind that there was
once so much railroad history bottled into this unexpected quarter, now one of Queens’ and Nassau’s most
auto-dependent and inherently urbanized areas.

(Continued from page 2)

was possible to take a streetcar north on Vernon Avenue (Boulevard) to reach the Queensborough Bridge
and walk across that to Manhattan. Even so, until the
IRT’s extension to another subway station at Hunters
Point and Van Alst Avenues could open, transferring
LIRR passengers would still have a walk of at least a ¼mile from the Hunters Point Avenue station just to reach
the IRT’s temporary terminal at Vernon-Jackson Avenues. At any rate, the short but important IRT tunnel
was finally opened to great fanfare on June 22, 1915,
creating a new gateway to Grand Central as it did.
When the old trolley tunnel’s jumble of associated additional construction was sufficiently complete, the IRT
shuttle was then extended from Vernon-Jackson Avenues to the station at Hunters Point Avenue on February 5, 1916 and in time grew at both ends into the subway trunk serving points from Times Square (and most
recently the new “Hudson Yards” terminal) to Flushing,
and at that time, Astoria.
As for the North Side Division, it subscribed to several
subsequent changes that involved the welfare of the
larger railroad, overall expansion of the city’s rapid
transit system, and the continuing evolution of the
Pennsylvania Terminal, all as the LIRR grew into its role
as part of a comprehensive metropolitan transit network. Most of these major modifications took place over
a two-year period between 1913 and 1915, during
which the LIRR constructed its “Woodside-Winfield cutoff” to replace the original (joint) main line surveys between Sunnyside Yard and Winfield Junction. Early in
this project a temporary station called “Woodside” was
opened for both main lines in place of the original at the

(Continued next issue)

SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED MARCH 26, 2018

LINE

AM RUSH

PM RUSH

LINE

1

10 R-62, 300 R-62A

10 R-62, 300 R-62A

5

350 R-142

360 R-142

2

360 R-142

350 R-142

6

350 R-62A, 10 R-142A

350 R-62A, 10 R-142A

3

260 R-62

260 R-62

7

33 R-62A, 363 R-188

22 R-62A, 352 R-188

4

180 R-142, 170 R-142A

170 R-142, 160 R-142A

10 R-62A

10 R-62A

S (42nd Street)

Around New York’s Transit System

AM RUSH

PM RUSH

Cortlandt Street station on the 1 is now scheduled to
be completed sometime in October, which will permit
the station to reopen. The rebuilt station will contain artwork from artist Ann Hamilton featuring words from the
United Nations Universal Declaration of Human Rights
and the American Declaration of Independence.

(Continued from page 16)

Cortlandt Street Station to Reopen
17 years after being almost totally destroyed during
the 9-11 attack, the $158 million reconstruction of the
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A NORTHERN CALIFORNIA EXCURSION
by Alexander Ivanoff
San Francisco has a long history of streetcar, trolleybus and cable car operation that dates back well over a
century. The current Municipal Railway (MUNI) system
dates back to the 1940s when the city-owned system
took over the Market Street Railway (whose is the
namesake for the non-profit organization that advocates
for continuing the tradition that started with the trolley
festivals beginning in 1983.
Originally conceived as an excuse for ERA First-Vice
President John Pappas and me to take a cross-country
train trip, it evolved into a dry run for the ERA North
American Convention that is to take place in the Bay
Area over Labor Day weekend this year. Our objectives
were pretty simple: to reach out to representatives from
both MUNI and BART for group tours and to see how
everything would come into place.
Upon arrival into Emeryville, the three of us (including
ERA Treasurer Michael Glikin) did not have to wait long
for the Amtrak shuttle bus to the Transbay Terminal, and
Amtrak properly accommodated the early arrival of the
Zephyr. Crossing the Bay Bridge into San Francisco
was a big deal for me, for as a child I had a fascination
with bridges. An Uber took us to the historic (and beautifully restored) Beck’s Motor Lodge in the heart of the
Castro District, well-regarded for being the unofficial
capital city of the American LGBTQ movement. Before
our dinner plans we rode on the two San Francisco historic streetcar lines.
The two MUNI historic streetcar lines have different
operating requirements. The F Line (Market & Wharves)
can use single ended PCCs, while the E Line
(Embarcadero) requires double-ended equipment.
“Torpedo” 1008, which for years was used as a tow car,
rescuing disabled LRVs and performing other work
tasks, would be my first PCC in San Francisco.
My second was the biggest catch of them all (and my
personal favorite), the baby of all North American-built
PCCs, 1040. 1040 was the very last new PCC built for a
North American transit system, and has been in nearcontinuous service with MUNI since 1952, outside of a
lengthy wait for restoration. 1040 maintains many of its
unique features (some having been restored), including
the Conductor’s seat, which was a requirement for its
early years before the advent of one-person crews.
While in San Francisco, we had the opportunity to ride
ex-SEPTA PCC 1051, dedicated to LGBTQ rights activist (and slain Board Supervisor) Harvey Milk.
Wednesday was our combined trip around town and
to Santa Rosa. We met up with Matt Lee (an old acquaintance of John’s from his days at MUNI) and received a tour of the Siemens cars in revenue service.
The Siemens cars are comfortable, efficient, and wellliked among the crowd. We made a near round-trip on
the L Line before getting a bus to the Golden Gate
Bridge, where we would transfer to a Golden Gate
Transit bus to San Rafael. Our bus was an Orion V with

two doors, but suburban-style seating. The highlight of
the trip to San Rafael was crossing the legendary Golden Gate Bridge, opened in 1937. Despite being a vehicle-only bridge, there were plans in the 1960s to have
BART operate on the lower level of the bridge. Those
plans never came to fruition.
Having a half-hour to waste in San Rafael, we took
photos of bus operations at the terminal. The transit
center and train station are almost integrated, and after
about twenty minutes we made our way over to the
train. SMART (Sonoma-Marin Area Rail Transit) is a
comfortable and quite modern operation, with features
rarely found on commuter trains in the United States but
more common for intercity rail — tray tables, reclining
seats, power outlets, wi-fi, and a snack car! Despite the
absence of a direct ride into San Francisco, the service
was well-patronized and I used the time to write in my
journal, look out the window, and zone out. On that one
round-trip on SMART, I found myself enamored with the
service, and the large windows, scenic views and comfortable interiors make SMART a destination in itself
and along with the Zephyr and riding PCC 1040, a highlight of the trip.
After aborted dinner plans in Sausalito due to a lack of
open restaurants, we opted to dine at Mel’s Drive-In and
enjoyed a classic dining option while watching trolley
buses go by. Because of San Francisco’s hilly terrain
and need for tunnels to go through hills, the light rail
and trolley buses have reigned superior due to better
acceleration and ability to handle grades and have in
part helped San Francisco avoid being a tractionless
city. Seattle is another example of a city taking advantage these benefits of electrification.
On Thursday we made our way south and spent the
day covering much of the ground that the ERA covered
during the 2004 Convention. Valley Transit Authority
(VTA) has made progress in improving operations, and
John, who has from time to time been disappointed in
VTA’s practices, was pleasantly surprised and very happy to see an on-time operation with close headways.
During lunch at La Pizzeria in Campbell, I made the
mistake of leaving my camera (with some very good
photographs) at the restaurant. The server found my
camera and we went back to reclaim it, having only lost
a few minutes. Luckily I remembered and was able to
retrieve it and thus only an hour of the afternoon was
lost. From there we took VTA to Milpitas, where we
boarded an AC Transit bus to take us to Fremont to
board BART.
My first ride on BART was heartbreaking, and it was
very visible that the ultra-modern facilities of the 1970s
have not aged all that well, Between lengthy headways,
dimly lit stations, and cars that are not only worn out but
smell of cannabis, a BART makeover is overdue and
there are signs that progress is being made in that area.
(Continued on page 5)
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leybus system, and I was delighted to hear from John
that the system was continuously expanded in places
well into the 1980s. MUNI’s commitment to both the
environment and its trolleybus network is exhibited with
the purchase of a new fleet of trolley buses from New
Flyer Industries (the XT60s and by the fall, the XT40s).
Because of time constraints, we did not get around to
riding or photographing the cable cars, although the
crowds can do enough to dissuade a person from wanting to ride them. However, their popularity as a San
Francisco landmark is definitely with merit.
It is without a doubt that San Francisco is an electric
traction buff’s paradise. With a subway, light rail, streetcars, and trolley buses, MUNI (and to a lesser degree,
BART) continues to excel at its role in providing San
Franciscans with a world-class transportation heritage.
The ERA has a fantastic program set up for San Francisco set up for Labor Day weekend and I look forward
to joining everyone!

A Northern California Excursion
(Continued from page 4)

A train of new Bombardier-built cars departed the
Fremont station as we got to the platform. Of the two
“space-age” rapid transit systems of the 1970s, I have a
bias towards Metrorail (WMATA in the D.C. metro area)
but was impressed with the speed of the BART cars.
That said, the system leaves a lot to be desired.
The Courtyard by Marriott in San Francisco is a comfortable and modern facility with good wi-fi, a fitness
center, a Starbucks, and a bar on-site. Despite the convenient location to transportation and offices, breakfast
options are few and outside of a McDonald’s a few
blocks away and two Starbucks closer by (including the
hotel’s), conventiongoers are advised to leave extra
time in the mornings to grab breakfast. Options for dinner are more plentiful, however.
Friday was primarily devoted to riding the MUNI trol-

PCC 1040 speeding down Market Street. This car was the last of the
nearly 4,600 built over a sixteen-year run. After a period of disuse,
the car was restored by Brookville in 2010-11.

The interior of one of the SMART (Sonoma–Marin Area Rail Transit)
cars.

Siemens S200 SF 2008B at Forest Hill station.

A new New Flyer XT60 on Muni's Route 5 (Fulton Street, Transbay
Terminal-bound).

5

NEW YORK
DIVISION
BULLETIN
OCTOBER,
2000
ERA
BULLETIN
— MAY,
2018
Major Changes Coming to the Grand Central
Subway Complex

signature street entrance called the "Transit Hall" will be
built within the northeast corner of the 1 Vanderbilt Avenue tower, providing access from the intersection of
Vanderbilt Avenue and E. 43rd Street (see Figure 6).
This atrium-like space will be approximately three stories high and completely enclosed in glass, and will
contain an elevator and a double-wide stairway that will
descend to the GCT Main Concourse extension (see
Figure 7). The prominence of this entrance will be enhanced further by the permanent closing to vehicular
traffic of Vanderbilt Avenue between E. 42 nd and E. 43rd
Streets and its conversion to a pedestrian plaza (see
Figure 8).
Collectively, these improvements will dramatically
transform the passenger and pedestrian experience
throughout the western end of GCT and on that side of
the subway complex. As part of its zoning bonus agreement with the city, 1 Vanderbilt’s developers are mandated to have these improvements in place and functional before a Certificate of Occupancy can be issued
for the office tower. If the current schedule holds, we will
see this transformation by late 2020.
We will return to the Lexington Avenue Line side of the
complex in the next installment, when we will also describe other potential new developments elsewhere in
East Midtown, and the subway stations that will be affected.

(Continued from page 1)

Line mezzanine (see Figure 3 and Photo 2). This direct
access will be an invaluable amenity, serving the tenants of 1 Vanderbilt, Metro-North Railroad commuters,
future LIRR commuters, and other users of GCT and
the subway coming and going from west of Madison
Avenue. A key objective of this project is to separate
these crowds, numbering easily in the tens of thousands during the peak hours, who would otherwise add
to the already congested concourses of GCT.
Overall circulation will be vastly improved by an extension of the GCT Main Concourse to the west, under
Vanderbilt Avenue into the below-grade space of the 1
Vanderbilt Avenue tower (see Figure 4). This will provide additional paths to the Shuttle, egress to the street,
and the ESA concourse. The precise location of this
extension has not been finalized yet but will involve going through current retail spaces. From the extended
Main Concourse, the connection down to the ESA concourse will be a double escalator bank, flanked by a
stairway, descending to a large space deep under the
northeast corner of the 1 Vanderbilt Avenue tower (see
Figure 5 and Photo 3). A knockout wall has been built
on the ESA concourse that will become the future point
of entry (see Photo 4).
In addition to all these below grade improvements, a

Figure 1: New street level off-sidewalk entrance to the 42nd Street
Shuttle mezzanine and platform.
Kohn Pederson Fox drawing

Figure 2: Shuttle mezzanine/GCT Main Concourse level.
Kohn Pederson Fox drawing

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

Figure 3: Shuttle platform/Lexington Avenue Line passageway
level.
Kohn Pederson Fox drawing

Figure 4: Extension of GCT Main Concourse level.
Kohn Pederson Fox drawing

Figure 5: Vertical access to the LIRR ESA concourse level.
Kohn Pederson Fox drawing

Figure 6: Transit Hall street level plan and Vanderbilt Avenue
pedestrian plaza.
Kohn Pederson Fox drawing
(Continued on page 8)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED APRIL 30, 2018

The following are different from the assignment that appeared in the February, 2018 Bulletin:
LINE

AM RUSH

J/Z

64 R-32, 24 R-42, 40 R-160,
32 R-179

PM RUSH

LINE

64 R-32, 24 R-42, 40 R-160,
32 R-179

M*

*Service between Forest Hills/71st Avenue and Metropolitan Avenue restored April 30, 2018

7

AM RUSH
184 R-160

PM RUSH
176 R-160
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Major Changes Coming to the Grand Central
Subway Complex
(Continued from page 7)

Photo 1 - View looking into the southeast corner of the 1 Vanderbilt
Avenue tower site, showing the openings into the 42nd Street Shuttle mezzanine and platform levels, July 21, 2017.

Photo 2 - 42nd Street Shuttle platform level, July 27, 2017 – the future openings from the 1 Vanderbilt Avenue tower are behind the
blue construction barrier.

Photo 3 - View looking north across the Vanderbilt Avenue tower
site on July 27, 2017. The future LIRR East Side Access concourse
point of entry is in the far corner, and the future Transit Hall will
rise above this location. The point of entry for the future extension
of the GCT Main Concourse is just on the right.

Photo 4 - The knockout wall on the LIRR East Side Access concourse,
which will be the future point of entry into the below-grade level
of 1 Vanderbilt Avenue tower, March 12, 2018.
(Continued on page 13)
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Commuter and Transit Notes

No. 352
by Ronald Yee and Alexander Ivanoff

MTA Long Island Rail Road
Metropolitan Transportation Authority (MTA) Chair Joseph J. Lhota and MTA Managing Director Veronique
"Ronnie" Hakim announced the appointment of Philip
Eng as the next president of the Long Island Rail Road
on April 12. Prior to his appointment, Mr. Eng had been
Acting President of MTA New York City Transit and had
joined the MTA in March, 2017 as its Chief Operating
Officer, where he was responsible for leading major initiatives across the entire MTA system focusing on new
technology and innovations to improve safety and reliability. His efforts included new fare payment systems,
mobile ticketing apps, and the purchase of new subway
and commuter rail rolling stock and buses for the system. He also played an integral role in finalizing the
MTA’s 2015-9 $29.5 billion Capital Program. Prior to
coming to the MTA, Mr. Eng had worked at the New
York State Department of Transportation (NYSDOT)
since 1983, starting as a Junior Engineer, working his
way up to Construction Supervisor, Director of Operations, Regional Director, and Chief Engineer of the New
York State Department of Transportation (NYSDOT)’s
New York City office, and finally Executive Deputy Commissioner. He oversaw the engineering, operations, and
capital planning aspects of NYSDOT’s $2.5 billion annual construction program, including projects such as the
Kosciuszko Bridge replacement, the new Rochester rail
and intermodal station, and the LIRR Main Line expansion, where his prior experience will come in handy as
one of his main challenges will be the execution of the
construction of the third track from Floral Park to Hicksville. He attended Cooper Union and lives in Smithtown.
In addition to the LIRR third track project that is just getting underway, he will oversee the completion of the
double-tracking of the eastern portion of the Main Line
between Farmingdale and Ronkonkoma as well as the
East Side Access project and the implementation of the
Performance Improvement Plan (PIP), unveiled last
month, aimed at improving service reliability, seasonal
preparedness, and customer communications, all recent
sore points the LIRR has had with its riders. (MTA press
release, April 12)
While claiming that the LIRR East Side Access project
is still on schedule for completion by the end of 2022,
the total cost of the project has risen another billion dollars to $11.2 billion, 2.5 times the original projected cost
back in the 1990s. The MTA is attributing $635 million of
the added costs to Amtrak and its delays in staging the
reconfiguration of Harold Interlocking and construction
of the necessary ramps connecting the interlocking with
the tunnels under the East River. (AM New York, April
15)
MTA Metro-North Railroad
MTA Metro-North Railroad commenced a full-scale
renewal project that will bring state-of-the-art improve-

ments to the White Plains station and provide riders
with a facility that is safer, more accessible to all, easier
to navigate, and technologically up-to-date. Included
within the scope of this improvement project are: a new
elevator within the main entrance for customers to
reach the new side platform and two ADA-compliant
stairs that will be equipped with radiant heat flooring for
snow and ice control as well as improved ADAcompliant features at the station such as railings, platform guardrails, signage, and a new public address system. The entrances at Main Street, Hamilton Avenue,
and Mott Street will also be upgraded and the entire
station will be equipped with security cameras and
speakers, new platform canopies with wood ceilings,
new benches, glass-enclosed waiting areas with new
wall panels and ceilings, LED lighting, rebuilt ticket office and toilet facilities, improved food vendor space,
and a heated stairway leading from the side platform.
During the reconstruction project, portions of each platform will be closed and riders will need to allow some
extra time to reach the open sections and not miss their
trains. The Harlem Line infrastructure improvement project (of which White Plains station is a part) required the
changing of train stopping patterns with the March 18
timetables and a subsequent adjustment of select train
schedules to accommodate the work. The following
trains are scheduled to run later as follows: Train #992
will operate 8 minutes later from Wassaic through Patterson, Train #692 will operate 5 minutes later from
Southeast through Grand Central Terminal, Train #592
will operate 3 minutes later from North White Plains
through Grand Central Terminal, and Train #987 will
depart Southeast 5 minutes later and operate up to 15
minutes later from Patterson through Wassaic. These
four changes will be reflected on the next printing of the
Harlem Line schedules. (Metro-North press release,
April 8)
Connecticut Department of Transportation
The Connecticut Department of Transportation
(CDOT) announced that the new Hartford Line rail service will commence with a commemorative/inaugural
event on Friday, June 15. Following the event, free
weekend train service will operate on Saturday and
Sunday, June 16 and 17 with full, expanded weekday
service beginning Monday June 18. Trains are scheduled to operate approximately every 45 minutes during
the morning and evening peak periods with a total of 17
daily trains between New Haven and Hartford and 12
trains operating daily between Hartford and Springfield,
Massachusetts. The line will provide direct or connecting service to New York City, Boston, and Vermont. Prior to the grand opening, new train stations and parking
facilities were constructed in Wallingford, Meriden, and
Berlin. The tracks and signals were rebuilt to permit
(Continued on page 10)
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train speeds up to 110 mph for the 81-minute travel time
between Springfield and New Haven. It is hoped that
this line will spur economic development along its corridor, attracting new commercial and residential development. Information about the new train schedules and
fares can be found at www.hartfordline.com. (Editor’s
Note by Ronald Yee: Original plans had called for the diesel
locomotive-propelled Shore Line East trains plying the rails
between New Haven and Old Saybrook to be reassigned to
the CTrail Hartford Line and replaced by M-8 electric multiple unit (EMU) cars from Metro-North Railroad. That plan
was been postponed due to a lack of available M-8s caused
by ridership increases on Metro-North’s New Haven Line.
The equipment shortfall is severe enough to warrant the inclusion of at least one 8-car set of older “spare” M-2 equipment as part of the railroad’s weekday equipment cycles. An
additional 60 M-8s have been ordered from Kawasaki by
CDOT/MTA to provide sufficient EMUs to address the ridership increases as well as a service expansion over a new
line though Co-Op City, the east Bronx, and over the Hell
Gate Bridge to Penn Station, New York commencing around
the end of 2022 when LIRR East Side Access opens for service. Instead, CDOT has contracted with Boston’s MBTA for
a number of commuter coaches (possibly some of the 1987vintage MBB push-pull cars (1500-series cab cars and 500series single-level coaches) and a small number of locomotives (rendered spare by MBTA as it takes delivery of new
multi-level push-pull cars and remanufactured locomotives
replacing the oldest F-40s) for use on the CTrail line until the
new M-8s permit the reassignment of the current dieselpowered SLE fleet to the Hartford Line.) (CDOT press release, April 17)
NJ Transit
New timetables were issued effective April 7 for the
three NJ Transit light rail lines, Newark, Hudson-Bergen
and River Line. (NJ Transit press release, April 7)
NJ Transit finalized the details to lease 10 single-level
rail cars (built in the early 1990s by Nippon-Sharyo)
from the Maryland Transit Administration’s MARC commuter rail service. NJ Transit generally requires 848 rail
cars to operate its weekday services. As part of the
deal, NJ Transit will sell to MARC a surplus locomotive
that had been slated for retirement. (Washington Post,
April 10)
The Elizabeth train station on the Northeast Corridor
line will undergo a $71 million rehabilitation that will
bring a new station building, longer platforms to accommodate 12-car trains, climate-controlled platform shelters, improved ADA accessibility, improved customer
communications systems, and added security features.
The project is expected to be completed by Summer,
2022. (NJ Transit press release, April 9)
Amtrak
Amtrak announced on April 19 that beginning in June,
the Capitol Limited and Lake Shore Limited will offer
“contemporary and fresh dining choices” for sleeping
car customers, instead of traditional dining car service.
10

Sleeping car customers can choose to have their meals
delivered to their Bedrooms or Roomettes, or be consumed in a private café or lounge car. The new meal
choices will include for lunch and dinner chilled beef
tenderloin, vegan wrap, chicken Caesar salad, or turkey
club sandwich and for breakfast, assorted breakfast
breads with butter, cream cheese, and strawberry jam;
Greek yogurt; and sliced seasonal fresh fruit plate. Passengers will also be offered unlimited soft beverages, a
complimentary serving of beer, wine or a mixed-drink
and an amenity kit. Kosher meals will continue to be
available with advance notice. These “new” meals will
continue to be included in the sleeping car fare and will
be delivered to the trains just prior to departure from
their originating station at Chicago, Washington, D.C.,
and New York City. On-board food preparation will be
completely eliminated. (Editor’s Note by Alexander
Ivanoff: Numerous passenger rail advocates are decrying the
measure, noting that earlier efforts to downgrade on-board
services have met with immediate backlash from the traveling
public.) (Amtrak press release, April 19)
Amtrak plans to issue a Request for Proposals (RFP)
from railcar and locomotive manufacturers with intent to
award a contract by the end of 2018 to replace its current fleet of 1990s-vintage General Electric P-42DC diesel locomotives and 1970s-vintage Amfleet coaches.
This was revealed in a statement by President and
Chief Executive Officer Richard Anderson at an employee town hall meeting. He also expressed a preference
toward the acquisition of integrated trainsets to replace
the current fleet of cars and locomotives seeking more
modern, lightweight, environmentally sensitive, Americans with Disabilities Act (ADA)-compliant equipment
that will allow the railroad to meet the needs of the 21 st
Century. He cited the examples of DMU consists that
have been placed into service in Fort Worth, Texas and
SMART’s Santa Rosa-San Rafael, California line and
compared them with what he referred to as modern
unitized trainsets seen in Europe and Asia. As of press
time for this Bulletin, he did not elaborate on too many
more details. (Al Holtz, April 22)
Other Transit Systems
Saratoga, New York
The Glens Falls Post-Star reported that Iowa Pacific
owner Ed Ellis, whose company operates the Saratoga
& North Creek Railroad, would cease Saratoga operations after an April 7 train.
The Post-Star reported that Ellis told Warren County,
New York officials in late March that mounting loses
would mean the Saratoga's closure unless Iowa Pacific
could sell a different branch line in Warren County.
The news from Ellis came weeks after officials declared the rail operator in breach of a contract because,
officials said, Iowa Pacific has been late with lease payments. Warren County owns the Saratoga rail line with
the Town of Corinth, N.Y.
The railroad operator has lost money as a result of a
local and state campaign to get freight car companies to
remove tank cars from the Saratoga & North Creek,
(Continued on page 11)
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which lies in the foothills of the Adirondack Mountains.
Ellis has said storage payments on the tank cars helped
fund operations and maintenance on the line. (PostStar via Trains Magazine via Al Holtz, April 2)
Buffalo, New York
The Niagara Frontier Transportation Authority (NFTA)
will receive $9 million dedicated to improvements to its
Metro Rail system, as part of the newly approved state
budget.
Assemblymember Sean M. Ryan of Buffalo has called
for funding to address the capital needs of Metro Rail's
aging infrastructure. The NFTA is the only upstate transportation system that runs trains in addition to buses
and an airport. The Assemblymember credited other
local delegation members with helping bring home the
Metro Rail funds. The $9 million is in addition to other,
traditional sources of funding the NFTA will also receive
in the state budget to maintain normal operations.
Ryan has called for a five-year, $100 million capital
plan to address Metro Rail's needs, such as a broken
escalator at the Delavan Street station, and is optimistic
that the $9 million represents only the start of state
funding dedicated to Metro Rail improvements. (The
Buffalo News, April 2)
Philadelphia, Pennsylvania
CRRC, at its Tangshan, China facility, reported that its
prototype multi-level commuter car stainless steel body
shell has passed its static strength tests (the FRA/AAR
800,000-pound end buffing test) and the first production
car should be expected for delivery in October. SEPTA
contracted with CRRC Tangshan in May, 2017 for 45
coaches (11 cab control cars and 34 non-cab cars) at a
cost of $137.5 million for use on its Regional Rail services on the Northeast Corridor. CRRC submitted a bid
of $137.5 million for the base order. There is an option
for 10 additional cars priced at $23.5 million. While the
prototype cars are being manufactured in China, most
of the order will be assembled at the new CRRC manufacturing plant in Springfield, Massachusetts. Deliveries
are scheduled to start in October, 2019. (International
Railway Journal, April 11)
Memphis, Tennessee
Almost four years after two Memphis Area Transit Authority (MATA) vintage trolleys caught fire within the
span of six months in late 2013, causing a suspension
of service after the second fire, MATA officials announced that three restored trolley cars would return to
passenger service on April 30. Fire investigators quickly
discovered that MATA had little to no maintenance,
training, and record keeping, prompting city officials to
order a cessation of service on all three lines (Main,
Riverfront, and Madison) after the second 2013 fire. A
MATA review also indicated that the vintage trolleys that
had been restored in the early 1990s for the line’s debut
had reached the end of their service lives. Over the past
four years, $10 million was spent to get the line back
into service, $6 million to rebuild the trolley cars, some
11

around 100 years old, to give them another 25 years of
service, while $4 million was spent on engineering and
development to bring the infrastructure of the Main
Street Line up to current standards. The MATA trolley
service was patronized by 1.5 million riders per year
back in 2014 (with half of the ridership comprised of
visitors to the city) and in the past four years, the neighborhoods the line serves, especially around Central Station, have undergone a building boom and are now bustling with new businesses and apartments. MATA will
operate three cars initially, on a half-hour schedule Sunday through Thursday and a 20-minute schedule Friday
and Saturday. From April 30-May 14, no fares will be
charged. Starting May 15, a $1 fare will be charged per
ride. When three more trolley cars join the fleet, service
to the Riverfront Loop and on Madison Avenue will be
restored in 2019 and 2020, respectively. (Memphis Daily News, April 18)
Miami, Florida
Editor Ronald Yee has been following the progress of
the new Breda-Hitachi MetroRail cars being placed into
service. As of April 11, cars 305-314 were seen in service on MetroRail’s interactive system map. (Ronald
Yee, April 23)
Brightline began operating test trains into and out of
the Miami terminal with anticipation of commencing passenger service sometime in May, linking downtown Miami with Fort Lauderdale and West Palm Beach with 11
round trips daily on weekends with later service on
weekends. Final testing of signal-system upgrades between south of downtown Fort Lauderdale and 71st
Street and Northeast Miami Court in Miami, include variable grade crossing circuit timings to accommodate a
wide range of speeds the trains can be expected to operate through the area. Miami Mayor Francis X. Suarez
stated that Brightline will be a “game changer” in making Miami much more attractive to large corporations
seeking to establish business centers in the city. Brightline was conceptualized to serve transit-oriented development that is now being built around its Fort Lauderdale and West Palm Beach stations with Brightline
building three office and residential towers at the new
MiamiCentral train station, two of them above the terminal and one just to its west. Introductory fares over the
entire line will continue for about a month after the Miami station opens followed by a “more dynamic pricing
model” with fares reflective of demand and time of day
for each train. Safety concerns along the new line have
been paramount, with Brightline trains being involved in
six fatal accidents involving pedestrians on the tracks.
Two were ruled suicides, while the other four point to
the need for even more focus on community education
efforts to keep people from being on the tracks and getting hit. Video surveillance has shown numerous cases
of pedestrians as well as motor vehicle drivers trying the
beat the up to 80 mph trains across the tracks. (Miami
Herald, April 11)
Milwaukee, Wisconsin
The first of five Liberty LRVs for Milwaukee’s The Hop
(Continued on page 12)
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Streetcar arrived in the city on March 26 after completing its road journey from Brookville Equipment Corporation’s plant in western Pennsylvania.
Each 67-foot bidirectional vehicle will accommodate
150 passengers including 32 seated. The low-floor design is ADA compliant, with level boarding for wheelchairs, bicycles, and pushchairs.
Delivery of the four remaining vehicles is due to be
completed in the middle of the year, with revenue service set to begin on the first phase of the 2.5-mile network in November. (Railway Age, March 27)
South Bend, Indiana
AECOM, a consulting firm hired by the South Bend
Common Council, presented five proposals for a new
South Shore Line commuter station in South Bend on
April 19 with estimated costs ranging from $23.9 million
to $102 million for a new facility that could help reduce
travel times to Chicago by up to 30 minutes. Currently,
South Shore commuter trains must make a slow 10minute, two-mile-long circuitous route to reach their terminal at the South Bend airport.
1) 29.5 million to build a new station at the airport with
a more direct route
2) $23.9 million using the former Honeywell site south
of the airport on North Bendix Drive
3) $31 million to return the line to the South Bend
Amtrak station, where the terminal was before the line
was rerouted to the airport
4) $44 million to route the line to the former South
Bend Chocolate Factory site on U.S. Route 20
5) $102 million to return the line to site of the former
Union Station in downtown South Bend (ABC57.com,
April 20)
San Francisco, California
A $22.5 million federal grant was issued to the Sonoma-Marin Area Rail Transit line to extend the 43 mile
line from San Rafael to the ferry terminal at Larkspur,
providing direct access to ferry services to San Francisco and making the line much more attractive to both
commuters and Bay Area tourists. The 2.1-mile extension that is already under construction now has sufficient funds to open by the end of 2019. (Progressive
Railroading, April 10)
The $524 million, 10-mile-long eBART system featuring Diesel Multiple Unit (DMU) trains is still on track to
commence service linking Antioch with the Pittburg/Bay
Point BART station in May. Travel times between the
two stations is expected to be around 10 minutes and
cost $2.00 with a Clipper Card or $2.50 with a paper
ticket. Up to three DMUs can be coupled to carry up to
600 passengers. The Antioch station will have a 1,000space park-and-ride lot that will likely immediately fill up
as it is estimated that a combined total of 1,600 Antioch,
Oakley, and Brentwood residents currently park at the
Pittsburg/Bay Point and North Concord/Martinez stations. The city of Brentwood has a two-year strategic
plan to build a transit intermodal center near the inter12

section of the multiuse Mokelumne Trail and State Highway 4 and link it to the Antioch eBART station. In the
distant future, as ridership demand warrants it, eBART
may be extended to the Brentwood intermodal center.
(Editor’s Note by Ronald Yee: The ERA is scheduled to ride
and inspect this new line during its 2018 Convention in San
Francisco over the Labor Day weekend.) (The Press, April
11)
Santa Ana, California
The Orange County Transportation Authority (OCTA)
has awarded a $51.5 million contract to Siemens Industries for eight S70 low-floor light rail vehicles for the OC
Streetcar project, construction of which is expected to
begin later this year.
Six LRVs will be in operation, with two spare cars that
can be rotated into the system as needed. The contract
with Siemens, which also includes spare parts and
tools, comes with the option to purchase up to 10 additional vehicles at a later date.
The OC Streetcar project is estimated to cost $299
million, with funding coming from Measure M, Orange
County’s half-cent sales tax for transportation improvements, and a mix of state and federal funding. OCTA
has been working closely throughout planning and design with the Federal Transit Administration, which is
considering a Full Funding Grant Agreement (FFGA) to
pay for about half of the project’s cost. Of that, $50 million was included in the President’s 2017 budget.
The OC Streetcar will operate from the busy Santa
Ana Regional Transportation Center, along Santa Ana
Boulevard and Fourth Street and along the former Pacific Electric right-of-way, to Harbor Boulevard in Garden Grove. The route will serve Santa Ana’s central
business district, which includes county and local government offices and courthouses in the Civic Center. It
will also connect with many OCTA bus routes and Metrolink regional/commuter rail. It is expected to carry
more than 7,300 passengers per day within its first year
of operation, projected as 2020.
This summer, the OCTA Board will review branding of
the OC Streetcar, which is expected to be similar to the
blue, orange, and white branding of the OC Bus system.
(Railway Age, March 26)
Canada
VIA Rail Canada awarded a C$46 million contract to
Cad Railway Industries to upgrade 25 1950s-vintage
passenger rail cars intended for use on The Canadian
at Cad’s Montreal facility. The cars will be completely
refurbished and transformed to 21st Century standards
to better meet the present and future needs of riders.
(Markets Insider, April 10)
Toronto, Ontario, Canada
Ontario is adding new stations and performing upgrades across its GO Regional Express Rail (RER) network to prepare for additional all-day, two-way GO train
service for commuters in the greater Toronto and Hamilton area.
Transportation Minister Kathryn McGarry announced
March 26 that Ontario will move forward with the next
(Continued on page 13)
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phase of work to build the province’s GO RER system.
Ontario has boosted GO train service by more than 70
percent so far, adding about 800 train trips each week
throughout the GO network than were offered in 2013.
In the weeks ahead, the province plans to begin the
design-build process for six new GO stations and six
new city of Toronto SmartTrack stations.
Upgrades will also be made to more than 20 existing
GO stations, officials said, including renovations to station buildings, new bus loops, digital signage, and other
improvements.
The province will also take steps to begin the procurement of new maintenance facilities, trains, tracks, and
additional infrastructure needed to increase service offerings.
Weekly trips across the entire GO rail network are predicted to rise from about 1,100 in 2013 to nearly 6,000
by 2025, officials said. More all-day, two-way, 15-minute
electrified GO service is planned for commuters
throughout the region. (Railway Age, March 28)
Edmonton, Alberta, Canada
The first light rail vehicle for Edmonton’s Valley Line
has been completed at Bombardier Transportation’s
factory in Kingston. It is scheduled to arrive in Edmonton in mid-2018.

Bombardier is supplying 26 LRVs for the first phase of
the Valley Line project as part of the TransEd Partners
consortium, which also includes Fengate Capital Management, Bechtel, Ellis-Don, Transdev, Arup, and IBI
Group. The consortium has a PPP contract to design,
build, and finance the 13.1-kilometer line between 102nd
Street and Mill Woods, and provide 30 years of operations and maintenance. Opening is scheduled in 2020.
(Metro Report International, March 28)
London, England
Transport for London has awarded Bombardier Transportation a contract to supply a further five nine-car
Class 345 Aventra electric multiple-units for use on the
Elizabeth Line, taking its total order to 70 trainsets.
The order announced on March 27 includes an expansion of the existing train services agreement to cover
the additional trainsets, which takes the total value of
the contract signed on March 22 to £73 million.
The extra vehicles will follow from the 585 Aventra
cars which Bombardier’s Derby plant is already producing for the Elizabeth Line, and are scheduled to enter
service by the end of 2019.
Bombardier Class 345 EMUs are currently in passenger service between London Liverpool Street and Shenfield, are being used for driver training on the Great
Western Lines and are undergoing testing in the Crossrail project’s central tunnel and on the Heathrow
Branch. (Metro Report International, March 27)

Major Changes Coming to the Grand Central
Subway Complex
(Continued from page 8)

Figure 8 – Rendering of the future view upon completion of 1 Vanderbilt Avenue, looking north up Vanderbilt Avenue from E. 42nd
Street, showing the pedestrian plaza. The new in-building entrance
down to the 42nd Street Shuttle is visible on the left.
Kohn Pederson Fox rendering

Figure 7: Rendering of the Transit Hall at the southeast corner of
Vanderbilt Avenue and E. 43rd Street.
Kohn Pederson Fox rendering

(Continued next issue)

13

NEW YORK
DIVISION
BULLETIN
OCTOBER,
2000
ERA
BULLETIN
— MAY,
2018

SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from April, 2018 issue)
We rode back on the 12:20, which had only a single
section, and a rather sparsely-occupied one at that.
There was quite a bit of camaraderie in the car, and we
bonded with many of the folks aboard. They were mainly well-traveled British and Australian tourists who commented about other similar lines they had ridden, including the diesel-operated Manitou & Pikes Peak in Colorado. In bright sunlight we passed the next trains up at the
midstation, and later the diesel locomotive at the final
passing siding. It was an enjoyable, albeit rather expensive ride, as not only was the terrain steep, so was the
fare. Fortunately our Swiss Rail Passes provided us
with a 50 percent discount.
We arrived at the lakefront at 13:30, but did not take
the Zentralbahn's 13:35 back to Interlaken, as we
paused to look around and have a bite of lunch. We
opted for the 14:02 instead, which brought us back to
the Ost station at 14:26 (24), where I rushed to reclaim
our luggage so we could catch the BOB's 14:35 train. I
did not immediately realize that it ran only to Grindlewald, as opposed to the usual dual sections the railroad
operates to Lauterbrunnen as well, as part of its famous
circle tour to Kleine Scheidegg and the Jungfrau. These
long multi-unit motor-trailer trains usually separate at
Zweilutschinen, 11 minutes up, but we decided to detrain before that at Wilderswil (14:40), giving me the
opportunity to photograph some of the Schynige Platte
line's equipment, including its 14:45 departure over a
route we planned to cover on Tuesday. As it turned out
this was the last sunlight we saw on this day.
I should mention that today was an all-narrow gauge
day, with rides on the 800-millimeter-gauge BrienzRothorn Bahn and the meter-gauge Zentralbahn (the
resultant property of a merged SBB Brunig line with the
private Luzern-Stans-Engleberg interurban) and Bernese Oberland Bahn, on which we were about to continue
our journey from Wilderswil. We boarded at 15:10, making sure we did not climb aboard one of the Grindelwald-bound cars, and arrived at Lauterbrunnen 15
minutes later. We rolled our bags uphill to our hostel
(regular hotels here were either expensive or sold out),
where we were assigned a private room that was
charmingly rustic, and quite large and airy as well. The
bath and toilets were down the hall — fortunately (and
not surprisingly) very clean. But whenever we entered
the premises we had to remove our footwear and put on
special sandals. It was obvious the owners did not want
dirty hiking boots scuffing up their pristine wood floors.
We then rode the 16:16 cable car to Grutschalp
(arriving 16:19), where we transferred to one of my favorite lines, the Bergbahn Lauterbrunnen-Murren

14

(BLM). I was surprised to see the hanging cable car, as
the last time I was here a funicular provided the transportation up the face of the mountain. Apparently safety
became a question due to some landslides and instead
of rebuilding the funicular and its small counterbalanced cars, in 2006 it was replaced by the cable car,
which has far greater capacity.
My first trip on this meter-gauge interurban was in
1967, during the period its 1913-built wooden cars were
being replaced with the current equipment. I felt very
lucky, as both an old car and a new car were running in
regular service. With no road access to Murren, the funicular, and now the cableway, has to carry freight as
well as passengers. The transfer of such material to the
tramway is rather complex, with the machinery viewable
at Grutschalp. In the case of the new trams in 1967, I
was told they were brought up in sections and assembled at the funicular's summit. Another possibility however, is that with both the tramway and funicular being
meter gauge, the new cars may have been simply attached to the cable and pulled up.
We rode the 16:22 tramcar, which hugs the shelf of
the mountain for its entire 2.6-mile length to Murren.
Arriving in its covered station at 16:36, we saw the
BLM's third car on a side track, but there was no sign of
No. 11, one of the 1913 units that I believe has been
retained for historical purposes — including charters. I
took a couple of photos and then we walked on the path
along the track back to the Winteregg station at the
line's midpoint. Unfortunately the "Big 3" mountain
peaks (Eiger, Monch, and Jungfrau) were mostly clouded in so we did not get to see that aspect of the area's
lovely scenery. Instead we encountered a few cows
while on the path, apparently taking their daily exercise,
their bells clanging away.
A few drops of precipitation speckled the tram's windows on our ride back, but by the time we reached the
foot of the cable line we were in the midst of a heavy
downpour. Fortunately it was only a short walk to our
accommodations and we did not get too drenched. Later, when the rain let up a bit, we found a restaurant and
had a good, if rather expensive, dinner in this resort
community. All in all, despite the occasional problematic
weather, we had a good day.
Because of the bad weather on the BLM we returned
to that line a few days later, so photos of its operations
will be included in a forthcoming chapter. Similarly, the
photos at Wilderswill will be included on the report segment that describes our journey over that line to Schynige Platte.
(Continued on page 15)
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Two views at the passing loop halfway along the line. The left photo portrays our locomotive
quenching its thirst, while the right shows No. 11, a diesel-hydraulic unit built by Steck in 1986.

The facade of the Brienz-Rothorn Bahn's gingerbread station building. The Zentralbahn's station and the Brienzersee are across the
road.

This control (driving) trailer, which contains a first class section, will
now become the rear of a long Bernese Oberland Bahn train to
operate from Interlaken with sections for both Lauterbrunnen and
Grindlewald. Originally built for the Bern-Solothurn interurban line
in 1982, these Schindler units were later sold (2003) to the BOB
after being made surplus by the RBS's introduction of partly lowfloor railcars.

Two views of the Zentralbahn at Brienz. The left photo focuses on an Interlaken-bound MU train from Luzern about to take a sharp curve in
order to enter the station along the Brienzersee. In the right photo note the right-hand operation of the line as the train of new Stadler
"Adler" cars stops at the station. Built in 2009, the partly low-floor 7-unit trains are equipped for rack operation over the mountainous portion of the former "Brunig" line. Similar three-unit versions called "Finks" have also been built for local service along the line. Both are capable of speeds of up to 75 mph.
(Continued next issue)
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Around New York’s Transit System
Museum Trains Operate for Baseball Opening Days
New York City Transit operated the New York Transit
Museum’s Train of Many Colors (TOMC) on the 7
Flushing Line in commemoration of Opening Day for the
New York Mets baseball team at Citi Field on Thursday,
March 29. The consist was: N-9307/9587-6/9310/90110/9016-7/9206-7/6609-S. The train was deadheaded
over from its home base at 207th Street Yard the previous day, March 28, so it could be staged at Corona Yard
for its assigned duties. It operated light from Corona
Yard at 10 AM to the pocket tracks just south of the 34 th
Street-Hudson Yards terminal and re-entered the station
to enter passenger service, departing at 11:30 AM. It
was scheduled to operate as a regular express train to
Main Street-Flushing but due to track work, operated on
Track M only after 74th Street-Broadway. Upon arrival at
Main Street, the train discharged its passengers and
immediately operated light back to 207th Street Yard.
This was likely the final occasion that the TOMC, other
Transit Museum trains, and any other non-CBTCequipped train will operate in passenger service on the
7 as CBTC (Communication-Based Train Control) is
being gradually “cut in” on the line, starting with the section 103rd Street to Main Street and expanding southward toward 34th Street-Hudson Yards during the rest of
2018. Word from reliable sources is that even the
“Trash Collector” will no longer be permitted to operate
on the 7 with its eclectic mix of R-62A and R-134 work
motors as power, station trash collection to be handled
by trucks from street level. (Editor’s Note by Ronald Yee:
On the way home from the ERA meeting on April 20, I did
observe the trash collector pass by my train near 33 rd Street
(Rawson Street) headed southbound. If the aforementioned
banishment of the trash collector from the 7 does come to
pass, I do wonder about the ramifications of employees hauling trash up or down station stairways between platform and
street level, especially when only a handful of stations on the
7 are equipped with elevators. Two issues come to mind:
employee injury liabilities from hauling heavy trash bags on
stairways, and slip and fall injuries amongst passengers using these stairways which may become soiled, wet, and

greasy from having often leaky trash bags transported over
them, never mind the smells, especially during warmer
weather.) (See Ron’s pictures of the train below.)
New York City Transit operated the New York Transit
Museum’s Lo-V consist from Grand Central to 161 st
Street-Yankee Stadium for the New York Yankees’
home opener at Yankee Stadium on April 3, a day later
than planned as the original Opening Day had been
postponed due to an early spring snowfall. This train
returned to the 4 on Sunday, April 15 carrying Transit
Museum patrons who boarded the train at Grand Central Shuttle Track #1 and rode around the City Hall loop
and north to Woodlawn to celebrate that station’s centennial. While on the 4, the train was oriented with car
5292 as the north motor and car 5443 the south motor.
The train changed its orientation twice as it operated
around City Hall loop twice during its travels on the Lexington Avenue (former) IRT Line.
Regional Plan Association Details T-REX
The Regional Plan Association (RPA) released more
details of its 2017 Trans-Regional Express (T-REX) proposal to combine the three commuter rail networks in
the New York City area, Long Island Rail Road, MetroNorth Railroad, and NJ Transit and form a unified system, much like the RER system in Paris. The currently
estimated $71.4 billion merger would require a few decades to achieve. Phase one would construct a
"Crosstown Line" to provide the ability to operate
through-running service between New Jersey and Long
Island, New York and include and expand upon
Amtrak’s Gateway plans for new trans-Hudson tunnels
and an expansion of Penn Station. To support this expanded corridor, new tunnels would also be constructed
under the East River. Phase two would build new rail
tunnels from Union City, New Jersey, to 57th Street in
Midtown Manhattan, offering additional trans-Hudson
capacity, and phase three would see the construction of
a north-south trunk line nicknamed “Manhattan Spine”
that would run the length of Manhattan, linking the
Bronx with Brooklyn.

R-33 9307 leads the Train of Many Colors as it approaches the 40th
Street-Lowery station on March 29, 2018.

Lo-V 5443 and consist pass Yankee Stadium on April 15, 2018.
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LONG ISLAND RAIL ROAD MAIN LINE
DOUBLE-TRACK PROJECT UPDATE
by Jeffrey Erlitz
In the past few weeks the first actual
changes to the operation of Main Line trains
has occurred as part of the Long Island Rail
Road’s Main Line Double Track project.
Starting at just past midnight on Monday,
April 30, the Main Track from 300 feet west
of the west end of the Central Islip station to
the east end of the passing siding, east of
the Central Islip station, was taken out of service. All trains were routed through the passing siding which, under this project, will soon
become Track 1. All passengers used the
north platform only. The operation ran this
way until the early morning hours of Saturday, May 5. Over the weekend of May 5-6
while there was no train service between
Farmingdale and Ronkonkoma, final preparations were done to place in service a new
interlocking (designated “CI”) with two single
crossovers about ¾-mile west of the Central
Islip station, just west of the N. Peters Boule-

vard grade crossing.
Very early in the morning of Monday, May 7
this new interlocking was placed in service.
At the same time, the old CI1 and CI2 Interlockings (at the west and east ends of the
original passing siding, respectively) were
removed from service and the switches and
all signals were removed. With this operation, the very first piece of new Main Line
second track was placed in service, from the
new CI Interlocking to just west of the Central
Islip station.
You will notice in the drawings that the two
tracks take a jog to the northwest of the Central Islip station. This is because the new second track was laid to the south of the existing
main track from that point west but it was laid
to the north of the existing main track from
the east end of the old siding all the way to
Ronkonkoma.

(Continued on page 17)

M-7 7282 (Bombardier Transportation,
June, 2004) leads Train #2052 through
the new CI Interlocking on May 21,
2018 at 2:42PM. It has just crossed over
from the original single main track onto
the first segment of new double track
(here, Track 2) to be placed in service,
which occurred on May 7.
Jeffrey Erlitz photograph
Part 3 of Subutay Musluoglu’s article on the Grand Central subway station has been postponed to July.
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ELECTRIC TRACTION IN THE PACIFIC NORTHWEST
by Alexander Ivanoff
My dad’s side of the family has had a permanent presence in the Pacific Northwest since the 1990s when his
cousin Walter took a job as an Electrical Engineer with
Boeing working on the company’s aircraft lineup. During
the summers of 2005 and 2008 I made trips to Seattle
(in 2005 with my grandmother and younger brother and
in 2008 with just my brother) to visit and enjoy the company of family. During my 2008 trip I saw the last of the
construction (from a car window) of the Central Link
light rail line that would open the following year. Unlike
many cities, transit usage in Seattle has exceeded expectations.
Post-2008 I have made several friends in the Seattle
area, including members of the All Aboard Washington
rail advocacy organization. With friends and family pressuring me to make the trip, I decided to make the trek to
the Pacific Northwest before the summer season hit. My
itinerary wasn’t too flashy: fly into Portland, an overnight
there (including a ride on the MAX light rail network and
the Portland Streetcar), a ride on Amtrak’s Cascades
route, and a few days in Seattle to enjoy the company
of friends and family. Both Portland and Seattle have
been electric traction success stories, and to Portland’s
credit it had a full-fledged network before Seattle even
turned a shovel despite being a smaller metropolitan
area.
I left Brooklyn on May 10 on an early morning Delta
flight, and, after some hassle, made it to Kennedy Airport barely an hour and fifteen minutes before my flight
took off. In fact, my flight was well-boarded by the time I
got to the gate. I was held up by security at JFK Airport
due to having overpacked my backpack. As it turns out,
my policy of bringing everything but the kitchen sink is
starting to backfire. While I made the flight with minutes
to spare, I will definitely be changing my packing habits
in the future as a result. Despite some minor gripes and
turbulence (literal), it was a relatively pleasant flight.
Arriving into Portland was spectacular, and I was reminded why years ago I fell in love with the Pacific
Northwest. From the flora to the vibe that the greater
Portland area is known for, there is a lot to love about
the region. Upon arrival into Portland I grabbed my bag
and headed straight for the MAX Red Line, where a
train of older equipment was waiting. To pay for my ride
I simply used my phone. TriMet has an agreement with
the major cellular developers (Apple, Google, and Samsung) to use their payment apps to cover fares. After
two rides, your third turns into a day pass. My first MAX
ride was on a 1983-4-vintage Bombardier Type 1 car
(car classes are broken into types in Portland) and was
delighted as to the experience, even if the cars are truly
showing their age. Upon arriving in downtown Portland I
met up with longtime rail advocate (and buff) Charlie
Hamilton, who came down from Seattle earlier in the
day. After lunch and dropping bags at our hotel, I made
a stop at TriMet’s downtown office to get a Hop card.

The Hop (officially the Hop Fastpass) is the new AFC
technology that TriMet is rolling out along with its regional partners. We continued along the Orange Line,
crossing the Willamette River on the Tilikum Crossing
bridge. Built from 2011-5, the bridge is the first major
bridge in the United States to be auto-free, demonstrating the commitment the Portland region has towards
public transportation and livability. Unfortunately, the
limited time in Portland meant I could not do as much
transit-fanning as I would have liked, but I plan to return
to the Rose City in the future. Portland was an early
adopter of light rail as a transit mode, opening the first
line in 1986 with a network that is the third longest by
track mileage. I had an opportunity to ride all three main
groups of vehicles: the 1980s-built Bombardier cars (the
Type 1), the 1990s Siemens SD660 class vehicles
(types 2 and 3) and the most recent vehicles in the fleet:
the Siemens S70s (classes 4 and 5). The S70s run in
pairs, with Operator’s cabs on one end only, meaning
the S70s cannot be used as singles. Portland’s ridership can justify this.
After breakfast, Charlie and I made our way to Portland’s historic Union Station to ride the Cascades to
Seattle. It was my first time on the Talgo equipment and
definitely not my last. From the scenery to the bistro car
to the tilt system, my ride was simply pleasant. The only
disappointment was a limitation with regards to salad
and sandwich selections, but considering the recent
salmonella outbreak with romaine lettuce, I can appreciate the commitment to food safety. It is worth noting the
original fleet of Talgos, after two decades of service, are
showing their age on the inside, with worn seats and
carpeting. That said, the cars themselves are comfortable and relatively clean. Seeing as I would probably
never be able to ride via the Point Defiance route ever
again, this opportunity was not wasted on me. Upon
arriving in Seattle, we jumped on the Central Link to
head uptown.
On Saturday, I joined members of the All Aboard
Washington advocacy group at their meeting in Tukwilla
at Basil’s Kitchen, a local restaurant chain. To get down
there (with a stop for breakfast), we took a bus to the
Capitol Hill Central Link station, and walked a block to
the First Hill Line Streetcar. Opened in 2016, it is the
newer of Seattle’s two streetcar lines. The project to link
it with the SLUT (South Lake Union Trolley, officially the
South Lake Union Streetcar) has been stalled due to
cost overruns. Both lines have had healthy ridership
and operate partially off-wire, due to (what I assume is)
the conflicting trolleybus overhead. For breakfast Charlie and I joined Hendrik de Kock, a fellow rail advocate
(and New York native) for dim sum in Seattle’s Chinatown. From there it was a short walk to the Downtown
Seattle Transit Tunnel, which was light rail-only due to
weekend construction. Upon the extension of Central
(Continued on page 7)
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some extreme weather in New York. Our crew “timed
out” (could no longer legally work due to FAA and DOT
rules) right as we arrived into New York. Tuesday night
would prove costly as I ended up taking a cab to Brooklyn, not crawling into bed until 2:30 AM New York time.
How I managed to make it to work on Wednesday is
something I still am struggling to comprehend.
The Pacific Northwest is an electric traction buff’s paradise, and along with Vancouver’s successful trolley
bus network, there is no shortage of places to visit and
photograph. If the ERA were to return to the region for a
visit, I would wait until further work is done in Seattle to
extend lines. With the Sound Transit 3 projects under
way, the Puget Sound region will have no shortage of
new rail line openings.
My deep appreciation goes out to Charlie Hamilton, Hendrik de Kock, Harvey Bowen, Walter Charczenko, and many
others for helping to make this trip possible. I dedicate this
trip report to the late James Hamre and Zach Willhoite, both
fans of electric traction and transit, who tragically passed
away in December of 2017 in the derailment of Cascades
Train #501. I know both gentlemen would have enjoyed reading this trip report.

(Continued from page 6)

Link, buses will no longer use the tunnel.
Sunday and Monday were less transit-heavy due to
prior commitments on both of those days. However, I
took the bus to Woodinville (on a commuter style seating-equipped New Flyer D60LFR) and had two trolleybus rides on Monday. Much like Dayton, Seattle does
not run trolleybus service on weekends, using that time
to do any necessary maintenance on the trolley overhead. The fact that I did not get around to certain things
during my trip to Seattle is not disappointing; it gives me
more reason to head back as soon as the opportunity
arises. I did not have the opportunity to ride either the
Portland Streetcar or Tacoma Link Streetcar while visiting due to time constraints.
Getting back to New York turned out to be an adventure. Originally my flight back to New York was scheduled for 7:40 AM Seattle time, but delays pushed that
back to about 8:30. After thinking we would be into New
York only a little behind, my hopes were dashed when
we diverted to Baltimore due to what ended up being

The front of TriMet MAX Light Rail Siemens S70 car 411. The S70s
used by TriMet are single-ended and run in somewhat married
pairs.

Sound Transit's Kinkisharyo LRV fleet is being supplemented by 152
Siemens S70s, scheduled to be delivered starting in 2019 for further
expansion. Central Link uses 1,500-volt d.c. vs. the 700/750 volts
more commonly found to avoid the need for numerous substations.

Two of King Country Metro's New Flyer Xcelsior trolley buses. The
Seattle bus system has a strong trolleybus tradition going back to
1940.

A nighttime view of the First Hill Streetcar on Broadway.
(Continued on page 9)
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WORK BEGINS ON ELECTRIFICATION OF CALTRAIN’S SAN
FRANCISCO-SAN JOSE COMMUTER LINE
by Bruce J. Russell
the electrification scheme, at least for now, due to joint operation with Union Pacific and a lack of frequency, so not all
the diesel equipment is going away as far as I am aware.)
A $1.3 billion contract to do the actual electrification of
the 51 miles, which includes erection of upright poles or
masts to support the catenary wires plus the system to
bring power to the wires at various feeder points, was
awarded by Caltrain to Balfour Beatty Infrastructure Incorporated, a firm having widespread experience in the
electrification of railroads. This company will design the
electrification as well as build it. The voltage will be
25,000 volts, which is the modern standard for railway
electrification both in the United States and globally. It
will also enable trains of the now-under-construction
California High Speed Railway running between Los
Angeles and San Francisco to operate for their final
miles over Caltrain’s tracks, where they will end their
runs at a new terminal whose location has yet to be determined. This facility, which will feature an underground
approach, will be jointly used by the Caltrain electrics
and the high-speed trains coming from Los Angeles.
Passengers riding the electrified Caltrain route will
travel in a fleet of six-to-eight-car, double-deck, multiple
unit trains to be built by Stadler USA, the American division of a European railway equipment supplier. For a
price of $551 million, Stadler will furnish 96 vehicles
with an option for 20 more. Caltrain wisely decided that
multiple unit vehicles were preferable to push-pull trains
using standard electric locomotives. This is the practice
employed by New Jersey Transit with few exceptions,
with the result that running times are slower than if it
had used multiple unit equipment. Caltrain intends its
fleet of 96 Stadler EMUs to accelerate faster and move
more rapidly than any locomotive-hauled consist. An
eight-car train of these bilevel EMUs will be able to handle the growing ridership on this important commuter
artery. The contract specified that assembly of the new
trains must happen in the United States, preferably
somewhere in California, although many of the components can be imported from overseas. Artist’s renderings of the new electric trains have appeared in various
railway trade publications, and they are most attractive.
During off-peak times there will be as many as six trains
per hour. Although high-level platforms certainly speed
loading and unloading, the artist’s illustrations only depict low-level ones. Nevertheless, it is safe to assume
that these will be ultimately be incorporated into the project.
Local politicians have hailed the start of electrification
of the Caltrain commuter line as a long overdue improvement within the Bay Area. According to a recent
press release, “an electrified Caltrain system will improve regional air quality by up to 97%, reduce green-

After years of studies and political infighting, work has
finally started on the electrification of the 51-mile, double-track, San Francisco-San Jose, California Caltrain
commuter line, which is presently operated by dieselpowered, double-deck, push-pull trains. Known officially
as the Peninsula Corridor Electrification Project, and
costing more than $2 billion dollars, this scheme will
result in greatly improved service for the 70,000 passengers now riding the trains. As of now, Caltrain will
commit $1.25 billion towards the project, while about
$600 million will come from the federal government and
other sources. It took a long time for the government to
release these funds, but it finally did. When the electrification is completed, hopefully by 2021, ridership will
increase to 90,000 per weekday, mainly in response to
faster, more frequent schedules. These improvements
will be primarily because slow-moving diesel trains will
be replaced by a fleet of bi-level, electric multiple unit
vehicles. Ridership on the former Southern Pacific San
Francisco-San Jose commuter line has been steadily
increasing during the past 25 years, from a low point of
16,000 weekday riders in 1972. In subsequent years,
Southern Pacific attempted, without success, to eliminate the entire operation, which then relied upon a fleet
of 1920s-vintage “Harriman”-style coaches plus a few
bi-levels, pulled by a group of iconic 1952-vintage Fairbanks-Morse “Trainmaster” diesel locomotives, later
supplanted by modified freight diesels. The railroad’s
effort to eliminate the service ultimately failed, and within a fifteen-year span, management would sell it to the
Peninsula Corridor Joint Powers Board (PCJPB). In a
1971 issue of Trains Magazine, the railroad’s complaint
of enormous financial losses on the peninsula commuter services is described, as well as its efforts to discourage ridership. Under Caltrain’s assumption of ownership, the arrival of new rolling stock, most built by Sumitomo of Japan, modern F-40-PH locomotives, and lower
fares resulted in steadily increasing patronage at such
stations as Burlingame, Redwood City, San Carlos, and
Palo Alto, home of Stanford University. Ridership would
have increased further had the railroad, about 1970,
demolished its classic station close to downtown in favor of a smaller facility at Fourth and King Streets, a
greater distance from the central business district, and
less convenient. By 1971, with the coming of Amtrak,
long-distance passenger service over the line ceased.
In days of yore this route witnessed the arrival of the
long Daylight trains running to and from Los Angeles
and intermediate points. They were a beautiful sight to
behold, and often ran up to sixteen cars. To ride today’s
Amtrak trains, one must go to Oakland. Additional, Caltrain extended a few runs further south from San Jose
to Gilroy, and additional 32 miles. (Editor’s Note by Alexander Ivanoff: The San Jose-Gilroy segment is not included in

(Continued on page 9)
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and 1931, although minor retrenchments and additions
have occurred since then. Following the Second World
War and the retirement of steam locomotives, most of
the commuter railroads switched to diesels rather than
electrifying. Few, if any, spent money on new rolling
stock. Hopefully, the decision of Denver and Caltrain to
utilize electrified technology will be a harbinger of things
to come. In fact, GO Transit in Toronto is now giving
serious consideration to electrification of its most important routes.
On a historical note, the San Francisco Bay Area once
possessed an electrified commuter operation using multiple unit cars. This was, of course, the Southern
Pacific’s electrified suburban operation out of Oakland,
and in its final years over the Bay Bridge into San Francisco itself. Started by the Southern Pacific in 1912, it
comprised of a mixture of private right-of-way and street
trackage and served various towns in and around Oakland. Its rolling stock consisted of a fleet of red multiple
unit cars. Drastic declines in patronage beginning in the
1920s resulted in abandonment in 1941, with some of
its vehicles being sent south to Los Angeles, where they
became known as “blimps” because of their round porthole front windows. A few of the lines were taken over
by the competing Key System. The book Red Trains in
the East Bay by Robert S. Ford (Interurban Press,
1977) describes this network of lines. Even with a direct
connection into the heart of San Francisco via the Bay
Bridge, its ridership had so eroded that the system was
“bustituted.” Today’s BART rapid transit system partially
replaces it as well as the Key System. With Caltrain’s
electrification under way, railroading in the Golden State
is coming full circle.

(Continued from page 8)

house emissions by 176,000 metric tons of carbon dioxide and remove 630,000 daily vehicles off the region’s
highways by 2030. As Highways 101 and 280 have become more and more congested, Caltrain has become
the preferred commute option between San Francisco
and the Silicon Valley. As a result, peak hour service is
well over 100% capacity, with ridership on some trains
exceeding 125% of available seats.”
The electrification of the Caltrain route will not be the
first modern electrification of a commuter railway west
of Chicago. In 2017, the Denver, Colorado RTD began
electrified service over two (eventually four) lines emanating from Union Station, using multiple unit cars nearly identical to those purchased by SEPTA to partially
reequip its Regional Rail system. Nevertheless, electrification of railroads in the United States, Canada and
Mexico is rare. Instead, diesel propulsion has always
been the preferred mode. The excellent book When the
Stream Railroads Electrified by William D. Middleton
(Kalmbach Publishing, 1974) gives an excellent overview of the electrifications that did take place in our nation. Only the Pennsylvania and Milwaukee Road Railroads possessed considerable electrified mainline mileage. Otherwise, with a few minor exceptions, all that
existed were electrified commuter lines, specifically
around New York City, Philadelphia, and on the Illinois
Central out of Chicago. Their purpose was to eliminate
smoke-belching steam locomotives from suburban and
urban areas. Most of this work was done between 1905
Electric Traction in the Pacific Northwest
(Continued from page 7)

The rear of New Flyer D40LF 2508 (an almost 20-year-old bus) and a
Type 4 (Siemens S70 LRV) on SW 5th Avenue. The mix of transit and
multimodalism has made Portland a remarkably good place to live
car-free.

Opened in 1990, the Downtown Seattle Transit Tunnel (DSTT) has
encountered controversy through its existence, from construction
issues that would result in expensive retrofitting to accommodate
LRVs to the use of South African granite, banned due to apartheid
sanctions in the 1980s. Despite this, the tunnel has been a resounding success. Seen here is the International District/Chinatown station, opened in 1990 for buses and now also used by Central Link.
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Commuter and Transit Notes

No. 353
by Ronald Yee and Alexander Ivanoff

MTA Long Island Rail Road
LIRR riders in underserved areas of Brooklyn and
Queens will see a fare cut to Atlantic Terminal, according to the MTA. A pilot program was approved just as
the June Bulletin went to press.
The discount would be for commuters from stations in
Queens Village, Hollis, St. Albans, Rosedale, Laurelton,
Locust Manor, Jamaica, East New York, and Nostrand
Avenue. Most of the stations targeted lack sufficient
subway service.
A peak, one-way ticket will be slashed in half, costing
$5 instead of $10.25, with a weekly ticket (including a
MetroCard) costing just $60, down from $104.25.
The MTA is looking to gather data to determine if cutting fares will increase ridership, as the fare cut is
meant to entice more people to use the LIRR. The program was green-lighted by the MTA Finance Committee
and could begin in June. An MTA advisory group proposed the discounted fares more than a decade ago.
Once the pilot program wraps up on the Long Island
Rail Road, advocates are hopeful it will be expanded to
Metro-North. (WPIX-TV, May 22)
MTA Metro-North Railroad
On May 15, Metro-North Railroad service was suspended at the height of rush hour due to storm damage
from a freak weather system that was responsible for a
category EF2 tornado in Putnam County and caused
two fatalities in the Hudson Valley, which was hardest
hit by the storm. As the June Bulletin went to press,
thousands across the region were still without power.
Despite the storm, service resumed after a period of
time. However, commuters found themselves getting
home far later than planned. Service on the MTA Long
Island Rail Road (LIRR) and NJ Transit was also seriously delayed by the storm. A photo of Grand Central
Terminal at the height of the storm demonstrates the
magnitude of the delays and damage done. Editor Alexander Ivanoff was flying back from Seattle (see page 6
for a trip report) and had his flight diverted to Baltimore/
Washington International Thurgood Marshall Airport
(BWI). While he could have opted for a Northeast Regional train from the BWI Airport station, the added expense of a last-minute Amtrak ticket and concerns
about signal issues from storm damage (despite no reports of any on Amtrak’s portion of the NEC) made him
stick to the plane, with the flight not arriving back in New
York until the early hours of the 16th. The storm also
affected commuter rail service in the D.C. metro area,
with some passengers on a MARC Brunswick Line train
stranded for hours, as flooding had caused significant
track damage. Metro-North was mostly back to normal
on May 16, with changes to service north of North White
Plains and Croton-Harmon. MARC riders on the Brunswick Line were less fortunate, with commuters having to
wait until the 17th. (WUSA9, May 16; WABC-TV, May
10

16)
Amtrak
Former Amtrak Chief Executive Officer Joseph Boardman was asked by Trains Magazine questions regarding the current situation at Amtrak, specifically citing
Amtrak’s letter sent to elected officials explaining why it
was declining to provide its match for the Southwest
Chief TIGER grant recently awarded to Colfax County,
New Mexico. Boardman also cited the concerns with
PTC and safety (where he agreed in part with some of
the moves that current Amtrak Chief Executive Officer
Richard Anderson has been making in adopting an airline-style safety management system. Boardman had
sent an email to numerous elected officials on May 8,
making clear his concerns with the company from his
stance as a former head of the railroad. (Editor’s note by
Alexander Ivanoff: The email, which can be found in the
Trains Magazine article, is close to sounding like it was written by a RPA (NARP) member. In the past, many rail advocates have been vocal about Boardman’s slow cuts to aspects
of Amtrak service and giving into former Florida Congressman John Mica’s request to eliminate all food and beverage
losses. At first, the email’s validity had been questioned, but it
appears as of the publication of this Bulletin that Boardman
has legitimate concerns with Amtrak’s current management.
Even from a rail advocate’s perspective, the Boardman administration at Amtrak was more adept at reaching out to
stakeholders. From a quasi-business perspective, Amtrak also
needs to be honest with its state partners who rely on the
Northeast Corridor to run commuter trains.) (Trains Magazine via Al Holtz, May 8)
Other Transit Systems
Miami, Florida
Brightline announced May 11 that its fast-travel rail
service was finally coming to downtown, with a firm
date. That date was May 19, announced the same day
at the ribbon cutting for the downtown MiamiCentral
station.
Brightline, a privately funded rail service owned by
Florida East Coast Industries, hosted the mayors of Miami and Miami-Dade County along with South Florida
U.S. Representatives Frederica Wilson, Debbie Wasserman-Schultz, and Carlos Curbelo at its newly risen
station.
After the announcement, Brightline invited reporters,
stakeholders, and politicos on an inaugural ride departing from MiamiCentral to Fort Lauderdale and West
Palm Beach.
Introductory fares for a one-way Miami to West Palm
ride begin at $15 for “Smart” service and cost $25 for
the more luxurious “Select” option. Riding between Miami and Fort Lauderdale will run between $10 and $15.
Both coaches have leather seats, but "Select" service
includes complimentary food and beverage options,
(Continued on page 11)
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access to a lounge and larger seats. wi-fi, and an assortment of electrical outlets are available at each station and aboard the trains themselves.
Brightline offered special $3 and $5 fares on May 19
and 20. The plan is to eventually link the rail service to
Orlando in the coming years.
Discounts are available for children, those over 65
years old, and active or formerly military servicemen
and women. Group pricing and packages are available
for frequent riders. Brightline is pet-friendly, and each
ticketed guest is allowed to bring along one dog or cat
in a carrier he or she provides, depending on size.
During introductory service while construction continues along the FEC corridor, Brightline will operate eight
northbound and eight southbound trips to and from MiamiCentral. Each station, which offers paid parking in
dedicated garages, opens 30 minutes before the first
train and closes 30 minutes after the last train departs.
Brightline is offering complimentary parking during introductory service.
A full schedule can be found at gobrightline.com.
(Miami Herald, May 11)
Dallas, Texas
Texas Central, developers of the high-speed train between the Dallas-Fort Worth metroplex and Houston,
entered an agreement with Bechtel to work together on
project management services.
Bechtel will support Texas Central in managing the
Texas Bullet Train project as it moves from development
to implementation. The firm has completed more than
300 major train and subway projects, including the
Channel Tunnel High Speed 1, Crossrail in London, and
Dulles Corridor Metrorail in the Washington, D.C. metropolitan area.
Fluor Enterprises and The Lane Construction Corporation are performing pre-construction planning with
engineering support from WSP. Texas Central, Fluor,
Lane, and WSP are refining and updating construction
planning and sequencing, scheduling and cost estimates, and other design and engineering activities. This
work is being guided by the Federal Railroad Administration's (FRA) recent Draft Environmental Impact
Statement (DEIS) on the project, which was released in
December. The FRA will complete a final environmental
review that will help determine the project's timeline and
route before construction begins. (RT&S, May 2)
Tacoma, Washington
The Federal Transit Administration (FTA) awarded a
$75 million grant to the Central Puget Sound Regional
Transit Authority (Sound Transit) for the Tacoma Link
Extension Project, which will expand Link light rail to
growing areas such as the Stadium and Hilltop District.
The 2.4-mile Tacoma Link Extension will add six new
stations and five new light rail vehicles, doubling the
length of the existing system. Construction is expected
to begin in this fall, with revenue service targeted for
2022. The $74.99 million project is being granted
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through the FTA’s Capital Investment Grants (CIG) program. (Metro Magazine, May 16)
Portland, Oregon
Mobile ticketing was introduced to the PortlandVancouver metropolitan area on May 2 with the launch
of an Android app.
The Virtual Hop Card uses Google Pay. Passengers
can tap their smartphones on fare validators when they
use bus, light rail, and commuter rail services operated
by TriMet, C-TRAN, and Portland Streetcar.
The app was developed by Moovel and Init, which
supplied its MOBILEvario back-office management tool.
This calculates fares, validates transactions, and displays the fare validation result to the passenger. The
app includes daily and monthly fare capping.
The Virtual Hop Card builds on the Hop Fastpass account-based smart card introduced to the region in July.
(Editor’s note by Alexander Ivanoff: For those who might be
arriving in Portland by air and might not have access to a
Hop Fastpass card, the virtual card or Apple Pay/Android
Pay/Samsung Pay comes in handy, as you will see from my
trip report on the Pacific Northwest.) (Metro Report International, May 8)
Altamont, California
The San Joaquin Regional Rail Commission (SJRRC)
awarded a contract to build four Charger diesel-electric
locomotives for Altamont Corridor Express (ACE) service, with an option to purchase four additional units, to
Siemens in early May.
Delivery of the locomotives will begin in December,
2019. Funding is being provided through the Bay Area
Air Quality Management District, San Joaquin Valley Air
Pollution Control District, Transit and Intercity Rail Capital Program, and Low Carbon Transit Operations Program grants.
The new Chargers will be able to haul 10-car trains, a
43% increase from the current seven-car capacity locomotives. Using the EPA Tier 4-compliant, 4,400horsepowser Cummins QSK95 16-cylinder diesel engine, they will provide a 90% greenhouse gas emissions
reduction and a 16% fuel efficiency improvement over
existing SJRRC locomotives. Buy America-compliant,
these locomotives will also be “Made in California” at
Siemens’ Sacramento rail manufacturing plant.
Starting with just two daily round trips in 1998, ACE is
now carrying 1.3 million passengers annually. ACE runs
four daily round trips between San Jose and Stockton.
The new ACE locomotives will be nearly identical to the
ones currently servicing transportation agencies across
the United States, including California (Caltrans), Illinois
(IDOT), Washington (WSDOT), and Maryland (MTA).
Additional states served by the locomotives are Oregon,
Wisconsin, Missouri, Michigan, and Iowa. Charger locomotives are also powering new trainsets for Brightline,
the higher-speed passenger rail service connecting
South and Central Florida. (Railway Age, May 1)
Canada
VIA Rail Canada carried 4.4 million passengers in
2017, representing a 10.5 percent increase over the
(Continued on page 12)
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previous year, its greatest single-year growth in a decade.
Revenue was up 12.8 percent to $365.7 million. Leading the growth was VIA’s core Quebec City-Windsor,
Ontario, corridor, which accounted for 4.1 million passengers, an 11.1 percent increase. It generated 14 percent more revenue.
VIA’s long-distance flagship, the Toronto-Vancouver
Canadian, carried 104,960 passengers, up 12.6 percent. Its revenues increased 16.8 percent. The primary
eastern long-distance train, the Ocean, carried 78,763
passengers, up 1.5 percent, with a revenue increase of
5.2 percent. (Trains Magazine via Al Holtz, May 9)
England
Leasing company Eversholt Rail has joined the Revolution VLR consortium of Transport Design International,
Cummins, Prose, Transcal Engineering, RDM Group,
and the University of Warwick, which has secured government funding to design and build a lightweight diesel-battery railcar demonstrator by early 2020.
The concept is intended for low-traffic and feeder
routes where the high cost of conventional rolling stock
is currently a barrier to providing passenger services.
The 18-meter-long bidirectional vehicle would be a
more advanced development of a ULR Express railcar
which was designed and built by TDI and Severn Lamb
in 2015 for employee transport on an industrial line at
Konya in Turkey.
It would have a capacity of 56 seated and 60 standing
passengers, with a tare weight of less than 1 tonne per
linear meter, enabling it to run on lightweight modular
slab track. (Railway Gazette, May 11)
London, England
Numerous news outlets (including The Guardian) reported in mid-May that the East Coast Main Line rail
service will be temporarily renationalized by the British
government after operators Virgin and Stagecoach
could no longer meet the promised payments in the
£3.3 billion contract.
The London-Edinburgh-Inverness service will be taken
back into public control on June 24, a little over three
years since Virgin Trains East Coast (Vtec) started running. It will be rebranded as the London & North Eastern Railway.
Transport Secretary Chris Grayling told the House of
Commons that after a “finely balanced” assessment by
civil servants, he had decided to appoint the “operator
of last resort” — a group led by the firm Arup and under
government control — to run the service, rather than
allow Stagecoach and Virgin to continue under fresh
terms.
The collapse of the franchise marks the third time in a
decade that a private train operator has failed to see out
its contract on the east coast mainline, which was renationalized between 2009 and 2015. Numerous groups
have pushed for the government to make the nationalization a permanent move. (The Guardian, May 16)
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Open access operator Hull Trains has revealed the
appearance of its future fleet of five Hitachi AT300 dualpowered trainsets, following the completion of the engineering and design phase and the sign-off for production to begin.
The £60 million order for five five-car inter-city electrodiesel multiple-units was placed by leasing company
Angel Trains in November, 2016, after Hull Trains secured a 10-year track access agreement for its East
Yorkshire-to-London route. The trainsets are to be built
at Hitachi’s plant at Pistoia in Italy, with entry into service planned for December, 2019.
Hull Trains said it had had “significant input” into the
design of the fleet, which will be similar to vehicles ordered by franchised operators TransPennine Express
and Great Western Railway.
The new trainsets will offer more capacity than Hull
Trains’ current fleet of four Alstom Class 180 intercity
DMUs, including more first class seating to meet a
growth in demand for first class travel which the operator has seen since launching in 2000. (Railway Gazette, May 10)
The Heathrow Express premium airport service between London Paddington and Heathrow Airport is to
continue running until at least 2028 under a new agreement announced on March 28.
The non-franchised service is currently operated inhouse by Heathrow Airport Limited, which will continue
to own the service and be responsible for managing the
stations at the airport.
Under the agreement approved by the Department for
Transport, FirstGroup’s Great Western Railway, which
holds the Great Western franchise, is to operate the
service under a management contract running from August, 2018 until 2028; it is expected that the arrangement would transfer to any future holder of the Great
Western franchise.
GWR will operate Heathrow Express services using its
Bombardier Transportation Class 387 Electrostar
EMUs. A dedicated pool of 12 of the EMUs will be modified by December, 2019 to provide first-class accommodation, high speed wi-fi, additional luggage racks, and
on-board entertainment.
The agreement means there is no need to build a new
depot to replace the current facility at Old Oak Common, which Heathrow Express must vacate by the end
of 2019 as part of the High Speed 2 project.
New ticket readers will also be provided at Heathrow
and Paddington to enable users of Heathrow Express
and TfL’s future Elizabeth Line service to the airport to
use pay-as-you-go Oyster or contactless ticketing.
(Railway Gazette, March 28)
Hungary
National Infrastructure Development Company has
appointed Siemens to install ETCS Level 2 equipment
on the 26-kilometer double-track SzázhalombattaPusztaszabolcs route south of Budapest.
Under the contract announced on May 9, Siemens is
to supply its Trainguard 200 technology, a radio block
(Continued on page 17)
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Train #2057 heading west through the future Danch Interlocking on
May 21, 2018. The second track still lacks third rail and none of the
four new signals have been installed yet.
Jeffrey Erlitz photograph

M-7 7383 (Bombardier Transportation, February, 2005) leads Train
#2053 into the Central Islip station at 1:56 pm on February 21, 2018.
In the distance, the remains of CI 2 Interlocking can be seen with
home signals 1E and 2E now bagged, out of service. The switch at
the east end of the former passing siding has already been
removed.
Jeffrey Erlitz photograph

M-7 7224 (Bombardier Transportation, February, 2004) leads Train
#2050 east into the Central Islip station at 1:42 PM on May 21, 2018.
This is where CI 1 Interlocking was located until the past few
weeks. The rear of the train is on the new second main track (built
to the south of the existing main) while the front is on the alignment of the original main track. Notice the jog in the right-of-way in
the distance so the new Track 2 would line up with the original.
Jeffrey Erlitz photograph

M-3 9930 (Budd-General Electric, July, 1986) leads Train #2056 east
out of the Farmingdale station at 4:06 PM on May 21, 2018, right
about on time. Enjoy the traditional position light signals while you
can. All of the interlockings from here to Ronkonkoma are getting
six-aspect Reduced Aspect Signaling dwarf signals (made by Safetran actually). Farm 1 Interlocking here will be renamed simply
Farm as Farm 2 is being renamed PW. PW is what Farm 2 (at the
end of the original double track, east of the old Republic station)
was called before the electrification in 1987-8.
Jeffrey Erlitz photograph
(Continued on page 14)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from May, 2018 issue)
Today was my second day for riding and photographing interurbans, exchanged with the previous Friday in Bern, because we did not get going until rather
late. Thus I was up early, and was able to catch the 7:03
BOB train, while Clare would sleep in and do some
sightseeing around Interlaken, including sailing aboard
a lake steamer. It was still pouring when I left the hostel
at 6:50, but by the time my BOB train departed the rain
had stopped. The ground was wet all the way to Interlaken Ost, where I transferred to a standard-gauge BLS
train to Spiez. I should mention that the Lauterbrunnen
station also has two gauges, as the WAB (Wengernalp
Bahn), which continues up the mountain to Kleine
Scheidegg to connect with the railway to the top of the
Jungfrau, runs on 800 millimeter track, while the BOB
down the mountain to Interlaken has a gauge of 1,000
millimeters. There is no dual-gauge track in the station,
however, as each company has its own separate rails.
They also use different cog wheel systems, the Strub
for the WAB and the Riggenbach for the BOB.
I saw my first patch of blue sky on the opposite side of
the Thunersee as the local pulled into Leissingen. My
four-minute connection to the SBB at Spiez was accomplished easily, and the Inter-City train passed the
"Bombardier: The Climate is Right for Trains" billboard
just prior to its 8:23 arrival at Bern. Indeed, it looked like
the climate was changing — in a positive manner.
I connected to the 8:30 local MU train (officially Bern
line S3) to Biel. It made 10 stops on its 21-mile journey
before arriving at its terminal at 9:05, during which the
sky turned partly cloudy. My aim was to ride and photograph the Biel-Tauffelen-Ins (BTI) interurban and I was
able to board a waiting car at its underground terminal
within the station complex for a 9:20 departure. The 13mile-long meter-gauge line operates under 1,300-volt
d.c. catenary. Its 17 stops, mostly flag, are spread over
a flat landscape (unusual for Switzerland) and the running time from end to end is 34 minutes. Base service is
operated every half-hour to Tauffelen, the site of the
shops, and then hourly to Ins. During peak periods the
headway is cut to every 15 minutes.
After emerging from the tunnel the line runs very briefly in the street before striking out onto its own right-ofway. It eventually catches up with the road to Ins, and
runs at its side for some distance. Beyond the large
shop complex at Tauffelen it wanders a bit, and then
runs through the center of Ins before reaching the BLS
railway station on the town's outskirts. Interestingly, the
communities served along the route are very small, with
the largest being its end point, Ins, with only 3,300 residents. With Biel's population being about 50,000, the
BTI is certainly a small-town operation. On the other
hand, the interurban I rode previously between Frauen15

feld and Wil may cover even a tinier population.
I got off at Tauffelen for some photos of the line's
Stadler-built 70-percent low-floor interurbans. Like the
cars I rode in the Montreux-Vevey area, these units are
more or less the electric version of the River Line's
DMUs, with a virtually identical short mid-section that
has power equipment on both sides of a narrow center
aisle. The treatment of the body is different, though, as
their ends are very angular. While waiting for the next
car to Ins during my half hour stay (9:36 to 10:06), a
work train came through, which reminded me that this
railway is now part of a larger interurban system, the
Aare Seeland Mobil (ASm), which includes other
(disconnected) lines, including the one from Niederbipp
to Solothurn, which I would ride later in the day. While
the livery of the BTI cars is grey with white and red
stripes, the work train's motive power was an old Niederbipp passenger car, painted in traction orange and
lettered Oberaargau-Solothurn, an intermediate name in
the unification chronology.
Arrival in the forecourt of the Ins station was at 10:24,
which gave me a chance to take photos before I boarded the next BLS (Bern-Lotschberg-Simplon) regional
train at 10:38 for the short run to Neuchatel. The MU
was quite modern, consisting of spacious, partially lowfloor cars equipped with toilet facilities and bike racks.
I arrived in Neuchatel, a city of 34,000, at 10:57. It was
too long a walk from the railway station to the originating point of the area’s remaining tram line, at the city's
edge adjacent to a park along the attractive Lac du
Neuchatel. Except for suburban Route 5 to Boudry,
Neuchatel's local streetcar system was replaced by
trackless trolleys in 1976. Thus I had a choice of riding
two trolleybus routes to reach the tram terminal. I just
missed a 7 and had to wait for a 9, which got me to the
stub-end station of the suburban carline at Place Pury
at 11:15, just five minutes after the departure of the
11:10 tram.
I had visited Neuchatel after the abandonment of its
city system in 1976 and again in 1981, when its current
rolling stock was delivered. During that period attractive
ex-Genoa streetcars were operating on the line, but
there also was a very short branch, Route 5b, only a
half-mile long, which was operated by a traditional fourwheeler shuttling back and forth between Areuse and
Cortaillod. Unfortunately it was converted to bus operation in 1984. Currently the Boudry Line uses equipment
based on Zurich's Tram 2000, similar to the cars on the
Waldenburger interurban, Bern's Worb Line, and the
older Forchbahn units. Six motors and four control trailers are paired to maintain a 20-minute base headway
on the 6-mile route, which has 12 stops (see http://
(Continued on page 16)
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www.urbanrail.net/eu/ch/ne/neuchatel.htm). Entirely on
private right-of-way, the mostly single-track line is
equipped with automatic block signaling. It is now called
Littorail, and the route has been renumbered 215, which
is the timetable number for the line in the Swiss Kursbuch.
I also came to Neuchatel in the 1990s to ride the thennew cars, but now wanted to visit again, as I had read
the line's future is uncertain, since a large capital investment must eventually be expended for the purchase of

new cars to replace the now-35-year-old units.
The 11:30 two-car train took me to Boudry in 17
minutes and I returned on the same equipment as far as
the Champ-Bougin stop (which has an overpass) for
photos, where I fell back a headway. Upon arriving back
at Place Pury on the next car at 12:26, I noted it was too
late for me to catch the 12:24 to Solothurn for the next
leg of my journey, so I took some additional pictures
from a vantage point in the park where I could observe
the cars running at the edge of the lake. I then leisurely
worked my way back to the railway station, had a
snack, and boarded the 13:24.

Two views of the BTI's modern 1997-built cars at Tauffelen. The left view shows a Biel-bound unit accelerating after pausing to drop and
receive passengers. The right view shows the yard with two of the cars laying over before the afternoon rush hour. The BTI was the first
recipient of these Stadler designed and built cars, which with their control equipment between two articulated sections, had become very
popular in Switzerland. The diesel version was first placed in service on NJ Transit's River Line.

Units from the 300-series are used as backup for the BTI's regular
passenger service and for powering freight trains. The series was
built between 1966 and 1978 by Schlieren-Oerlikon for the Solothurn-Niederbipp Bahn, which was merged with the BTI to form the
Regionalverkehr Oberaargau, which later expanded into the current
Aare Seeland Mobil (ASm). I was lucky to see the freight pass by
while waiting to continue my journey to Ins.

A Stadler unit lays over at the austere platform of the BTI's Ins terminal. The standard-gauge BLS station is across the street — to the
left of the photographer.

(Continued on page 17)
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Two photos of Neuchatel's Schlieren-built cars near the Champ-Bougin station on the inner portion of the line. Formerly Route 5, the line
was renumbered 215 to match its timetable designation in the Swiss Kursbuch.

Lastly, a view of a pair of Tram 2000 units leaving the Place Pury
terminal along Lake Neuchatel.

A train of two Tram 2000 cars of the Transports Publics du Littoral
Neuhatelois enters the Place Pury terminal at the edge of the city of
Neuchatel. These modern-looking 1981-built cars hold down all
service on the 6-mile-long route to Boudry.

(Continued next issue)
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center, two Trackguard Simis IS electronic interlockings,
and Wayguard Simis LC equipment for six level crossings, as well as power supplies and telecoms.
Commissioning is planned by December, 2020.
(Railway Gazette, May 11)
Oskemen, Kazakhstan
The first five of 13 used KT4Dt trams bought from Almaty for 118.5 million tenge have arrived in Oskemen.
The trams were built in 1983-5 and originally operated
in Berlin before being acquired by Almaty in 2013. They
have been out of use since that city’s tram network
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closed at the end of 2015.
The ex-Almaty trams have been for use in Oskemen.
It is estimated that the cost of transporting all 13 trams
will cost 40-50 million tenge.
Tram operations in Oskemen were suspended in
March due to the bankruptcy of former operator Takhami Put. On March 20 the entire enterprise was sold
at auction for 444 million tenge to regional administration-owned Eptic.
Service is expected to restart with the ex-Almaty
trams repainted with a new livery. The older vehicles
which were in use before the suspension of service are
likely to be withdrawn. (Metro Report International,
May 10)
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Around New York’s Transit System
Two Central Park West Stations to be Improved
MTA New York City Transit has started reminding customers that it will begin critical structural, safety, and
other repairs and improvements to two non-adjacent
subway stations on the BC — 72nd Street and 86th
Street — on May 7 and June 4, respectively, as part of
the Enhanced Stations Initiative (ESI)
In order to expedite the projects, the stations will be
closed while the work is being done, with B and C
trains skipping those stations but still available at 81 st
Street, 96th Street, and 59th Street-Columbus Circle.
72nd Street will reopen in early October, and 86th Street
will reopen in late October.
When the projects are completed, customers will benefit from critical structural and safety repairs and improvements to concrete and steel features such as columns, beams, platforms, walls, and stairs. There will
also be other improvements and upgrades such as improved waterproofing, turnstile areas with new glass
barriers, new security cameras, LED lighting for increased light and energy efficiency, and enhanced signage for easier navigation including digital, real-time service change, and train and bus arrival information.
M Service Resumes
Service on the M resumed in the early morning hours
of April 30 after a nearly eleven-month-long shutdown to
replace the Myrtle Avenue Viaduct and the Fresh Pond
Bridge. To meet the needs of M customers, MTA New
York City Transit undertook a two-phase plan to address
the urgent infrastructure needs on the Myrtle Avenue
Line. This critical work involved complete demolition
and rebuilding of the Myrtle Viaduct and the Fresh Pond
Bridge (completed in September). In an embarrassing
situation, a switch at Myrtle Avenue failed on the first
day of the return to service.
Capital Plan Amended to Fund Station Accessibility
The MTA Board approved a capital plan amendment
that significantly increases the agency’s investment in
ADA accessibility projects as part of the 2015-9 MTA
capital plan. The amendment also includes $300 million
to undertake critical station improvements — in close
partnership with the City of New York — at key locations, including $200 million for accessibility enhancements such as elevators, and $100 million for station
circulation enhancements such as redesigned stairs,
mezzanines, and platforms. A project to provide ADA
accessibility at the Westchester Square station on the
6 in the Bronx will also be added to the Capital Program. The list of additional stations that ultimately receive accessibility and circulation improvements using
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this funding will be finalized once better cost estimates
are obtained during design. Up to five stations may receive these accessibility and circulation improvements.
NYCT Modernization Plan
NYCT President Andy Byford revealed on May 23 a
comprehensive plan to completely modernize every
major aspect of the organization and its services, from
subways to buses to accessibility to corporate culture.
The plan, called Fast Forward: The Plan to Modernize
New York City Transit, focuses on four major priorities
which President Byford identified on his first day in office earlier this year: transforming the subway, reimagining the city’s public bus network, improving accessibility
for all modes, and engaging and empowering NYC
Transit’s workforce to deliver the best service possible.
The plan’s four priorities are all underpinned by three
foundations of corporate philosophy that President
Byford and his team are working to make the norm at
NYC Transit: agility and accountability; safety, security
and resiliency; and customer service and communication.
Highlights of the plan include an accelerated rollout of
CBTC technology through the system, which would cover almost all the subway in Manhattan south of 59 th
Street and tackle major chokepoints. That work, originally due to take decades, will take just five to years.
The Fast Forward plan also would more than double the
amount of elevators in the systems, with a goal to make
the entire system ADA compliant by 2034, along with a
more critical maintenance program for elevators and
escalators. The plan would also include 3,000 new subway cars. The plan did note that there would be some
short-term pain with more frequent and longer duration
line closures.
Fast Forward also will include changes to the city’s
bus system, with 4,900 new buses over the next decade
(some being electric) and a redesigned bus network. An
emphasis on ensuring unblocked bus lanes was also
included. The plan also mentioned an overhaul to the
Access-A-Ride system, changes to NYCT bureaucracy,
employee empowerment programs, and plans to ensure
that costs for projects are contained. (Editor’s Note by
Alexander Ivanoff: The plan is nothing short of simple and I
give credit to President Byford and the entire NYC Transit
planning staff for putting this together. Long-term sacrifices
are nothing new to New York subway riders, as Manhattan
Bridge reconstruction projects made full service over that
crossing non-existent for nearly two decades. As a MTA customer, if a safer, faster and more reliable system means some
significant inconveniences for a period, I can deal with that.)
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MAJOR CHANGES COMING TO THE
GRAND CENTRAL SUBWAY STATION COMPLEX
by Subutay Musluoglu
(Photographs by the author)
(Continued from May, 2018 issue)
We have been examining the ongoing reconstruction of MTA New York City Transit’s
Grand Central subway station complex, with
previous articles in the March and May, 2018
issues of the Bulletin. The complex has
longstanding capacity issues due to rising
ridership and conditions will be exacerbated
in the future when the East Side Access project opens and projected commercial office
development is built out, which will potentially
bring at least 100,000 new commuters to
East Midtown. Under a framework developed
collaboratively between the City of New York
and the MTA, the East Midtown area has
been rezoned to allow for denser and taller
development, and a key element of the effort
calls for private developers to finance a wideranging series of public realm and transit improvements. The first new development, One
Vanderbilt Avenue, is a 1,401-foot-tall tower
currently under construction adjacent to the
western side of Grand Central Terminal and
its owners are paying for a $250 million program of various improvements to the subway
complex. We will conclude this month with a
closer look at the heart of the overall project
— the capacity improvements at the Lexington Avenue Line mezzanine and platforms.
Before we get into it, just a quick follow-up
to Part 2, in which we described the work
that will be taking place at the 42 nd Street
Shuttle platforms — it should be noted that
the Shuttle itself will soon be the focus of a
complex multi-year reconstruction effort.
While the bulk of the effort will be taking
place at the Times Square end of the Shuttle,
1

there will be some additional changes taking
place at Grand Central as well, above and
beyond what will be happening as a result of
the One Vanderbilt Avenue development, as
was reported in the May issue. NYCT has
just advertised the Request for Proposals for
this project, so assuming that a contract can
be awarded before the end of the year, work
can begin in 2019 and be completed by the
end of 2022.
So, now on to Grand Central’s Lexington
Avenue Line (456) mezzanine and platforms. Currently, the station is extremely
challenged with respect to capacity, which
stems from a number of interwoven issues
that cause inadequate vertical capacity, especially during the AM and PM peak periods,
and it takes two distinct forms — between
the platforms and mezzanine, and between
the mezzanine and street/Grand Central Terminal.
With respect to improving circulation between the mezzanine and Grand Central Terminal and the street, progress has been
achieved by the opening of a new stairway
from the central part of the mezzanine
(Mezzanine “B”) to Grand Central Terminal’s
42nd Street Passage back on August 2, 2017
(this was described in greater detail in the
March, 2018 Bulletin). Complemented with
an expanded fare control area and a reconfiguration of the turnstile arrays, much relief
has been attained in this part of the station,
which was previously notable for severe
overcrowding and conflicting pedestrian
(Continued on page 4)
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trains, which in turn reduces line capacity.
Normally, adding additional stairways would alleviate
the congestion. However, at Grand Central this is not so
easy. The current stairways, dating to the Dual Contracts era, are constructed of concrete, covered in tile
and mosaics, and in most cases contain ancillary support spaces underneath the riser, and as such have a
substantial footprint taking up real estate on the platform. This situation constricts passenger movement
along the platform and contributes to unsafe conditions
during the peak hours as passengers try to squeeze
past each other in the narrow clearance between the
stairways and the platform edge. The sheer bulk of the
stairways also imposes a visual barrier, contributing to a
claustrophobic feeling to passengers waiting for trains.
Adding more stairways would only further aggravate
these conditions, creating unintended consequences by
reducing the amount space available to passengers to
freely move about the platform.
Complicating matters are the transfer stairways down
to the Flushing Line (7) platform; their locations must
remain fixed, so this reduces the flexibility with respect
to repositioning the current stairways, which would be
necessary to make room for new stairways.
These are difficult conditions even under ideal circumstances when service is running normally. When there
are service disruptions, conditions deteriorate to the
point of near gridlock, bordering on the unsafe if not for
the presence and attention of numerous NYCT Platform
Controllers stationed there during peak periods.
Furthermore, there is perhaps the greatest challenge
of all that must be overcome — the unique position of
the station itself, lying at an angle skewed to the Manhattan street grid due to the Lexington Avenue Line’s
transition from Lexington Avenue to Park Avenue. As
such, the central part of the station mezzanine is interrupted by the basement of the Grand Hyatt Hotel sitting
directly above. The foundation columns for the hotel go
through this space and down through the platforms below. This leaves a narrow connection linking Mezzanine
“B” and Mezzanine “A.” This situation has long been
recognized as a significant challenge to improving circulation at the station. NYCT has studied for years ways
to rectify this, hoping to reclaim this space in order to
reframe the hotel’s foundation steel and remove the
basement enclosure wall in order to free up space for a
continuous, uniform mezzanine. Doing so is an expensive and disruptive proposition, which has discouraged
previous efforts. However, the funding made available
by the One Vanderbilt Avenue project presents the perfect opportunity to finally achieve this long-sought improvement.
The solution that has been developed at Grand Central is to address all of these issues simultaneously. The
Grand Hyatt Hotel basement has been appropriated by
NYCT so the foundation columns can now be reframed,
which will facilitate repositioning the existing stairways,
which in turn provides the space for the additional new
stairways to each platform. The continuous mezzanine

Major Changes Coming to the Grand Central
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flows, conveying an almost chaotic scene.
Additional relief arrived just before last Christmas,
when a long-closed and forgotten passageway under
Lexington Avenue from the station to the former Mobil
Oil Building was reopened on December 22, 2017, with
two new street stairways on the south side of E. 42nd
Street, just east of the southeast corner of Lexington
Avenue.
And on June 14, 2018, as this article was being prepared, a reconfigured and widened street stairway was
reopened from the north mezzanine (Mezzanine “A”) to
the west side of Lexington Avenue, within the Grand
Hyatt Hotel building envelope, just north of the northwest corner of E. 42nd Street. Nicknamed the
“Strawberry Stair” after the long-closed women’s clothing store that the stairway was adjacent to, the previous
stairway at this location was notable for being narrow
and having two awkward dogleg bends, causing twoway congestion which frequently backed up into the fare
control area of the north mezzanine. The new stair has
been doubled in width, and with only one gentle bend, it
is a marked improvement over the previous condition
and as such should provide much-needed relief at this
end of the station. An adjacent ADA elevator, new for
this location, is still under construction and should be
operational before the end of the year. The other major
stairway, at the opposite end of the north fare control
area up to Grand Central Terminal’s Lexington Passage, will also be reconstructed. Due to its location and
position, there is less flexibility with regards to a potential widening; however, this stairway currently has a
slightly-higher-than-standard pitch, and there will be an
attempt to ease this a bit, which should improve conditions for ascending and descending customers.
Returning to the situation between the platforms and
mezzanine, current conditions are notable that as trains
arrive and disgorge their passengers, the stairways are
quickly overwhelmed, and it takes a few minutes for
them to clear. The situation is complicated by heavy
pedestrian traffic flow in multiple directions simultaneously. During the morning rush hour, high levels of passengers arrive from the north (the Bronx, Upper East
Side, and Queens) and south (Brooklyn and Lower
Manhattan), while a substantial number of Metro-North
Railroad (MNR) commuters are entering the station,
with a majority of them heading south to Lower Manhattan. This causes a clash every weekday in the AM peak
on the southbound stairways as subway passengers
struggle to get up the stairways and out of the station at
the same time as MNR commuters are trying to get
down on to the trains. In the evening rush hour, the situation is reversed — trains arrive on the northbound platform with commuters disembarking to catch their MNR
trains home, just as homebound subway passengers
are fighting to get down onto those same trains. This
daily conflict frequently creates backups on to the trains
themselves, which most likely adds to the dwell times of

(Continued on page 5)
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9. P26 - New stairway to be built within the space reclaimed from the Grand Hyatt Hotel for the expanded Mezzanine “A,” down to the north end of the platform
Northbound platform:
1. P13 - Reconstruction complete - closed on November 28, 2017, reopened on May 10, 2018
2. P15 - Reconstruction ongoing, closed on June 1,
2018
3. P17 - Reconstruction pending
4. P19 - Reconstruction pending
5. P21 - New stairway opened in early April, 2018
6. P23 - New stairway to be built within space reclaimed from the Grand Hyatt Hotel
7. P25 - Reconstruction pending; will be repositioned
slightly to the south
8. P27 - New stairway to be built within the space reclaimed from the Grand Hyatt Hotel for the expanded Mezzanine “A,” down to the north end of the platform
Upon the completion of all this work, there will be a
net gain of four stairways for the southbound platform
and a net gain of two stairways for the northbound platform, for a total of 17 stairways between the mezzanine
and platforms. This represents a significant increase in
vertical capacity. Taken together with all the other improvements, as well as a new station-wide architectural
treatment including new wall and floor finishes, improved lighting, and improved wayfinding, it is clear that
a dramatic transformation of the Grand Central subway
station will soon be upon us.
After Grand Central, what does the future portend?
Working together in the closing days of the Bloomberg
Administration, the NYCDCP and the MTA had developed an all-encompassing framework of improvements
for Midtown subway stations located within the footprint
of the rezoned area. In addition to Grand Central, the
other stations that fall within this area are Fifth Avenue53rd Street on the Queens Boulevard Line (EM) and
the 51st Street (6)/Lexington Avenue-53rd Street (EM)
station complex. A secondary group of stations just outside the rezoned area are affected as well: Fifth Avenue-42nd Street on the Flushing Line (7); 47th-50th
Streets-Rockefeller Center on the Sixth Avenue Line
(BDFM), and the Lexington Avenue (NRW)/59th
Street (456) station complex. These stations have all
been surveyed and preliminary identifications have
been made for capacity enhancements, including additional entrances and new and improved stairways.
On February 21, 2018 JP Morgan Chase announced
that it is seeking the replacement of its current world
headquarters at 270 Park Avenue between E. 47th and
E. 48th Streets with a new 1,200-foot-tall tower utilizing
air rights purchased from Midtown Trackage Ventures
(Grand Central Terminal’s legal owners; MTA holds a
long-term lease on the terminal that expires in 2274)
and St. Bartholomew’s Church. The New York Times
then reported on March 2 that this move would “open

Major Changes Coming to the Grand Central
Subway Station Complex
will lead to a better-balanced distribution of passengers
to and from the platforms and greatly improved overall
passenger circulation. All of the 11 current stairways will
be reconstructed, with several of them repositioned,
making room for four new stairways. The width of each
rebuilt stairway will be reduced, with a much more slender profile and reduced footprint, enabled by a lightweight, partially see-through steel design that has been
utilized in other station rehabilitations around the city.
The reduction of width varies for each rebuilt stairway,
typically ranging from two to three feet, and will be
matched by the new stairways in design and layout. The
reduction of width is more than offset by the gain in new
stairways. Overall, passengers will have much more
clearance around and under the stairway landings,
while experiencing substantially improved visibility, facilitating better movement along the platforms.
Yet more capacity will be gained by the creation of
additional mezzanine level space to the north by reclaiming other surplus basement space from the Grand
Hyatt. Doing so allows for the substantial enlargement
of Mezzanine “A” and the fare control area there, and
creating room for two more new stairways, one down to
the northernmost end of each platform.
To better illustrate the complete stairway program, see
Figure 1. This drawing is a reproduction of the NYCT
station plan for the Grand Central station’s Lexington
Avenue Line mezzanine, with annotations by this author
to identify the specific improvements which have been
described in this series of articles. The drawing represents conditions as they were in Spring, 2017, before
the opening of the new stairway from Mezzanine “B” to
Grand Central Terminal’s 42nd Street Passage and the
reopening of the passageway under Lexington Avenue,
though they are reflected as pending here. Prior to
Spring, 2017, there were 11 mezzanine-to-platform
stairways, five to the southbound platform and six to the
northbound platform, designated as follows:
Southbound platform - P12, P14, P16, P20, P22
Northbound platform - P13, P15, P17, P19, P21, P23
As this Bulletin went to press, the situation is as follows:
Southbound platform:
1. P10 - New stairway opened on May 16, 2017
2. P12 - Reconstruction complete - closed in November, 2017, reopened in April 2018
3. P14 - Reconstruction pending
4. P16 - New stairway opened in Spring, 2017
5. P18 - Reconstruction pending (this was the previously designated P16)
6. P20 - New stairway to be built within space reclaimed from the Grand Hyatt Hotel
7. P22 - New stairway to be built approximately in the
vacated footprint of previous P20
8. P24 - Reconstruction complete - closed in early
January 2018 for repositioning within footprint of
previous P22; reopened on April 17, 2018

(Continued on page 6)
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the floodgates” on further East Midtown redevelopment,
potentially involving the Grand Hyatt Hotel itself; the
Roosevelt Hotel between Vanderbilt and Madison Avenues and E. 45th and E. 46th Streets; the Pfizer World
Headquarters on E. 42nd Street between Second and
Third Avenues; and the former MTA Headquarters at
347 Madison Avenue between E. 44th and E. 45th
Streets. Some of this redevelopment would presumably
utilize additional air rights from Grand Central Terminal.
Since Grand Central is the subway station that is closest to the aforementioned locations, it is safe to say that

additional improvements could be in store. While we
can only speculate what these might be, in the past
NYCT has studied schemes for widening the transfer
passageway leading from underneath the Lexington
Avenue Line platforms to the Flushing Line, and for
building direct passenger connections to that same passageway from both MNR’s lower level platforms and the
East Side Access concourse via Grand Central Terminal’s disused lower level loop track. These changes, if
they happen at all, are far off in the future. For now, it is
critically imperative that the current program is completed over the next two years so passengers can begin to
enjoy some relief at the Grand Central subway station
complex. We will continue to closely monitor the program and will provide progress reports in future issues
of the Bulletin.

Mezzanine level, looking southwest. The construction barrier encloses the Grand Hyatt Hotel basement space. Stairway P23 to the
northbound platform was previously located directly behind the
construction barrier in the foreground, May 11, 2018.

Behind the construction barrier on May 21, 2018, looking northeast
at the space formerly occupied by P23. The stair was demolished
and the void has been filled in. A new, repositioned P23 will be
constructed to the right.

Former Grand Hyatt Hotel basement space, looking northwest, June
8, 2018. By late next year, this will be part of the new continuous
mezzanine.

Northbound platform level looking north at stairway P15. Note the
stairway bulk and tight clearance between the stair and the platform edge. This is typical of all of the original stairways on both
platforms. Photo taken on the day of closure, May 31, 2018.
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The ancillary support space underneath the P15 stairway structure
will be relocated off the platform to free up space. May 31, 2018.

The bulk of P15 is clearly apparent in this photo, looking south,
which impedes circulation and creates a visual barrier. May 31,
2018.

Stairway P24 (formerly P22) from the mezzanine to the southbound
platform on the day of reopening, April 17, 2018. The enclosure on
the mezzanine level is temporary and will be completed in the future in conjunction with the new station finish.

Looking down P24 on April 17, 2018. Note the narrower width of
the new stair structure relative to the original opening.

Stairway P24 at the southbound
platform level, looking south, April
17, 2018. Note the see-through
steel structure.

The rear of P24, looking north, clearly illustrating the freed space underneath the stair and the overall
smaller footprint, on June 21, 2018.
(Continued on page 8)
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Note the increased clearance on the platform
between P24 and the
columns, which will facilitate better passenger
circulation and enhance
safety. June 21, 2018.

Reconstructed and widened street stairway from the north mezzanine to Lexington Avenue, one day after reopening on June 15,
2018.

The reconstructed street stair is more direct and wider by a third
over the previous stairway. Finishes to come later. June 15, 2018.

The street level opening of the reconstructed street stair within the
Grand Hyatt Hotel building envelope on the west side of Lexington
Avenue just north of E. 42nd Street on June 15, 2018. A new ADA
elevator is being built to the right.

The mezzanine level landing of the new ADA elevator will be located directly behind this construction barrier, to the left of the rebuilt
street stair. June 15, 2018.

A June 15, 2018 view of the northern basement space reclaimed from the Grand Hyatt Hotel. The wall to the left will
be demolished to enlarge the north fare control area.
(Continued on page 9)
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Plan view of the Grand Central subway station mezzanine level. Annotations are by the author based on personal observations conducted over the past year and a half.
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Architectural rendering of the new continuous mezzanine looking north. The elevator visible in the middle is the current one down to the northbound platform, and Its
location is unchanged from the present, which is at the southeast corner of the Grand Hyatt Hotel basement space. The narrow connection currently linking Mezzanines A
and B is to the right of the elevator. With the removal of the basement enclosure, the openness of the future continuous mezzanine is clearly apparent. Note that the
final floor and wall finishes are subject to change.
Kohn Pedersen Fox rendering
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Commuter and Transit Notes

No. 354
by Ronald Yee and Alexander Ivanoff

MTA Long Island Rail Road
Waze, a traffic and navigation app, has teamed up
with the MTA and Long Island Rail Road to automatically warn motorists about the presence of an upcoming
roadway going across railroad tracks. This comes after
a spate of driver misinterpretations using app-based
navigation tools while driving motor vehicles and accidentally driving or turning onto the train tracks. The pilot
program includes ten grade crossings on the LIRR:
Commack Road and Executive Drive (both in Deer
Park), Main Street (Farmingdale), Ponquogue Road
(Hampton Bays), West Broadway (Hewlett), Holbrook
Road (actually Main Street, Holbrook), Willis Avenue
(Mineola, on the Oyster Bay Branch only), Snedicor Avenue (Sayville), and 18th Street (Wyandanch). Eventually, all 296 LIRR grade crossings will be included in the
app to warn away motorists. In May, LIRR President
Philip Eng announced that the railroad would accelerate
its plans to install flexible four-foot-high reflectorized
delineators and improved roadway pavement markings
to warn motorists who may be misled by GPS-driven
navigational aids of the presence of railroad tracks and
to avoid driving onto them. (Editor’s Note by Ronald Yee:
MTA Metro-North Railroad has also had several similar incidents with wayward motor vehicles where the tracks and a
parallel roadway are very close together (Green Lane near
Bedford Hills where the Harlem Line parallels the Saw Mill
River Parkway just 25 feet away) and it should be remembered that the deadly train and truck collision on February
24, 2015 on Los Angeles MetroLink’s commuter rail line at
Oxnard was the result of the truck’s driver allegedly being
misdirected by his GPS onto the tracks instead of a nearby
parallel roadway. (MTA press release, June 12)
MTA Metro-North Railroad
On June 18, as reported by a local newspaper, CTrail
ticket vending machines began selling and issuing
CTrail tickets between Springfield, Massachusetts, Hartford, Connecticut, and New Haven, Connecticut with an
option for continuing onward aboard Metro-North Railroad trains to Grand Central Terminal. (Editor’s Note by
Ronald Yee: However, while it can be assumed to be the case,
no mention was made regarding whether the Metro-North
ticket vending machines at Grand Central Terminal and
along the New Haven Line have been programmed to sell
tickets for stations east of New Haven on CTrail train services.) (Meriden Record Journal, March 23)
Connecticut Department of Transportation
On Friday, June 15, Connecticut Governor Dannel
Malloy, CDOT Commissioner James Redeker, and other
state officials conducted an opening ceremony for the
new CTrail commuter rail line operating between New
Haven and Hartford with select trains continuing north
to Springfield, Massachusetts. The line commenced
service to the public on Saturday, June 16. No fares
were charged on CTrail trains as well as Amtrak trains
(except the Vermonter) during that introductory week11

end. With the startup of CTrail service, weekday service
over the 17 miles between New Haven and Hartford
increased from 6 round trips to 17 (nine operated by
Amtrak and eight by CTRail) with 12 continuing 26 miles
onward to/from Springfield. Beginning Monday, June 18,
CTrail tickets are valid on all CTrail and Amtrak trains
operating over the route with exception of the Vermonter (Trains #55 and #56). Detailed schedules and fare
information are available at the CTRail website:
www.hartfordline.com. The Springfield Line has undergone a transformation over the past two years in preparation for the start-up of this service. The line has been
double-tracked, with new station platforms, facilities,
and buildings at Berlin, Meriden, and Wallingford and
rebuilt facilities at Hartford and Springfield. Amtrak test
trains have operated at up to 110 mph from Wood Interlocking (MP 33.4) to Berlin (MP 25.9), 100 mph from
Berlin (MP 25.9) to north of Meriden (MP 19.5), and 90
mph south of Wallingford (Tolles Road, MP 10.6) to Cedar Interlocking (MP 7.0). However, only Amtrak trains
will be able to take advantage of these stretches of
higher speeds while CTrail trains will be limited to 80
mph because they are operated with 16 leased former
MBTA push-pull coaches built by MBB, delivered to
MBTA in 1987 and powered by rebuilt GP-40-2 locomotives. CDOT found that the MBB coaches could be
leased at a far more reasonable rate ($4.45 million,
three-year lease) than for single-level coaches and cab
cars from MARC, which are in high demand this year
(ten to NJ Transit and eight to Amtrak). Two days before
the inauguration of passenger service, a complaint by
representatives of the handicapped regarding the inaccessibility of on-board toilets and, therefore, noncompliance with the Americans with Disabilities Act
(ADA), resulted in the locking of the toilets in most of
the MBB coaches until ADA-compliant toilets could be
retrofitted. ADA portable toilets were placed at the six
stations of the Hartford Line that do not have ADA toilet
facilities and signage was posted there notifying customers of the lack of toilet facilities aboard CTrail trains
until the entire fleet can be retrofitted to comply, by early
2019. (Connecticut Department of Transportation, June
15; Al Holtz, June 14; Hartford Courant, April 6)
NJ Transit
The NJ Transit Board of Directors approved a financing agreement with the NJ Economic Development Authority (EDA) for up to $600 million toward the construction of a new Portal North Bridge, replacing the current
Portal Bridge dating back to 1910 that has been the
source of countless delays due to mechanical issues
stemming from its advanced age. The EDA will issue
bonds which will be repaid over a 30-year timeframe
from the New Jersey state transportation trust fund.
This solidifies NJT’s share of the cost of replacing the
(Continued on page 12)
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bridge, which is expected to cost more than $1.5 billion
and be jointly financed by NJT, Amtrak, and the Port
Authority of New York & New Jersey. The new 2.33mile-long bridge, already designed and fully permitted,
will be a two-track structure with a vertical clearance of
53 feet, high enough to clear current and projected maritime vessels sailing on Hackensack River, eliminating
the need for a structure with moving and mechanical
parts, permitting higher train speeds and potentially allowing a 10% increase in the number of trains during
the peak periods. (NJ Transit press release, June 13)
Amtrak
Amtrak debuted assigned seating for its Acela First
Class customers on select departures. Customers wishing to reserve their seat assignment in advance can
select window or aisle seats or two- or four-person conference table seating using Amtrak.com, Amtrak’s mobile app, or an Amtrak ticket agent. There is no charge
for this service and Amtrak will evaluate customer reaction to this pilot program before deciding whether to expand the program to other departures. Amtrak is hoping
that pre-reserved seating will speed and simplify the
boarding process and allow passengers to board with
the assurance that they will get the seat they want and
be able to sit with friends, family and colleagues.
(Editor’s Note by Ronald Yee: If this program is expanded
system-wide, it will eliminate the mad dash for empty seats
when passengers board a train. A few details will need to be
worked out. Detailed seating diagrams will need to be provided during the seat selection process of making reservations,
similar to airline seat reservations. No one wants to be stuck
in a window seat that is actually by a windowless bulkhead,
nor do most passengers want to be seated adjacent to the
toilet. Aboard the trains, pre-assigned seating needs to be
implemented across the board on a route or there will be a lot
of confusion. During the recent ERA trip to Germany, it was
observed that ICE trains have an on-board system where every seat that was pre-assigned to passengers had a designation
above each seat indicating between what two stations that
seat was already reserved. For Amtrak, that would become
another step in the crew’s preparation of a train for passenger service and another line item for maintenance to address
daily to keep such a system operative.) (Amtrak press release, May 30)
Amtrak issued a request for proposals (RFP) aimed at
locomotive manufacturers and rebuilders to either replace or rebuild up to 75 passenger locomotives. The
current fleet of 200-plus General Electric P-40-DC and
P-42-DC Genesis class locomotives are up to 25 years
in age and are nearing the end of their expected service
lives. Depending on the responses received, Amtrak will
decide on whether to rebuild its P-42-DCs and convert
them to AC traction or purchase 50-75 new longdistance locomotives. In either case, the goal is to meet
the more stringent safety and environmental requirements and regulations governing diesel locomotives as
well as increased reliability. (Amtrak, June 1)
12

Amtrak’s Coast Starlight has been broken up into two
sections: Seattle, Washington to Eugene, Oregon and
Sacramento to Los Angeles, California. This was due to
the collapse of around 50 feet of tunnel near the town of
Oakridge on the Cascades Subdivision of the Union
Pacific Railroad (UPRR) on May 29. Amtrak had been
busing passengers between Eugene and Sacramento
but has determined after nearly three weeks that this is
not feasible to continue until at least June 23, the earliest date that the UPRR has stated that the tunnel can
be repaired and service restored. (Tacoma News Tribune, June 15)
As part of the Empire Service re-route into Grand
Central Terminal, Amtrak made some notable changes
to the trains operating along the route. One includes the
eastbound Maple Leaf (#64), whose passengers will
require a daily cross-platform transfer at Albany/
Rensselaer. Business class service on the Maple Leaf
and a few Albany-only frequencies have also been cut.
In addition, Canadian National (CN) has required
Amtrak to lengthen the Adirondack’s schedule for the
summer due to track-related heat restrictions.
Miscellaneous
The Manitou Springs City Council approved two tax
abatements and other incentives to the Broadmoor-Sea
Island Company, the owner of the Pike’s Peak Cog Railway, which will clear the way for it to invest the necessary funds to repair the cars, locomotives, and infrastructure of the line, with a goal of restoring passenger
service in 2020. One of the tax abatements will be a
$500,000 cap on the amount of excise tax that the railroad would pay the city annually. This cap would remain
in place for 50 years with clauses that freeze it at that
level for four years, after which an annual increase of
1.5% per year would be allowed. The other tax break
comes in the form of the city not taxing the railroad’s
purchases of equipment and materials needed for the
reconstruction efforts. An engineering assessment during the spring had revealed most of the line’s infrastructure, facilities, locomotives, and rolling stock had
reached the end of their service lives, and would require
$80-95 million in repairs and/or replacement. It projected a three-year shutdown while repairs were made to
make the line safe to ride. A national museum with a
focus on the Pike’s Peak Railrway will also be built and
dedicated to honor and educate visitors about other cog
and incline railways around the world and feature equipment and memorabilia donated by the railroad. The 8.9mile-long Pike’s Peak Railway line, the highest line in
North America, has been in operation for 127 years,
draws an average of over 300,000 riders annually, and
is one of the major attractions in the area. Had the city
and the railroad’s owners not come to this agreement,
the permanent closure of the rail line would have adversely affected the town of Manitou Springs, quite possibly bankrupting it. (Al Holtz, June 13)
Other Transit Systems
Philadelphia, Pennsylvania
PATCO operated its last four unrebuilt cars with the
(Continued on page 13)
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famous railfan window and forward-facing seats on
Sunday, June 10. The consist was W-272-271-258-257E. These are four of the cars built by Canadian Vickers
in the late 1970s to supplement the original Budd-built
cars. At press time, 24 of the 25 Budd-built single cars
have been rebuilt into 12 married pairs. All Budd-built
married pairs have been rebuilt and only these four Canadian Vickers-built cars remain to be shipped out to
Alstom in Hornell, New York for rebuilding. Sadly, the
railfan window on PATCO rode off into the history books
on June 10. Member Bob Vogel rode and photographed
the “Farewell Trips” publicized by PATCO and provided
the details of this final consist. From the schedule
PATCO posted, it appears that only three four-car sets
of equipment are required to provide 30-minute Sunday
service on the Lindenwold Line. (Bob Vogel, June 10)
Pittsburgh, Pennsylvania
During the fall of 2018, the Port Authority of Allegheny
County (PAT) will begin a two-year program that will see
the rebuilding of 55 light rail vehicles (LRVs) built by
Siemens in the early 1980s. This overhaul program is
expected to extend the service life of these LRVs by six
years. The 28 LRVs purchased from CAF in the early
2000s are also due for a mid-life rehabilitation and PAT
will evaluate whether the work should be performed inhouse or contracted out. (Progressive Railroading,
June 4)
Charlotte, North Carolina
The North Carolina Department of Transportation introduced a third Piedmont service round-trip between
Charlotte and Raleigh on June 4. Together with the existing Piedmont services and Amtrak’s Carolinian, there
are now four round-trips between the two cities. Trains
depart Charlotte at 6:45 AM, 10:30 AM, 3:15 PM, and
7:00 PM and depart Raleigh at 6:30 AM, 10:00 AM, 3:10
PM, and 5:16 PM. Travel times between the two cities
are around three hours ten minutes. As this issue goes
to press, train service to the new Raleigh Union Station
has been pushed back to at least the end of June due
to delays in a storm water improvement project and
some minor work still needed for the station platforms.
(Trains Magazine, June 4)
Minneapolis, Minnesota
The Hennepin County Board of Commissioners voted
May 31 to increase the county’s funding commitment to
the Southwest Light Rail project.
The vote passed 5-2 at a special meeting, where
Commissioners first voted as the County Board, then as
the Hennepin County Regional Railroad Authority
Board.
The 14.5-mile METRO Green Line Extension connecting downtown Minneapolis to St. Louis Park, Hopkins,
Minnetonka, and Eden Prairie is now likely to cost an
extra $145 million due to higher material prices, a tight
labor market, and delays. It brings the Southwest Light
Rail project’s total estimated construction tab to $2 billion.
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The county will now fund $190 million and the railroad
authority $14 million.
Later this summer, the Board is expected to vote to
extend funding into 2019. (Railway Age, June 5)
Vancouver, British Columbia, Canada
A group of high-speed rail enthusiasts in Washington
State has opened a chapter north of the border, hoping
Canadians and Americans working together to lobby
governments can make their dream a reality.
Cascadia Rail would like to see high-speed trains connecting Vancouver all the way to Portland. The northern
leg of such a line could transport people between Vancouver and Seattle in just 50 minutes.
A recent study in Washington pegged the cost of the
mega-project at close to US $42 billion and anticipated
more than two million annual riders by 2035 and up to
three million by 2055. (CTV News, June 9)
Sao Paulo, Brazil
Sao Paulo suburban operator CPTM began operating
revenue service on Line 13 to Guarulhos Airport on
June 4. Trial operations had started on March 31.
The 12.2-kilometer route runs between the airport and
Engenheiro Goulart, where interchange is provided with
Line 12, serving one intermediate station. The mostly
elevated 1,600-millimeter gauge line includes 4.3 kllometers at grade and is electrified at 3,000 volts d.c.
Service is currently operated by Class 9500 electric
multiple units supplied by Hyundai Rotem, but these are
to be replaced next year with a fleet of eight, eight-car
EMUs from ordered from CRRC Qingdao Sifang in September. Based on Type A metro train design, the 90kilometer-per-hour sets will consist of four motor and
four trailer cars, with capacity for 2,600 passengers.
Plans envisage extensions of Line 13 at both ends. A
southwestern extension from Engenheiro Goulart to
Chacara Klabin would provide interchange with metro
lines 2 and 5, and an extension west from Guarulhos
Airport would reach Jardim Sao Joao and Bonsucesso.
(Metro Report International, June 6)
London, England
Trams in London will become cashless from next
month, Transport for London announced on June 4.
Ticket machines are to be removed from all tram stops
on July 16, leaving contactless payment, Oyster cards,
Travelcards, or bus and tram passes as the only ways
to pay for tram travel.
Transport for London (TfL) ran a public consultation on
the proposals in September and October. The ticket
machines were installed when the tram network opened
in 2000, and have now reached the end of their useful
life. However, their usage is so low — they sell a total of
66 single tickets a day — that their maintenance costs
are no longer covered by ticket sales. Furthermore, they
are not equipped to top up Oyster cards.
The move to cashless payment will include the installation of more Oyster and contactless validators at
some stops, along with a “wider awareness campaign”
that will include staff at some stops to advise passengers on how to pay for their journey.
(Continued on page 14)
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TfL says that passengers would be able to buy paper
tickets from rail ticket machines at the East Croydon
station and from the nearby London Tram shop.
Cash has not been accepted as a payment for travel
on TfL buses since July, 2014. (Metro Report International, June 4)
On June 20 TfL showed off the first of its nextgeneration London Overground EMUs, which are being
supplied by Bombardier Transportation. Known as the
Class 710, the base order contract was originally
awarded in 2015 for 45 four-car sets, with options for an
additional 96 sets. TfL exercised an option in December,
2017 for six five-car sets and three four-car sets. From
the original base order, 31 trains are equipped for
25,000-volt 50 Hz overhead operation and 14 trains are
dual-voltage units which will also draw from 750-volt d.c
third rail. The option units will all be dual-voltage. The
design of the new trains is based on Bombardier’s
Aventra platform, which is also being used for the new
Elizabeth Line (Crossrail). The initial batch of those
trains, known as Class 345, has been in service for over
six months now. The new Overground trains will initially
be introduced on the Gospel Oak-Barking Line, which
was recently electrified with 25,000-volt 50 Hz catenary.
Testing of the trains will commence shortly, with introduction into passenger service scheduled for November. The Overground is an amalgamation of former British Rail commuter lines, including the North London
Line, and the former Underground East London Line,
and has been transformed and branded over the last
decade into a modern and highly successful surface
metro operation. (Metro Report International, June 20)
In other TfL news, it announced on June 15 that Siemens has been selected as the winner of a £1.5 billion
contract to build 94 six-car sets to completely reequip
the Underground’s Piccadilly Line. The current fleet of
86 trains dating from 1975 reportedly comprises some
of the oldest passenger railcars currently operating in
the United Kingdom and while they have served well,
they are past their useful life and entirely inadequate to
meet the needs of the ever-increasing demand that is
placed on the Piccadilly Line on a daily basis. The larger fleet will allow for a peak hour service increase from
24 to 27 trains per hour, assuming that a complete
resignalling of the line is in place by 2026. A purchase of
an additional seven trains will allow a rise to 33 trains
per hour, and a further eight trains, attaining the maximum fleet size of 109 trains, will enable to Piccadilly
Line to provide a service of 36 trains an hour.
The contract could be a major windfall for Siemens,
since it is TfL’s desire to designate a single builder of
trains for the Deep Tube Upgrade Program, which covers new rolling stock and resignalling of four Underground lines: Piccadilly, Bakerloo, Central, and the Waterloo & City Lines. Siemens’ success on this order will
guarantee it a healthy backlog for years to come.
(Metro Report International, June 15)
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France
Ile-de-France Mobilites, the parent authority responsible for overseeing all transportation planning and finance in the Paris region, revealed the design of the
next generation of RER rolling stock on June 7. SNCF
Mobilites, the passenger service delivery arm of the
French national railway, acting on behalf of the Paris
regional authority, originally awarded a €3.75 billion
contract in January, 2017 to a partnership of Alstom and
Bombardier for 125 seven-car sets for RER Line D and
130 six-car units for RER Line E. Both lines are the responsibility of the SNCF. The sets are referred to as
RER Nouvelle Generation, and are the product of a hybrid merging of Alstom’s Xtrapolis and Bombardier’s
Regio 2N platforms, and for those who are familiar with
the look of these two distinct designs, the renderings
released by the involved parties on June 7 certainly reflect it. The trains are also notable for being a blend of
single and bi-level cars, with sets of varying lengths, full
interconnected gangways, and a variety of interior passenger compartment configurations. The single-level
cars will feature extra-wide doors and generous aisles
for peak hour, short-distance loading and wheelchair
access, while the bi-level cars are arranged for a mix of
service needs, with the lower level set up for urban and
inner suburban commuters, and the upper level containing more seating for longer-distance travel from the outer suburbs. It will be very interesting to see these units
in action when they arrive in 2021. One advantage of
the design is that the single-level car will contain the
pantographs and the bulk of the electric traction package, which will increase the amount of available interior
space in the bi-level cars. These EMUs are just the latest in a series of orders that will transform the Paris
RER over the next several years, resulting in a cascade
of cars among the five RER lines and the SNCF Transilien suburban services, and the retirement of the first
generation of bi-level EMUs, the oldest of which arrived
in the French capital over 35 years ago. (Railway Gazette International, June 11)
Staying in France, a long-sought comprehensive reform of the French national railway, Societe de Nationale des Chemins de Fer Francais (SNCF), has finally
been enacted by the French Legislature. The reform will
transform the status of SNCF from a fully state-owned
enterprise to a holding company, with the state retaining
full ownership. It paves the way for SNCF to relinquish
its monopoly on passenger service within France and
fulfill the European Union’s mandated requirements of
open access to other rail operators. It also lays out a
plan to deal with SNCF’s enormous debt, estimated to
be nearly €50 billion. The origins of the debt predate
SNCF’s creation in 1938, inherited from the “Big Six”
private railroads dating back to the 19th Century, but has
appreciably grown in the last few decades as France
has invested heavily in high-speed rail and multiple bigticket projects. The French government will now assume full responsibility for the debt, which will free up
SNCF to embark on overdue capital investment to tack(Continued on page 15)

ERA BULLETIN — JULY, 2018
Commuter and Transit Notes
(Continued from page 14)

le a massive state-of-good-repair backlog on the legacy
network.
More importantly, the most controversial element of
the reform is the change in status for SNCF employees.
Known as “cheminot,” which translates as “railwayman,”
the term and associated status is a holdover from the
19th Century, guaranteeing lifetime employment, a variety of generous benefits, and early retirement, which
made sense in a time when labor conditions were much
harder and riskier, but not practical for a modern railway. The status did not differentiate between those who
work in operations or in the field performing infrastructure maintenance and those who work in comfortable
office environments. There is little to no flexibility in staff
assignments and responsibilities, leading to much overstaffing and redundancy, and much of the staff is eligible
to retire with full benefits as early as age 50. As such,
the unions have resisted any change to the status of
cheminot.
While French rail service is generally still considered
among the best in the world, there is a growing increase
in state of good repair issues, and the inefficiencies
have burdened it with some of the highest operating
costs in Europe. Taken together with the debt, it has
resulted in a reduction or withdrawal of services from
many parts of the country and hindered the ability to
expand services where needed. Individual regions
have assumed responsibility for local services in some
cases, but it is inconsistent at best and wholly inadequate at worst.
The reforms have bedeviled successive French governments going back to the mid-1990s. Historically, just
the mere mention of reform would trigger massive
strikes and service disruptions that did not sit well with
the French public, and the government would always
succumb, extracting little to no concessions from the
unions. This time around, though, things were different.
President Emmanuel Macron vowed to deal with SNCF
during his election campaign last year, and when the
reform legislation was introduced the unions reacted
predictably, engaging in a series of rolling strikes since
March. However, since Macron’s party commands an
overwhelming majority in the French Legislature, it was
Around New York’s Transit System
(Continued from page 20)

allowing daylight to enter and brighten the entire area
and a reconfigured fare control area with new high-tech
LED information displays showing the status of the train
service in real-time as well as maps of the entire subway system as well as of the local area. Being programmable, they are also capable of advertising displays, a
valuable source of additional revenue for the MTA.
Next to undergo this degree of rebuilding will be the
Broadway and 39th (Beebe) Avenue stations starting
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easier to overcome resistance from the unions and convince a public hungry for something different than the
status quo. The government has promised that the ownership of the infrastructure will remain with the state,
and that competition will ultimately be good for the
French public. The workforce reforms will go into effect
in 2020 and will only affect staff hired after that date;
current staff are guaranteed to retain their existing benefits. (Railway Gazette International, June 14)
Luxembourg
Project promoter Luxtram has selected CAF to supply
12 trams for the next phase of the Luxembourg City
tram line. The contract for Urbos 3 trams is worth €40
million.
CAF supplied the initial fleet of 21 trams under a contract signed in 2015. These have been in revenue service since December 10, when the initial section of the
tram route opened, linking Luxexpo and Pafendall-Rout
Breck. The full route is expected to open in 2021 and
would link Luxembourg Airport with Cloche d’Or.
A section of the route between Cloche d’Or and Gare
Centrale will be designed for catenary-free operation.
The trams are fitted with supercapacitors that will be
charged from ground-level rapid charging equipment at
stops; this will be supplied by CAF Power & Automation.
(Metro Report International, June 6)
Freiburg, Germany
Freiburg public transport operator VAG (Freiburger
Verkehrs AG) signed a contract with CAF on June 6 for
the supply of five Urbos 100 trams to operate on the
city’s meter-gauge network.
Deliveries are due to be completed by mid-2020. The
trams are intended to replace the remaining five highfloor DuWag (Dusseldorfer Waggonfabrik) GT8K vehicles. Once those have been withdrawn from service,
VAG will have a fleet of fully low-floor trams, apart from
11 partly low-floor vehicles.
The contract includes options for seven more trams,
which can be exercised until the end of 2020. The value
of the contract was not disclosed, but VAG confirmed
that the Land of Baden-Wurttemberg is contributing €5
million.
VAG had previously signed a contract with CAF in
March, 2013 for 12 seven-section trams. (Metro Report
International, June 7)

July 2 for up to seven months. (Editor’s Note by Ronald
Yee: While lauded by transit advocates, none of these rehabilitated stations will have any degree of handicapped accessibility because of space and engineering limitations with the
elevated structures dating back to 1917 which preclude the
installation of elevators. NYCT president Andy Byford’s
“Fast Forward” plan does include the addition of 180 elevators system-wide with a goal of providing all subway customers with an accessible station not more than two station stops
away. That promise would require further modifications to at
least one of these four stations that are being rebuilt.)
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SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED JUNE 24, 2018

LINE

AM RUSH

PM RUSH

1

10 R-62, 300 R-62A

10 R-62, 300 R-62A

5

350 R-142

360 R-142

2

360 R-142

350 R-142

6

360 R-62A

360 R-62A

3

260 R-62

260 R-62

7

396 R-188

374 R-188

170 R-142, 160 R-142A

nd

10 R-62A

10 R-62A

4

180 R-142, 170 R-142A

LINE

S (42 Street)

AM RUSH

PM RUSH

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED JUNE 24, 2018

LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

60 R-32, 256 R-46

60 R-32, 264 R-46, 8 R-68A

L

184 R-143, 8 R-160

184 R-143, 8 R-160

B

48 R-68, 152 R-68A

40 R-68, 144 R-68A

M

184 R-160

176 R-160

C*

16 R-32, 40 R-46, 88 R-160

16 R-32, 32 R-46, 88 R-160

24 R-68, 8 R-68A, 290
R-160

24 R-68, 8 R-68A, 290
R-160

D

232 R-68

216 R-68

Q

210 R-160

8 R-68, 210 R-160

E

260 R-160

260 R-160

R

240 R-46

240 R-46

F

64 R-46, 360 R-160

64 R-46, 360 R-160

S (Rockaway)

12 R-46

12 R-46

G

52 R-68

52 R-68

S (Franklin)

4 R-68

4 R-68

40 R-32, 32 R-42, 32 R-160,
56 R-179

40 R-32, 24 R-42, 32 R-160,
56 R-179

J/Z

N/W

*R-46 trains are 600 feet long; R-32 and R-160 trains are 480 feet long

Major Changes Coming to the Grand Central
Subway Station Complex
(Continued from page 10)

Another view of the northern basement space, looking north, on
June 15, 2018. Two new stairways will be built from here to the
north end of each platform.

View of the north end of the southbound platform on June 21,
2018. By next year there will be a new stairway here up to the enlarged north mezzanine.

(Continued on page 18)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from June, 2018 issue)
In the last issue we left off with me preparing to board
the 13:24 train to Solothurn on a sunny Monday afternoon.
It was an Inter-City tilting train from Geneva Airport to
St. Gallen via Zurich, and got me to my destination very
quickly, at 13:59. Two interurbans serve Solothurn, the
Regionalverkehr Bern-Solothurn (RBS) to Bern and the
Aare Seeland Mobil (ASm) to Oensingen and Langenthal. The RBS runs from Tracks 9 and 10 inside the station, but more interestingly, the ASm operates from
Track 21, which is actually on the street adjacent to the
building's main entrance. It then runs in the midst of
motor traffic on Roetistrasse, and after crossing the
Aare River, strikes out on its own right-of-way. I was
able to photograph the arrival of the 14:12 train and its
departure at 14:16 alongside the station building.
The ASm interurban, formerly the SolothurnNiederbipp-Bahn, operates a 30-minute frequency, so
rather than waiting for the next train, I chose to ride the
SBB to Oensingen in order to have more time for photos on my way back to Solothurn. The predominantly
side-of-the-road interurban has a running time of 25
minutes between these two points compared to the
SBB's 12 for the 14:33 non-stop, which I rode. I had
been to Oensingen twice before, the most recent being
in 1985 when I led an ERA group on a traction tour of
Switzerland. For our travel from Bern to Basel on this
occasion I gave the group the choice of going directly
by SBB or traveling aboard a series of interurban lines,
including the two I would ride at the end of this day.
Quite a few decided to accompany me, despite the fact
that we had to carry our luggage and had to endure a
half-hour bus ride from the end of the OeBB
(Oensingen-Balsthal Bahn) to Waldenburg (to connect
with the Waldenburgerbahn, a part of which I rode earlier in this trip). At that time, 33 years ago, the very short
(2.5 miles) standard-gauge OeBB seemed to have been
owned by a railfan who collected dining cars, which
were easily photographable. It ran every half-hour and
had some very unusual equipment on its roster, including an ex-SBB "Red Arrow" railcar from 1938 (which I
rode) and an SBB 1928-built Crocodile locomotive. Upon my arrival at its station this time, however, the only
equipment in sight was a nondescript typical ex-SBB
M.U. car awaiting passengers. According to a website,
much of the OeBB's historic rolling stock is now preserved at various Swiss railway museums.
The primary reason for my current visit to Oensingen,
however, was because the meter-gauge ASm interurban had been extended to that point from the nearby
town of Niederbipp, and I wanted to see how that was
accomplished. Actually, what I had not realized until I
rode it (and followed up with a Google search once I
17

returned home), was that the line had been cut back
between those two points in 1943. Thus little difficulty
was involved in re-extending it in 2012, as the right-ofway was essentially intact, and furthermore the distance
between the two points is quite short, a mere 1.1 miles
— with a two-minute running time. I read that the reason for re-extending it was to allow the line to make better connections, as Oensingen is a major SBB stop.
My recollection from 1985 was that the interurban
tracks from both the Langenthal and Solothurn ends of
the meter-gauge line merged together and came into a
stub terminal adjacent to the SBB in Niederbipp. The
operators of through trains would change ends there
and head right back out. It is not so different now, except that one of the SBB mainline tracks is now dualgauge, and interurbans running in both directions use it
to access the platform. From there the cars continue on
to Oensingen, where they now change ends. Comparing the current timetable to the old one, a total of 4 to 6
minutes has been added to the schedule to allow for
these connections, and each train now stops at Niederbipp twice, just a few minutes apart. I guess it is reasonable to assume that there is little through ridership
between the Langenthal and the Solouthurn ends, so
that adding to the travel time for such trips does not really make much of a difference. (I guess the Pennsylvania Railroad equivalent would have been to bring the
Blue Ribbon Fleet into 30th Street instead of running
directly from North Philadelphia to Paoli, something that
Amtrak has since adopted for its Keystone Service in
order to access a more desirable Philadelphia location.
Or perhaps shuttling each New York-Washington train
into and out of the old Broad Street station. That makes
me wonder if ridership on the Keystone Corridor would
increase if the trains changed ends at Suburban Station
rather than 30th Street.)
The line's rolling stock consists of Stadler GTW cars
similar to those I sampled on the Frauenfeld-Wil and
Dietikon-Bremgarten lines during the previous week.
They are a newer, much more substantial version of
those used on the Biel-Ins Line; a migration from one
generation to the next, similar to a comparison between
Stadler's DMUs for the River Line and those for DallasDenton and Austin.
The company seems to be changing its color scheme,
and I observed these ASm cars in both an overall red
livery and a new yellow and black one. I stopped over at
Niederbipp from 14:49 to 15:19 to observe the new setup and take a few photos. I then boarded, planning to
find a good stopover point on the way back where I
could fall back a headway to take a picture. But the line
is not that interesting, as all the stations are along the
(Continued on page 18)
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sides of roads, so I rode straight through, arriving at the
in-street terminal in Solothurn at 15:42. I should mention
that dual-gauge for freight continues from Niederbipp to
Oberbipp, and I would not be surprised if it is worked by
diesel locomotives. I spent that extra half-hour finding a
good location along the line's street running portion,
which turned out to be on the bridge over the Aare,
where I got a photo of the same car coming back at
about 15:50. I waited for the next inbound as well, but
the 16:12 never showed up! After I gave up and walked
back to the station, I spoke to the starter who told me
there was a grade crossing accident on the line.
As a result I missed the 16:19 RBS from Solothurn
back to Bern and had to settle for the 16:34. The interurban between these points has a base headway of
every half-hour, but now it was the beginning of the rush
hour, when frequencies increase to every 15 minutes. I
rode only as far as Jegenstorf, a 23-minute run, as that
is where additional local service to Bern begins, with the
through trains running non-stop over the rest of the
route, reaching Bern 14 minutes later. With 7 intermediate stations, all-stop locals, which run every quarterhour all day long, take only 19 minutes (5 more than the
expresses), as station dwell times are especially short
on this spit-and-polish railway. The bright orange ex-

press train was similar, but not identical to the 3-section
Stadler unit that I had ridden from Oensingen to Soluthurn (and as mentioned earlier, between other points).
The local was a modernized 40-year old suburban unit,
like one of those I had ridden from Worb to Bern three
days earlier, with a low-floor section added about 25
years ago. As previously mentioned they will be replaced with new low-floor trains. They should start entering service later this year.
In any case, I took a photo of both types at Jegenstorf,
and as a result missed the 16:59 local back to Bern. So
instead, I rode the 17:12 express and arrived at 17:28
(26). Although the connection was ten minutes tighter, I
still made the 17:34 Inter-City to Brig, which I rode as
far as Spiez (18:02), where I transferred across the platform to the 18:05 local for Interlaken Ost. I confirmed
that the "climate" was still right for trains as I left Bern.
The local arrived at Ost at 18:28 and I made a quick
connection to the next narrow-gauge BOB M.U., which
left at 18:35 and arrived in Lauterbrunnen at 18:55. I
had promised Clare to be back by 19:00 and felt good
that I was able to keep my commitment — albeit only
barely. We had an enjoyable meal at a nearby restaurant and turned in early after a very productive day. I
was able to accomplish all I had planned, despite having to start from way up in the mountains instead of in
Bern.

The Oensingen-Balthal Bahn's platforms in the forecourt of the
SBB's Oensingen station, with one of the two M.U. trains that service the line loading passengers.
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The newest interurbans on the ASm are assigned to base service on the Solothurn, Niederbipp (Oensingen)-Langenfeld division. These are
the latest version of the Stadler GTW cars whose earlier incarnation were ridden on the Biel-Tauffelen-Ins line a few hours earlier. The right
photo presents an especially prominent view of the dual- gauge track alongside the Niederbipp station building.

The bridge along Roetistrasse over the Aare River at Solothurn showing the old and new color schemes of the ASm's line to Niederbipp
(Oensingen), Langenthal and St. Urban.

The ASm's single track terminal directly in front of the Luzernstrasse
entrance to the Solothurn railway station. Note the height of the
platform for the low-floor interurbans.

(Continued on page 20)
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Around New York’s Transit System
Parade of Vintage Trains
NYCT held its fourth annual Parade of Vintage Trains
over the weekend of June 16-17. Featured this year
was the newest addition to the Train of Many Metals
fleet, R-10 3184. This year, while four vintage trains
were planned for and made their appearances, only
three operated between Brighton Beach and Kings
Highway on the Brighton Line. D-Type triplex 6112 had
developed some mechanical issues and was forced to
stay at Coney Island while its remaining operable mate,
6095, was operated to Brighton Beach with the other
vintage trains but remained there only as a static display due to its short length being vulnerable to third rail
gaps on crossovers and its passenger capacity being
halved. The three trains operated were B.U. elevated
cars N-1404-1274-1407-S; BMT B-Type Standards N2390-2391-2392-S; and the Train of Many Metals N6387 (R-16)-4280-1 (R-40)-4029-8 (R-38)-3184 (R-10)S. The R-1 to R-9 consist was not available that weekend as some of them are currently in the shop undergoing repairs. After the last passenger runs at 4 PM, the
four different types of trains were lined up in a classic
pose just north of Ocean Parkway at 5 PM for a side-byside lineup in perfect sunshine before being returned to
Coney Island Yard and laid up until the next day’s parade runs.
Two future scheduled nostalgia rides this summer are
Sunday, July 8 at 10 AM utilizing former BMT B-Type
Standards and D-Type triplex cars to Coney Island and
Saturday, August 4 at 11 AM utilizing the cars of the R-1
to R-9 fleet on a round-trip to and from Rockaway Park/
B. 116th Street. The exact routings will be determined

near the actual excursion dates due to the numerous
General Orders in effect every weekend to allow muchneeded maintenance on all of the lines. See the Transit
Museum website, www.nytransitmuseum.org, for further details and ticketing.
Borough Hall Station Ceiling Collapses
A portion of the ceiling over the Manhattan-bound platform at the Borough Hall station on the 45 collapsed
around 3:30 PM Wednesday, June 20. One customer
was slightly injured. Manhattan-bound 4 and 5 trains
bypassed the station for the rest of the day while crews
secured the remainder of the ceiling and cleaned up the
area before re-opening it for service by late evening.
(Editor’s Note by Ronald Yee: Two days afterward, I observed
a large work crew at the 61st Street-Woodside station mezzanine level using ball-peen hammers to tap at the entire concrete ceiling to detect loose concrete. Other members of the
team were busily hammering away at what appeared to be
loose concrete they had discovered, knocking it all to the
ground. It can be assumed that NYCT was performing an
emergency inspection and mitigation effort at all of the stations that could suffer the same issue.)
30th Avenue and 36th Avenue Stations Reopen
The 30th Avenue and 36th Avenue stations on the NW
Astoria Line reopened as promised after being closed
for eight months for rehabilitation at noontime on Friday,
June 22. The work included repairs to platforms and
platform canopies, stairways to the platform as well as
the street level, new lighting and security cameras, a
totally re-designed mezzanine with translucent glass
windows decorated with abstract geometric patterns
(Continued on page 15)

Switzerland in the Late Summer
(Continued from page 19)

These views show the rolling stock of the Regionalverkeher Bern-Solothurn (RBS). The left photo shows an RBS Solothurn-Bern express train
laying up beyond the line's platform at the SBB Solothurn railway station. These "NEXT" three-section articulateds were purchased from
Stadler between 2009 and 2013. The right photo shows a train of older RBS interurban cars at Jegenstorf. These cars were built starting in
1974, and then modernized in 1991. They also serve the company's lines to Unterzollikofen and Worb.
(Continued next issue)
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TECH TALK
by Jeffrey Erlitz
Over the weekend of July 13-14, the Long
Island Rail Road placed in service the very
first segment of Farmingdale to Ronkonkoma
double-track on the Main Line, between CI
Interlocking (west of Central Islip station) and
Ocean Interlocking (west of Ronkonkoma
station). This first segment is just short of five
miles long. Use of the two main tracks was
short-lived, though, as right after midnight on
the following Saturday, July 21, eastbound
Track 2 was removed from service between
those same two points so that the wood ties
could be replaced with concrete ties.
As of now, the two remaining single-track
segments are east of the Farmingdale station
to west of the Deer Park station and east of
the Brentwood station to west of the Central
Islip station. This second piece of single-track
is quite short, a little over 1½ miles. I presume that this small section of double-track
will be placed in service in the next couple of
weeks. At that time Brent Interlocking, at the
former end of the short double-track section
built during the electrification project in 19878, will be removed from service.
Over on the subway, the new interlocking at
34th Street-Sixth Avenue was placed in service over three weekends in May. This work,
under contract S-32764, is being performed
by TC Electric, LLC, sub-contractor to Alstom
Signaling, Incorporated. The new signals on
southbound local Track B1 were done May
12-14, southbound express Track B3 was
done May 19-21, and both northbound
tracks, B2 and B4, were done over the long
Memorial Day weekend, May 26-29. The old
68-lever General Railway Signal Company
(GRS) Model 5 interlocking machine was not
one of the oldest machines on Subdivision
“B2” (IND), having been placed into service
sometime before the opening of the Sixth
1

Avenue Line in December, 1940.
The new interlocking is controlled from the
new 34th Street Master Tower, which is located up on the mezzanine in the closed-off
passageway between the 34th Street and
42nd Street stations. As is custom these days,
the new control panel was built by Mauell
Corporation of Dillsburg, Pennsylvania. Since
Alstom was the prime contractor, it, of
course, used its own Model 5 switch machines and Type AT signal heads. The train
stops, however, are NYCT-standard Twinco
Model PS-1 equipment.
Elsewhere in this issue mention was made
regarding another cut-in of CBTC on the
Subdivision “A” (IRT) Flushing Line. There
were two separate cut-ins, both on express
Track M. The first of these, from 33rd Street
Interlocking to 74th Street Interlocking, was
placed in service over the same weekend,
May 26-29, as the final installment at 34th
Street-Sixth Avenue, mentioned just above.
Twenty-six automatic signals were removed
from service and one new automatic signal
was placed in service. The second cut-in was
over the weekend June 30-July 2 and involved the segment from 74th Street Interlocking to Willets Point Interlocking. Twentyeight automatic signals were removed from
service and one automatic signal had its
grade timing feature removed.
On both of these weekends, the master
control panels at Queensboro Plaza and
111th Street, the maintainer’s control panels
at 33rd Street, 74th Street, 111th Street, and
Willets Point, and the dispatcher’s indication
panel at Main Street were all modified to reflect these signal changes.
Many of the automatic signals on Track M
that were removed dated from about 1938
(Continued on page 4)
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THE GENESIS OF DASHING DAN —
ENTER THE NORTH SIDE DIVISION
by George Chiasson
(Continued from July, 2018 issue)

(Continued on page 3)
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A SPECIAL TRIP OUT OF GRAND CENTRAL TERMINAL
by Alexander Ivanoff
On April 7, 1991, Amtrak bid Grand Central Terminal
farewell after spending its first nineteen years dividing
its New York operations. Until that point, there was no
way to bring trains coming from the Hudson Line (used
primarily by Metro-North but also by Amtrak to link Upstate New York with New York City) into Penn Station
until the construction and completion of the Empire
Connector, a tunnel that links the west end of the Penn
Station interlocking with the old West Side Line, which
had not really been in service since the 1970s. A little
trivia is warranted here: Amtrak’s consolidation of operations at Penn Station predates the New York Times
printing in color!
Growing up, it saddened me that only commuter trains
operated from Grand Central Terminal, and having
grown up on the Harlem Line in Brewster, I had a solid
bias against Penn Station (that bias has lessened).
Since 1991, there has been a rare occasion or two
where Amtrak would end up at Grand Central Terminal
(either for a photo op, a day of trains like in 2014, or for
some rare weekend work). But it was never long-term.
Metro-North, despite dropping the “Commuter” from its
name, is not really an intercity railroad. While it does
link the City of New York with the cities of White Plains,
Yonkers, Poughkeepsie, New Rochelle, Stamford,
Bridgeport, New Haven, Danbury, and Waterbury, Metro
-North simply does not qualify.
The derailments at Penn Station in 2017 made full
operations there impossible due to needed repairs, and,
as a result three weekday Empire Service trains were
rerouted to Grand Central during the Summer. From the
start there were rumors that Amtrak would return to
Grand Central in 2018 on a larger scale. Like with many
Amtrak rumors, this one was confirmed when in the
Spring Amtrak started changing itineraries. The nature
of the beast was such that the final schedule was only
made public just a few days before service out of Grand
Central even started!
As Grand Central is my spiritual train station (my
home station is technically Middletown on the Port Jervis Line), I felt it obligatory to take the train to Albany
from Grand Central Terminal. I cashed in about 3,000
Amtrak Guest Rewards (AGR) Points for the privilege.
Even with a quick itinerary change, I was glad to make
the trip.
After fretting as to whether I would make it after slow
running on the 6, I got to Grand Central about 7:10 AM
with enough time to head to Track 23, where the Adirondack was waiting. This Summer, the trains are a bit different: all of the Amfleet II cars assigned to the Adirondack and Maple Leaf have been either reassigned or

sidelined because of the necessity to have automatic
train doors at Grand Central Terminal. Despite the inconvenience, the familiar announcements of a sold out
train were there and, not surprisingly, the train was 90%
full. One thing I found delightful: there was no conga
line for boarding like at Penn Station. I hope this carries
back over to Penn Station, as it makes boarding far
more peaceful.
It is pretty neat to ride in an Amfleet on the Park Avenue Viaduct while a train from Poughkeepsie comes
inbound. The same for the Harlem River lift bridge. The
rest of the trip was relatively uneventful, with the train
arriving in Albany too late to take the CDTA bus to
Downtown. As a result, I ended up walking the Dunn
Memorial Bridge, which is a wonderful walk when the
weather is nice enough. For brunch I went to the Iron
Gate Café, where I had one of the better omelets I have
ever had. Since brunch was quickly served, I had time
to stroll around a very quiet Downtown Albany, including
grabbing myself photographic proof of being in front of
the State Capitol, which looks far smaller than one
would think.
There were some peculiarities with this trip. For one,
the absence of a Quik-Trak contradicts Amtrak’s own
marketing. I went on a scavenging hunt back in June to
see where they were, and after asking a less-thanthrilled MNR Station Agent, I was informed that there
are none. Not sure who to blame on this one, but it
would be nice for those of us who find the Amtrak app
fussy with Amtrak Guest Rewards redemption tickets.
Amtrak should work to ensure that AGR redemption
itineraries show up properly.
While several realities make it challenging (from the
fact that Amtrak trains are primarily not push-pull trains
to Grand Central running at peak capacity), I would welcome some permanent intercity rail service at Grand
Central. Even to have select Albany trains operate out
of Grand Central would restore some of the magic of
the terminal that was lost years ago, even with the restoration work that happened in the 1990s. Part of the
issue has been resolved, with Amtrak’s dual-mode locomotives receiving escape nose hatches like the ones
found on the Metro-North locomotives. (Speaking of
dual-modes, Amtrak is supposed to at a later date modify the escape hatches on the Metro-North dual-modes,
which is a better design than the one factory-supplied
solution). However, with the current management situation at Amtrak, I find that a service out of Grand Central,
for the foreseeable future, is just a dream. That said, the
fact that it has happened in my lifetime is something
that brings me joy.

Tech Talk

in preparation for the first World’s Fair of 1939-40.
Those were the signals, US&S Style R (or R2), with the
notably larger lenses.

(Continued from page 1)

when the express track was signaled for the first time,

(Continued on page 5)
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NEW YORK CITY SUBWAY CAR UPDATE
Subdivision “A” News
Just as fleet incorporation of the R-179s has begun to
accumulate momentum and grab most of the attention
on Subdivision “B,” the final few moves related to arrival
(and conversion) of Subdivision “A”’s 506-car R-188
fleet played out through the spring and early summer of
2018, at last bringing that 6½-year odyssey to a close.
As concluding events transpired quickly through midMarch in the advent of “full” CBTC on the 7, use of the
four remaining R-62A trains virtually collapsed at a corresponding rate, with only one or two such consists
seen during rush hours on weekdays. First to then depart for the 6 on March 14 were ten of the single units
coupled as 5-car sets (1916-20 and 1961-5), after which
there tended to be one very last 11-car SMEE train
hanging on across the following two weeks (of varying
consist make-up) until it finally vanished within the afternoon rush hour of Friday, March 30. Not only did this
spell the end of the R-62A era on the 7, which had
been initiated through the arrival of lone pilot car 2155
in August, 2001 (with the first 11-car train in revenue
service the following February 19), but that otherwise
anonymous event also drew down the curtain on the
reign of SMEE equipment serving the Flushing Line in
general, which dated back 70 years to the dedication of
the first brand-new train of R-12s by Mayor William
O’Dwyer at Main Street on July 13, 1948. This was exactly twice the length of service (1915-50) given by the
original IRT Steinway cars with which this now-critical
line to Queens was created.
With CBTC in full effect starting on March 31, the 35 R
-62As remaining at Corona were then technically
“marooned” until their disposition was decided, and they
could gradually be removed through pre-arranged nonrevenue moves. This process occurred over the next
three months, with 5-car unit 2071-5 not arriving at
Westchester and being placed in 6 service until May 3.
Next to go to the 6 on May 17 were 10 of the remaining single units, composed of two coupled 5-car sets as
follows: 1954-1957-1958-1959-1960 and 1942-19381924-1926-1934, with the ends of each (1954, 1960
and 1942, 1934) set up as full-width cabs. The other
singles were then drawn (officially) into the work service
pool of equipment, with 4-tripper cars 1901, 1904, 1907,
and 1908 making their way to Westchester on June 1
(then 1901 and 1908 later finding their way into utility
duty out of 207th Street), while leftover car 1923 had
migrated to 239th Street for work service as of June 21.
Each of these transfers was accomplished with units
2081-5 or 2091-5 employed as lead “horses,” after
which the latter was permanently relocated to the Bronx
on June 22, followed, at last, by unit 2081-5 on June 26,
2018 when it was first witnessed in service on the 6.
Interestingly, by early July single R-62A 1907 was trainlining with long-retired ex-Flushing, World’s Fair R-33
“Redbird” 9324 on the Bronx-based garbage train.
Meanwhile 4-tripper singles 1902, 1903, 1905, 1906,

and 1910 were based out of Corona as of early July,
faithfully holding down their assignment to refuse job “7Ash” arranged in pairs. This is because the “EP0”-type
R-127 and R-134 work motors designated for this duty
are sidelined for the summer (at least) due to reliability
issues.
Conversely, the one train of R-142As used on the 6
in the first few weeks of 2018 continued to pop up until
about February 21, at which time it also evaporated,
until on March 19 it was observed that 7595-7600 along
with 7606-10 were again in regular 6 service on weekdays (with 7601-5 as an alternate set). These 15 cars
then persisted until all were transferred (back) to the 4
in one final stroke through two separate moves on May
22. Like the R-62A finale in Queens, this also marked
an operational landmark for the New Technology generation R-142As, which ended their 18-year assignment
on the 6. There they were first introduced to the riding
public as they started service back on July 10, 2000.
Two somewhat obscure shifts which also took place
during this timeframe were the homecoming of Kawasaki R-62s 1406-10 and 1456-60 from the 1 to the 3 on
March 30 (no relation to the last R-62As on the 7) and
the return of R-142s 7116-25 from the 4 to the 5 on
May 21, coincident to relocation of the last R-142As
from the 6 to the 4 noted above. One correction was
offered to the previous (January, 2018) Update, which
showed that former Corona single-unit 1939 had actually been shifted to the S/Grand Central Shuttle as early
as August 7, 2017 (complete with photographic proof).
On or about March 12, 2018 Livonia-assigned single
unit 1928 was first observed in a “Cuomo” state on the
Grand Central S, with its middle seating removed and
modified center stanchions. As part of a weekend G.O.
associated with the Clark Street Tunnel rehabilitation,
3-assigned R-62 trains were used on the 2, complete
with proper signage, on March 24-25. In addition, an
advertised equipment shortage affecting the 1 (due to
air-conditioning issues) brought about the employment
of some R-142s from the 2 and 5 on the Broadway7th Avenue Local over the weekend of June 30-July 1.
Subdivision “B” News
By July 1, 2018 there were 80 of the “4-car” R-179s on
NYCT property overall, with seven 8-car trains (56 cars)
available for passenger service on the J/Z. The
monthly delivery summary through the year’s first half
showed 3094-7 coming in January; 3082-5 and 30983101 in February; 3078-81 and 3110-3 in March; 3102-5
and 3114-7 in April; and 3106-9 along with 3118-21 in
May. The rate of arrival picked up appreciably during
June, with 3074-7, 3122-5, 3126-9, and 3134-7 all on
hand by the end of the month.
A third train of R-179s (3086-9 with 3094-7) was finally
introduced to J/Z revenue service on March 5, with
the first six Phase I R-32s (3445/3468, 3714-5, 3770-1)
(Continued on page 5)
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Phase Is and up to seven full-length R-46 trains at any
time, seven days a week.
As for Bombardier’s “pilot” duet of 5-car R-179 units
(3010-9), after a long series of tests the implementation
of their necessary refinements was tossed to the builder
over this past winter, with cars 3015-9 being disassembled and trucked back to their Plattsburgh facility in late
March, followed by sisters 3010-4 as of May 23. They
and their companion 110 5-car R-179s will eventually
return to NYCT later in 2018-9 as their acceptance program proceeds and they eventually work their way onto
the A.
Elsewhere on the Subdivision “B” front, R-68 link
2900-3 was restored to passenger service out of its
home at Coney Island (BGNW) around April 30. This
was after spending 2½ years in the shop to have its car
bodies mended, due to the damage they received during a September, 2015 derailment which knocked the
cars into a decaying bench wall near the station at HoytSchermerhorn Streets. On or about July 2, Pitkin-based
R-46 links 5850-3 and 5954-7 were imported for use on
the G, where in addition to normal duties they and the
line’s standard R-68s have been used to support a new
rush hour Crosstown service between Court Square
and the middle siding at Bedford-Nostrand Avenues
(see car assignment on the back page). It is possible
this is a forerunner of extra G service to be provided in
the coming months as part of the 14th Street (Canarsie)
Tunnel closure mentioned above. Member Bill Zucker
reports that an R-46 train from Pitkin (5882-5 and 59069) was using the Brighton Line’s southbound express
track to test an emergency brake system modification
middays between Avenue M and Kings Highway from
March 7- 28. On June 14, he also observed the morning
rush hour R-46 “Special” that travels as an R between
95th Street-Bay Ridge and 96th Street-2nd Avenue, then
returns to Stillwell Avenue as a Q, making a second
round trip back to 96th Street in the late AM before finally being rested at Coney Island Yard.
Through M service between 71st-Continental and Metropolitan Avenues was resurrected, as expected, on
April 30, 2018 and the 24 Morrison-Knudsenoverhauled R-42s which had been isolated at Fresh
Pond Yard for the interim shuttle immediately reunited
with their 26 mates. Each has been observed back in
their previous J/Z routine as June progressed into
July, though they should also be sent elsewhere
(eventually) as the R-179 acceptance at East New York
continues. The new “Myrtle Viaduct” (nee MyrtleChambers connector) is very much the contemporarylooking black-painted steel successor to its 1913-built
ancestor, which was a somewhat artful structure of
(unreinforced) concrete that had performed its function
well over a full century of service.

(Continued from page 4)

to be displaced from the J/Z moving on to 207th Street
(AC) the same day. This set a pattern for the initial
round of new car acceptance, which looks to continue
through much of 2018 if not beyond. The R-179s will
first address the equipment needs at East New York,
then eventually enable a sufficient expansion of the A
fleet to allow for the complete use of full-length (8-car)
R-46 trains on the C. A third leg of the R-179s’ arrival is
also planned to coincide with the broader rolling stock
requirements associated with the long-term closure of
the L 14th Street (Canarsie) Tunnel planned between
April, 2019 and July, 2020. The latter, and the associated growth in rolling stock requirements that it engenders, will likely preclude any direct retirement of existing
equipment as the R-179s arrive. Beyond that timeframe
fleet events promise to be dictated by the expected start
of deliveries under the R-211 contract recently awarded
to Kawasaki Rail Car. Be that as it may, another of the
many “hiccups” that have plagued the R-179 contract
forced their temporary but complete withdrawal from
service on March 20, a hiatus which endured for 3½
weeks until April 13. A fourth new train, composed of
3082-5 and 3098-3101, was then released for service
on April 18, followed by the fifth (3050-7) on May 4; the
sixth (3078-81 and 3110-3) on May 16; and the seventh
(3102-5 and 3114-7, in separate consists) on June 22.
An eighth train (3122-5 and 3134-7) was in an advanced state of pre-operational testing as of July 1.
A corresponding shift of Phase I R-32s from East New
York to 207th Street was resumed a bit warily as the acceptance of R-179s began again, then was carried out
somewhat more readily as confidence in the new cars
was gained. By July 1 though, the transfer of existing
equipment was still only equal to half the quantity of
incoming cars. Sent from the J/Z to the A and C on
April 25 were 3818-9 and 3888-9, followed by 3896-7
and 3928-9 on May 12; 3520/3891, 3621/3644, and
3924-5 on May 15; and 3682-3, 3718-9, 3730-1, and
3810-1 on or about June 18. The 84 Phase Is which
remained at East New York in early July were still to be
found on the J/Z at just about any time, though obscured among the broad array of Morrison-Knudsenoverhauled R-42s, R-143s, R-160s, and now R-179s
already present. As the Phase Is’ quantity has increased to some 138 at 207th Street in recent months,
so has their presence on the A, which now sports upwards of eight or nine trains of R-32s during rush hours
(plying both branches), plus perhaps a half-dozen 8-car
sets on C. The latter has also been a mixed bag for
several months, with about ten 8-car R-160A consists
now providing base service, supplemented by the

Automatic Train Protection-Manual mode and not full
automatic mode.

Tech Talk
(Continued from page 3)

Trains running on this segment are still only using the
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RAIL TRACTION TO THE REGION’S BEACHES
by Alexander Ivanoff
For as long as New York has had railroads, they have
been catalysts to get people to and from the beach. In
fact, what is today the BMT Brighton Line (BQ) originally started out in 1878 as the Brooklyn, Flatbush &
Coney Island Railway, with its primary purpose being to
carry beachgoers. Since the 1870s, the region’s rail network has expanded (and in some cases, unfortunately
contracted) but that rail network is still essential to moving thousands of sun-seekers to and from the region’s
most popular summer destinations. Having spent many
of my summers on the beach growing up, I almost always enjoy any chance to get to the beach I can get.
Coney Island is, of the region’s beaches, one of the
busiest and also one of the most accessible. The
DFNQ all terminate at the massive Stillwell Avenue
complex, which is just a stone’s throw away from the
Coney Island boardwalk, Luna Park, and the beach
proper. It is also worth noting that the Stillwell Avenue
complex is one of the largest elevated railway stations
in the world.
The 1956-era conversion of the west end of the Long
Island Rail Road’s Far Rockaway Branch to become the
IND Rockaway Line (AS) has ensured that New York
City has some of the best public beach access by transit. I frequently make summer trips to the Rockaways by
subway to take advantage of the wonderful beachgoing
that the Rockaways has to offer.
Speaking of the Long Island Rail Road, many of the
beaches in Nassau and Suffolk Counties are accessible
by either the LIRR directly or by a combination of LIRR
and either NICE (Nassau Inter-County Express) or another transit provider/shuttle bus service. For instance,
on July 7, I made a day trip to Montauk and had the opportunity to utilize a community shuttle (the Hampton
Hopper to be exact) as part of my rail-to-beach travels.
For those seeing an experience on the Jersey Shore,
both NJ Transit’s North Jersey Coast and Atlantic City

Lines offer frequent service to the shore, and NJ Transit
has often promoted summer beach travel packages,
which include a beach pass. During the summer, NJ
Transit adds additional Bay Head shuttle service to accommodate the crowds and promotes service to Monmouth Park.
The interesting aspect of each transit option to the
beach is that the majority of them are one-seat rides
from New York City proper using electric traction — few
require a transfer to another rail service or bus service.
The subway services and the LIRR to Long Beach are
no more than a ¼-mile walk to the respective beachfronts.
New York City is by no means the only place in the
United States where the beach can be reached via electric traction, or at least not anymore! In 2016, the Phase
II extension of the Los Angeles Metro (LACMTA) Expo
Line opened, reaching Santa Monica. That line has
been a resounding success, with LA Metro unable to
keep up with ridership demand. Like with New York, the
beach in Santa Monica is a quick walk from the Expo
Line terminal, and when I walked it back in 2017, it was
about fifteen minutes, not including stops. For a more
exotic beach trip in Southern California, the San
Clemente Pier (and beach) are accessible via Metrolink
trains on weekends and on Amtrak seven days a week.
Oceanside is also accessible by rail.
While it does not currently go to the beach, Norfolk’s
The Tide LRT line could if the city of Virginia Beach
were to join in the partnership; however in 2016 voters
rejected the proposal. The right-of-way, which is publicly
owned, could at a later date expand the line to the
beach.
With so many of America’s finest beaches accessible
by transit, whether it be by bus or by rail, the relaxing
sounds of a beach are a just a car-free ride away.
(Continued on page 7)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED JULY 2, 2018

The following are different from the assignments that appeared in the July, 2018 Bulletin:
LINE
A
G (as of July 9)
S

AM RUSH

PM RUSH

80 R-32, 216 R-46

80 R-32, 244 R-46, 8 R-68A

8 R-46, 48 R-68, 4 R-68A

48 R-68, 4 R-68A (no change)

40 R-46

40 R-46

Operation) suspended.
The G change is to reduce passenger surge volumes
at Court Square during the removal of the moving walkway in the passageway between the G and EM platforms. Two additional G trains operate between Court
Square and Bedford-Nostrand.

The A and S changes are due to Recovery and Resiliency work at Hammels Wye that affects service south
of Beach 67th Street. Far Rockaway A trains are diverted to Rockaway Park. S Rockaway service operates
between Rockaway Park and Far Rockaway, with trains
lengthened to 600 feet and OPTO (One Person Train
6
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(Continued from page 6)

Five sets of R46s laid up at Rockaway Park Yard. A trains have
been a far more common sight here this summer due to track work
at Hammels Wye.
Alexander Ivanoff photograph

A Rockaway Park-bound A train at B. 90th Street.
Alexander Ivanoff photograph

A DE30AC and two DM30ACs at Montauk Yard. Just like in yesteryears, the yard is quite busy during the summer.
Alexander Ivanoff photograph

A view of Fort Pond Bay from inside one of the Long Island Rail
Road’s C3 bilevel coaches. This was your author’s first time on them
and I was fairly impressed by them.
Alexander Ivanoff photograph

The track display at
Grand Central for the
Adirondack. Your
author disagrees with
the Amtrak way of
having state/province
abbreviations, as it
does not keep with
Metro-North’s format.
If Amtrak were to
split operations for
the Empire Service, I
would hope the
MNRR format is
adopted.
Alexander Ivanoff photograph

Amtrak P32AC-DM 705 at Track 38 at Grand Central Terminal. There
has been talk that at a later date Amtrak will modify Metro-North’s
dual-modes with the Amtrak design, as Amtrak’s retrofit is more
watertight and thus less susceptible to locomotive nose corrosion.
Alexander Ivanoff photograph
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Commuter and Transit Notes

No. 355
by Ronald Yee and Alexander Ivanoff

MTA Long Island Rail Road
MTA announced the completion of the signal upgrades for Harold Interlocking in Sunnyside, Queens.
The old centralized control point (formerly Harold Tower) governing all signals and switches was replaced with
a new decentralized, microprocessor-based system,
splitting the control of the interlocking amongst six separate control points, where a failure in one controller
would not affect or cascade over to the entire interlocking. This will dramatically improve the reliability and resiliency of the busiest interlocking in North America,
handling LIRR and Amtrak trains. In addition to new signals and controls, the interlocking has also received
new switches, third rail, and catenary as well as preparations to realign Track 4 which had been on a temporary and slower speed alignment during the Harold rebuilding and reconfiguration. The completion of this
work will clear the way for the final phase of the LIRR
East Side Access (ESA) terminal at Grand Central Terminal, during which all four of its tunnels will be physically connected to the LIRR at Harold. Contracts for that
final stage will be awarded later this Summer with work
commencing during Fall, 2018. The entire Harold Interlocking project is expected to cost $1.5 billion when it is
completed with all of its connections to LIRR-ESA.
(Railway Track and Structures, July 13)
New schedules were placed into effect systemwide
on the LIRR spanning a six-week period from July 21September 3. The schedules will not only permit the
aforementioned trackwork to be performed, but also
reflect the completion of a phase of ongoing Penn Station track work by Amtrak that had forced a reduction in
the number of trains the station complex could handle
since January. On the Babylon Branch, the 8:25 AM
train from Freeport stopping at Baldwin, Rockville Center, and Jamaica once again terminates at Penn Station
instead of Atlantic Terminal in Brooklyn. On the Far
Rockaway Branch, the 8:10 AM and 5:53 PM trains
making all stops from Far Rockaway to Valley Stream
returned to Penn Station. The morning train had been
diverted to Hunterspoint Avenue and the evening train
diverted to Atlantic Terminal since January. The 5:32 PM
once again originates at Penn Station (it had been originating at Jamaica). On the Hempstead Branch, the 7:05
PM from Penn Station once again departs from Penn
Station, not Atlantic Terminal. On the Port Jefferson
Branch, the 5:06 PM from Penn Station to Syosset,
Cold Spring Harbor, and Huntington, and the Port
Washington Branch’s 5:50 PM to Bayside, Douglaston,
Little Neck, and Great Neck are both restored. These
trains allowed the 5:33 PM from Penn Station to once
again terminate at Hicksville and 5:49 PM from Hunterspoint to operate express through Huntington. Lastly,
the 1:32 PM from Penn Station to Farmingdale was removed from the schedule, with passengers advised to

use eastbound Ronkonkoma trains 18 minutes earlier or
42 minutes later. (LIRR press release, July 18)
The LIRR, upon completion of the double-tracking project between Farmingdale and Ronkonkoma, will finally
be able to operate reverse-peak train service not possible with the original single track and passing siding configuration of the line. Immediate service improvements
proposed for the schedule to be effective September 3,
2018 include: an extension of train #2300, departing
Penn Station at 6:07 AM, will be able to operate east of
its present terminus at Farmingdale all the way to
Ronkonkoma, offering a connection to Train #202 departing Ronkonkoma at 7:30 AM and arriving at 8:54 AM
into Greenport. Two evening reverse peak trains, #2351
and #2355, will originate from Ronkonkoma at 5:57 PM
and 6:36 PM respectively instead of Farmingdale. Train
#2355 will also connect with Greenport Train #253 and
provide a new reverse peak travel option for passengers traveling in the evening reverse peak direction.
Train #2008 departing Penn Station at 7:39 AM will add
station stops at Bethpage and Wyandanch and Train
#2061 departing Ronkonkoma at 4:48 PM will add station stops at Brentwood and Wyandanch. Prior to the
double-tracking of the line, this was not possible as
trains had to skip select stations in order to pass
through a single-track section as quickly as possible to
minimize their impact on peak direction train traffic. Adding those stations will require some minor adjustments
to their schedules. Finally, the second track will provide
improved service reliability and resiliency with the ability
to use the second track to bypass disabled trains or
track outages that currently cripple service on the single-track line. (LIRR press release, July 23)
On Saturday evening, July 21, an equipment move
from the LIRR’s West Side Yard into Penn Station derailed two cars mid-consist of an M-7 electric multiple
unit commuter train. Aside from re-railing and removing
the two derailed cars, several sections of track and
crossovers were damaged, requiring replacement or
repair. While efforts were made to complete the track
and switch repairs prior to the Monday morning peak
period, it could not be completed in time to permit access to all of the tracks in the yard. Late on Sunday
evening, the LIRR announced that eight Penn Stationbound trains would be either cancelled or terminated at
Jamaica on Monday, July 23. As repairs could not be
completed before the evening peak, seven PM peak
trains had to be cancelled. Normal service was resumed
for Tuesday. ABC and NBC video coverage showed M-7
car 7364 leaning at an approximately 30 degree angle
with the left front corner of its front end crunched into a
concrete abutment and M-7 car 7012 being re-railed by
a Metro-North Railroad hi-rail crane. (ABC, NBC-TV
News, July 23)
(Continued on page 9)
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equipment from the station, without finding a suitable
new location to display it. GG-1 4859 is of historical significance as it was the first electric locomotive to haul a
passenger train into Harrisburg in January, 1938, just a
month after it was built in Altoona, Pennsylvania and
delivered to the Pennsylvania Railroad. (Editor’s Note by
Ronald Yee: While the locomotive and caboose are left sitting
on that isolated siding while a new permanent home is constructed, temporary chain link fencing should be erected all
around it with some security lighting shining on it on both
sides to ward off vandalism.) (Al Holtz, July 16)
The departure of the 6:30 AM North Carolina Department of Transportation train to Charlotte on July 10 ushered in the next chapter in intercity rail transportation
with the opening of the new Union Station at 510 West
Martin Street in Raleigh. Four daily round trips as well
as Amtrak’s Silver Star will stop at this new facility,
which has a 9,200-square-foot passenger waiting and
seating area and a 920-foot-long center island platform
between two newly built tracks serving only passenger
trains. This track configuration permits freight trains to
safely bypass the Raleigh passenger station’s platform
tracks without delay. (Al Holtz, July 11)
Museums
The Branford Electric Railway Association (BERA/
Shore Line Trolley Museum) sent out an email on July
24 that the Board of Trustees intended to deaccession
Atlantic City Transportation car 250 from BERA’s collection. Car 250 had been acquired from the Trolley Museum of New York in 2007 but was not intended to be part
of the collection. It was owned by the late Bruce Thain,
who recently passed.
The car was relocated in 2007 to Thain’s Guilford,
Connecticut property and stored there, with little work
having been done to the car in the last decade, with the
car in poor condition. BERA reported the car needed to
be moved. BERA’s Collections Committee recommended the car be donated to the North Jersey Electric Railway Historical Society (NJERHS). Car 250 will join Public Service car 2651 as part of the NJERHS collection.
Due to an oversight error from November of 2015,
BERA is acting to correct the accession list to remove
car 250 to allow the donation to the NJERHS at the museum’s next regularly scheduled Board meeting on August 11. (BERA email, July 24)
In other BERA news, the State of Connecticut has
awarded the Shore Line Trolley Museum a $1.5 million
bonding grant. This money will be used to provide fire
safety to the collection, move the shop to Building 9,
and provide a new restroom facility in the yard area.
Planning is underway. (BERA email, July 26)
Other Transit Systems
Boston, Massachusetts
Massachusetts Governor Charlie Baker and officials
from the Massachusetts Bay Transportation Authority
(MBTA) unveiled the first of 24 new low-floor LRVs
(Light Rail Vehicles) ordered by the MBTA to provide the
cars necessary to serve the extension of the Green Line
into Somerset. This extension is expected to open in

(Continued from page 8)

MTA Metro-North Railroad
Using funds “saved” when select Pascack Valley Line
trains, including all but one AM peak express train, were
cancelled to facilitate the installation of Positive Train
Control (PTC), the Nanuet station will receive a facelift
including a repainting of the entire station platform canopy, installation of bird netting, repairing an access
ramp, and replacing a passenger shelter. In addition,
Metro-North agreed to add two cars to Train #1616,
making the sole remaining express train to Hoboken a
six-car train, cross-honor Pascack Valley Line tickets on
the Port Jervis Line as well as the Haverstraw/Ossining
ferries, and east-of-Hudson trains, and coordinate with
Rockland County for the Tappan ZEExpress bus service. (Lohud.com, July 19)
Connecticut Department of Transportation
CTrail ridership during its first week of operation, June
18-24, when fares were charged, exceeded expectations, topping off at 10,719 as announced by Connecticut Governor Dannel Malloy, who declared the new
$760 million Hartford Line a commuter rail success.
There is confidence that ridership will continue to grow
as more people are attracted to the new service as an
alternative to the traffic-clogged Interstate 91 and spur
development along the corridor spanning from New Haven to Hartford, Connecticut and onward to Springfield,
Massachusetts. (masslive.com, June 26)
Amtrak
Amtrak and the Harrisburg Chapter of the National
Railway Historical Society are undergoing negotiations
on a temporary and possibly future permanent home for
GG-1 4859 and a Pennsylvania Railroad class N6B caboose that had been on display at the Harrisburg station
for decades. Both pieces of historic equipment have
been moved out of the station to a siding while modernization work is done to the Harrisburg station which includes a total upgrade of that station and its facilities.
The track and platform that formerly housed the GG-1
and caboose are being upgraded to a high-level platform to meet the requirements of the Americans with
Disabilities Act (ADA). Once the work is complete, there
will be high-level platforms for use by Amtrak Harrisburg
and Pennsylvanian services and those tracks will no
longer be available for display purposes. Two alternatives are the front-runners thus far: construction of a
new track at the station, albeit leaving the equipment
partially exposed to the elements, or moving the equipment 1,000 feet north of the station to a new pavilion
adjacent to Harris Tower that would shelter the locomotive and caboose from the elements. The President of
the NRHS chapter has expressed a preference for the
construction of a new track within the Harrisburg station
track complex so that the GG-1 and caboose can be
seen by customers using the station. As the GG-1 is
officially listed on the National Register of Historic Places, Amtrak, using federal funds, cannot place the NRHS
and its interests at a disadvantage, namely evicting the

(Continued on page 10)
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2022, around four years after the June, 2018 groundbreaking. CAF-USA will receive carbody shells and
frames from Spain at its Elmira, New York plant, assemble the cars with components made in the United
States, and test them prior to delivery to the MBTA. The
new LRVs are expected to carry 10% more passengers
than existing LRVs and new-design sliding doors will
reduce station dwell times by smoothing passenger flow
during the boarding process. The first of the new LRVs
are expected to enter service in September and feature
an advanced structural design with crash energy management, a first for LRVs in the United States.
(Progressive Railroading, July 20)
Philadelphia, Pennsylvania
SEPTA placed the first of 15 ACS-64 electric locomotives (901) into service on Wednesday, July 11. Built by
Siemens of Sacramento, California, they will replace,
then expand upon, the current seven 1990-vintage
AEM-7 (2301-7) and one 1998-vintage ALP-44 (2308)
electric locomotives, which will be retired as the new
units go into service. The added locomotives will eventually be used to haul the 45 multi-level commuter
coaches currently on order with CRRC to be built at its
Springfield, Massachusetts factory for $137.5 million.
(Philly Voice, SEPTA, July 12)
SEPTA “KEY” Turnstiles went into service on Monday,
July 23 at the 30th Street station. They will be in effect
Monday through Friday, 6 AM to 8 PM. The turnstiles
will be set to “free-wheel“ and permit unlimited access
at all other times and during weekends and holidays
with customers paying their fares to the train’s Conductor. During the times the turnstiles are in service, customers must swipe the magnetic stripe of their SEPTA
Trailpass on the reader at the top of the turnstile. Seniors and reduced-fare Key Card holders will be required
to purchase the correct Regional Rail ticket at the sales
office and present those tickets with their photo ID. Passengers exiting the station will simply exit through any
turnstile, rotogate, or ADA exit gate without swiping a
fare media card. (SEPTA press release, July, 2018)
Washington, D.C. area
A systemic fault in soldering quality of components
discovered by the Washington Metropolitan Area Transit
Authority (WMATA) led to a decision to suspend the
ongoing delivery of the 7000-class Metro cars on May 9.
At that time, 564 of the 748 cars ordered from Kawasaki
had been delivered. When the soldering issue is resolved, deliveries at a pace of 20 cars per month are
expected to resume. No delivery resumption date has
been set as WMATA and Kawasaki technicians inspect
all of the 564 cars delivered thus far as well as those
completed at the Lincoln, Nebraska factory for defective
soldering work and rectify them. In the meanwhile, another issue with the 7000s has arisen that has resulted
in an FTA (Federal Transit Administration)-mandated
installation of safety chains between cars. Since the
7000s went into service, there have been three inci10

dents in which visually impaired customers have fallen
between the cars while trying to board, mistaking the
gap between cars for doorways. The rubber barriers at
the car ends have proven ineffective as a safety barrier
to prevent such mishaps. WMATA expects to begin retrofitting all of its 7000s with safety chains at a pace of
50 cars per month and attempt to meet a year-end FTA
deadline. There is a possibility that non-compliant cars
may have to be removed from service on January 1,
2019, resulting in a temporary car shortage and potential 26% reduction in train service. The structurally deficient 1000-class and unreliable 4000-class cars have
already been retired. For the time being, automated external PA announcements are being made as a train
makes its station stop pronouncing “this is a 7000series railcar” to alert the visually impaired and blind to
the hazard. (Editor’s Note by Ronald Yee: It is hoped that
the retirement and removal of the 5000-class cars being replaced by the 7000s is suspended until these two major issues
are resolved to mitigate any car shortages.) (Greater Washington.org, July 18)
Chicago, Illinois
Because only one manufacturer, CRRC, submitted a
bid for the April, 2017 RFP (Request for Proposals) for
75 Gallery commuter coaches with options for additional
cars, Metra will re-issue the RFP and, as a first, consider alternatives to the classic Gallery cars most associated with Chicago’s commuter rail scene. Such bi-level or
multi-level cars may permit a low-floor design to enable
the cars to meet ADA requirements for platform level
boarding for passengers with disabilities. It is hoped that
the re-issue of the RFP will encourage innovative design as well as a more economical purchase price per
car. (Progressive Railroading, July 19)
Chicago Mayor Rahm Emanuel, Chicago Transit Authority (CTA) President Dorval Carter, Jr., and the
Mayor’s Office for People with Disabilities announced
that the CTA plans to make all of its stations fully accessible to persons with disabilities. The All Stations Accessibility Program (ASAP) is expected to take around 20
years, modernize 42 stations currently not accessible to
the disabled, and upgrade or replace elevators and escalators at 162 stations with existing elevators and escalators. This continues a program the Mayor has initiated with the CTA which has already made 71% of its
system’s stations accessible using ramps or elevators.
Stations upgraded include the Red Line’s Wilson, Garfield, 63rd, and 87th Streets, and Addison on the Blue
Line and Quincy in the Loop by the end of 2018 and
three new accessible stations at Morgan on the Pink
Line, Cermak-McCormack Place on the Green Line,
and Washington/Wabash in the Loop, which replaced
two older stations that could not be retrofitted economically. Challenges at the stations to be rebuilt include
historical aspects, century-old structures, and design
and street-level space constraints. (Chicago Transit Authority, July 19)
Minneapolis, Minnesota
A dispute between a freight rail operator and Twin Cit(Continued on page 11)
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ies transit planners is coming to an end, clearing one of
the biggest obstacles to construction of the Southwest
light rail line, the largest public works project in the
state.
A pact struck with Glencoe-based Twin Cities & Western Railroad (TC&W) would allow light rail and freight
trains to share part of the nearly 15-mile corridor between downtown and Eden Prairie.
The deal still needs final approval from the Metropolitan Council, Hennepin County Regional Railroad Authority and the federal Surface Transportation Board,
but officials emphasized its importance in announcing it
July 16.
Southwest Light Rail, a $2 billion extension of the existing Green Line, is slated to begin service in 2023.
Between Minneapolis and Eden Prairie, stops are
planned for St. Louis Park, Hopkins and Minnetonka.
In the works for decades, Southwest has encountered
numerous delays and cost increases due to a range of
issues, from litigation by neighbors to a crash-protection
wall between freight and LRT trains. (Minneapolis Star
Tribune via Mass Transit Magazine, July 17)
Denver, Colorado
26 months after the opening of the University of Colorado A Line, the CPUC (Colorado Public Utilities Commission) and the FRA (Federal Railroad Administration)
gave permission to the RTD (Regional Transportation
District) to remove flagger protections during June at six
of the 11 grade crossings along the A Line connecting
downtown Denver with Denver International Airport.
Flaggers had been required at the 11 grade crossings
since the line’s opening on April 22, 2016 due to software issues affecting the reliability of the quad-gate
grade crossing barriers that were intended to establish
quiet zones all along the line. The six crossings are:
Clayton, Steele, Holly, Dahlia, Havana, and Chambers.
The RTD is now working with the FRA and CPUC to
remove the flaggers from the remaining five grade
crossings. (Railway Track and Structures, June 22)
Almost two years after it had originally been scheduled to open for service, Denver’s RTD received permission from the FRA to commence the next phase of
testing prior to the line’s eventual opening. Up to three
trains will operate over the entire 11.2-mile-long G Line
from Denver Union Station to Wheat Ridge. It will fully
simulate 21 hours of passenger operation and familiarize Train Operators with the line. No date has been set
for an opening day for passenger service. The delays
have been largely attributed to a lack of confidence in
the reliability of the grade crossing protection systems
identical to that used on the A Line, requiring the use of
flag persons since opening day. (Progressive Railroading, July 23)
Los Angeles, California
LAMTA (Los Angeles County Metropolitan Transportation Authority) will complete the year-long process of
retiring the 54 car fleet of Nippon-Sharyo P865 light rail
11

cars (100-153) by the end of August. These cars were
built in 1990 for the opening of the Long Beach Blue
Line. Car 144 will be donated to the Orange Empire
Railway Museum located in Perris, California. These
cars are being replaced by P3010 class cars built by
Kinkisharyo. The 15 P2020 class cars, built by NipponSharyo in 1994-5 (154-168) and almost identical in appearance to the P865, will continue in service on the
Blue and Expo Lines for around another five years before being retired. (Progressive Railroading, July 12)
San Diego, California
The NCTD (North County Transit District) Board of
Directors approved an order for five Siemens Charger
diesel locomotives scheduled for delivery between
March and June, 2021 and to be placed into service
after three to six months of acceptance testing. They
will, on a one-for-one basis, replace existing engines
dating back to 1975-92 that have reached the end of
their expected service lives. The new units cost over
$37 million but will be 16% more fuel efficient and have
just 10% of the emissions of the older units they replace. They will also enable NCTD to operate an additional 36 additional Coaster trips each week, six per
weekday and three each on Saturdays and Sundays.
This order was tacked onto an existing joint order already being built for the California and Illinois Departments of Transportation. (Metro, July 9)
Paris, France
The coordinated deployment of the ERTMS train control system on the high-speed rail routes linking London,
Paris, and Brussels was agreed by the four infrastructure managers at a meeting in Paris on July 19.
Channel Tunnel operator Getlink, the United Kingdom’s High Speed 1, France’s SNCF Reseau, and Belgium’s Infrabel have committed to developing a common strategy for implementation. They will share expertise, select a uniform technical system, and work to a
common deployment schedule with the aim of maximizing economies of scale.
The deployment of ERTMS on the international highspeed routes is intended to improve interoperability,
capacity, and punctuality while avoiding any problems
arising from obsolescence of the existing TVM430 train
control system. (Railway Gazette, July 20)
Sofia, Bulgaria
Sofia Mayor Yordanka Fandakova and Sofia Metropoliten CEO Stoyan Bratoev have visited the first train for
metro Line 3 following its delivery to Sofia. The train
was transported by road from Newag’s Nowy Sacz factory in Poland. Each of the three cars was carried on a
separate vehicle.
In September, 2015 a consortium of Siemens and
Newag was awarded a €140 million contract to supply
rolling stock and signaling for the first phase of the eastwest Line 3, which is due to open in 2019. The base
order is for 20 three-car sets and the contract includes
an option for 10 more.
The vehicles are based on Siemens’ Inspiro trains that
are operating in Warsaw. Siemens is supplying car bod(Continued on page 12)
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ies from its Vienna plant and bogies from Graz. Final
assembly is taking place at Newag’s plant, and Newag
will be responsible for servicing during the warranty period.
The trains are being built with driver’s cabs, although
the line will be equipped for GoA3 automated operation.
They will use overhead electrification and are equipped
with air-conditioning. (Metro Report International, July
19)
Ukraine
GEVO’s in Ukraine? It is a thing! General Electric
Transportation has rolled out the first of 30 TE33A Evolution Series locomotives which it is building for Ukrainian Railways (UZ) at its Erie, Pennsylvania plant. The
final 10% of assembly work as well as painting of the
locomotives is to be undertaken in Ukraine under the
Ukrainian equivalent of “Buy American” laws. Both Chinese and European builders bid for the contract.
UZ ordered the locomotives on February 23 to meet a
requirement for additional locos to haul heavy bulk agricultural product and metals trains. The modern locomotives are replacing UZ’s legacy diesel fleet, 90% of
which is estimated to have exceeded its planned service life and can safely be assumed to date back to the
Soviet era.
The order was placed a part of a framework agreement which includes provision for General Electric to
deliver kits for the assembly of up to 195 additional locomotives over 10 years, to provide long-term maintenance services and assist in modernizing UZ’s existing
fleet, which could take the overall value to US$1 billion.
Regular maintenance is to be performed at UZ’s regional depots, with General Electric providing support for
more extensive scheduled overhauls.
Originally developed the Kazakhstan, the TE33A is
derived from General Electric’s North American
ES44AC design, adapted for the 1,520-millimeter gauge
market and complying with GOST (Russian and EuroAsia) technical standards. Powered by a 12-cylinder
4,500-horsepower Evolution Series engine that meets
UIC Stage IIIa emission standards, it is designed for
operation in temperatures between -60°C (-76°F) and
+45°C (+113°F). (Railway Gazette, July 19)
The European Bank for Reconstruction & Development is providing Mariupol city transport operator MTTU
with a loan of up to €13 million to finance the acquisition
of up to 72 low-floor trolleybuses, spare parts, and
maintenance equipment, and the modernization of the
existing depot and electrification equipment.
The loan will be secured by a municipal guarantee
and complemented by a loan of up to €2 million from
the Clean Technology Fund and a €3 million grant from
the European Union-backed Eastern Europe Energy
Efficiency and Environment Partnership.
Announcing the loan on July 6, EBRD said the popula-
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tion of the second largest municipality in the Donetsk
(Donbass) region had increased by 20% in recent years
as a result of the arrival of 100,000 internally displaced
persons (due to the civil war in the Donbass region),
and demand for public transport was increasing.
The new trolleybuses will be used on existing routes
and to expand the network to serve the seafront Morskoy Boulevard. They will provide easier access for
passengers reduced mobility, and are expected to reduce the fleet’s electricity consumption by 40%.
EBRD will also provide €460,000 in technical assistance grants to support project implementation and the
restructuring of MTTU on more commercial lines.
(Editor’s Note by Alexander Ivanoff: While some might take
issue with this non-rail-related article being in here, I felt it
fitting as two of ERA’s most active contributors have made
trips to Ukraine recently and despite the heartbreak that is
the civil war in the eastern part of the country, Ukraine is
another home to me, having been there twice during my high
school years.) (Metro Report International, July 13)
St. Petersburg, Russia
PK Transportnye Systemy presented its newest tram
model at its St. Petersburg factory on July 20.
The single-section 100% low-floor Lionet left the workshop driven by a traction battery along a short section of
catenary-free track. Designated 71-911M, the Lionet is
a development of the City Star model. PK TS has made
38 City Stars, and the largest fleet is in Rostov-naDonu. The Lionet features changes in the interior and
exterior design, as well as a redesigned driver’s cab.
The Lionet and three-section Lion, the first of which is
currently being assembled in St Petersburg, will be displayed at InnoTrans 2018 in Berlin in September. Both
models will be there in their 1,435-millimeter versions.
PK TS plans to undertake trial runs of Lionet in Romania later in the year, before a longer period of dynamic
testing in the Russian city of Perm. This follows the
signing of a co-operation agreement between Perm municipality and PK TS on July 18. (Metro Report International, July 23)
Israel
National operator Israel Railways has awarded government-owned Rafael Advanced Defense Systems a
US$8.2 million contract for the development of a Cyber
Security Operation Centre.
This is intended to provide ISR with improved monitoring and control capabilities, and better protection
against attempts to penetrate and attack its electronic
systems.
The CSOC will be adjacent to the central control facility which is under construction at ISR’s headquarters in
Lod, and will be staffed and operated by ISR.
The National Cyber Security Authority has classified
the rail network as critical infrastructure, while ISR believes it is more at risk of cyber attack than comparable
rail operators in other countries. (Railway Gazette, July
19)
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from July, 2018 issue)
We woke up in the morning with the realization that
this would be our last full day in Europe; all good things
must come to an end. But there were still a few items to
accomplish and so we had to make hay while the sun
shines — and so it did on this blue-sky morning. We
would be spending the night in Milan and since we did
not want to go back up the mountain to pick up our luggage, we took our bags with us after breakfast and rode
the BOB's 8:03 down to Wilderswil, arriving at 8:19. We
had seen lockers on the station's platform two days earlier and a number of them were vacant, waiting breathlessly for our luggage. Our cog-wheel train to Schynige
Platte was due out at 8:45 and we were among the first
to board, just as the sun was clearing the mountains.
Each train on this steep and scenic 800-millimeter
gauge Schynige Platte Bahn (SPB) consists of an electric locomotive pushing two cars up the mountain under
1,500-volt d.c. catenary (or retarding them on the return
trip). Similar to the steam-operated Brienz Rothorn
Bahn, the trains run in packs (convoys). Like the BRB,
the railway is entirely rack-operated and climbs grades
of up to 25 percent, but rather than employing the double Abt system, Riggenbach technology is used (same
as its BOB parent). The single-track railway was
opened in 1893, but was not electrified until 1914.
In fact, like the old Furka before the base tunnel was
built, the overhead system has to be dismantled every
year because of heavy winter snowfall and occasional
avalanches. Thus the line runs only from the end of May
to the end of October, but I found out that even during
this period there are still days when it is not wise to ride
it. In July, 1989 I reached Wilderswil with a ticket in
hand (purchased in Interlaken), but upon my arrival I
was offered a refund, being told that the top of the
mountain was totally fogged in. The agent said they
were operating, but I would be disappointed if I rode the
line. I took her advice and ended up spending the day in
Bern, where I met another tourist traveling alone, who
lived in Indianapolis (Speedway) and turned out to be
the next-door neighbor of a member of the trade association with which I was associated. It is a rare trip that
coincidences of this sort do not occur.
Thus this would be my first trip over the line. The
trains operate every 40 minutes with an end-to-end running time of 52 minutes. As we ascended we operated
alongside the meter-gauge BOB for a short distance,
but then turned away. We passed a "down train," but it
was in shadow because of the low sun. After four-and-a
-half miles we reached the kulm, 6,520 feet up, at 9:37,
having climbed some 4,660 feet, about ⅞ of a mile, in a
little less than an hour.
The summit contains a hotel, the usual restaurant facilities and tourist shops, and most interestingly, an al13

pine garden. The views are outstanding, with the Eiger,
Monch, and Jungfrau looming as the most distinctive
peaks. But they are positioned to the south, and I found
it tricky to photograph them until I was able to discover
a way to prevent the sun from reflecting directly into my
camera lens. The Swiss tourism folks clearly knew that,
and they had planted "frames" in the ground at eye
height for just that purpose. Positioning my camera at
an appropriate angle behind one of these rectangles
allowed my lens to be in shadow while I composed and
took photos. On this date the view from the peak also
included a layer of mist that made some of the mountains appear to be rising from clouds rather than the
ground.
It was a bit early for the crowds and we were able to
explore the area with little contact with others. Being the
end of the season the somewhat hilly garden was not in
full bloom, but there were enough flowers to keep
Clare's interest and allow some good photographs.
Those with a botanical bent would be best served by
visiting Schynige Platte in the middle of the summer.
We did not see the 10:17 train arrive, but were back in
time for the 10:57, which had two packed sections. The
visitors were received by two musicians in costume
playing Swiss horns — a traditional oom-pah-pah greeting — and were directed to the hotel and all of its facilities. Very colorful.
I photographed those trains as they pulled in and we
boarded the second of the two that made up the 11:01
departure. This allowed me to get good photos of the
first section of this short platoon on the line's acutely
angled cutback-style curves — some with beautiful
backgrounds. There are two passing sidings and we ran
by a three-section pack (10:45 ex-Wilderswil) and later
a two-section group (11:25 departure) at the "loops."
The latter included what appeared to be wooden museum or heritage cars. Our arrival back in Wilderswil was
on time at 11:53.
Now what to do? Our initial plan was to pick up our
luggage and continue to Milan on the 12:49 using connections that would bring us to the Italian city at 16:35;
our backup strategy was a departure one hour later. But
it was sunny and we had not gotten good photos of the
BLM along the ledge to Murren with the mountains in
the background. We made a quick decision to stay for
another three hours, which meant a much later arrival in
Milan, as there were no through trains via the Simplon
Tunnel that late in the afternoon. However, there were
connecting locals and regional trains, which would result in the trip extending for an extra hour, with an arrival
time of 20:31. But if something went wrong, …
(Continued on page 14)

NEW YORK
BULLETIN
OCTOBER,
2000
ERADIVISION
BULLETIN
— AUGUST,
2018
Switzerland in the Late Summer
(Continued from page 13)

Two views from the platform of the 800-millimeter gauge rack line to Schynige Platte at Wilderswil, the “down mountain” terminal. The
gentleman advertising the line loves skateboarding. The tracks at left are used by the meter-gauge Bernese Oberland Bahn.

Despite a schedule that calls for operations only from June to
October, the SPB has this contraption to deal with the occasional
snowstorm that can occur at any time.

Views from the summit station of the railroad, some 6,520 feet above sea level. The Eiger, Monch, and Jungfrau appear to be rising from the
early morning mist.
(Continued on page 15)
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(Continued from page 14)

Two close-up views of the SPB's motive power and its two-car trains at the Schynige Platte terminal. The locomotives, operating at 1,500
volts d.c. and on the Riggenbach rack system, were built for the similar 800-millimeter gauge Wengernalp cog railway between 1910 and
1912 — and became hand-me-downs between the 1960s and 1990s. The electrical equipment was built by pioneer manufacturer Alioth,
which was merged into Brown-Boveri in 1911. The photo at right features a sign advertising the Alpine Garden, one of the summit's tourist
attractions.

Two views shooting forward from the second train of a convoy returning to the SPB's base at Wilderswil. The town of Interlaken is featured
in the photo at right.

On the return trip we passed a train of historic equipment heading
up the mountain. The SPB has rolling stock that dates back to its
opening as a steam road in 1893.
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Around New York’s Transit System
Museum Train Operates to Coney Island
NYC Transit operated a New York Transit Museum
excursion train from Manhattan to Coney Island-Stillwell
Avenue on Sunday, July 8. The train consist was: S2390-2391-2392-6095ABC-N, one former BMT B-Type
“Standard” and a D-Type “Triplex” unit. The train originated out of 207th Street Yard and, due to the multitude
of planned construction and repair related General Orders in effect that day and the “flipping” of the D and F
routes in Brooklyn (D on the Culver elevated line and
F on the West End elevated line), it was forced to take
a circuitous routing via the Eighth Avenue Line to Jay
Street-MetroTech and over the Culver elevated to Stillwell Avenue and then return north on the Brighton Line
following the entire route of the Q train to reach 96th
Street-Second Avenue, where the trip officially began at
around 11 AM. The excursion train retraced its path on
the Q back to Stillwell Avenue, where it discharged and
laid up in the yard for the midday. At around 4 PM, the
train returned to Stillwell Avenue, where it received its
excursion passengers and made a run back to Manhattan via the Culver elevated and enabled the train to easily return to its home base at 207th Street Yard. While
discharge stops were made at select stations enroute,
the final passenger discharge station stop was at 175 th
Street on the A train. (Editor’s Note by Ronald Yee: Of
interest with this consist is how it is coupled together. To enable the vintage pre-World War II subway cars to operate as a
multiple unit (MU) train, the coupler on B-Type 2392 has
been modified so that it can MU with D-Types and R-1 to R-9
equipment. The coupler of B-Type 2390 is still un-modified.
The couplers on both ends of the D-Type “Triplex” (6095A
and 6095C) and D-Type 6112A have already been modified to
make them compatible with the R-1 to R-9. At some point in
the near future, the coupler at the other end (6112C) will also
be modified for R-1 to R-9 compatibility. It is important to
remember that although these modifications will enable MU
operations with regard to propulsion and braking, they will
NOT permit train-lined door operation between the historic
sets.)
Flushing Line Rehabilitation Project
NYC Transit began a two-year-long, $45 million project that will repaint and restore the steel elevated structure of the Flushing Line from 48th Street and Queens
Boulevard to Mets-Willets Point. Phase one commenced in July, 2018, covering the section from MetsWillets Point to 82nd Street and Roosevelt Avenue.
Phase two will cover the section from the 82 nd Street
station to the 46th Street station. Testing of paint chips
falling off the severely rusting elevated structure
(mandated by legislation put forth by New York State
Senator Jose Peralta and signed by New York Governor
Andrew Cuomo in December, 2017) revealed that there
was an extreme lead paint contamination to the commu-
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nities over which the line runs, some samples testing
over 40 times the 5,000 parts per million safe limit
threshold. As a result, the repainting work will include a
total stripping of all layers of existing paint down to the
bare metal, identification and remediation/repair of any
structural defects, then three coats of modern lead-free
paint including one layer of primer sealant. (Editor’s Note
by Ronald Yee: The section of elevated structure from north of
103rd Street-Corona Plaza to Mets-Willets Point was repainted just a few years ago in conjunction with the opening of
Citi Field in 2009. It is unclear if that section of the structure
needs to be totally stripped and repainted, as the paint (as
observed from street level on July 17) is still in good condition. Despite that, it may still be ordered as a lead paint remediation effort.)
Clark Street Tunnel “Fix and Fortify” Project Completed
NYCT completed the “Fix and Fortify” project for the
two 1.2-mile-long Clark Street Tubes, which carry over
145,000 daily riders on the 2 and 3 routes between
lower Manhattan and Brooklyn. The tunnels had been
closed almost every weekend for the past six months to
permit the replacement, repair, and upgrading of critical
components in the tunnel including 11,000 feet of
benchwall and conduit damaged from saltwater flooding
during Hurricane Sandy in 2012, 99,000 feet of copper
communication, 54,000 feet of fiber optic cable, 29,000
feet of radio antenna, and 32,000 feet of signal cable as
well as 1,500 feet of track. Critical items such as communications and signal control equipment and emergency water pumps and their controls were upgraded
and in some cases, raised or moved to locations less
vulnerable to flooding. Measures to prevent future flooding from storm surges were installed.
CBTC Activated on More of Flushing Line
A ride on the Flushing Line and observation of the signals reveals that the CBTC (Communication-Based
Train Control) signal system has been activated on the
southbound local track between Mets-Willets Point and
the northern limits of 74th Street Interlocking. This marks
another phase of gradual cut-ins of the new signals on
this line. All three tracks between 103rd Street and Main
Street-Flushing as well as Track M from 33rd Street Interlocking to the southern limits of 74th Street Interlocking had already been activated in stages since April,
2018. Full cut-over is still slated by the end of 2018. In
addition, emergency steel girder replacement was performed from July 9-27 at 61st Street-Woodside. Two
sections of steel girders supporting Track M over the
station mezzanine had failed, necessitating a 10 mph
slow order through the entire station for trains operating
on Track M. New concrete roadbed flooring was poured
by July 19 and ties and rails reinstalled during the week
of July 23.
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At 2:30 in the afternoon on August 6, M-7 7139
(Bombardier Transportation, 9/2003) leads Train #2053
through the former Brent Interlocking on its way west
to Penn Station from Ronkonkoma. This was the first
day of service after Brent Interlocking came out of service. The former home signals are bagged out of service
and the switch at the end of the original double-track
has been removed. In the near distance to the right, the
original Track 2 still needs to be connected to the newly
constructed Track 2.
Jeffrey Erlitz photograph

-

—
-

A clearer view of the former Brent Interlocking, looking east from the east end of the westbound
platform.
Jeffrey Erlitz photograph
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A BOB train at Wilderswil en route from Interlaken to Grindelwald
and Lauterbrunnen. A 1979-built motor car heads the consist, which
will be split into two sections at Zweilutschinen, one station further
up the line. A second such unit is in the center of the train. The BOB
blue-and-gold color scheme is relatively new, replacing a traditional
brown and cream livery.

Two views along the main street of picturesque Lauterbrunnen. A herd of flower-bedecked cows parades by, not too far from the impressive Staubbach Falls.

The cable car that transports passengers between Lauterbrunnen
(2,608 feet above sea level) and Grutschalp (4,872).

The BLM's only passing siding is at Winteregg, midway along the
2.6-mile-long tramway between Grutschalp and Murren.

—

Two views of the Eiger, Monch, and Jungfrau from a path on the Murren side of Winteregg. The Eiger is 13,025 feet high, the Monch 13,474,
and the Jungfrau's peak is at an altitude of 13,462 feet. Jungfraujoch, at 11,332 feet, is the highest point in Europe reachable by train. The
800-millimeter gauge Wengernalp bahn, running from Lauterbrunnen or Grindelwald, connects with the mostly-underground meter-gauge
Jungfraubahn at Kleine Scheidegg.

Two views of the Bergbahn Lauterbrunnen-Murren's 1967-built cars. The line was described in greater detail the May, 2018 issue.
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At 3:52 PM on August 6, M-7 7696 (Bombardier Transportation, 7/2006) leads a fairly late Train #2054 into the Brentwood station. For this
entire week, all service was operated on Track 1 via a single-track operation from Farmingdale to west of Central Islip.
Jeffrey Erlitz photograph
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MTA NEW YORK CITY TRANSIT OPENS
WTC CORTLANDT STATION ON THE 1
by Subutay Musluoglu
(Photographs by the author)
At 12 noon on Saturday, September 8, MTA
New York City Transit opened WTC Cortlandt
Station at the World Trade Center (WTC), the
long-awaited replacement for the original
Cortlandt Street station destroyed in the terrorist attacks of September 11, 2001. It
marked a significant milestone for New York
City Transit (NYCT), as 1 service was finally
restored to the WTC, and for New York City
as a whole, as it represents the final piece of
new/replacement transportation infrastructure at the WTC complex.
Coming on the eve of the 17th anniversary
of 9/11, WTC Cortlandt is a fitting successor
to the original station, which would have celebrated its centennial this past summer, built
during the peak of the Dual Contracts era of
New York City subway construction and
opened when the IRT Seventh Avenue Line
was extended from Chambers Street to
South Ferry on July 1, 1918.
A ribbon cutting ceremony was first held at
11 AM on September 8, attended by numerous MTA officials, including MTA Chairman
Joseph Lhota, MTA Managing Director Veronique Hakim, MTA Chief Development Officer Janno Lieber, NYCT President Andy
Byford, and MTA Board Member (and longtime ERA member) Randy Glucksman,
whose personal experience and observations
of the station’s opening are the subject of an
adjacent article.
Built at a cost of $181.8 million, the WTC
Cortlandt station is a typical two-track, side
platform station, yet it features a number of
novel design characteristics. For starters,
while the station is directly under Greenwich
1

Street, it is also “elevated” as it spans clear
over the concourse and steps that descend
from the floor of the WTC Transportation Hub
“Oculus” down to the Port Authority TransHudson (PATH) mezzanine. This makes for a
truly unique visual experience — to look up
and walk below the underside of a NYC subway station contained entirely within another
structure. This feature also relates directly to
the station’s platform level, where the central
part of the station is entirely column-free,
corresponding to the clear span below. This
structural arrangement is completely tied to
the design of the WTC Transportation Hub,
which will be discussed later. The station is
air-tempered, and also features two mezzanines that are underneath the station. Access
to the station is as follows:
Southbound platform:
● North end: There are two stairways that
descend to a north mezzanine/fare control area that is actually underneath the
subway here. This mezzanine offers a
crossover to the northbound platform and
opens up into the West Concourse Main
Level C2 of the WTC Transportation
Hub, north of the steps that descend
down to the PATH mezzanine. Separately, there is also a fare control area at the
southbound platform level leading to a
stairway and elevator to Vesey Street,
adjacent to the future Performing Arts
Center. Note that on opening day, only
the elevator to Vesey Street was open for
public use, with the street stairway unfinished due to the ongoing construction
(Continued on page 7)
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THE GENESIS OF DASHING DAN —
A NEW JAMAICA AND THE MAIN LINE COMPLETE
by George Chiasson
improvement of Jamaica Station was also perceived as
a paramount ingredient in the successful implementation of the joint New York Terminal, so was carried out
with the full complicity and financial participation of the
parent Pennsylvania Railroad. In a vein similar to that
employed for Penn Station, the most important consideration in determining a course of redevelopment for
Jamaica was optimizing its location, to accommodate
the lines’ adjoining geographic characteristics. Given
that the then-moribund “Old Southern” was to be used
as the primary corridor of travel for suburban electric
trains while the rest of the railroad would continue to ply
the LIRR’s traditional “Main Line” and Montauk Division
east of Jamaica, it was felt that an entirely new station
of a multi-functional nature would be required, one in
the genre of an operational base akin to the new Flatbush Avenue terminal. Thus it was intended not only to
accommodate the coming and going of LIRR trains and
their passengers but also be consolidated with retail
opportunities, crewing requirements, and administrative
needs, each of which at that time was erratic in nature
and irregularly located.
Without undertaking an expensive and likely unnecessary effort to completely relocate its main line through
one of Queens densest neighborhoods (never a serious
consideration), the only desirable location at which this
new facility could be placed was soon recognized as the
large Jamaica freight yard that had been constructed in
1899, some seven to twelve blocks west of Church
Street. Though in time the location of Jamaica’s new
station would become its biggest point of contention
with the surrounding community and perhaps the traveling public, the LIRR had little if any alternative that
could offer the operational and safety improvements to
be gained through the new site while being able to
maintain existing schedules during its construction. The
project’s execution was also coordinated with the operational requirements for the LIRR’s embryonic suburban
electrification and its existing freight, equipment storage, and maintenance needs, all of which relied on continuous, ready access to nearby yards and the company’s Morris Park Shop complex. The operational consequences that such a massive venture would entail were
thus substantial and long-ranging in nature. Completely
separate from the particulars of the station’s design,
they also had to be implemented in as timely a manner
as possible with a minimum of disruption to the surrounding community.
The first task at hand became the construction of a
new and modern freight yard to replace that at Jamaica,
thereby freeing up its location for the new passenger
station. For this purpose a large plot of semi-developed
land was selected next to the Main Line at the eastern

THE REPLACEMENT OF “OLD” JAMAICA
STATION—NUMBER 1, THE HOLBAN YARD
DEBACLE

Concurrent with the reconstruction and upgrading of
the North Side Division was the reconfiguration and replacement of the existing station complex at Jamaica,
thereby creating a new “heart” for LIRR operations. As
described above, what the railroad freely depicted as
“Jamaica” in its early decades was the original Main
Line passenger stop at Church (now 153rd) Street, one
block removed from Jamaica Avenue on a small side
street named Twombly Place, and across the street
from the landmark Dutch Reformed Church. This was
located in the historical and commercial center of Jamaica as it had evolved into one of Queens County’s
oldest townships. After the South Side Railroad began
operation in 1867, that generic title also encompassed
their separate station (originally a temporary terminal) at
Beaver Street about a block and a half away. The two
railway stations in Jamaica were then functionally but
not physically united by a footpath as part of the Poppenhusen LIRR consolidations of 1876, simply because
there was no practical way for trains using the Southern
(née South Side) alignment toward Springfield Junction
and Valley Stream to also call at the Jamaica Main Line
station. This malformation of purpose, albeit circumstantial, immediately proved a handicap for the newer line
and its service was substantially downgraded as a result, lasting only about another year until it was relinquished completely in July, 1877. Earlier that year, the
former Southern’s Beaver Street depot building was
physically relocated to the older LIRR site at Church
Street, where it was to remain in use for another 36
years. As also described above, the so-called “Old Jamaica” station was inherently if not perpetually overcrowded because of its constricted confines and of
questionable standing from a standpoint of safety. The
location was then expanded several times through the
years to meet its increasing traffic challenges, most notably in 1890 as part of the LIRR’s extension of “rapid
transit” service across Brooklyn and Queens. This particular refinement proved yet again to be inadequate for
the ever-increasing needs of the railway’s explosive
ridership base in that period, and another round of
growth and improvement was undertaken between
1900 and 1904 to address its continually precarious
operating environment.
By 1902, even as the right-of-way was being extensively widened across Jamaica and provisions added
for the electrification of the LIRR’s popular rapid transit
service, such advances were seen as provisional at
best and an effort to identify and implement broader
improvements was intensified. As was the case with
many of the LIRR’s facility upgrades of the time, the

(Continued on page 3)
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brought through the site in an underpass, which posed
a very expensive challenge, while the yard itself was
constructed at grade level. For its part, the railroad’s
design had called for the street to be completely removed (contrary to this prior “agreement”), and as a
result each of Holban’s 16 working tracks was laid right
across the existing roadway. Naturally, this created an
impossible situation for nearby residents when switching was underway, as it became difficult to navigate
from one end of the street to the other between South
Road (now Liberty Avenue) and Jamaica Avenue.
The state’s courts were employed to determine the
site’s ultimate fate and this tenuous state of affairs hung
like a cloud over the yard’s first several years of service.
A judgment against the railroad’s “appropriation” of the
public way was finally rendered in the spring of 1912
which forced the switching tracks across Hamilton Avenue to be at least temporarily closed pending appeal,
effectively splitting the yard into two parts. The tracks
were then reopened after the LIRR hastily pursued a
petition for reversal of this decision (of course), but the
original finding was upheld on November 18 and the 16
yard tracks crossing Hamilton Avenue were then physically removed, with the yard truncated at a set of
“blocks” along its easterly and westerly curb lines. This
rash outcome naturally had an adverse impact on LIRR
freight operations, with some switching operations actually having to be performed on the nearby Belmont Park
Branch for a while. Rather hurriedly, the adverse legal
result brought about design and implementation of the
“Holban-Hollis Elevation” on which preliminary work
commenced in 1914. As a result Hamilton Avenue was
indeed depressed beneath the yard late in 1915 and
that portion in contention was able to reopen by the
middle of 1916. Nevertheless, the entire Holban Yard
complex as it might now be remembered, complete with
a hump and small car servicing facility, did not come
together until about 1924 when the last grade crossings
in that area were eliminated. As for the old Jamaica
Yard, it remained in use for coach storage and train
composition purposes after freight operations were
moved to Holban in 1906-7, then became a fundamental ingredient in the construction of the new Jamaica
station after 1910.
(Continued on page 4)

(Continued from page 2)

edge of Jamaica’s original municipal limit. This was between the existing turnouts to the Montauk Division
main line which had originally been added for the New
York & Rockaway Railroad of 1872. The adjoining properties were former “estates” (farmlands, really) that had
once belonged to the Chapman and Debevoise families,
situated in the vicinity of the Long Island Rail Road’s
former “Willow Tree” station stop, which existed at Hamilton Avenue (183rd Street) from 1837 to approximately
1872. With the city’s assistance, portions of several projected or incomplete side streets were supposed to be
acquired for one full block south and about eight across
(west-to-east) between Rockaway Junction and Farmers Avenue.
Construction of the new yard (and by extension work
on the Jamaica station relocation) was started in October, 1904 and for the lack of a better title, it was dubbed
“Hol-ban” from a relatively early date. This name employed New York’s characteristic verbal shorthand in
acknowledgement of its location, which overlapped the
newly-emergent Hollis and St. Albans neighborhoods of
Queens. As explained above, Holban’s role in the
LIRR’s operational scheme was to act as the main collection point for freight to and from local points all over
the easterly reaches of the Long Island Rail Road system, enabling it to eventually be exchanged with regional carriers such as the New Haven or forwarded to national “roads” like the Pennsylvania or even further
west, with all movement at that time using float barges
to pass around New York City. The initial portion of the
new yard was activated sometime in the middle of 1906
from its easterly connection at Tower 43 near the Hollis
station, that leg of the former Rockaway wye then (and
still) being known as the “Springfield Branch.” Meanwhile, the westerly end of the project was dogged by
lagging property issues and delayed in completion, with
the connecting lead from Rockaway Junction finally
ready for use the following year. Evidently some kind of
misinterpretation had come into play, as city authorities
and community representatives claimed an understanding that Hamilton Avenue (183rd Street) was to be

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED SEPTEMBER 4, 2018

LINE
A

AM RUSH
60 R-32, 256 R-46

PM RUSH

LINE

60 R-32, 264 R-46, 8 R-68A

S (Rockaway)

This change is due to completion of Recovery and
Resiliency work at Hammels Wye that allowed the resumption of A service to/from Far Rockaway. S Rock-

AM RUSH
12 R-46

PM RUSH
12 R-46

away Park shuttle service between Rockaway Park and
Broad Channel resumed as well.

3

NEW YORK
OCTOBER,
ERA DIVISION
BULLETINBULLETIN
— OCTOBER,
2018 2000
The Genesis of Dashing Dan
(Continued from page 3)

(Continued on page 5)

4

ERA BULLETIN — OCTOBER, 2018
The Genesis of Dashing Dan
(Continued from page 4)

(Continued on page 5)

5

NEW YORK
OCTOBER,
ERA DIVISION
BULLETINBULLETIN
— OCTOBER,
2018 2000
The Genesis of Dashing Dan
(Continued from page 5)

(Continued next issue)

6

ERA BULLETIN — OCTOBER, 2018
MTA-NYCT Opens WTC Cortlandt Station

covered with a temporary vinyl wrap displaying the
same text, with work continuing towards completion
sometime in October.
Keen observers will notice an interesting inconsistency — the station is referred to as WTC Cortlandt on the
subway maps dated September, 2018 and on MTA literature, and the Greenwich Street entrances and the platforms’ northern and southern column signs show this as
well, yet only “World Trade Center” appears on the platform walls. It remains to be seen if this is just temporary
and will be updated in the future.
My personal observations of WTC Cortlandt are highly
positive, and it has become one of my favorite NYC
subway stations. It has a bright and open feel to it, and
the station’s beauty lies in its simplicity. The artwork is
both inspiring and impressive, and will be even more so
when it is fully installed. The Greenwich Street entrances and their glass railings are unique and they integrate
well with the landscaping of the 9/11 Memorial Plaza,
making for a very tranquil and peaceful setting.
Railfans and photographers will be rewarded with very
favorable photo opportunities as trains arrive from either
direction. Southbound trains enter the station at speed
on a curve, making for a dramatic scene for those
standing at the very north end of the platform. At the
south end of the northbound platform, a long straightaway allows one to see almost as far back as Rector
Street, allowing for an interesting shot of an approaching train. And, of course, the column free center of the
station provides great lateral views across to the opposite platform.
It would be an understatement to say that the building
of WTC Cortlandt was a challenge. The destruction of
the WTC complex had a devastating effect on the original Cortlandt Street station, as thousands of tons of
steel and concrete came crashing down on the station,
with several steel columns piercing through the crown of
the station structure, as well as collapsing the adjacent
line structure to the north and south. The extent of the
damage was 1,400 feet in length, resulting in a complete loss of the Cortlandt Street station and lesser
damage to the Rector Street station to the south.
The damage was so extensive that NYCT forces laid
sandbags, installed timber posts, and poured concrete
into the void of the collapsed tunnel in order to hold up
the structure and withstand the weight of debris and
construction equipment as the WTC site was cleared.
Furthermore, two concrete bulkheads, one at Park
Place and the other at Cedar Street, had to be installed
as a precaution against flooding, an urgent concern at
the time as it was feared that the “bathtub” slurry wall
which encompasses the WTC foundation could have
collapsed in the absence of a solid building structure to
hold back the pressure of the Hudson River. Such an
occurrence would have been catastrophic, as it would
have flooded an extensive stretch of the IRT Seventh
Avenue Line. Fortunately, the bathtub held, but the
measures were necessary nonetheless, as millions of
gallons of firefighting water was poured into the site’s

(Continued from page 1)

associated with the Performing Arts Center. However, during a return visit two weeks later, it was observed that access to the elevator was no longer
possible, and the fare control area was entirely cordoned off. The signage above the fare array, which
on opening day had read that it was an exit to
Greenwich and Vesey Streets, had been changed
to read that it was now an “Emergency Exit Only.”
When the Center is completed and the final street
restoration is complete, this street stair and elevator
will be located on the west side of Greenwich
Street, just south of the Vesey Street intersection.
This approximates the pre-9/11 location of the previous Vesey Street entrance, which opened out of the
base pedestal of the WTC.
● Middle: A stairway drops down to a small mezzanine/fare control area underneath the subway that
also opens up onto the West Concourse Main Level
C2 of the WTC Transportation Hub, but south of the
steps that descend down to the PATH mezzanine.
● South end: Fare control area at platform level with
two stairways ascending to the west side of Greenwich Street at Cortlandt Way, directly adjacent to
the 9/11 Memorial Plaza.
Northbound platform:
● South end: Fare control area with a short set of
steps descending to the South Concourse Balcony
Level C1, adjacent to 3 World Trade Center.
● Middle: Primary (staffed) fare control area at platform level that opens onto Oculus Balcony Level
C1. Glass walls at this location offer views out into
the Oculus space, and there is direct access to the
east side of Greenwich Street via the western end
of the Oculus headhouse, containing a set of stairs,
escalators, and an elevator.
● North end: A stairway and escalator down to the
aforementioned north mezzanine/fare control area
underneath the subway, offering a crossover to the
southbound platform, and opening up onto West
Concourse Main Level C2 of the WTC Transportation Hub, north of the steps that descend down to
the PATH mezzanine.
On par with the station’s structural design is the equally impressive art installation, named “Chorus.” The work
of artist Ann Hamilton, it is a white-on-white marble mosaic on both the southbound and northbound platform
walls, rendered in relief, spelling out text from the 1776
Declaration of Independence and the 1948 United Nations Universal Declaration of Human Rights. It covers
4,350 square feet, making it one of the largest MTA Arts
& Design installations in the subway system. The tactile
nature of the work invites touch, and the contemplation
of the text’s meaning is befitting of the World Trade
Center’s history. It should be noted that the installation
is not quite finished; while it appears to be complete on
the southbound platform wall, it is only partially installed
on the northbound platform. The remainder of the wall is

(Continued on page 8)
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with the greater difficulties that would follow with respect
to rebuilding the Cortlandt Street station. The restoration of the World Trade Center became mired for years
in the time-honored tradition of New York City politics at
its ugliest, at the intersection of real estate, commerce,
and public policy. The initial rush to rebuild the site as
quickly as possible had the complete opposite effect of
slowing down the process to a standstill, as the stakeholders argued over the design, cost, size, and scope of
a project bigger than the central business districts of
most cities, to be built over what is arguably one of the
most hallowed pieces of ground in the United States.
From a practical standpoint, the future of the Cortlandt
Street station became intertwined with the World Trade
Center Transportation Hub. The Hub was originally envisioned as the permanent replacement for the PATH
terminal located in the bowels of the WTC that was also
destroyed on 9/11, but as detailed planning began in the
mid-2000s, it eventually evolved to become the centerpiece of the entire complex. Through a network of concourses and passageways radiating out from the PATH
terminal, the Hub would tie together the new WTC office
towers, while also creating a new retail complex to replace the original WTC shopping concourse. It would
also provide an underground link from the World Financial Center (now Brookfield Place) in the west all the
way over to the Fulton Street Transit Center on Broadway in the east. In 2004, the PANYNJ awarded the design of the hub to Santiago Calatrava, the worldrenowned architect/engineer responsible for the design
of several signature railway stations, bridges, and other
landmark structures around the world.
While Mr. Calatrava’s design was distinguished for the
“bird wings” of the headhouse, the real challenge was
the highly complex subterranean work. The entire WTC
complex pivoted on the Hub, and as such, much of the
underground structural framework needed to be in place
first before other elements of the complex could even
begin to rise. This was most critical for the 9/11 Memorial Plaza, part of which was located directly above the
PATH mezzanine. The mezzanine’s ceiling was to form
the base of the plaza, and since Calatrava’s intention
was to have an open, column-free space above the
mezzanine, a complex truss system would be necessary to support the memorial plaza. Finding a workable
design solution proved difficult, and the mounting delays
had a cascading effect on the entire complex. Mounting
political pressure to open the 9/11 Memorial in time for
the tenth anniversary in 2011 forced design compromises, and along with delays in other aspects of the site’s
infrastructure, collectively impacted progress on the
WTC Cortlandt station.
To facilitate building the Hub, the NYCT line structure
was underpinned with hundreds of “minipiles” to allow
excavation to proceed to below it. At the height of construction, the structure was completely suspended in
mid-air while 1 trains continued to run through it. Once
the Hub’s structural framework was complete, and the
load of the NYCT structure was transferred to it, the

(Continued from page 7)

smoldering ruins continuously for four months following
the attacks.
A little over a week after the attacks, on September
19, 2001, NYCT started sending 1 service to New Lots
Avenue at all times, except at nights when it was turned
back at Chambers Street. This was not ideal and it was
feared that the southern segment of the IRT Seventh
Avenue Line would be out of service for years, with the
loss of access to the South Ferry terminus severely
hampering operations along the entire West Side IRT.
The situation was so serious that at the time there was
discussion of giving up on it entirely and instead explore
the possibility of rerouting the line over to West Street
for a stretch.
Just the mere thought of this was highly significant as
it would have entailed permanently bypassing the Rector Street station as well, and possibly building a new
station at Liberty and West Streets, depending on the
chosen alignment. It would have presented its own set
of challenges, as the new alignment would be outside of
the protection of the WTC bathtub slurry wall, making
for a highly complex and costly construction effort under
West Street even closer to the Hudson River. Further
south, a choice between rejoining the 1918 line or proceeding on a new alignment to South Ferry would have
been required.
With respect to South Ferry, the situation was also
seen as an opportunity to rectify the less-than-ideal situation there, where the original 1918 station on a singletrack loop could only accommodate the platforming of
the first five cars of a ten-car train. Rebuilding it as a
modern two- or three-track terminal would improve the
reliability of local 1 operations and provide great benefit all along the West Side IRT.
In the end, it was decided to rebuild the line in place.
Starting in November, 2001, through the herculean efforts of NYCT, the Port Authority of New York & New
Jersey (PANYNJ), and numerous other agencies and
contractors, the line’s right-of-way through the confines
of the site was cleared, followed by an intense period of
reconstruction utilizing the standard New York City steel
bent structure method. Including repairs to the Rector
Street station, and leaving a provisional shell for a future station at Cortlandt Street, the line was reopened
with the restoration of local 1 service between Chambers Street and South Ferry on September 15, 2002,
just a few days after the one-year anniversary of the
attacks.
Ultimately, $4.5 billion in Federal funding was secured
to pay for transportation infrastructure reconstruction in
Lower Manhattan. The funds would be used to rebuild
the WTC PATH terminal, construct a new Fulton Street
Transit Center (opened in November, 2014), the Dey
Street Connector to link the two hubs, a new South Ferry terminal (March, 2009), and a replacement for the
Cortlandt Street station.
In hindsight, reopening the line was easy compared

(Continued on page 9)
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omy began to change, and its impact was felt quite
strongly in Lower Manhattan. The focus of new commercial office construction shifted to East Midtown,
while the maritime trade moved over to New Jersey,
where there was plenty of real estate to accommodate
the containerization of global cargo shipping. By the
early 1960s, Lower Manhattan was down on its heels,
raising alarms within the business community as it was
in danger of losing its historic status as the city’s second
business district. The H&M was in dire straits, and in
need of major capital investment.
The situation led the city and state to plan a number of
highly ambitious urban renewal schemes to be paid for
with vast sums of public funding, ultimately coalescing
to produce the Battery Park City concept and the World
Trade Center, with the PANYNJ taking the lead in the
building and operation of the complex. Conditional to
the deal was the PANYNJ taking possession of the
H&M. Hudson Terminal was demolished and its acreage
was absorbed into the overall WTC site, and the H&M
platforms were shifted to the west and underneath the
center of the new complex, forming a key element of the
overall program of modernization that led to the creation
of the PATH system. The excavated material from the
WTC site was taken across West Street and dumped in
the Hudson River, forming the landfill that would later
become Battery Park City.
The Washington Market was demolished, and Radio
Row was wiped out, a painful event that effectively destroyed dozens of small businesses. Twelve square
blocks were cleared in total and as site excavation proceeded, the Seventh Avenue Line structure was supported, and subway service continued as the new WTC
complex arose around it, not unlike the situation for the
last 17 years. The station was rebuilt in the early 1970s,
completely located within the WTC complex, and accessible from the WTC concourse and Vesey Street. It
served usefully and uneventfully until that tragic and
fateful day in 2001.
It should be noted that with the opening of the new
WTC Cortlandt station, and allowing for the 11 stations
that are currently closed temporarily due to the Enhanced Station Initiative program or other station modernizations, the New York City Subway can be considered back at “full strength” with 472 stations.

(Continued from page 8)

minipiles were cut, leaving the future station “elevated”
as described earlier.
The PANYNJ had originally intended to hand over a
partially completed station to NYCT, with most of the
structural components and utilities in place, requiring
only the final architectural finishes. However, when the
time came for the turnover in February, 2015, it was
clear that much more work remained before the station
could be ready for public use. And though the Hub itself
was substantially completed and opened on March 3,
2016, there were still serious issues requiring close coordination between NYCT and the PANYNJ. The delay
in opening the Hub meant that the temporary PATH
headhouse on Vesey Street remained in use longer,
which in turn put off the start of construction on the Performing Arts Center. This made finalizing the location of
the Vesey Street stairway entrance and elevator a particularly difficult challenge, which is evident in its current
unfinished state. Ultimately, finishing the WTC Cortlandt
station required more NYCT resources and amendments to the MTA 2010-4 and 2015-9 Capital Programs.
It should be noted that even before its destruction in
2001, the Cortlandt Street station had already seen a
fair amount of change as Lower Manhattan evolved
over the decades. The Hudson & Manhattan Railroad
(H&M) arrived in the neighborhood nine years prior to
the Cortlandt Street station’s opening, with H&M’s imposing Hudson Terminal on Church Street. The new
subway line itself was directly underneath the Ninth Avenue Elevated’s Greenwich Street segment. Nearby
was the historic Washington Market complex, occupying
the entire block bounded by West, Vesey, Washington,
and Fulton Streets (the site of today’s 1 WTC tower),
and just to the south was the neighborhood known as
Little Syria, a bustling Middle Eastern immigrant community. Within a few years of the station’s opening, the
city’s electronics retail district began to take shape.
Known as Radio Row, the station found itself directly in
the heart of the district, whose popularity was no doubt
directly attributable to the station.
The Ninth Avenue Elevated was closed on June 11,
1940 and subsequently demolished on the eve of the
Second World War. In the postwar years the city’s econ-

(Continued on page 10)

MTA NEW YORK CITY TRANSIT OPENS SECONDARY ENTRANCE
AT 34TH STREET-HUDSON YARDS STATION ON THE 7
by Subutay Musluoglu
September was a busy month in MTA New York City
Transit station news. On the morning of Saturday, September 1, the secondary entrance to the 34th StreetHudson Yards station on the 7 was opened to the public. The entrance is located on the southwest corner of
W. 35th Street and Hudson River Boulevard, which is
the new north-south thoroughfare built mid-block be-

tween Tenth and Eleventh Avenues.
The opening of the second entrance occurred less
than two weeks before the three-year anniversary of the
inauguration of the IRT Flushing Line extension that
brought the 7 to the far west side of midtown Manhattan. Since the station originally opened on September
(Continued on page 15)
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WTC Cortlandt station on opening day, looking across the columnfree center to the southbound platform, September 8, 2018.

“Chorus” by Ann Hamilton, on the WTC Cortlandt station southbound platform wall, September 8, 2018.

Street entrances to the WTC Cortlandt station’s southbound platform, on the west side of Greenwich Street at Cortlandt Way looking north, adjacent to the 9/11 Memorial Plaza, September 8, 2018.

The primary entrance to the WTC Cortlandt station’s northbound
platform, on Oculus Balcony Level C1 of the WTC Transportation
Hub, September 8, 2018.

WTC Cortlandt station spanning over the concourse steps descending from the Oculus to the PATH mezzanine, on Level C2 of the WTC
Transportation Hub. The north mezzanine under the station is in
the far background, and the primary entrance is on the bridge structure directly above, September 23, 2018.

View across to “Chorus” on the northbound platform wall, showing
the demarcation between the completed and uncompleted sections,
at the top of the escalator landing ascending from the north mezzanine, September 23, 2018.
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WTC CORTLANDT STATION REOPENS
by Randy Glucksman
I had been following the progress of the re-opening of
this station for several reasons, including, but not limited
to, “filling in a blank” in my annual column about
planned transit openings and service expansions, which
appears in the January and December issues of the
Bulletin, but also because of the horrendous way in
which this station has not been in service for nearly 17
years.
As an MTA Board Member, when I receive the meeting agendas for the committees on which I serve, one of
the first items that I check in the NYC Transit/MTA Bus
Committee book is the status of this station. Since joining the Board last year, the opening date was to be December, 2018, but a few months ago, October became
the goal, and then I heard September 11. However, due
to the Jewish New Year occurring on September 11, I
knew that this would not happen. Then on Friday morning, September 7, I received the email invitation at right
for the following day.
Since my sister-in-law was visiting us, the MTA Board
Office kindly arranged for her and my wife to also attend
the ceremony. We arrived well in advance of the requested 10:45 AM time, and were soon joined by other
MTA officials and invited guests and had time to inspect
the station. At the “appointed time”, I joined Chairman
Joseph Lhota, Managing Director Ronnie Hakim, Chief
Development Officer Janno Lieber, and NYCT President
Andy Byford in cutting the ribbon. (I kept the piece that I
was holding.)

Dan Creighton (with
hands folded), Chief Development Officer Janno
Lieber, MTA Chairman
Joseph Lhota, Board
Member Randy Glucksman, Managing Director
Ronnie Hakim, MTA NYCT
President Andy Byford
and the artist, Ann Hamilton.
MTA photograph
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No. 357
by Ronald Yee and Alexander Ivanoff

MTA Long Island Rail Road
Long Island Rail Road President Phil Eng announced
Autumn Weekends, a continuation of the popular Summer Saturdays program, as a sign of appreciation for
monthly ticket holders.
Over 10 weekends this fall, from Saturday, September
8 until Sunday, November 11, monthly LIRR ticket holders have the chance to bring along up to four additional
companions aboard LIRR trains for only $1 per person,
each way, children and adults alike.
The Summer Saturdays program ran on 13 weekends
from June 2 to August 25. On these Saturdays, more
than 62,000 Family Fare tickets were sold, a 50% increase in Family Fare ticket sales over the same Saturdays in 2017.
The LIRR Summer Saturdays and Autumn Weekends
pilot is modeled on the existing Family Fare ticket,
which runs year-round, and allows up to four children
(ages 5-11; children under 5 ride free) to ride for $1
each when accompanied by a fare-paying adult. This
new program extends this offer to adults as well, when
traveling with a monthly customer whose ticket in effect
becomes a system-wide pass on Autumn Weekends.
(MTA press release, September 7)
The Cuomo administration announced on September
5 that the Long Island Rail Road is breaking ground on
the historic Third Track. The $2.6 billion project includes
50 components to modernize 9.8 miles along the congested Main Line of the LIRR between Floral Park and
Hicksville.
Benefits of the project will include smoother and more
reliable commutes, safer and quieter crossings, improvements to stations and parking facilities, and reduced noise along the project corridor, as well as less
congestion and cleaner air. The project includes nearly
ten miles of third track, seven grade crossing eliminations, bridge replacements, station and electrical substation improvements and replacements, and seven
miles of sound barriers.
At the Governor's direction and after 70 years of stagnation, the state, MTA, local officials, and Long Island
communities are moving forward on this $2.6 billion project. The transformative new plan differs significantly
from past proposals. The plan takes no residential properties, eliminates the seven street-level grade crossings, and widens or increases the height of seven bridges across the line to prevent bridge strikes. In addition,
to increase safety, the system will add Positive Train
Control to prevent Engineer error. To ensure community
input throughout the entirety of the project, the LIRR
has entered into memoranda of understanding with the
communities on the Main Line Third Track. The MOUs
invite input on numerous aspects of the project’s design. (MTA press release, September 5)
In conjunction with the Third Track project, the MTA
12

and the LIRR announced on September 21 that the
Double Track project between Farmingdale and
Ronkonkoma has been placed into service, more than a
year ahead of schedule. This historic project adds a
second 13-mile track between the two communities,
allowing for reverse-peak service expansions and reduced delays. The Double Track project also includes a
new signal system, electrical substation modifications,
and new third rail electrical systems that will power the
new track's trains. Governor Cuomo also announced
the official opening of a new and fully accessible Wyandanch station along the new double-track.
The Double Track project added 13 miles of new track
to an already existing 5-mile stretch of previously unused track, for a total of 18 miles. (MTA press release,
September 21)
NJ Transit
Due to NJ Transit’s PTC-related turmoil, the agency
announced on September 20 that fares in and out of
Penn Station would be slashed by 10 percent from November through January as the agency rushes to meet
the January deadline.
Starting Sunday, October 13, more than a dozen
trains will be temporarily discontinued or see changes in
their origins and destinations, with passengers who
travel along the Northeast Corridor, North Jersey Coast
Line, Morris & Essex Lines, Montclair-Boonton Line,
and Main and Bergen County Lines being affected.
As part of the cuts, all Princeton “Dinky” rail service
will be replaced by buses on weekdays and weekends,
and all weekend Gladstone Branch rail service will be
replaced by buses. (Editor’s Note by Alexander Ivanoff: I
would not be surprised if further cuts are made and the Gladstone Branch loses all service until PTC is up and running.)
(NBC New York, September 20)
Amtrak
Amtrak has completed its summer infrastructure renewal work at New York Penn Station, allowing the Empire Service, Ethan Allen Express, Adirondack, and Maple Leaf trains to return to New York Penn Station on
Tuesday, September 4 as planned. Since Saturday,
May 26, these four trains that travel to and from Northern New York and Canada were running in and out of
New York Grand Central Terminal to accommodate the
track and infrastructure upgrades. Additionally, the Lake
Shore Limited has also returned to New York Penn Station, reconnecting direct service between Chicago and
New York City.
The total cost of the summer renewal work is estimated between $45 and $50 million, which will keep this
important infrastructure in a state of good repair for
Amtrak and benefit New York State with an upgraded,
state-of-the art railroad. (Amtrak press release, September 4)
(Continued on page 13)
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Museums
A group of railfans in Northeastern Pennsylvania is
aiming to preserve the last remaining Wilkes-Barre
Transit Corporation streetcar in existence. Car 790
(Brill, 1924), was one of four cars that remained on the
company’s property on the last day of streetcar service,
managed to avoid scrapping, and has spent the last 67
years as part of a cottage in Franklin Township (roughly
ten miles north of Wilkes-Barre), overlooking a small
lake in the Back Mountain.
After many years of organizing and negotiating, a
group of local volunteers has created a nonprofit organization, Anthracite Trolleys Inc., and is raising funds to
extricate 94-year-old car 790 from its longtime resting
place and restore it to running condition. The goal is to
have the car safely removed by the end of 2019, with
restoration costs estimated to be $300,000. While the
car has been stripped of fixtures, the body itself is in
good shape as the car has been protected by the cottage roof itself. (Editor’s note by Alexander Ivanoff: Facebook friend and Times Leader Editor Roger DuPuis
graciously allowed me to use the article in this month’s
Bulletin. The URL for the article is https://
www.timesleader.com/news/719208/group-aims-torescue-restore-wilkes-barres-last-trolley#/ for those who
want more information.) (Times Leader, September 22)
Other Transit Systems
Pittsburgh, Pennsylvania
Light rail commuters enjoyed a return to full service for
the Monday, August 27 commute after final repairs were
completed to the transit line damaged in the August 5
derailment of a Norfolk Southern train.
Repairs were completed Saturday, August 25 to the
inbound tracks at the Station Square station, damaged
when the NS intermodal train derailed on a line above
the station, sending cars and containers onto the tracks.
The station had partially reopened on Thursday, August
23, when the outbound track reopened (Trains News
Wire, August 23)
Washington, D.C. area
After a pull-apart between a pair of Metrorail cars within a consist of an eight-car train operating on the Silver
Line around 10:45 AM on August 26, The Washington
Metropolitan Area Transit Authority (WMATA) has undertaken an emergency inspection of over 200 cars in the
5000- and 6000-series cars while the Federal Transit
Administration (FTA) is looking into what may have
caused this rare incident. Emergency brakes automatically activated when the pair separated and there were
no reported injuries. (WTOP Radio, August 28)
WMATA has issued a request for proposals (RFP) for
the design and construction of at least 256 new 8000series rail cars.
The new units would allow WMATA to retire 2000- and
3000-series cars, which are nearing the end of their 40year service life, according to a WMATA press release.
Options in a potential contract would allow WMATA to
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purchase up to 800 cars in total. That would provide
flexibility to expand all trains to a maximum eight-car
length, run trains more frequently during rush hour, and
retire the 6000-series fleet in lieu of a midlife overhaul,
WMATA officials said.
The agency is seeking proposals for units that include
digital advertising screens, power outlets for charging
electronics, additional handholds, and improvements to
lighting.
Proposals are due in late January, with a contract expected to be awarded late next year. The new units
would be delivered as soon as 2024. (Progressive
Railroading, September 5)
Denver, Colorado
In an unfortunate setback, final testing on the G Line
uncovered yet another flaw in the software governing
grade crossing gate protection. A recent G Line test
train almost outran the gates and ended up passing
through the crossing in far less than the 20-second minimum allowable period from the time the gates are deployed. Since similar systems are in place at three
grade crossings on the A Line and one on the B Line,
grade crossing flag-persons have been reinstated until
the issue is fully resolved. In the meanwhile, none of the
surrounding communities on either line can apply for
FRA Quiet Zones where trains no longer have to blow
their horns approaching grade crossings. Local residents along the A Line have been dealing with two
years of horn blowing that they had initially been assured would not happen with the high-tech grade crossing technology being applied there. (Editor’s Note by
Ronald Yee: This kind of delay just adds more ammunition to
the position taken by NIMBYs.) (Mass Transit Magazine,
August 2)
Sacramento, California
In an effort to attract more ridership and “give back” to
the community for recent cost-cutting measures, the
Sacramento Regional Transit (SacRT) Board, for the
first time in its 47-year history, has approved a reduction
in its fares from a base of $2.75 to $2.50 and the
monthly pass from $110 to $100, effective possibly as
early as October. This rolls back the fare increase implemented back in early 2016. A 25-cent cash transfer
ticket will be reinstated for passengers paying cash fare
while passengers using electronic fare cards will continue to enjoy free transfers between bus and light rail. (Al
Holtz, August 29)
Las Vegas, Nevada
On September 18, Brightline announced that it would
take up construction of XpressWest, a struggling rail
project planned from Las Vegas to Southern California,
in essence a merger between Brightline and XpressWest.
As a result of the acquisition, Brightline will take over
the development, construction, and operation of the project and work with federal and local transportation officials to connect Las Vegas with Victorville, California,
200 miles away, with future plans to expand into the Los
Angeles area.
(Continued on page 14)
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The XpressWest project was once expected to break
ground in 2012 but has been beset by delays, funding
shortfalls and failures in partnerships. In its acquisition
announcement, the company believes it can cut the project’s forecast $7 billion cost through a new design and
engineering scheme. A Chinese consortium was originally enlisted to build the line, but backed out in 2016
citing bureaucratic hurdles.
Brightline quoted ridership studies as finding travelers
make more than 50 million annual trips between Las
Vegas and Southern California. Today those travelers
are limited to traveling by air or highway; Brightline expects to make the trip in less than two hours. High
speed rail is also expected to benefit from the move of
the NFL’s Oakland Raiders to Las Vegas in 2020.
The first phase of the corridor is expected to be built
on a right-of-way within and adjacent to Interstate 15,
traversing 185 miles with no at-grade or pedestrian
crossings. Construction is expected to begin in 2019
and Brightline is planning to begin initial service in 2022.
Union Pacific and BNSF maintain mainline operations
in the vicinity, including from Southern California
through Cajon Pass through the San Gabriel Mountains
to Las Vegas, among other destinations. It is unclear
whether Brightline, which operates on sister company
Florida East Coast Railway’s track in South Florida, intends to negotiate agreements for use of those lines;
however, such an agreement would allow easier access
into Los Angeles and provide a one-seat ride. (Editor’s
note from Sasha Ivanoff: I expect Brightline to cut costs in
part by using the same Siemens Charger locomotives as found
in Florida, as in a lack of electrification.) (Railway Age,
September 18; Miami Herald, September 18)
San Diego, California
The San Diego Metropolitan Transit System (MTS)
has received the first light rail car from Siemens as part
of a 45-unit order placed in 2016, continuing a relationship that dates back to the opening of the San Diego
Trolley network in 1981.
Siemens delivered at the end of August the first unit to
the agency's downtown rail yard, with the remaining
vehicles slated to arrive over the next two years.
The new S70 rail cars will enable the agency to increase service frequency on its existing UC San Diego
Blue, Sycuan Green, and Orange lines. Additional trains
also will used on the Mid-Coast Trolley line, which is an
11-mile extension of the UC San Diego Blue Line
scheduled to open in 2021. MTS will use 36 of the new
45 new cars on the Mid-Coast Trolley extension.
The units feature the same low-floor design as MTS'
current fleet, along with a redesigned middle section
aimed at improving passenger flow and providing better
accessibility for riders in wheelchairs. Siemens has relocated the units' operational equipment to make maintenance easier, according to the agency. (Progressive
Railroading, September 4)

Toronto, Ontario, Canada
An extremely heavy rainstorm on August 7 lasting two
to three hours dropped nearly four inches of rain on Toronto, causing major flooding that trapped nine of the
Toronto Transit Commission’s (TTC) new Bombardier
Flexity light rail vehicles (LRVs). One Flexity LRV stalled
while traversing an underpass on the 504/King Street
Line and eventually became inundated under six feet of
flood water. While the LRV sustained substantial damages, the Operator successfully evacuated the six passengers aboard without injuries. That LRV and one other were water-damaged enough to warrant them being
sent to Bombardier’s plant in Plattsburgh, New York.
They will be dismantled and components dried out, and
an evaluation will be performed on what the costs and
timeframes involved are for restoration. While Bombardier has repeatedly missed delivery deadlines for the
204 car order, it is optimistic that the entire order will be
delivered to the TTC by the end of 2019. (CTV News,
August 28)
Vancouver, British Columbia, Canada
Canadian Prime Minister Justin Trudeau and British
Columbia Premier John Horgan announced on September 4 more than C$3 billion in federal and provincial
funding for two major passenger rail projects in Vancouver.
The money will fund construction of the SurreyNewton-Guildford light rail project and the Broadway
Subway extension of TransLink's Millennium SkyTrain
line. Both projects are part of TransLink's 10-year plan
to boost transit options in the Vancouver area.
The Broadway Subway project calls for building 3.5
miles of rail and six stations, while the Surrey-NewtonGuildford project calls for building a 6.5-mile light rail
line. The subway project will, in part, replace the existing B-Line bus rapid transit route and have the capability to move more than 5,100 passengers per hour in
each direction.
The funding stems from an agreement signed this
spring by the governments of Canada and British Columbia. Over the next decade, the federal government
will provide C$3.9 billion toward the cost of infrastructure in British Columbia. (Progressive Railroading,
September 5)
London, England
The opening of the Crossrail tunnels under London
has been delayed from December, 2018 until the fall of
2019, project management firm Crossrail Ltd. announced on August 31.
The Paddington-to-Abbey Wood section of the future
Elizabeth Line will open later than scheduled because
the contractors need more time to complete fit-out and
software development. This has led to testing running
behind schedule.
Crossrail Ltd. says that operations on the full Elizabeth
Line from Reading and Heathrow Airport in the west to
Shenfield and Abbey Wood in the east are to begin “as
soon after the central tunnels open as possible.” This
was originally scheduled for December, 2019.
(Continued on page 15)
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Transport for London has already taken over services
from Liverpool Street to Shenfield in the east and from
Paddington to Heathrow in the West. Class 345 electric
multiple-units being supplied by Bombardier are in service on these routes, alongside older rolling stock. The
new EMUs are still undergoing tests in the Heathrow
tunnels.
Once the central tunnels open, services will initially
run from Paddington (low-level) to Abbey Wood, from
Paddington (high-level) to Heathrow, and from Liverpool
Street (high-level) to Shenfield. Through running would
be introduced later. (Metro Report International, August 31)
The first of 17 driverless metro trains that Stadler is
supplying for the Glasgow Subway was displayed at the
InnoTrans 2018 trade fair in Berlin in September.
In March, 2016 Strathclyde Partnership for Transport
approved the award of a £200 million contract to a consortium of Stadler Bussnang and Ansaldo STS to supply
a fleet of driverless trains and signalling. This is part of
a £288 million modernization project for the 6.5-mile
circular underground metro line.
Expected to enter service from 2020, the 4 foot gauge
four-car trainsets with walk-through gangways will replace the existing fleet of three-car sets. SPT envisages
that operations will switch from the current ATO (GoA2)
to UTO (GoA4) once the signaling and control systems
have been fully tested. (Metro Report International,
September 18)
Potsdam, Germany
Fully-automated driving of a conventional tram was
successfully demonstrated by Potsdam transport operaNYCT Opens Secondary Entrance at Hudson Yards
(Continued from page 9)

13, 2015, it has operated with the primary entrance
which is located just south of W. 34th Street, on the west
side of Hudson River Boulevard. The extension and
station are key elements of the Hudson Yards development, which is adding over 25 million square feet of
commercial office space to the area.
The new entrance shares design similarities with the
primary entrance, but there are some differences as
well. The overhead glass canopy at street level is in the
same style as the primary entrance, but smaller On the
upper mezzanine, the fare control area is not staffed,
and the mezzanine is offset from the escalator bank that
descends to the lower mezzanine. With respect to the
Tech Talk
(Continued from page 18)

ject. A single crossover east of the Farmingdale station,
part of Farm interlocking and currently installed, needs
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tor ViP and Siemens Mobility on September 18 with a
special test run for delegates to the InnoTrans trade fair
in Berlin. Demonstrations were due to continue until
September 21.
Under the joint research and development project, ViP
has made available the original Siemens Combino lowfloor tram, which has been part of the Potsdam fleet
since ending its role as a global demonstrator almost
two decades ago. As well as the Siemens Tram Assistant collision warning system fitted to the new Avenio M
cars for Ulm, the experimental tram has been equipped
with a wide range of sensors including video cameras,
radar, and LIDAR, to detect surrounding objects and
moving traffic.
Currently, Siemens says the tram is purely experimental and not authorized to carry passengers in revenue service. The intention is to identify any technological challenges to autonomous driving under real-life
conditions and then develop appropriate solutions.
(Metro Report International, September 18)
Nuremberg, Germany
Nuremberg Transport Company (VAG) has received
two modern LRVs on loan from Munich and Krakow as
it prepares to launch a request for proposal (RFP) for up
to 85 new LRVs. VAG says it needs additional LRVs to
accommodate increasing ridership and expansion of the
network. The operator plans to solicit requests by the
end of the year, subject to the confirmation of financial
support from the German federal government and the
state of Bavaria. The latter could cover up to 40% of the
cost of the initial order for 12 vehicles through a fund for
reducing air pollution, but deliveries of all 85 LRVs
would need to be completed by the end of 2022., with
the balance delivered by 2034. (International Railway
Journal, August 28)
escalators, there are seven at this location — three in
the bank between the street and upper mezzanine (plus
a stair) and four in the bank between the upper and lower mezzanines. There are no elevators here; they are at
the primary entrance. One feature that stands out is a
large tiled wall that separates the two inner escalators
for almost the entire length of the escalator bank’s rise.
The wall appears to be structural in nature, most likely
to provide load bearing for the future commercial tower
overbuild that will be rising over the station over the
next few years.
The new entrance also features the third and final installment of the large scale, multi-color glass mosaic
“Funktional Vibrations” by the artist Xenobia Bailey.
Additional details and photographs will be published in
the November Bulletin.
to be placed into service. I presume that all of the position light signals at Farm will be converted to the Reduced Aspect System dwarf signals, but this is just a
guess on my part. Also, the one switch at PW interlocking from Track 1 to the west end of the Pinelawn Long
Siding needs to be installed and placed into service.
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SWITZERLAND IN THE LATE SUMMER
by Jack May
(Photographs by the author)
(Continued from September, 2018 issue)
Before resuming the Switzerland trip report with the final
segment, I must thank Rich Taylor for sending me a link to a
great 5½-minute video that shows how freight and supplies
are transferred between the cable car and tramway
at
Grutschalp.
See
http://www.youtube.com/watch?
v=7joxgxsIjTI. (My rides between Lauterbrunnen and Murren
were covered in the May and September, 2018 issues.)
We got a good night's sleep and had a decent Continental breakfast in this friendly mini-hotel. After checking out and leaving our luggage at the desk, we went
our individual ways — for the last time on this trip. Clare
proceeded to an art museum and I, of course, rode and
photographed some streetcars on this variably cloudy
day. I concentrated on the city center, aiming for pictures of the different types of rolling stock, especially the
Peter Witts. I was pleased with the assortment of equipment, all single-ended, in this area where many lines
converge and diverge. In addition to the Witts, which
are approaching 90 years of age, I observed the
4600/4700-series of articulateds, the 4900-Jumbos, and
the Siriettos, shorter versions of the original AnsaldoBreda Sirio cars. Except for the Jumbos, they all seem
to blend in with the city’s architecture and traditional
urban environment. Soon it was time to get back to the
hotel, as Clare and I had agreed on a 12:30 meeting
time.
We both arrived at almost the same moment, picked

up our bags, and rolled them across the square to Centrale. Our goal was to ride the 12:55 to Malpensa Airport
(I had bought tickets earlier), and it was tight. But we did
not fret, as the next train was at 13:25, which still would
give us enough time to catch our Swiss flight at 15:00.
We actually made the train, as it left a minute or two
late. We arrived at the airport's underground station on
time at 13:46 and were checked in very rapidly, as the
first leg of our journey home had us traveling within the
confines of Europe (Zurich) and we would not have to
go through the special screening required for flights to
the U.S. (and other intercontinental destinations).
There is little else to write about. After being served a
nice snack, our RJ-100 landed at Kloten virtually on
time at 16:00. We saw that our departure gate was similar to the one at which we arrived when we started our
trip, but surprisingly, this time the walk was quick. Apparently arriving passengers from the U.S. are directed
on a roundabout route, possibly because of the need to
pass through Immigration and Customs. We were soon
aboard our Swiss A-330 and had a non-eventful flight
home, leaving on the advertised at 17:20 and arriving in
Newark a little before 20:10. We remarked that we felt
the service on the return flight was better than on the
going one, but it is hard to be specific. Anyway, Paul
met us at EWR and we were home before 21:00, ending a very enjoyable and successful trip.

Milan Peter Witt 1827 is shown operating on Route 5 eastbound
through Piazza Duca d'Aosta in front of our hotel. To the right is
Centrale, the city's principal railway station. Five hundred of these
cars were built between 1928 and 1930 and about 100 remain on
the ATM's roster. Eleven of these cars, equipped with trolley poles
(and in three genuine Milan color schemes), are on the roster of San
Francisco's F streetcar line, while two were fabricated into a doubleended unit for San Jose (with pantograph).

A Sirietto glides down Via Broleto in the center of Milan. Route 14
continues straight ahead while Route 1 turns onto Via Grossi at this
intersection near the Cordusio station of the Metro. A diminutive
version of the Sirio tram, 68 of these 100-percent low-floor units (87
feet long compared to the normal 116 feet) were built by AnsaldoBreda between 2003 and 2011.

(Continued on page 17)
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"Jumbo" six-axle car 4987 is shown southbound on Route 12 on Via
Orefici near the Duomo station of Milan's metro. These large, 96feet-long three-section articulateds were built between 1976 and
1978, and sport a peculiar offset front end to make clearances. The
first 50 of these high-floor cars were built by Fiat and the remaining
50 by Stanga. The 15th century Castello Sforzesco, housing various
museums, looms in the background.

Among Milan's most attractive cars are the 33 Stanga-built 46- and
4700s. Sporting a PCC-like exterior, the 65-feet-long high-floor single
articulated units date from 1955 to 1960. The 4600s are air-electric,
while the 4700s are all-electric.

Tracks 1 and 2 at Milan's Central Station serve the Malpensa Express, which connects the massive rail terminal with Milan's largest airport.
Regular service is provided by eMU cars, which make the run in 52 minutes every half hour. A faster service, including non-stop trains, operates between Cadorna, the traditional terminal of the Nord Milano Railway in the city center, and Malpensa, with running times as low as
37 minutes.
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TECH TALK
by Jeffrey Erlitz
The big news this month was the completion of the
new interlocking at W. 4th Street-Washington Square on
the
IND
Sixth
and
Eighth
Avenue
Lines
(ABCDEFM). It was placed into service over seven weekends, as follows:
7/28-30, northbound local Track B2
8/4-6, southbound local Track B1
8/11-13, southbound local Track A1 (upper level)
8/14-17, southbound connecting Track AB1
8/18-20, southbound express Track B3
8/25-27, northbound express Track B4
9/8-10, northbound local and connecting Tracks A2
(upper level) and AB2
This interlocking is remotely controlled from the new
34th Street Master Tower, which was placed into service
on May 14 and is capable of being operated automatically via Train Operator pushbuttons at various locations. The new relay room is at the south end of the
southbound platform on the upper level and can be controlled locally with the maintainer’s control panel located
there. This work was performed by TC Electric, LLC
under contract S-32765. As per current NYCT standards, the maintainer’s control panel was built by Mauell
Corporation. The signals and switches were supplied by
Ansaldo STS, USA but are all still marked as US&S
(Union Switch and Signal).
The BMT Fourth Avenue Line (DNR) is undergoing
major structural rehabilitation work. Starting on August
30, and running through at least the end of this year,
express Tracks F3 and F4 are out of service from the
south end of the 36th Street station to the south end of
the 59th Street station. N trains are running via the local
tracks on that segment for the duration. This work was
anticipated, so N train schedules were written to take
this into account for the Spring Pick back in June.
Over the weekend of August 4-6, the single crossover
at the Northern Boulevard station on the IND Queens
Boulevard Line (EFMR) was removed from service.
The work was done by L.K. Comstock and Company,
Incorporated under contract S-48005, which is the
Queens Boulevard West CBTC project. This interlocking
saw extremely little use over its entire lifetime. It was
possibly last used during a General Order operation, in
the late nineties if I recall correctly, when there was no
service between Queens Plaza and Roosevelt AvenueJackson Heights. F trains, which were being shortlined from 179th Street-Jamaica to Roosevelt Avenue,
were operated light to Northern Boulevard and turned
for northbound service there. E trains were being
turned at Roosevelt Avenue and it was felt, I guess, that
there would be too many trains to turn at Roosevelt.
Your Editor managed to ride one of those F relays and
so was able to ride over possibly the rarest switch on
the entire subway system! Even the connection from
Track 4 of the 42nd Street Shuttle gets used more often.
18

Two more components of the Enhanced Station Initiative project were started recently, both on the IND Concourse Line (CD). 174th-175th Streets was closed on
August 13 and 167th Street was closed two weeks later
on August 27. These are both scheduled to be closed
for the rest of the year but may very well reopen sooner.
Over the Labor Day weekend, September 1-4, Five
Star Electric Corporation, under contract A-35301, modified the track indications for northbound local Track 4
between the Cortlandt Street (now known as WTC
Cortlandt) and Chambers Street stations on the Times
Square master control panel, Chambers Street maintainer’s control panel, and South Ferry Terminal dispatcher’s indication panel. This was all for the addition
of one new automatic signal in that area and was part of
the WTC Cortlandt station project.
September 2 saw the latest reopening of an Enhanced
Station Initiative project when Cathedral Parkway (110 th
Street) on the IND Eighth Avenue (ABC) Line was
completed. This had been out of service since April 9.
On September 3 Tracks F3A and F4A (east leg of the
wye) at Hammels on the Rockaway peninsula were returned to service. They had been out of service since
July 2 for Sandy recovery work. During that time, Far
Rockaway A service operated to Rockaway Park and
the S Rockaway Shuttle ran between Rockaway Park
and Far Rockaway, using the lightly-used Track F6 on
the south leg of the wye.
On September 8, the southbound platform at 238th
Street on the IRT Broadway Line (1) was taken out of
service for street stair rehabilitation work. This work is
scheduled to run through the end of this year but may
not take that long.
The big news this month on the Long Island Rail Road
was the attainment of “Beneficial Use” status for the
Main Line Double-Track project between Farmingdale
and Ronkonkoma. Over the weekend of September 8-9,
work was completed to place the second main track into
service between Farmingdale and Deer Park on Monday morning just after midnight.
Included in this work, Farm 1 interlocking was renamed Farm and PW, Lawn, and Danch interlockings
were placed into service. As stated in a previous issue
of The Bulletin, PW is the former Farm 2 interlocking
and was the location where the original double-track
ended and single-track began. Over at JS interlocking
west of the Deer Park station, the other single crossover
and eastward home signal on Track 2 were also placed
into service, completing the work at this interlocking.
At the Pinelawn and Wyandanch stations, the new
platforms on the south side of the new Track 2 were
placed into service.
There is still a little bit of work to be done on this pro(Continued on page 15)
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MTA NEW YORK CITY TRANSIT OPENS SECONDARY
ENTRANCE AT 34TH STREET-HUDSON YARDS
STATION ON THE 7
by Subutay Musluoglu
(Continued from October, 2018 issue)
(Photographs by the author)
As first reported in the October Bulletin,
New York City Transit opened the secondary
entrance to the 34th Street-Hudson Yards
Station on the 7 on September 1. This
month we will examine the long process by
which rail transit came to the growing Hudson Yards neighborhood, with a closer look
at the three-year-old subway station that
serves it.
The opening of the entrance is the latest
step in the development of Hudson Yards,
where over 25 million square feet of commercial and residential space will ultimately be
built. It should be noted that while the use of
the name Hudson Yards is itself relatively
new, the area’s evolution goes back over 30
years. The neighborhood traditionally did not
have a name, sometimes referred to as the
Far West Side or Far West Midtown, or some
variation thereof, and was defined loosely as
an area bounded by W. 42nd Street on the
north, 10th Avenue on the east, W. 30th Street
on the south, and 12th Avenue on the west.
Until recently, the area’s most prominent features were the access roadways to the Lincoln Tunnel, the Jacob K. Javits Convention
Center (opened in 1986), and the Long Island Rail Road’s John D. Caemmerer West
Side Yard (opened in 1987). Both of those
were constructed over the remains of the
Penn Central (originally New York Central)
30th Street Yard, which dominated the area
for most of the 20th Century. The rest of the

neighborhood was comprised of an assortment of tenement apartment houses, industrial loft buildings, warehouses, and parking
lots and garages used mostly for off-hour taxi
and bus storage.
While the area had always been seen as
the logical extension of the Midtown office
district, the right economic conditions never
seemed to line up for redevelopment. It had
been hoped that the opening of the Javits
Center would be followed by hotels and new
commercial office buildings; however, its location on 11th Avenue, a 10-15-minute walk
from the nearest subway station (8th Avenue
and W. 34th Street) was considered less than
ideal, so the anticipated development never
occurred, leaving the center rather isolated.
Various proposals emerged to jump-start
development. In the mid-1980s, the MTA began to examine ways of building transit access westward from Penn Station. One idea
that gained some traction was to build a form
of automated guideway transit, essentially a
people mover, underground between Penn
Station and the Javits Center, mostly following the alignment of the LIRR’s access tracks
to the West Side Yard. The complexity of the
construction, which would have required extensive modifications to Penn Station’s subterranean structural framing and impacts to
LIRR daily operations, was deemed to be not
cost-effective relative to the investment required and the ridership served.
(Continued on page 4)
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THE GENESIS OF DASHING DAN —
A NEW JAMAICA AND THE MAIN LINE COMPLETE
by George Chiasson
(Continued from October, 2018 issue)
THE REPLACEMENT OF “OLD” JAMAICA
STATION — NUMBER 2, INTERIM TRACKAGE AND
CONSTRUCTION
As a follow-up to its emphasis on physical plant improvements which would directly impact operations at
Penn Station, the Long Island Rail Road designed the
new Jamaica station project in the years between 1906
and 1910. By the latter year not only had the New York
Terminal come to reality, but so also were the LIRR’s
Main Line and Atlantic Division able to completely support the various types of service engendered by the era
of electrification. As disclosed above, the first bits of
construction at the new site materialized in July, 1910
when foundation work was undertaken for the station
and office building on what was then a largelyresidential street in Jamaica, and a series of grade separations started at Van Wyck Avenue which would not
only expand and elevate the LIRR over the street but
also overcome the track-level convergences of the Montauk Division and Main Line with the Atlantic Division
west of the new station site.
After the creation of Archer Avenue had made sufficient progress by that fall, ground-level trackage
through the existing Jamaica Yard was adopted for the
Main Line as a temporary right-of-way around the northerly side of the new station site. This initial thrust of
construction bore fruit by November when a permanent
2-track overpass was opened at Van Wyck Avenue to
carry what would become Main Line Tracks 3 and 1
over the street as a partial replacement of that location’s
long-existent grade crossing, though in the interim it
was to be used by trains to and from Woodside in both
directions. As a result “JA” and “AC” Towers were permanently eliminated, along with any future ability to operate through trains between Brooklyn and Queens via
the Main Line.
Meanwhile the Montauk and Atlantic Divisions were
diverted around the future Jamaica Station site to pass
through “MP” interlocking (the former Tower 67), using
three temporary tracks along the south perimeter of the
original alignment. On the easterly end of the site, all
five main irons were reunited in their original positions
by Rockaway Road, and continued from there into “Old”
Jamaica Station. As the fair weather began to take
shape in 1911, so did the next stage of construction with
continued expansion of the work area westward of Van
Wyck Avenue into the area of “MP” interlocking and
even toward Morris Park Shops, which brought about
some track consolidation on the Montauk Division main
line by September, along with a relocated westbound
platform at the Dunton rapid transit station. All through
1911 and 1912, a pair of imposing new overpasses
were built across Van Wyck Avenue which would facili-

tate the future crossing-free connection between the
Atlantic and Montauk Divisions, positioned inside the
triangle once formed by Brighton Junction, Tower 67,
and Tower 14.
On July 25, 1911 the LIRR and City of New York
reached agreement on the construction of 16 overpasses (one variant of which was locally referred to as an
“underjump”) across existing streets where the tracks
were being elevated around the new Jamaica Station
project. The most important of these included the already-partially-complete Van Wyck Avenue bridges for
the Main Line, Atlantic Division, Montauk Division, and
Morris Park Shop leads, along with Foley (143rd) and
Church (153rd) Streets as well as Rockaway Road, each
of which were located in the immediate area of the new
station. However, the huge overpass at what became
Sutphin Boulevard was not included in this agreement
as that street was considered to be new construction on
otherwise private property undertaken by the railroad.
Contracts for the list of new bridges were let within
months, but disputed cost estimates delayed all from
being started either simultaneously or on time. This later
resulted in a haphazard pattern of grade crossing elimination and put the new station out of harmony with its
supporting track improvements as both were separately
completed in stages. By the end of 1912 the two most
essential overpasses at Foley Street and Sutphin
Boulevard (situated at either end of the new station)
were nearing completion, along with the four-track Atlantic Division crossing at Van Wyck Avenue and that of
the Montauk Division at Maure Avenue (130th Street). Of
the remainder, Rockaway Road and Church Street had
been delayed and were still in their earliest phases of
construction, while several overpasses along the westerly stretch of the Montauk Division main line were well
underway and would be completed during the following
year. Other bridgework on the Atlantic Branch (Old
Southern Road) as it moved away from the new Jamaica Station had yet to even be started and would not materialize for several months.
After another construction contract was granted on
June 13, 1912 the railroad’s large, five-story terminal
building also took shape during the winter season of
1912-3, sporting a somewhat utilitarian design of brick
and sculpted stone with a marquee attached on the east
side to mark the main entry point off Sutphin Boulevard.
The two temporary Main Line tracks between Van Wyck
Avenue and Rockaway Road passed immediately by
the south side of the new structure, while a 16-foot-high
elevation, located in part through the former Jamaica
Yard and in part where the original main tracks had
been, was constructed next to that across Sutphin
(Continued on page 3)
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right-of-way. By August of 1912 this brought about the
creation of a wholly-new but temporary station at
Dunton, located on the west side of what was left of the
Van Wyck Avenue crossing.
After a third temporary main track was laid around the
north side of the new station site, westbound Montauk
and Atlantic Division traffic began to use it on November
30 to reach their new (permanent) overpass of Van
Wyck Avenue as well as yet another temporary platform
for the Dunton station. This was actually laid within one
of the “portals” being created to carry the future Montauk Division “by-pass” and eastbound Main Line tracks
across the Atlantic Division, thereby forming a doubledeck bridge over the pre-existing street when it was
completed.
Meanwhile, eastbound Montauk and Atlantic Division
trains continued to utilize the two remaining ground level leads around the south side of the Jamaica Station
site until sometime in early 1913, when more changes
at MP Interlocking pulled Montauk trains over to the
north side, where they shared iron with Jamaica-bound
Main Line traffic, itself still employing the temporary arrangement begun in November of 1910. From that time
until the new station was placed in service, the lone remaining grade-level main around the south side of the
work area was used solely by eastbound trains from
Flatbush Avenue in Brooklyn that were bound for Jamaica.
(Continued on page 4)

(Continued from page 2)

Boulevard. The actual station on the new elevation
would be formed by five high platforms bracketed by
eight tracks when completed, but this aspect of the project did not fully emerge until the second half of 1912,
while wooden “dummies” which mimicked the projected
facilities in size were used elsewhere on the site to assess equipment clearance details three years before
construction was finalized.
Also to be added on this burgeoning elevation was a
new wood and brick control tower to replace
“MP” (formerly Tower 67 and later to be designated
“Dunton”), where the Montauk and Atlantic Divisions
had historically come together at Maure Avenue (130th
Street), while another called “J” (and later to be known
as “Jay”) would eventually take the place of
“AC” (formerly Tower 14) where the Atlantic Division and
Main Line converged near Van Wyck Avenue. Thanks in
part to overpass construction delays, very little of substance was changed east of Rockaway Road while the
new station was built, with the existing right-of-way remaining largely intact well into 1913.
As work progressed further through 1912, the abuilding elevation grew to encompass almost 20 blocks from
west to east, and the temporary main lines adjusted
accordingly to retain access via the previous grade-level
NYCT Opens Secondary Entrance at Hudson Yards

and the permanent closing of the street above to allow
for the addition of a number of new signature entrances
to the station.
While the initial plans for Moynihan Station were formulating, the city had begun to recover from the effects
of the 1990-2 recession. Economic growth began to
take off in the mid-1990s, during the first term of Mayor
Rudolph Giuliani’s administration, creating favorable
conditions for the development of Far West Midtown. At
around the same time, the New York Yankees were seriously contemplating leaving their long-time home in
the Bronx, possibly even moving to New Jersey. Mayor
Giuliani, always quick to tout his Yankee fandom, proposed decking over the West Side Yards for a new Yankee Stadium and accompanying commercial development. The proposal ran into heavy opposition from a
variety of forces, ranging from local residents and elected officials to good government advocates. The resistance centered on the inappropriateness of the area
for a sports stadium and the accompanying parking accommodation that was being proposed. As such, the
project did not advance and the Yankees eventually
settled on staying in the Bronx and building themselves
a new home there. Yet the genie was now out of the
bottle — the concept of covering the yards and transforming the area only became a matter of time.
As the 21st Century dawned on New York City, and in
the wake of the 9/11 terror attacks, a new Mayor was
eager to prove that the city’s tragic setback would be

(Continued from page 1)

In the early 1990s, Amtrak began floating the idea of
using the landmark James A. Farley General Post Office building as a westward expansion of the Penn Station complex. This made practical sense, as the center
trackage and platforms of Penn Station stretched underneath the postal facility. It was proposed to transform
the landmark mail sorting room into a grand passenger
concourse that would both recall and pay homage to the
original Penn Station headhouse. The rest of the building would receive a variety of mixed uses, including retail, offices, and meeting spaces, forming the first step
of the of Midtown’s inevitable westward march. The
usefulness of the project was questionable; while it
would add to Penn Station’s passenger circulation and
enhance the passenger experience, it did not physically
expand the station’s rail capacity, and other than providing a portal from 9th Avenue, did not directly serve the
areas to the west.
The project came to be known as Moynihan Station,
named after the late United States Senator who became its greatest champion up until the time of his
death. Following over 20 years of alternating phases of
momentum and languishment, the effort is now in full
swing, with Phase 1 having opened in June, 2017, and
Phase 2 scheduled to open by late 2020. A more ambitious follow-on phase is in development, which includes
the widening of Penn Station’s 33rd Street Concourse

(Continued on page 7)

3

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
— NOVEMBER,
2018 2000
The Genesis of Dashing Dan
(Continued from page 3)

(Continued on page 5)

4

ERA BULLETIN — NOVEMBER, 2018
The Genesis of Dashing Dan
(Continued from page 4)

(Continued on page 6)

5

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
— NOVEMBER,
2018 2000

(Continued next issue)

6

ERA BULLETIN — NOVEMBER, 2018
NYCT Opens Secondary Entrance at Hudson Yards

mining the appropriate massing and scale of the buildings, open space and public realm improvements, and
the utility and infrastructure requirements. To handle this
effort, the city set up a new agency known as the Hudson Yards Development Corporation (HYDC), which
was essentially a subsidiary of the existing New York
City Economic Development Corporation. The HYDC
would also ultimately be responsible for negotiating and
entering into contracts with the developers who would
build the commercial and residential buildings. A companion entity, the Hudson Yards Infrastructure Corporation (HYIC) would focus on the financing of all the public
investments, including the Flushing Line Extension.
In September, 2002, the HYDC awarded a contract to
Parsons Brinckerhoff for the conduct of an Environmental Impact Statement. Following two and half years of
work, in January, 2005 the New York City Council approved the Hudson Yards rezoning and the Flushing
Line extension. However, concerns with the stadium
and the Olympics bid as a whole continued to grow. And
then on June 6, 2005, the New York State Assembly
refused to fund the West Side Stadium, dealing the bid
a major setback. The city quickly scrambled to salvage
its bid, offering to build the then proposed Shea Stadium replacement in Queens initially as an Olympicsgrade venue, but ultimately, the 2012 Olympic Games
were awarded to London.
Despite the setback, the Bloomberg Administration
was convinced that the city's future economic potential
would be best served if the Hudson Yards development
continued to move forward. By October, 2006 the MTA,
the City of New York, the HYDC, and the HYIC agreed
to the design, construction, and $2.1 billion in funding
for the Flushing Line extension. The length of the extension would be 1.5 route miles, with 3 track miles. Two
stations were planned, at 10th Avenue and W. 41st
Street, and the terminal at W. 34th Street and 11th Avenue. Final engineering was underway, also performed
by Parsons Brinckerhoff and in April, 2007 the MTA
awarded a construction management contract to a joint
venture of Hill International, LiRo Engineers, and HDR.
As the designs were finalized, it became clear that the
project would exceed its original estimate, approaching
$2.4 billion. This led to the controversial decision in October, 2007 to cancel the 10th Avenue station. Since the
city had pledged to pick up the entire cost of the extension, the MTA indicated that it would not cover any cost
overruns. The city was equally resistant to increasing
the budget, which was specifically tied to the selling of
bonds backed by the anticipated future revenue
streams coming in from the Hudson Yards development. Efforts to revive the station were pursued, and
there was talk of at least having a "shell" to minimize
disruption if and when it became possible to add the
station in the future. In hindsight these efforts were ineffective and weak as the city and the MTA could not
even agree to the cost sharing of the shell. The initial
construction contract for the running tunnels advertised
in February, 2007 had contained the shell as an option

(Continued from page 3)

overcome. Mayor Michael Bloomberg picked up where
his predecessor left off, proposing an even more ambitious plan. The city would make a bid for the 2012
Olympic Games, and the centerpiece of the bid would
be a grand stadium over the yards. Following the conclusion of the Games, the stadium would be converted
for use as a professional football stadium, luring the
New York Jets back to the city from New Jersey. Over
time, a new office and residential district would grow
around the stadium. Though some limited parking was
still a component of the plan, Mayor Bloomberg was
eager not to repeat past mistakes. As part of its bid
package, the city proposed to fund the construction of
an extension of the IRT Flushing Line from its Times
Square terminal, which was seen as an absolute necessity to serve the stadium. Doing so was seen as essential to winning over the International Olympics Committee in securing the games, while also placating critics
rightly concerned about the scale of future development
in a “transit desert.”
Technically this was not the first time that a westward
extension of the Flushing Line was considered. In the
late 1980s and early 1990s talk began of the possibility
of extending the Flushing Line out to the Meadowlands
in New Jersey, providing a direct link to the sports and
arena complex there. A broad sketch of such a concept
found its way into the MTA’s 20-Year Capital Needs Assessment covering the period of 1992-2001. This discussion, which was taking place on both sides of the
Hudson River, led to the initiation of a major investment
study known as “Access to the Region’s Core,” the purpose of which was to study the expansion of passenger
capacity across the Hudson and East Rivers into Midtown Manhattan. The effort was an unprecedented cooperative effort of the Port Authority of New York & New
Jersey, the MTA, and NJ Transit. At a high level, the
scope of the study took a matrix approach that was not
limited by mode and jurisdiction, and as such produced
a long list of 137 alternatives comprised of multiple subway and commuter rail extensions, as well as bus and
vehicular crossings. An extension of the Flushing Line
to New Jersey was among the alternatives, but it did not
survive a detailed screening process to meet the study’s
objectives, which eventually yielded an expansion of
commuter rail between New Jersey and New York, comprised of a new Hudson River rail tunnel and a new terminal adjacent to Penn Station. It was this project that
was cancelled by then-New Jersey Governor Chris
Christie in October, 2010, and has now been born again
as the first phase of the Gateway project.
Returning to the city’s Olympics bid, detailed studies
were required as to how the area around the stadium
would eventually be developed. By this time, the name
Hudson Yards had been coined and its common usage
was promoted actively. The studies included a framework for rezoning from predominantly industrial use to
mixed use, identifying the right balance of uses, deter-

(Continued on page 8)
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and then selected Tishman Speyer. However, Tishman
Speyer subsequently withdrew its bid, and the next
highest rated bidder, Related, moved up. By this time,
the 2008 financial crisis was in full swing, forcing more
delays. It was not until 2011 when a final agreement for
a $1 billion sale price was reached between Related
and the MTA.
It had been hoped to open the extension before the
end of the Mayor Bloomberg's last term on December
31, 2013. It became clear by mid-2012 that this would
not happen. A variety of challenges with the systems
installations inevitably led to delays. Particular issues
with the fire alarm systems, the escalators, and the inclined elevators were difficult to solve. Completion and
opening was tentatively scheduled for June, 2014.
Nonetheless, a photo opportunity was staged on December 20, 2013 to allow Mayor Bloomberg to
"ceremonially open" the 34th Street station.
Less than two months later, on February 27, 2014, it
was announced that the line would open in November.
Ongoing issues throughout 2014 once again forced additional delays. By October it was hoped that February,
2015 would finally be it, yet by the end of the year this
was revised again to be April or May. In March, 2015, it
was pushed to July, and when July rolled around it was
announced that opening day was settled — September
13, 2015, and indeed on that day the Flushing Line Extension and the primary entrance to 34th Street-Hudson
Yards Station was finally opened for public service.
At this point a review of some of the 34th Street Station's specifics. While the station cavern is located directly underneath 11th Avenue, the vertical access is
through three shafts inclined 27 degrees to the east. As
such, the station access points are to the east of 11 th
Avenue, almost midblock (see Figure 1). It is comprised
of three levels — an upper mezzanine 28 feet below
street level, a lower mezzanine 109 feet below street
level, and the platform is at 125 feet below street level.
It should be noted the station has a design capacity of
25,000 people in the peak hour and is anticipated to be
the busiest single-line station in the NYC subway system once the Hudson Yards area is fully built out. Every
aspect of the station was designed with the singular
objective of handling large amounts of passengers. The
column-free platform is 36 feet in width, one of the widest in the system. Eight sets of stairs and an elevator
provide access from the lower mezzanine to the platform. Two diamond crossovers are located at opposite
ends of the station and with the aforementioned tail
tracks, train throughput is a marked improvement over
the previous situation when the Times Square station
was the terminal. And as the Flushing Line's cutover to
full CBTC signaling operations takes place before the
end of this year, it is hoped that daily operations will
improve even more.
The primary entrance is located just south of W. 34th
Street, on the west side of Hudson River Boulevard, a
new north-south thoroughfare that has been built midblock between 10th and 11th Avenues. The south end of

(Continued from page 7)

which had to be exercised by the time of award so as
not to jeopardize the contractor's bid price.
With no agreement to be had, in November, 2007 a
construction contract in the amount of $1.145 billion
was awarded to a joint venture of Shea Construction,
Skanska Construction, and Schiavone Construction.
This contract encompassed the mining of the running
tunnels with tunnel boring machines (TBM), the 34 th
Street station cavern, and the transitionary structures
under the Port Authority Bus Terminal to link the mined
tunnels with the tail tracks of the existing Flushing Line
beyond the Times Square station. Additional contracts
were subsequently awarded for the primary station entrance structure, the secondary entrance, three ventilation buildings, systems, and station finishes. Initial excavation began in January, 2009 below the bus terminal, a
tricky operation involving drill and blast techniques without disturbing the 24/7 operations of the terminal. Just
to the east, the IND Eighth Avenue Line posed an additional challenge. The unused lower level trackway was
directly in the path of the proposed extension alignment,
requiring special measures to underpin the existing subway structure, while the lower level was penetrated and
reconstructed to allow the extension alignment to intersect it and pass through.
Also in January, 2009, the first components for the two
tunnel boring machines began to arrive at the TBM assembly shaft at 11th Avenue and W. 26th Street. That
location marked the end of the tail tracks that extend
south beyond the 34th Street station, with accommodation for laying up six trains (three on each track). Mining
started four months later in May, 2009 and was completed by June, 2010.
As we have seen with the other rail expansion projects
in New York City (Second Avenue Subway and East
Side Access), the actual tunneling is always the easiest
part of the overall project. The complexities lie with the
systems work, which includes communications, signaling, traction power and facility power, fire and life safety
systems, and vertical circulation. This last element was
particularly challenging on the Flushing Line Extension,
with the longest escalators in the New York City subway
system being a prominent feature at the 34th Street station. Moreover, fulfilling the need for ADA access required the installation of inclined elevators — a first for
the New York City subway (more on that shortly).
As work proceeded on the extension, the Hudson
Yards development was having some challenges. As
the owner of the LIRR West Side Yard, the MTA took
the lead on choosing the developer. A bid process with
a companion design competition was held in Autumn,
2007, yielding 5 bid teams comprised of the biggest
names in New York City real estate. By Spring, 2008, as
the winning bid was about to be selected, critics expressed concern that the MTA was not receiving a fair
price for the yard’s value. Under pressure, the MTA
modified the terms of the deal, received revised bids,

(Continued on page 9)
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manufactured in Italy, and installed at a cost of $2.7 million, each inclined elevator is essentially a form of funicular, with two side-by-side cabs descending 82 feet,
while traveling a lateral distance of 172 feet. Each cab
can accommodate 15 standing passengers or 3-5
wheelchair passengers. Though the elevators proved to
be initially problematic prior to opening, there was a
very practical reason for their construction. Because of
the station's unique configuration, providing conventional elevator access would have been costly and impractical. It would have required the excavation of a deep
vertical shaft from 11th Avenue directly down to the cavern to an additional fare control area adjacent to the
lower mezzanine.
As mentioned last month, the secondary entrance is
also located on Hudson River Boulevard, but one block
to the north. Three escalators and a stairway descend
under the third and final art installment to the upper
mezzanine's unstaffed fare control area, which is distinct for being offset from the shaft that descends to the
lower mezzanine. The shaft contains four escalators
and features a large tiled wall that separates the two
inner escalators for almost the entire length of the escalator bank’s rise. The wall appears to be structural in
nature, most likely to provide load bearing for the future
commercial tower overbuild that will be rising over the
station over the next few years.
Now that the station is complete, all that remains is for

(Continued from page 8)

the new street is right outside the entrance, and when
the Hudson Yards development is fully built out, this
street will provide direct access into the heart of the
complex. It should be noted that prior to the start of
work on Hudson Yards and the subway, the grade of W.
34th Street was higher than W. 33rd Street. In fact, when
the station opened, keen observers standing by the entrance would have noticed that Hudson River Boulevard
ended at a fence twenty feet above the north sidewalk
of W. 33rd Street. Since then, W. 33rd Street between
10th and 11th Avenues has been filled in to raise its profile, creating a uniform and level grade between Hudson
River Boulevard and the top of the Hudson Yards deck.
The primary entrance contains four low-rise escalators
and two stairways passing under the first of three installments of the large scale glass mosaic, “Funktional
Vibrations,” by the artist Xenobia Bailey. An elevator is
located in the public park just behind and to the south of
the glass entrance canopy. The oval-shaped upper
mezzanine, which features the second art installment
on the ceiling, contains a staffed booth, and beyond the
fare array two separate shafts descend to the lower
mezzanine. Facing west, the right-hand shaft contains
four escalators. The left-hand shaft contains an additional escalator and two inclined elevators. Specially

Figure 1 - Isometric view of the 7 Line’s 34th Street-Hudson Yards station.
MTA Board New York City Transit Committee presentation, September 24, 2018
(Continued on page 17)
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by Ronald Yee and Alexander Ivanoff

MTA Long Island Rail Road
The LIRR officially re-opened the rebuilt Flushing Main
Street station on the Port Washington Branch on October 18. Costing $24.6 million, the reconfigured station
now provides direct access from both eastbound and
westbound platforms to Main Street in Downtown Flushing. The original access to the westbound platform was
via an alleyway on the south side of 40th Road, about
150 feet west of Main Street. In recent years, at least,
there was no signage at Main Street directing potential
passengers to the westbound platform. You either had
to know where it was or you had to ask someone.
The station is now fully accessible, with elevators to
both platforms. A street-level ticket office on the west
side of Main Street, located in an open plaza, leads directly to the stairs that lead up to the westbound platform. A vast improvement over the former narrow stairways, the station now features passenger waiting shelters equipped with USB charging ports for personal
electronics, new platform railings, tactile platform edging, LED lighting, new passenger information displays,
and a new, improved public address system. With an
average of over 2,200 weekday riders, Flushing Main
Street ranks 50th of the LIRR’s 124 stations and is the
ninth busiest in Queens County. (LIRR press release,
Flushing Post, October 18)
MTA Metro-North Railroad
An internal source at the MTA has indicated that Metro-North is in active negotiations to lease two P-42-DC
Genesis locomotives that Amtrak has deemed surplus
and recently advertised for sale or lease. The intent is to
assign the two units to power the “Rail Scrubber,” a train
that is utilized to clean the running rails of slippery leaf
residue during the Fall foliage season to prevent trains
from losing traction during braking and acceleration
modes. During the other seasons, these two locomotives would join the locomotive pool powering the shuttle trains operated on the Danbury and the Waterbury
Branches on the New Haven Line.
While on the subject of Metro-North’s dual-mode locomotive fleet, the railroad is currently proceeding with the
initial steps of plans to replace the 27 Metro-Northowned P-32-AC-DM Genesis II dual mode locomotives
acquired during the 1995-2004 period, which will be
approaching the end of the expected service lives in
about five years. During the July, 2018 MTA Board
meeting, Metro-North officials indicated that up to 15
Siemens Charger-class SC-44 locomotives may be purchased to replace the current mix of rebuilt F-40 and
GP-40-class locomotives powering the Port Jervis and
Pascack Valley Line trains of the west-of-Hudson services out of Hoboken, New Jersey. The Siemens
Charger locomotive body, with some minor adjustments,
would meet the tight clearance requirements of the Park
Avenue Tunnels leading to Grand Central Terminal. A
10

Phase I RFP (Request for Proposals) was issued in August 16 with responses due September 17 for a base
order of 28 dual-mode versions of its SC-44 class with
options for additional units over several option orders. It
is assumed that the Connecticut Department of Transportation (CDOT) would join in such an order when it is
placed to replace its four P-32-AC-DMs and possibly its
eight aging ex-Amtrak P-40-DC locomotives currently in
use on the Shoreline East (SLE) Line from New Haven
to Old Saybrook, Connecticut. Interestingly, there are
technical variations for the option locomotives (Phase
Two of this possible order to include the ability to operate above the 90 miles per hour maximum specified for
the Metro-North units with possible 110 and 125 miles
per hour maximum operating speeds, dual-mode diesel
and third rail d.c. electric, as well as dual-mode diesel
and overhead catenary electric operation with a.c. catenary energized at 25-cycle, 11.5 kilovolt or 60-cycle,
12.5 kilovolt and 25 kilovolt. (Editor’s Note by Ronald Yee:
Potential applications of such variants would be for Amtrak’s
Empire Corridor to Penn Station, New York (Diesel and d.c.
third rail) and elimination of engine changes for Harrisburg
and Vermonter trains (diesel and a.c. catenary) as well as NJ
Transit operating through services from its non-electrified
lines to Penn Station, New York such as the Raritan Valley
and Montclair Lines and possibly the Port Jervis and Pascack Valley when and if a direct rail connection is built in the
future. The LIRR would probably be well advised to join in on
this potentially collaborative locomotive order (Metro-North,
Connecticut Department of Transportation, and possibly
Amtrak and NJ Transit) as its 45 DE-30 and DM-30 Super
Steel EMD-design-based mainline passenger locomotives
also date back to the mid-1990s and will soon be considered
life-expired.) (MTA Metro-North Railroad, August 16)
NJ Transit
In an effort to free up a few more cars for the accelerated pace of installation of Positive Train Control hardware and software on NJ Transit’s operating cab cars
and locomotives, the agency has proposed to temporarily discontinue the Princeton “Dinky” shuttle, linking that
university town with Princeton Junction on the Northeast
Corridor. NJARP and other transit and urban advocates
have mounted an opposition campaign. They are concerned that this suspension, like the “temporary” suspension of Atlantic City services until a “promised” restoration in early January, 2019, could become permanent as a cost-cutting measure by the cash-strapped
agency. NJ Transit is struggling to climb out of the fiscal
hole that the previous Governor had created through
systematic underfunding which led to deferred maintenance on infrastructure and equipment. Even with the
revised train schedules that reduce the number of trains
operated during the peak periods to free up cars and
locomotives for PTC work, train cancellations stemming
(Continued on page 11)
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from equipment shortages caused by the sidelined
equipment being upgraded with PTC continue to plague
the 150,000 commuters using the system on an average weekday. Progress has been made, with the number of PTC-equipped trains rising from just 12% in January to over 74% as of mid-October. (Bloomberg.com,
October 18)
Industry
UITP and APTA signed a memorandum of understanding (MOU) on September 25 to strengthen their relationship and future cooperation. The two organizations will
work together on areas of mutual benefit to their members and organize joint training programs. The first topics identified for cooperation are electric buses and new
mobility services. (Metro Report International, October
8)
Miscellaneous
2018 ERA Convention
The Electric Railroaders’ Association held its annual
North American convention in the San Francisco Bay
Area over the Labor Day weekend. There were around
85 attendees, making it one of the most well-patronized
conventions in recent history.
On September 1, the ERA visited the Western Railway
Museum at Rio Vista Junction. The visitors were treated
to a ride on Oakland, Antioch and Eastern interurban
car 1020 (Hall Scott Motor Car Company, 1913) and
then Key System interurban 187 (Bethlehem Shipyard,
1937). Also seen and photographed was former San
Diego Trolley U2 1018 (Düwag, 1982). Some of the
group also toured the trolley barn containing the rest of
the museum’s collection.
The group then left, as they were on a very tight
schedule, given California's notorious freeway traffic, to
Sonoma County to ride the Sonoma-Marin Area Rail
Transit (SMART) commuter rail line. This new service
uses diesel multiple unit trains (DMUs) built in 2015 by
Nippon-Sharyo. Unfortunately, Nippon-Sharyo exited
the U.S. railcar manufacturing market in mid-2018. Poor
market conditions to manufacture rail equipment and
maintain an acceptable profit margin were cited as the
reasons for doing so. Due to delays on the highways,
the ERA ended up boarding the SMART train at the Novato San Marin station, three stops north of the south
terminal, for the ride north to Sonoma County Airport, its
northern terminus. The conventioneers then rode the
line in its entirety southbound to Santa Rosa, where two
chartered buses took some of the group to Sausalito for
a ferry ride back to San Francisco while the rest of the
group stayed aboard to return to the hotel with plenty of
time to freshen up for the ERA banquet and show.
The banquet featured a show by ERA First Vice President John Pappas focused on scenes he recorded of
San Francisco’s transit scene from his prior visits to the
Bay Area spanning several decades into the past.
September 2 was the second day of the convention
and saw the group ride two chartered MUNI trolleys
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over parts of the light rail network. The cars were exMelbourne & Metropolitan Tramways Board 496 (James
Moore & Sons, 1928) and PCC 1051 (St. Louis Car
Company, 1948), painted in traditional SF Municipal
Railway colors. The ERA was indeed fortunate in securing the two cars to charter as MUNI, citing extreme crew
shortages, has imposed a ban on private charters of
any MUNI trams that began in June, 2018. To insure
that MUNI would be able to support the ERA’s two-tram
charter, the charter date was moved from Saturday,
September 1 to Sunday, September 2. The crew shortage situation is not expected to change anytime soon.
The older operators who are qualified to operate the
vintage equipment are retiring at a faster rate than they
can be replaced by new employees.
The ERA’s charter trip started from the Cameron
Beach Barn and Yard, where MUNI's historic streetcar
and tram fleet is stored. MUNI brought out much of its
rarely seen historic fleet, forming a lineup for all attendees to photograph, board and inspect. A tour was
also given of the Curtis E. Green Light Rail Center
(MUNI Metro's main shop) across the street before the
trip commenced. Two photo stops were conducted during the charter, one along the J Line on San Jose Avenue, a short distance from Balboa Park. This turned out
to be a bit too narrow of a location for a car load of fans.
The other photo stop was at the Brannan Street stop on
the N and T Lines. This stop offered views of the trolleys
and the west suspension spans of the San Francisco
Bay Bridge. Unfortunately, due to MUNI regulations and
safety and legal liability concerns, this photo stop was
conducted at the low-level platform area of the Brannan
Street station and not a block earlier, which would have
offered a better view of the bridge over the trolleys. We
made the best of both. A stop was made at the MUNI
Metro-East Yard and Shop where the ERA was given a
tour of the facility as well as some of the newly delivered Siemens LRV4 cars. On the way back to Cameron
Beach Yard we caught up to the regular service J Line
LRV ahead of us as we neared Mission Dolores Park.
An unscheduled photo stop was then conducted at the
20th Street stop. This provided a great sunlit view of
both of the chartered cars, the upper end of Mission
Dolores Park, and the downtown San Francisco skyline
in the distance.
On the third day of the convention, September 3, the
group rode chartered buses to Sacramento, where a
connection was made onto Sacramento RT's (SacRT)
Yellow Line from the Sacramento Valley station to Historic Folsom. The Blue Line had been covered during a
previous ERA convention in 2004 with both the 100series Siemens and 200-series CAF LRVs and had also
included a shop tour. After a lunch break in Historic Folsom, the group rode back to the Sacramento Valley station and made a short stroll over to the California State
Railroad Museum, located in Old Town Sacramento.
After a guided tour, the group was free to enjoy the museum and the Old Town district and have dinner there.
September 4, the fourth and last day of the ERA Con(Continued on page 12)
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vention, featured a ride on BART from the Montgomery
Street station in Downtown San Francisco to Hayward.
There, we were met by BART officials who invited us to
stay at the station 20 minutes to wait for and photograph the new Bombardier-built BART railcars. As they
are still considered very new, BART is limiting them to
passenger service only on the Richmond-Warm
Springs/South Fremont "Orange" Line, allowing them to
pass by the Hayward Shop on every run. BART did not
quite have the full confidence in these cars to allow
them to operate on the other lines, all of which involve a
crossing in the four-mile-long Transbay Tube to San
Francisco. BART provided the ERA with a tour of the
current, as well as the new, Hayward Shop. The latter
was scheduled to open for operations the following
weekend with component repair being the first to move
in. Car repair and overhaul will continue to be conducted at the old shop until the new shop is in full operation.
Once that happens, the old shop facility will be repurposed into administrative functions. After a very brief
lunch break, the group was taken to the Bay Fair station, where we were fortunate enough to catch the new
Bombardier consist on the Orange Line to Oakland,
where we transferred to a train bound for Pittsburg/
Baypoint. The BART trains continue a short distance
east of that station to a transfer station where passengers connect to the newly opened (May 26, 2018) eBART line to Antioch, which is served by Stadler GTW
Diesel Multiple Unit trains (DMU). Our BART guide gave
a speech and summary of BART's potential plans to
extend this line in the future. The 2018 ERA Convention
officially concluded when the group returned to San
Francisco that afternoon.
Other Transit Systems
Washington, D.C. area
WMATA announced on social media on October 12
that its 5000-series railcars used for Metrorail services
have been retired after only seventeen years in service.
However, DCist reported that several of the 5000-series
cars continued in service after that date. Built jointly by
CAF and the AAI Corporation, the cars have been continuously plagued with reliability issues, with WMATA
getting permission from the Federal Transit Administration in 2015 to replace them instead of a mid-life overhaul. (Editor’s Note by Alexander Ivanoff: It is unfortunate
that the 5000s were so unreliable as to not warrant rebuilding. The R44s and R46s were around the time of my birth just
as old as the WMATA cars and yet those two classes received
complete general overhauls (GOH), which included replacing
problematic systems (P-wire controls being one of them) with
more reliable ones (traditional Cineston controllers and braking systems). Most New York-area railfans would argue the
NYC Transit and Morrison-Knudsen GOH made the R44s
and R46s better equipment than when St. Louis Car and Pullman-Standard, respectively, built them. It is a shame that such
young equipment is being retired, but I cannot object if it is
justified.) (WMATA’s Twitter newsfeed, October 12;
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DCist, October 17)
Atlanta, Georgia
The Metropolitan Atlanta Rapid Transit Authority’s
Board of Directors made history by unanimously approving the More MARTA Atlanta program which represents the region’s largest transit investment in more
than four decades.
The More MARTA Atlanta program will be partially
funded by approximately $2.7 billion generated by a
half-penny sales tax approved by city voters in 2016.
Additional public and private funding will be sought to
advance and expand key aspects of the program.
A two-year examination of technical data, performance
measurements, and community surveys led to a 17project program that calls for 22 miles of light rail transit
(LRT), 14 miles of bus rapid transit (BRT), 26 miles of
arterial rapid transit (ART), two new transit centers, additional fixed-route bus service, and upgrades to existing rail stations. Residents were most supportive of
transit investments along the BeltLine, in the Clifton
Corridor, and on Campbellton Road.
Next steps include developing costs and schedules
associated with individual projects and beginning the
process of securing additional funding. MARTA will also
work to educate riders on various programs in the
months ahead. More easily implemented projects, such
as expanded bus service, have already begun. (MARTA
press release via Mass Transit Magazine, October 8)
Dallas, Texas
Texas Central selected state-owned Renfe of Spain as
strategic partner for operation and maintenance of the
Dallas–Houston high-speed line.
Renfe and Adif will assist in the further development of
Texas Central’s operation and maintenance plans to
prepare the line for passenger service. Renfe will also
operate and maintain system components such as the
trains, signals, and other equipment, and will oversee
development of ticketing platforms and procedures,
passenger loyalty programs, and other customer-facing
services.
Service on the 200-mile-per-hour, 242-mile line will
link Dallas with Houston in around 90 minutes, with
trains serving a single intermediate station in the Brazos
Valley. Private investors will finance the entire project
and no federal or state support will be sought for construction, operation, or maintenance.
Based on the latest generation of Central Japan Railway’s Tokaido Shinkansen high-speed system, Texas
Central is currently refining and updating construction
planning under the Federal Railroad Administration’s
(FRA) recently-released draft environmental impact
statement. The FRA now is working on a final environmental review that will help determine the project’s timeline and final route. (Editor’s Note by Ronald Yee: While the
RENFE ADIF consortium was selected as the lowest qualified bidder of the five proposals submitted to Texas Central,
this Editor questions the wisdom of blending a Spanish consortium familiar with constructing and implementing highspeed rail with TGV and Talgo technology in Spain with Jap(Continued on page 13)
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anese Shinkansen high-speed rail trains and technology. One
can only hope for a good outcome.) (Railway Age, October
11)
San Francisco, California
Since the discovery of two large cracks in structural
beams supporting the Salesforce Transit Center over
Fremont Street, the $2.2 billion transit center serving 12
bus companies has remained closed. Buses are currently being operated on diversionary routes around the
center, resulting in a lot of delays to bus operators, including MUNI, that had called this new terminal home
for a mere six weeks. While temporary beams and pillars have been erected under the building to provide
additional structural support where the cracked beams
were discovered, the entire transit center remains
closed and no date has been announced for it to reopen. (East Bay Times, October 18)
Los Angeles, California
The Los Angeles County Metropolitan Transportation
Authority broke ground on the Metro Orange Line Improvements Project, which will improve bus speeds and
safety and prepare the bus rapid transit line in the San
Fernando Valley for a future conversion to light rail. Part
of the project includes new aerial bridges as part of a
grade separation project and soil sample investigation
as part of the initial design into the light rail conversion.
Metro will also build four-quadrant crossing gates at
up to 35 intersections between North Hollywood and
Chatsworth. Other project improvements will include
better traffic signal priority technology for buses to improve travel times along the 18-mile corridor.
Taken together, the project could achieve a 20 percent
reduction in bus travel times, increase ridership capacity
by 39 percent, and virtually eliminate the potential for
vehicle intrusions onto the busway while improving
safety for buses, cars, pedestrians, and bicyclists alike.
The $320 to $393 million transit project is funded by
L.A. County’s Measure M voter-approved sales tax. Approximately $75 million of the project cost has been
made available by SB-1, the state’s gas tax and vehicle
fee transportation funding program that was approved
by the Legislature and signed into law by Governor Jerry Brown in 2017.
The project is scheduled in Measure M to be completed by 2025 and is one of the transit projects identified in
Metro’s Twenty-Eight by ‘28 list of transportation improvements slated for completion before the arrival of
the Olympic and Paralympic Games in Los Angeles.
Metro is now working closely with the city of Los Angeles to test four-quadrant gates for a BRT application like
the Orange Line. The pilot gate will be located at the
city of Los Angeles Bureau of Street Services crossing
that is approximately 300 yards east of Sepulveda
Boulevard and will be completed in Winter, 2019.
(LACMTA via Mass Transit Magazine, October 14)
Also in Los Angeles, in what officials described October 17 as a key milestone for construction of the first
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segment of the LACMTA Purple Line Extension Project,
twin tunnel boring machines (TBMs), named Elsie and
Soyeon, will start by tunneling parallel underground sections of the system between the planned Wilshire/La
Brea station and the existing Wilshire/Western Purple
Line terminus.
The TBMs each weigh in at 1,200 tons, measure 450
feet in length, have a diameter of 21.8 feet, and will simultaneously excavate about 60 feet per day in the twin
tunnels during the next two years.
The $2.82 billion section of the project is supported
through funds allocated by Measure R, in addition to
federal funding. The first segment of the Purple Line
Extension Project is set for operation in 2023, with the
second section to Century City to be ready in 2025, officials said. The final section serving the Westwood/VA
Hospital is set to be operational in 2026. (Railway Age,
October 19)
Toronto, Ontario, Canada
The Province of Ontario, after completing an environmental assessment of the project, approved the Toronto
Transit Commission’s plans to construct a new downtown relief subway line and moved it onward to the next
step in the approval processes leading up to actual construction. Toronto’s City Council has already approved
the routing and station locations for this new line. Multiple contracts have already signed to begin designing
stations and tunnels linking Line 2 (Bloor-Danforth Line)
with Line 1 (Yonge-University Line). The new line would
run south from Line 1’s Pape station to Queen Street
East, turn westward under that heavily traveled light rail
corridor, and connect to Line 1 at Yonge and Queen
Streets. It would terminate at University and Queen
Streets, connecting to Line1’s Osgoode station. Current
projections indicate that this line could be completed in
the 2028-31 timeframe. (Editor’s Note by Ronald Yee: This
new subway line would offer an alternate route to the downtown core and relieve the overcrowding of Lines 1 and 2. It
should relieve the severe and sometimes borderline dangerous
peak period platform and stairway overcrowding at the current Line 1 and 2 transfer station at Bloor-Yonge. Expansion
of the current platform configurations there is not physically
or economically feasible.) (CBC News, October 19)
Buenos Aires, Argentina
A milestone was reached in the modernization of Buenos Aires’ suburban Roca Line on October 12 when
passenger service resumed on the 8.3-kilometer section
between Berazategui and Bosques following the completion of upgrading and electrification. The completion
of the Pesos 297 million (US$7.7 million) project takes
the total extent of electrification on the Roca Line to 71
kilometers. New EMUs supplied by CRRC Qingdao Sifang have been introduced on service between Berazategui and Bosques. (International Railway Journal, October 16)
Sheffield, England
Tram-train service from Sheffield to Rotherham was to
be launched on October 25, operator Stagecoach Su(Continued on page 14)
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pertram, infrastructure manager Network Rail, and the
South Yorkshire Passenger Transport Executive announced on October 4. There will be three trips an hour
from Sheffield Cathedral to the Rotherham Central station and Parkgate Retail Centre.
Confirmation of the long-delayed launch date follows
extensive testing of the Vossloh (now Stadler) Citylink
Class 399 tram-train vehicles and driver training on the
Network Rail freight line, which has been modernized,
electrified, and joined to the Sheffield tram network with
the construction of the 160-meter Tinsley Chord.
The seven tram-train vehicles meet higher crashworthiness standards than trams, and are fitted with mainline-standard lighting, the TPWS train protection system, and GSM-R radios. The extension over the rail
network has been electrified using the 750-volt d.c.
electrification used on the existing Supertram network,
but the Class 399 vehicles could also operate on 25,000
-volt, 50 Hertz electrification should this be installed on
the mainline section of the route in the future.
The government-funded tram-train pilot project has
been developed by a partnership of SYPTE, Network
Rail, Stagecoach Supertram, and train operator Northern Rail.
The project was announced in September, 2009 and
approved by ministers in May, 2012 with an expected
infrastructure cost of £18.7 million and opening originally planned for 2015, but by July, 2017 costs had skyrocketed to £75.1 million.
The Rotherham service will initially run for two years
while customer satisfaction, passenger numbers, reliability, and costs are tested. If deemed successful, it
would then continue to operate. (Metro Report International, October 4)
Paris, France
In Paris, the two main line stations of Gare du Nord
and Gare de l’Est are less than 500 meters apart by
foot, covered in less than a 10-minute walk. Drawing a
straight line, the two stations are even closer. Nord
serves 700,000 passengers a day, making it the busiest
in Europe. Besides mainline and high-speed services to
Holland, Belgium, Germany, and the United Kingdom,
the station is a busy suburban terminal, along with Metro and RER services. While it’s not quite as busy, Est is
also a key station for high speed services to eastern
France, Germany, and Switzerland, along with mainline
and suburban services, and the Metro. There is significant transfer traffic between the two stations, and seeing pedestrians with roller luggage navigating the
streets between the two stations is a common sight. To
make this transfer easier and weather-protected, plans
are being developed to improve the pedestrian connections between the two stations. A program of €50 million has been proposed, initially consisting of wayfinding
improvements and various street upgrades, followed by
the building of a new underground link connecting the
existing passageway underneath the platforms at Est
14

with the upper mezzanine of the Magenta RER station,
which is part of Nord’s subterranean concourse network. The ultimate objective is to treat both stations as
“an integrated hub.” (Railway Gazette, October 10)
Wuhan, China
The Wuhan metro network expanded on October 1
with the opening of two driverless lines.
Line 7 runs from Garden Expo North in the north to
Yezhihu in the south, serving 19 stations along its 30.4kilometer route. The end-to-end journey time on the underground line is 51 minutes. CRRC Changchun and
CRRC Zhuzhou have supplied a fleet of 40 trainsets,
which are stabled at the Noji depot, also used by Line 8.
A 17-kilometer southern extension that adds seven
stations is expected to open in late 2018 between
Yezhihu and Qinglongshan Ditiexiaozhen. Construction
of a northern extension started in 2017, and this is expected to be inaugurated in 2020.
The underground Line 11 is currently isolated from the
rest of the network, until the southern extension of Line
2 opens later this year. The 18.7-kilometer Line 11 with
13 stations links Optics Valley Railway Station and
Zuoling in the southeast of the city. CRRC Changchun
has supplied 12 trainsets, which are stabled at a depot
at Changlingshan.
Line 11 was known as Line 29 during the planning
phase, and construction started in October, 2014. An
eastern extension is under construction and is due to
open in 2020, and a western extension is also planned.
Both Line 7 and Line 11 are designed for 100kilometer-per-hour running and use six-car Type A trainsets that are to be lengthened to eight cars in the future.
(Metro Report International, October 2)
Shanghai, China
China’s top economic planning authority, the National
Development and Reform Commission (NDRC), has
approved the construction of a 163.5-kilometer highspeed line linking the Shanghai Hongqiao station with
Suzhou and Huzhou, a city of nearly 3 million inhabitants in northern Zhejiang province.
The project includes the construction of four-new stations and the line will have a design speed of 350 kilometers per hour.
According to the NDRC, the project has a budget of
Yuan 36.7 billion (US$5.3 billion), including Yuan 1.2
billion for rolling stock, with construction expecting to
take around four years. (International Railway Journal, October 18)
Yilan County, Taiwan
A Taiwanese Puyuma Express derailed in Yilan County in northeast Taiwan, killing at least 18 people and
injuring at least 187. Railway authorities say they are
investigating the accident, which happened at about
4:50 PM local time on October 21.
A total of 366 people were on the train travelling between Taipei and the eastern county of Taitung when all
eight of its carriages derailed. The train reportedly came
off the tracks close to the Xinma station, near the town
of Su'ao, about 70 kilometers (43 miles) from Taipei.
(BBC News, October 21)
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THREE ISLANDS OF ITALY
by Jack May
(Photographs by the author)
This is the first of 15 segments covering the report of a trip
that my wife and I made to Italy in early April, 2016. Most of
our time was spent on the islands of Venice, Sicily, and Sardinia (Sardegna).
Suspecting that we would have severe cases of cabin
fever by the time spring came along, and prodded by an
airfare offer that was too good to turn down — $450 per
person for round-trip travel between New York and Milan — Clare and I decided to plan a trip to Italy, where
we hoped that spring weather would arrive earlier than
at home. Thus in the dead of winter we arranged for a
journey that focused on Venice, Sicily, and Sardinia
(Sardegna).
Rather than write a full narrative with minute travel
details, I will summarize such information in the next
few paragraphs. As it turned out all of our travel turned
out to be trouble-free. In fact we only suffered only a
small number of glitches on the entire trip and they were
all minor.
Our intercontinental travel between New York (JFK)
and Milan (Malpensa) was in Economy Coach class
aboard Emirates Airlines Airbus 380s, and we were very
pleased with comfort of the seats in their 3-4-3 configuration, both in terms of the seat width and leg room. Also we were impressed with the speed of loading and
discharging; with the coach portion appearing to be
about 90 percent full, it seemed just as fast as what we
are used to on smaller jets. The service and entertainment were excellent; only the food left something to be
desired, being no better (or worse) than we have experienced on U.S. legacy carriers like United and Delta. We
were virtually on time. I mostly listened to music; there
was an abundant choice of albums, including those of
performers like the Duke Ellington orchestra, Ella Fitzgerald, Billie Holiday, Frank Sinatra, etc., as well as
classical music and original cast Broadway shows. On
the going trip I saw the movie Trumbo, which I can highly recommend. I also watched the start of Bad Day at
Black Rock, a movie I have seen several times before,
but which has some stunning views of Southern Pacific
equipment. On the return trip I saw Truth, which was
just O. K.
In both directions we traveled between Montclair and
JFK by NJ Transit, the Long Island Rail Road, and
Airtrain. Going took 2 hours 10 minutes, but that included a leisurely stop at Rose's Pizza in Penn Station — a
preview of the type of food we would be consuming for
the next two weeks and of the same excellent quality.
Our son actually drove us from home (4 minutes) to NJ
Transit's Watchung Avenue station, but on our return
trip I walked to our house and picked up the car to take
Clare and the luggage home. (When we were younger
we both would roll our bags for the 10-minute trip.)
Our other flight was on a European low-cost carrier,
Volotea, from Venice to Catania in Sicily. It was non15

stop aboard a Boeing 717 (the first time in that relatively
small plane). We were a bit concerned with the carrier
as the reviews we read on the internet were not very
favorable, specifically about how their customers had
been treated (actually left in the lurch) when flights were
cancelled. But with a robust schedule of three daily nonstops on our route, we figured if there were problems
we would be accommodated (there were no problems).
With our carry-on bags being larger than the new requirements, we checked them at an additional fee. Our
only complaint was something that we have encountered at many foreign airports, and that applies to both
low-cost and legacy carriers: we had to ride buses between the terminal gate and the aircraft and then climb
a portable staircase. Otherwise, the seats were comfortable, the legroom adequate, and the timekeeping perfect. We did not purchase any food or drink on the less
than 2-hour trip.
Our rail intercity travel was on Trenitalia, and was pretty nondescript. The trains were well patronized, the
seats comfortable (although some faced backwards —
not a problem for us) and arrivals were on the advertised (or just a few minutes late). This included Milan to
Venice Mestre and Genoa to Milan, as well as from Cagliari to Sassari on the island of Sardinia, this being
more a local/regional service.
We also occupied outside cabins aboard two overnight Tirrenia ferries for travel to and from Sardinia.
Each trip was 12 hours long and mainly catered to travelers in automobiles and trucks. In both cases our cabin
had sea views (a few dollars more expensive than those
facing inward), two single beds along opposite walls,
and a bathroom equipped with a shower. The ship from
Palermo to Cagliari (runs weekly in April) was the Dimonios, and its amenities were adequate, including a la
carte food and drink; it has comfortable-looking reclining
seats with leg rests for those not paying the "space"
surcharge. The Porto Torres-Genoa ship, the Sharden,
running on a daily schedule (alternating between Porto
Torres and Olbia on Sardinia) was quite modern and
luxurious and looked like it was brand new (although it
was not). It included a huge gymnasium (fitness center
in today's parlance), large children's play area, a cafeteria and a formal sit-down restaurant, as well as bars and
very appealing overnight seats for those choosing not to
occupy a cabin. Unlike cruise ships, there were no safety drills, although there were plenty of lifeboats in sight.
It also was very easy to make reservations and buy tickets through the Direct Ferries website, which is extremely user-friendly (and in English). Both trips were
not subject to major delays. The only complaint was that
we had to access the berth in Porto Torres by taxi from
the railroad station. In Palermo we used a taxi arranged
(Continued on page 16)
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by our hotel.
For the most part, I used Booking.com to select overnight accommodations, paying strict attention to their
maps and customer ratings. I then verified the information at TripAdvisor. We were not disappointed in any
of our selections, and some were quite exceptional and
economical as well. Almost all included robust breakfasts and had clean and roomy private bathrooms
(some with only a shower). They tended to be small
Bed & Breakfasts occupying portions of apartment
buildings or commercial buildings, except for the Best
Western Hotel Bologna in Venice Mestre, which was a
modern traditional hotel with a large lobby and restaurant. While all had their own style, we highly recommend each of the B&Bs.
As for dining, it was a mixed bag. We had some excellent meals, but also a few that were just run-of-the-mill.
It seemed that whenever we got recommendations for
our hotel keepers we did very well, but when we randomly chose eateries in tourist areas, we felt the quality
of the cuisine was similar to what we find in typical New
Jersey diners and many chain restaurants. In general
the pizza we sampled was excellent, with very thin
crusts and fresh ingredients — what we call New Yorkor Neapolitan-style. The pasta varied — some was too
al dente for me. Veal and beef were much better than I
expected; and the duck in a Chinese restaurant in Mestre was terrific.
Now to get specific. After landing in Milan with our carry-on luggage at 12:20 we hurried to Malpensa's railway
station via Customs and Immigration (Iines were short,
but the walk was long) and rode the 13:13 Malpensa
Express train to Milano Centrale. Unlike the express
service to Cardona, it carries local passengers and
makes some stops along the way, being scheduled for
52 minutes (rather than 37 on Cardona expresses). It
arrived a couple of minutes late at 14:07 (14:05). With
the next Venice train due to leave at 15:05, I had plenty
of time to take care of some important logistics. This
included buying our tickets, but first applying for a Carta
d'Argento, which provides a 15 percent discount on
Trenitalia rail fares. It is free for those 75 or older, and
there is no residency requirement. The ticket office was
busy, but I had to wait only for about five minutes to be
served.
The seats assigned to us aboard the express train
were one behind the other, but when we boarded there
was an empty place next to one of our reserved seats,
so we were able to travel next to each other for the
slightly under 2½-hour journey, arriving at about 17:30.
After checking in at the Best Western across the street
from the station, Clare chose to rest (we had been on
the go since our departure from home), while I walked
over to Venice's rubber-tired tramway to get the lay of

16

the land. We had an average dinner at a nearby restaurant, enhanced when we were amused by our waitress
taking out a crab and lobster from the tank and watching them play with each other under her supervision
(prodding).
FRIDAY, APRIL 1
We slept very well and were up bright and early the
next morning. Unfortunately the skies were not bright,
and it remained mainly overcast all day. After a wholesome breakfast we purchased transit passes from our
hotel's desk clerk: Clare's a three-day unit for €40 and
mine for two days at €30 (there is also one-day pass
available for €20). The steep price is based on the pass
allowing unrestricted travel on Venice's vaporettos
(actually vaporetti), large ships that run along the city's
Grand Canal. Single rides cost €7.50. Today was our
scheduled day for sightseeing, and so the weather,
which remained dry, only interfered with the quality of
the photography.
There are two fast ways to get to Venice from the
Mestre railway station: one the Number 2 bus and the
other the train. Both are rather quick (10 to 15 minutes),
and cross the causeway to Piazzale Roma (bus) or
Santa Lucia (train), the main arrival points for the islands that constitute the ancient city. Because we were
now carrying bus/tram/boat passes we opted to ride the
bus, which picked us up virtually in front of our hotel. I
should mention that Venice's rubber-tired tramway also
goes to P. le. Roma, but its direct route is from the center of Mestre rather than the railway station. Part 2 of
this report will cover that Lohr-type operation.
To make a long story short, we had a very good day
touring the sights of Venice. I should mention that I had
a very brief visit to the city over 30 years ago, but was ill
with a high fever for most of the time — which was between overnight trains from Vienna and to Rome — and
then in 2013 lost my day there when I could not get at
my luggage in the locked baggage room of a railway
station in Rome — see my "Eurocruise" trip report.
The vaporetti we rode operated like scheduled buses
on a fixed route system (with locals and expresses),
crossing between stations on one side of the Grand
Canal and the other with lots of "on-and-off" traffic,
made up of both tourists and the local populace. Another version of the transit vaporetti is the traghetti, smaller
vessels that just cross from one side of the canal to a
point opposite, as there are few pedestrian bridges (and
of course no automobiles). Public transit is complemented by water taxis and gondolas, which can be patronized at very steep prices.
We also did a great deal of walking on the islands,
from various attractions to others. Returning in the late
afternoon, we left our vaporetto at Santa Lucia, one
stop before the P. le. Roma terminal (and actually a
short walk) and rode to Mestre aboard a regional train.

(Continued on page 18)
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The two main entry points to the principal island of historic Venice. There is plenty of boat traffic at Piazzale Roma, the foot of the Grand
Canal, as shown in the left view. Buses and rubber-tired guided electric trams terminate here, and there is a constant stream of residents
and tourists transferring to the vaporetti at their terminal station. A short distance further up the canal is Santa Lucia, the rail head for the
city. The Ponte degli Scalzi, dating from 1934, is one of only 4 bridges that cross the canal from one side to the other. The dome and bell
tower of the San Geremia Church, dating from 1753, are shown behind the bridge.

A typical vaporetto along the Grand Canal with the Basilica di Santa
Maria della Salute, dating from 1681, hovering in the background.
Its name translates to health and the church was constructed as an
offering to deliver it from the outbreak of a nasty plague toward
the end of the 17th century. The vaporetti are the canal's equivalent
of buses.

The Grand Canal is Venice's main boulevard, where gondolas are
housed in front of the city's finest buildings. Their drivers do not
have to deal with parking meters, however.

(Continued on page 18)

NYCT Opens Secondary Entrance at Hudson Yards
(Continued from page 9)

its full potential to be realized as the Hudson Yards
neighborhood grows over the coming years. Already,
1.8 million square feet of commercial space has been
built, with another 12.2 million square feet currently under construction. An additional 11.8 million square feet
is planned. On the residential front, 8,700 units have
already been built, with another 2,300 presently under
construction and 7,200 more planned. Additionally,
4,300 hotel rooms have been built, 2,500 are under
construction, and another 1,700 units are planned. The
17

Javits Center is no longer isolated and has benefited
greatly by the direct subway access and the development growing up around it.
The IRT Flushing Line was first opened just over a
100 years ago, and one of the famous photos of that
time is an aerial view looking out east over the line's
Queens Boulevard viaduct, passing through clear tracts
of land waiting for development. Before long, the neighborhoods of Sunnyside, Woodside, and Jackson
Heights would fill the view, and now, a century later, the
Flushing Line is helping create New York City's newest
neighborhood of Hudson Yards.

(Continued on page 18)
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The famous Rialto Bridge. It is made of stone and was constructed
in 1591 (a mere 427 years ago), which probably explains why it
often undergoes a certain amount of repair. It contains rows of
stores lining both sides of its interior walkway.

A typical intersection between a minor
tributary and the Grand Canal. Neither
stop signs nor traffic lights are necessary.

The next four views are of Piazza San Marco, or St.
Mark's Square, the principal tourist sight of Venice. It
has been described as Venice's social, religious, and
political center — although Napoleon once called it the
"drawing room of Europe." In my opinion the principal
attraction is the Doge's Palace (Palazzo Ducale), the
seat of government for the Republic of Venice, which
existed until it fell to Napoleon in 1797. The beauty of
the building is not in its facade, but rather its interior,
often called the Doge's apartments. (Doge was the title
of the senior elected official of Venice, most like our
President. Our equivalent of the Doge's Palace is the

White House.) The chambers are magnificent, both architecturally and in their decorations, with priceless artworks, including paintings by Tintoretto and Titian,
among others. It should be noted that the territory between the square and the Rialto Bridge is the heart of
Venice's tourism, and is loaded with hotels, restaurants,
and shops, as well as narrow canals, where gondoliers
station their boats under bridges loaded with tourists
taking photos. It was too dark for me to take pictures of
the rooms in the Ducal Palace, so I had to settle for
photos of some of the other great buildings surrounding
the square.
(Continued on page 19)

NYCT Opens Secondary Entrance at Hudson Yards
(Continued from page 17)

The new secondary entrance to the 34th Street-Hudson Yards station
on September 4, 2018, three days after its opening.

Secondary entrance, upper mezzanine, looking towards the top of
the escalator shaft, September 4, 2018.
(Continued on page 20)
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Even in the off-season Piazza San Marco is crowded. The landmark Campanile, or Bell Tower, in the left photo, was built in 1912 to replace
the original 9th Century structure that collapsed in 1902. The 323-foot structure provides excellent views, but there is always a long line to
enter. In my opinion the Torre dell'Orologio, or Clock tower, shown in the right photo, is the most interesting looking building on the
square. It is said that this example of late 15th century Venetian Renaissance architecture represents the "ostentatious display of the wealth
and power of Venice" at the time Columbus discovered the new world. The crowd awaits the top of the hour, when a pair of hammers
strike the clock's bell.

Zooming in on the gables of two of the major buildings straddling the square to show the ornamental embellishments from two distinct
architectural periods. Atop the renaissance Torre dell'Orologio clock tower in the left photo are two great bronze figures, hinged at the
waist, which strike the hours on a bell. Directly below the winged lion of Venice with the open book is placed in front of a blue background
with gold stars. The next level contains a semi-circular gallery with statues of the Virgin and Child seated in gilt beaten copper. On either
side are two large blue panels showing the time: the hour on the left in Roman numerals and the minutes (at 5-minute intervals) on the
right in Arabic numbers. And finally, the 24-hour clock itself. The right photo shows the gable of the Byzantine Basilica San Marco, the Cathedral of Venice. It was constructed in the 11th century as the Doge's private chapel, so it is clear he was a rather important figure. The
statue of Venice's patron apostle, St. Mark, is surrounded by angels above a winged bronze lion, the symbol of the saint and of Venice.
(Continued next issue)
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Around New York’s Transit System
Lo-Vs Run for Yankees Home Postseason Games
NYCT rolled out its four-car Lo-V consist to commemorate the New York Yankees baseball team hosting appearances in the Wild Card game as well as Games 3
and 4 of the American League Divisional Series. The
train departed the Grand Central station approximately
an hour before game time of these three games. As the
Yankees did not advance into the American League
Championship Series, the Lo-Vs were operated only for
these three games.
72nd Street Station Reopens
The latest station in the Enhanced Station Initiative
program, 72nd Street on the IND Eighth Avenue Line
ABC, reopened October 4. It had been closed in May
for renovation and repairs to address structural deterioration in the nearly 90-year-old station. Chronic leakage
issues throughout the station, causing corrosion and
structural decay of walls, flooring, and support columns,
were addressed with repair and waterproofing
measures and replacement of flooring panels and fallen
or deteriorated tiling on the walls. The platform was
power washed, new platform tactile warning strips were
installed, brighter and LED lighting was installed, and
customer help points were installed along with improved
WiFi connectivity and a re-designed fare control area
with glass panels replacing the iron bar barriers. The
missing or damaged tiles were replaced with tiles making up six separate mosaics located on both the mezzanine and platform levels. This artwork by Yoko Ono in
commemoration of her late husband John Lennon is
titled, “Sky.”
NYCT is in the process of rebuilding the stations in
greatest need of repair under the Enhanced Station Ini-

tiative program. To maximize the safety of both the personnel performing the repair and restoration work and
customers using the stations, each station is closed for
a continuous period lasting several months. Closing the
stations also expedites the work. Stations currently in
the Enhanced Station Initiative program include:
23rd Street FM
57th Street F
39th Avenue NW
Broadway NW
167th Street BD
174th-175th Street BD
28th Street 46
Also currently undergoing reconstruction, although not
in the ESI program per se, are 104th-102nd Streets and
121st Street on the BMT Jamaica Line JZ and Fort
Hamilton Parkway, New Utrecht Avenue, 18th Avenue,
20th Avenue, Kings Highway, Avenue U, and 86th Street
on the BMT Sea Beach Line N (southbound direction
only, northbound platforms having already been completed).
Culver Line Crossover Conversion
On October 22, the double crossover south of the Ditmas Avenue station on the IND Culver Line F was converted to a single crossover. The switch removed is the
southbound move from express Track B3/4 to local
Track B1. This work, taking place over several weekends and weekday middays through December 16, is
being done by L.K. Comstock and Company, Incorporated under the Kings Highway Interlocking project, S32176.

NYCT Opens Secondary Entrance at Hudson Yards
(Continued from page 18)

Lower mezzanine, lower landing of the escalator shaft to the new
secondary entrance, September 4, 2018 .

Looking at the knockout wall on the lower mezzanine for the future
secondary entrance on September 13, 2015, the opening day of the
34th Street-Hudson Yards station.
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CAR MOVES BETWEEN DIVISIONS
by Henry Raudenbush
As the construction of the Dual Contract
lines of the IRT and BRT wound down, there
were only a few track connections between
the IRT and BRT and other rail systems, but
the location and the various uses of these
connections are of interest. Later connections, and how they have been used, are a
further story.
At that time, the Manhattan Elevated network and the main IRT subway system were
connected to each other at several points, all
in The Bronx. They were connected between
149th Street and Jackson Avenue, at Gun
Hill Road, and near Yankee Stadium. The
only connection from those systems to anything else was a connection between the
Third Avenue El and the New Haven Railroad
at 133rd Street-Harlem River.
The rapid transit lines of the Brooklyn Rapid Transit, then being reorganized as the
BMT, were organized into an Eastern section, centered around East New York, and a
Southern section, the lines toward Coney
Island. The Eastern section had a connection
to the Southern section at the Sands Street
terminal at the Brooklyn Bridge, but this
could only be used by 9-foot-wide elevated
cars. Another connection via the Chambers
Street station could also be used by 10-footwide subway cars. The Eastern section had
no other rail connections, but the Southern
section was connected to the South Brooklyn
Railway, the freight operation of the BRT/
BMT that shared tracks at several places
with subway trains, and with B&QT streetcars
along McDonald Avenue toward Coney Island.
South Brooklyn had two railroad connections. One was at Parkville Junction and
most of the new car deliveries for many
1

years were made via this connection (it has
since been abandoned). There were two
tracks connecting the Long Island Rail Road
to the South Brooklyn Railroad. Midway, the
Long Island Rail Road a.c. catenary
(installed 1927) and the South Brooklyn Railroad trolley wire (both since removed) deadended back to back. The other connection
was down at 39th Street and Second Avenue, where the South Brooklyn Railroad, the
Bush Terminal Railroad, and the Church Avenue streetcar line were all connected. That
connection is still in use to this day. However,
the Bush Terminal Railroad is now New York
New Jersey Rail, LLC.
The IRT initiated service through the Steinway Tunnel between Grand Central and
Vernon-Jackson in 1915, operating as an
isolated section with 12 cars. Just outside the
portal at Hunterspoint Avenue, a two-car inspection shed was built on the south side,
with the track running through the shed to a
connection to the Long Island Rail Road.
When the line was extended to Corona and
Astoria, the Second Avenue El was extended
over the Queensboro Bridge to make a connection at Queensboro Plaza. This provided
a link between the Astoria and Corona lines
and the IRT subway system. In 1927, a torrential downpour in Long Island City ran
down into the Long Island Rail RoadPennsylvania Railroad tunnels and flooded
them. The railroad borrowed both the IRT
and the BMT pump cars. I heard this story
from an old-timer: he was assigned to the
IRT pump car, which was brought over the
Queensboro Bridge and down to this shop.
Like all IRT work equipment, that car had
Van Dorn link & pin couplers. When a rail(Continued on page 7)
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THE GENESIS OF DASHING DAN —
A NEW JAMAICA AND THE MAIN LINE COMPLETE
by George Chiasson
(Continued from November, 2018 issue)

(Continued on page 3)
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(Continued from page 2)
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STATUS OF NORTH AMERICAN TRANSIT PROJECT OPENINGS
SCHEDULED FOR 2018
by Randy Glucksman
Using the latest available information at time of publication, there are two projects listed in the table below
that were scheduled for completion by the end of 2018,
but had no opening dates. Both are holdovers from previous years. If they open before December 31, I will include this information in the January, 2019 Bulletin.

Separately, three projects from this year moved to 2019
and one to 2020, and Denver's Line G remains delayed
until grade crossing issues are resolved. The completed
list includes seven holdovers going back to 2014, 2016,
and 2017.

COMPLETED
DATE

AGENCY

CITY

TYPE

LINE

DETAILS

NOTES

January 13

Florida East Coast Industries (All Aboard Florida)

Miami, Florida

LD

Brightline Phase I

Fort Lauderdale to West
Palm Beach
46 miles, 2 stations

From 2017

March 16

Charlotte Area Transit
System

Charlotte, North
Carolina

LR

Blue Line Extension

7th Street to UNC
Charlotte Main
9.3 miles, 11 stations

From 2017

May 19

Florida East Coast Industries (All Aboard Florida)

South Florida

LD

Brightline Phase I

Miami Central to Fort
Lauderdale
30 miles, 1 station

From 2017

May 26

Bay Area Rapid Transit

San Francisco, California

DMU

eBART

Pittsburg/Bay Point to
Antioch
10 miles, 2 stations

From 2016

June 18

Connecticut Department of
Transportation

New Haven,
Connecticut to
Springfield,
Massachusetts

CR

CT Rail Hartford

New Haven to
Springfield
62 miles, 8 stations

July 30

Florida DOT (SunRail)

Orlando, Florida

CR

Phase II (South)

Sand Lake Road to
Poinciana
17.2 miles, 4 stations

July 31

Bi-State Transit

St. Louis, Missouri

LR

Red Line / Blue Line

Cortex station (fill-in
station) between Central
West End and Grand
stations

HR

1 Broadway

WTC-Cortlandt Street
station re-opens

September 8

MTA New York City Transit New York, New York

September 21

Long Island Rail Road

Ronkonkoma, New
York

CR

Ronkonkoma

Double-track completed
Farmingdale to
Ronkonkoma (13 miles)

November 2

City of Milwaukee

Milwaukee, Wisconsin

SC

The Milwaukee
Streetcar Connector

Intermodal station to
Burns Commons
2 miles, 18 stations

November 8

Sun Metro Camino Real
Regional Mobility Authority

El Paso, Texas

LR

El Paso Streetcar
Project

International Bridges to
UT-El Paso
4.8 miles, 27 stations

November 16

Loop Trolley Transportation
Development District

St. Louis, Missouri

SC

Delmar Loop Trolley

Forest Park to University
City
2.2-mile loop, 10 stations

December 14

City of Oklahoma City

Oklahoma City, Oklahoma

SC

OKC Streetcar

Downtown TC to
Midtown
6.9 miles, 22 stops

From 2017

From 2014

(Continued on page 5)
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Status of North American Transit
Project Openings
(Continued from page 4)

HOLDOVERS
DATE

AGENCY

CITY

TYPE

From 2017 to
2020

Virginia Railway Express

Potomac Shores,
Virginia

CR

To early 2019

Region of Waterloo

Kitchener-Waterloo,
Ontario

LR

From 2016 to
2019

Amtrak

Miami, Florida

LD

From 2016 to
2019

Bay Area Rapid Transit/
Valley Transportation
Authority

San Jose, California

HR

To 2019

OC Transpo (O-Train)

Ottawa, Ontario

LR

From 2016
Delayed until
further notice

Denver RTD

Denver, Colorado

CR

Legend:
CR: Commuter Rail
DMU: Diesel Multiple Unit

LINE

DETAILS
Potomac Shores station
Fredericksburg Line opens (Woodbridge and
Rippon Landing)
Fairview Park Mall to
K-W LRT (ION)
Conestoga Mall
Phase I
11.8 miles, 22 stations
Trains begin serving
Tri-Rail
Miami International
Airport station (9 miles)
Warm Springs to
Berryessa Extension
Berryessa/North San
Phase I
Jose
10 miles, 2 stations
Tunney’s Pasture to Blair
Confederation
Road
7.75 miles, 13 stations
Union Station to Wheat
G (Gold) Line
Ridge-Ward
11.2 miles, 8 stations

NOTES

From 2017

HR: Heavy Rail
SC: Streetcar
LD: Long Distance

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED NOVEMBER 4, 2018

LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

40 R-32, 272 R-46

40 R-32, 280 R-46, 8 R-68A

L

184 R-143, 8 R-160

184 R-143, 8 R-160

B

48 R-68, 152 R-68A

40 R-68, 144 R-68A

M

184 R-160

176 R-160

C*

56 R-32, 24 R-46, 56 R-160,
8 R-179

56 R-32, 24 R-46, 56 R-160, 8
R-179

24 R-68, 8 R-68A, 290
R-160

24 R-68, 8 R-68A, 290
R-160

D

232 R-68

224 R-68

Q

210 R-160

8 R-68, 210 R-160

E

260 R-160

260 R-160

R

240 R-46

240 R-46

F

64 R-46, 360 R-160

64 R-46, 360 R-160

S (Rockaway)

12 R-46

12 R-46

G

48 R-68, 4 R-68A

48 R-68, 4 R-68A

S (Franklin)

4 R-68

4 R-68

16 R-32, 32 R-42, 32 R-160,
80 R-179

24 R-32, 16 R-42, 32 R-160,
80 R-179

J/Z

N/W

*R-46 trains are 600 feet long; R-32, R-160, and R-179 trains are 480 feet long

Around New York’s Transit System
2018 Holiday Train Announced
NYCT will operate its eight-car R-1-to-R-9-vintage
consist as its annual Holiday Train for 2018. Due mainly
to Enhanced Station Initiative work at 57th Street-6th
Avenue, the Holiday Train will operate partially on a new
routing. While its southern terminus will remain at Second Avenue at Houston Street on the F line, this year it
will operate as an express on the IND Sixth Avenue

Line to 59th Street-Columbus Circle and run express to
125th Street. There, it will discharge passengers and
relay in the middle at 145th Street lower level. The Holiday Train will operate on Sundays, November 25 and
December 2, 9, 16, 23, and 30. Departure times from
Second Avenue will be 10 AM, 12 noon, 2 PM, and 4
PM. Departure times from 125th Street will be 11 AM, 1
PM, 3 PM, and 5 PM.

5

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
— DECEMBER,
2018 2000

NEW YORK CITY SUBWAY CAR UPDATE
Subdivision A News
Omitted from the spring time inventory of Subdivision
“A” fleet moves previously listed was the compensatory
transfer of R-142s 6696-6710 from 5 to 2 back on
May 21. That more or less balanced the fleet quantities
among the three most critical Subdivision “A” express
lines at 410 cars on 2; 420 on 4; and 415 on 5. That
on 4 was raised yet again by 5 more cars on November 1 when R-142A link 7661-5, which had been missing in action since January, returned to revenue service
after receiving long-awaited replacement componentry.
Over the summer of 2018 various changes were made
concerning the fleet of 10 single-unit R-62As based at
Corona and Livonia (1901-8, 1910, 1923) as certain of
each were used in their customary but recurrent duties
on refuse trains. By the end of August, cars 1901 and
1908 were back at Corona, 1903 was at 207th Street;
and 1907 was at 239th Street along with outlier unit
1923. The latter pair was then also sent back to Corona
when the “season” ended on September 28, which coincidentally ended the brief tenure of single-unit R-62As in
“official” main line work service.
As for car “work car” 1904, on August 28 it was joined
to four Livonia-assigned R-62As to form another coupled five-car set and shipped off to Westchester Yard for
service on 6 as 1940-1952-1904-1927-1931, using the
full-width cabs already set up on the end cars for their
prior duties on S/42nd Street Shuttle. This represented
the first (and only) direct transfer of R-62As between S
and 6 in the aftermath of the R-188 fleet reconfiguration, but could symbolize the transfers that would ultimately be necessary to numerically consolidate the
824-car fleet someday. Finally, on October 12 single R62As 1901, 1902, 1903, 1905, and 1923, again set up
as a coupled five-car set with full-width cabs deployed
on 1901 and 1905, was moved from Corona to
Westchester to also join the revenue fleet on 6. Before
they did though, “middle” car 1923 was swapped out in
favor of 1904 to yield 1901-5, in numerical order, by the
time that set began carrying passengers as of October
18. In exchange, 1923 was inserted into the group of
four cars that had been brought in from S in late August and is being operated on 6 as 1940-1923-19521927-1931. In what appears to be its final form, the
Westchester-based fleet of R-62As, which has gradually
had green stickers applied beneath its number boards
in place of the existing purple (Corona) or red (240th
Street) since mid-year, stands at 445 cars as of October
31. Further, NYCT’s formal roster of equipment now
shows those four single units remaining at Corona
(1906, 1907, 1908, 1910) as “permanent” work motors,
the first such cars of the R-62/62A generation to be converted (and perhaps the first to be so directly transformed since a group of R-12s back in 1970).
Subdivision B News
There were 116 of the 4-car R-179s delivered as of
October 31, following a hiatus of one month between

late August, by which time cars 3142-9 had appeared,
and late September. “Pilot” five-car set 3015-9 was
brought back from Bombardier’s Plattsburgh production
facility during this interim on September 6, where it was
said to have been upgraded with the range of postproduction modifications identified through stringent
testing since their initial arrival two years previous. Deliveries resumed when cars 3154-7 were delivered to
207th Street on September 27, followed by 3150-3 and
3158-73 through the month of October. New cars 31303 and 3138-41 were placed in JZ service as the 11th
R-179 train on September 14, with 3142-9, in order,
forming the 12th on September 28. To date this has
been the most recent equipment accepted, though the
testing of R-179s 3150-7 was essentially complete by
the end of October. A reasonable conclusion can be
drawn at this stage that (for whatever reason) deliveries
have been accelerated while entry into revenue service
has not.
By the end of August, these 26 Phase I R-32s had
been shifted from East New York (JZ) to 207th Street
(AC): 3430-1, 3488-9, 3500-1, 3550-1, 3628/3669,
3646-7, 3654-5, 3672-3, 3708-9, 3828-9, 3856-7, 38945, and 3900-1. As of September 21 they were followed
by 3376-7, 3396-7, 3406-7, 3426-7, 3442-3, 3614-5,
3664-5, and 3772-3. For unknown reasons, six others
(3430-1, 3628/3669, and 3856-7) were concurrently
sent back to East New York and so things remained
through the end of October, with 186 Phase I R-32s
currently assigned to 207th Street (AC) and just 36
remaining at East New York (JZ). Also on August 31,
the first two 4-car sets in what are eventually expected
to be all 100 of the R-160A-1s used on the C since
2015 (9943-6 and 9959-62) were returned to East New
York, where they were immediately blended with their
208 sister cars on the JZ and M. Another eight R160A-1s (8605-8, 8633-6) followed suit on October 5,
as should others of the same group as the C is gradually extended to full-length (ten-car) trains during 2019.
Starting in August, four-car sets of non-CBTCequipped R-160A-1s (pulled from M) were sequestered
at Jamaica Shop and had portable, prototype (test-only)
versions of Ultra-Wideband CBTC equipment temporarily installed, as part of the long process of finalizing design of the new signaling system to be employed on the
Queens Boulevard Line tracks over the next few years.
The Queens Boulevard Line installation (as well as
southerly parts of the Manhattan ex-IND trunk lines)
was presented as being a wholly new system when
compared to the experienced CBTC being employed on
the L and 7, with R-160A-1s 8377-80 used as a prior
CBTC engineering test train on the Culver Line express
tracks between 2015 and 2017. This work is being performed under a contract awarded to the Thales Group
over the past summer, which originated out of last
year’s “Genius Transit Challenge.” According to an ex(Continued on page 16)
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This broke the only connection between the Flushing
and Astoria Lines and the IRT. IRT cars on those lines
then were transferred through the BMT to Coney Island
for backshop work, as had been done with the BMT el
cars and Q-Types.
Also, in that period, the City bought the Bronx portion
of the abandoned New York, Westchester & Boston
Railway, and instituted shuttle service between E. 180th
Street and Dyre Avenue. Although ex-Manhattan el cars
were used, this line was initially operated as part of the
IND, and running maintenance of the cars may have
been done in the NYW&B shop at E. 180th Street. A
single hand-throw crossover linked the line to the parallel IRT White Plains Road Line.
In 1947-8, a new fleet of cars were delivered, all of
them interchanged from the Long Island Rail Road to
the South Brooklyn at the Parkville Junction interchange
and via the South Brooklyn to Coney Island Shop. This
was the route also used for many later deliveries of
cars, and there are various pictures of McDonald Avenue PCCs being followed by South Brooklyn Railroad
locomotives with 10-car strings of new subway cars.
Since the structural steel for the upper portion of the
ramp from the IND at Church Avenue to the BMT at Ditmas Avenue had been erected, the 1937 connection
from the IND to the South Brooklyn Railroad was broken. A single track was laid on the ramp, connecting to
the easternmost track of each line. This was then the
only connection between the IND and anything else,
and R-10s were sent to the IND that way. The R-11,
which operated in the E, Brighton, and A services,
must have made several trips up and down this ramp.
The new cars for the IRT Flushing Line (R-12s, R-14s,
and R-15s) were accepted at Coney Island, and sent
via the BMT to Queensboro Plaza. In 1949, the station
platforms on the Astoria Line were trimmed back to
clear ten-foot-wide subway cars, and that became a
BMT line, while the Flushing Line became exclusively
IRT. This resulted in some interesting further moves.
The Steinway-Type IRT cars were to be transferred to
the main IRT network, and the BMT Q-Type cars were
transferred to the Third Avenue “L,” the only surviving
Manhattan el line. With the Queensboro Bridge route
gone, all these cars had to be taken to Coney Island by
South Brooklyn Railroad to the Parkville Junction interchange and turned over to the railroads — Long Island
Rail Road and New Haven. They were taken over the
Hell Gate Bridge to the 133rd Street interchange. Some
Brooklyn el cars on their way to preservation at Branford also went this way, and up the New Haven.
The 133rd Street connection was broken when the
Third Avenue El was abandoned south of 149th Street.
A connection was made from the Dyre Avenue Line
along the NYW&B right of way from E. 180th Street to
the New Haven at 174th Street. The earliest postwar
cars for the IRT main lines (R-17/21/22) were probably
delivered that way. I am not sure how many IRT-South
Brooklyn Railroad-BMT transfers were made that way
before the connection at Concourse Yard was built, but

Car Moves Between Divisions
(Continued from page 1)

road crew with a locomotive arrived — “Link & Pin couplers! That’s illegal! We can’t take that”. Bill had quite an
argument to convince them – “You have a flood; I have
a pump car; let’s get together.” Eventually they worked
out a solution.
When the BMT extended to Queensboro Plaza via the
60th Street Tunnel, for the first time there was a connection between the BMT and the IRT/Manhattan systems. Until 1949, the Corona and Astoria lines were
jointly operated by the IRT and BMT, each providing
alternate trains. Since the station platforms were dimensioned for nine-foot-wide cars of the IRT, the BMT could
not run its ten-foot subway trains beyond Queensboro
Plaza. Instead, it ran shuttle trains of its elevated cars.
These cars would have to deadhead through the BMT
subway to reach Coney Island Shop.
The BMT 14th Street- Eastern Line was opened as an
isolated segment between Sixth Avenue and Montrose
Avenue in 1924. The portion of the line beyond Montrose had not yet been built (it had been intended to be
an el). A hole in the subway roof was left at Montrose
Avenue, and 50 new 67-foot cars were delivered to the
Long Island Rail Road Bushwick station and moved
over temporary track in streets and down a steep ramp
into the subway. The ramp was removed, and these
cars were maintained in the subway tunnel for three
years until the line was completed to East New York and
connected to the outside world.
The IND was built as the Independent City-Owned
Rapid Transit Railroad, with no direct connections to
anything else. To allow delivery of the original fleet of
cars, a float bridge was provided at 207th Street Yard.
Cars could be delivered from any railroad that reached
New York Harbor by carfloats coming up the Harlem
River. The R-1 (including the cars that had been testrun on the BMT), R-3, R-4, and probably R-6 cars were
delivered that way. By the early 1960s, I heard that
there was doubt as to the structural condition of the float
bridge by that time. A scrap dealer buying IRT Lo-V
cars, which were located at 207th Street Yard, asked to
use the bridge but was refused. He cut the carbodies in
half in the yard and had a crane lift the halves onto railroad gondola cars on a carfloat tied up beside the yard.
About 1937 a single track was installed south of
Church Avenue connecting the surface-level South
Brooklyn tracks on McDonald Avenue to the IND. This
could be done, because the ramp structure was not yet
complete. The R-7, R-8, and R-9 cars were delivered
that way.
In 1940-4, after unification, several elevated lines
were closed and torn down. Removal of the BMT Fifth
Avenue Line meant that the Eastern and Southern sections were only linked via Chambers Street, and el cars
en route between the Eastern section and Coney Island
Shop had to go that way.
A bigger change came with the closing of the Second
Avenue El and its branch over the Queensboro Bridge.

(Continued on page 8)
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known as Subdivision B. Later, another connection for
shop moves was built between 207th Street Yard and
the IRT Broadway Line. This avoided the need to route
these moves via the Concourse Line to 125th Street
and then the Eighth Avenue Line to 207th Street Yard.
This avoided some problems with contact shoe gauges
and trip cock locations.
There is a facility used by the Maintenance of Way
Department in eastern Brooklyn, located beside the
Long Island Rail Road Bay Ridge branch (now operated
by the New York and Atlantic). This has a connection to
the IRT Eastern Parkway Line at Junius Street, to the
BMT Canarsie Line at Livonia Avenue, and to the railroad. None of this track is electrified. Some years ago,
the Williamsburg Bridge was closed due to necessary
repairs. For a period of time, the BMT Eastern section
(Broadway-Jamaica, Myrtle Avenue, and 14th StreetCanarsie Lines) was disconnected from the rest of the
system. Some moves of cars between those lines and
Coney Island shop were made, diesel-hauled, via this
connection, the LIRR/NY&A Bay Ridge Branch, NYNJ
Rail through Bush Terminal, along First Avenue, and
finally to the South Brooklyn Railroad connection.

Car Moves Between Divisions
(Continued from page 7)

there were regular moves of hopper car loads of ballast
via the 174th Street connection. These used standard
hoppers owned by NYCTA and were brought from New
Haven Trap Rock by the New Haven.
In the 1950s, a ramp was built connecting the IND
Concourse Yard with the southbound track of the IRT
Jerome Avenue Line. This made it possible to move
equipment between all NYCTA lines without having to
interchange to railroads. Some years later the 174th
Street connection was given up, and the NYW&B rightof-way was taken by the City for development. At first,
the Concourse connection was used to give the IRT
access to one, and later two, wheel truing machines at
Concourse Yard. About 1959, it was realized that this
connection could be used to bring IRT cars to 207th
Street Yard, permitting the closure of the 147th Street
Shop complex, and release of its site for development,
bringing income to the City.
In the 1950s and 1960s, several connections for regular passenger service were built between the IND and
the BMT, welding them into a single network, now

What may be the only known picture of a Long Island Rail Road
"rapid transit" train on the connection from the Fifth Avenue Elevated to the Atlantic Branch at Flatbush and Atlantic Avenues, in 1903.
Various sources indicate this was used from 1899 to 1905.
Jeffrey Erlitz collection

R-12s being delivered at Parkville Junction, looking west on the
interchange tracks between the Long Island Rail Road and the
South Brooklyn Railway.
Frank Pfuhler collection via Jeffrey Erlitz

MTA TO PURCHASE GRAND CENTRAL TERMINAL
AND THE HARLEM AND HUDSON LINES
by Subutay Musluoglu
This piece of interesting news raised some eyebrows
when it was announced on Tuesday, November 13 at
both the MTA Board’s Metro-North Railroad Committee
and the Finance Committee meeting that the MTA
would exercise an option to buy Grand Central Terminal
(GCT), as well as the Harlem and Hudson Lines, from
their owner, Midtown Trackage Ventures, L.L.C., for $35
million. Most people assumed that these were already
the properties of the MTA; however, because of some

quirks of history, the MTA has actually been paying an
annual rent of $2.4 million under a 280-year lease that
went into effect in April, 1994 and was to run to 2274 (!).
So, how is it that the MTA did not already own GCT?
Some history is in order. As part of the railroad system
assembled in the 19th Century by Commodore Cornelius Vanderbilt and his successors, the original railroads that constitute today’s Harlem and Hudson Lines
(Continued on page 9)
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In short order, Vanderbilt was proven right in his decision as traffic increased to his station, spurring the
growth of the neighborhood around it, so much so that
the station was rebuilt and enlarged in 1898-1900 as
Grand Central Station. Vanderbilt did not live to see this
development, having passed in 1877.
On January 8, 1902, a southbound train in the Park
Avenue Tunnel approaching the station overran several
signals due to reduced visibility caused by smoke and
steam in the confines of the tunnel. It collided with another southbound train, resulting in the deaths of 15
people and injuring dozens more. This accident, and the
subsequent passing of a New York City law banning the
use of steam locomotives in tunnels within the city’s
boundaries, would have far-reaching ramifications for
the railroad and for the future of midtown Manhattan.
In response to the accident and to ensure the ability to
accommodate future growth of traffic, the New York
Central’s Chief Engineer, William Wilgus, devised an
ingenious solution that eventually led to his and the railroad’s crowning achievement. He proposed to electrify
the lines leading into Manhattan, allowing for the creation of a vast subterranean terminal and yard, capped
by an architecturally significant headhouse. The yard
would be covered over, freeing up valuable real estate
that would be developed to generate a revenue stream
for the railroad.
The completion of GCT in 1913 was followed by an
incredible amount of commercial and residential development in the area, not only on New York Centralowned land, but throughout Midtown. The buildings immediately adjacent to the terminal, an assortment of
office towers and hotels, were linked to the terminal via
a network of underground passageways. The entire
complex came to be known as “Terminal City.” As passenger traffic and revenues increased, the New York
Central grew to become one of the nation’s premier railroads.
The years following World War II were not kind to
America’s railroads. After playing a significant role in the
nation’s war effort, the demographic and economic
shifts in American society had a profound negative impact on passenger rail travel. A combination of suburbanization, the availability of Federal funding to the
states for road construction and the building of the Interstate Highway system, and the explosive growth of air
travel, all contributed to the demise of the railroads as
the primary mode of medium- and long-distance travel.
Railroads sought relief by extracting as much value as
possible from their holdings, leading to a series of poor
decisions which only exacerbated their problems. Divesting real estate was one way to salvation, exemplified by the Pennsylvania Railroad’s sale and eventual
destruction of New York Pennsylvania Station.
The New York Central sought similar remedies. The
first proposal for an overbuild tower on top of GCT
came in 1954, eventually evolving as the Pan Am Build-

MTA to Purchase Grand Central Terminal
(Continued from page 8)

were either built by, or merged into, the Hudson River
Railroad, the New York & Harlem Railroad, and their
various antecedents, eventually comprising what came
to be known as the New York Central System.
In the mid-19th Century, the New York & Harlem Railroad (NY&H) served a terminal on Fourth Avenue between E. 26th and 27th Streets. The Hudson River Railroad (HRR) had entered Manhattan via Spuyten Duyvil
and proceeded down the west side, eventually having
its primary passenger facility in the W. 30s (site of today’s Hudson Yards). The New York and New Haven
Railroad, unable to secure proprietary rights of its own
to enter New York City, obtained trackage rights from
the New York & Harlem, linked with it at Woodlawn
Junction in the Bronx, and proceeded to shared use of
the Fourth Avenue terminal.
By the late 1860s, these facilities were inadequate for
the NY&H’s needs, and not befitting as the gateway
between the city and the railroad empire envisioned by
Vanderbilt. He looked north to 42nd Street where he
proposed the building of a large, elegant terminal, worthy of New York City and the New York Central.
Moving north made sense on a practical level; the
amount of land required for the scale of facilities required to fulfill Vanderbilt’s dream was not easily available, and it would have been exorbitantly costly to obtain
and assemble the property required, even more so to
satisfy his long-desired objective of consolidating the
operations of the NY&H and the HRR. This was to be
achieved by using another Vanderbilt holding, the
Spuyten Duyvil & Port Morris Railroad in the Bronx running along the east bank of the Harlem River, to establish a connection between the NY&H and the HRR. This
is the route of today’s Hudson Line between Mott Haven
Junction in the South Bronx and the Spuyten Duyvil
wye.
At the time, many scoffed at the idea of a station so
far north, away from the city’s center. Vanderbilt foresaw
that the city would reach the area before long, and in
time, his station would be at the very heart of a vast and
prosperous city.
Grand Central Depot opened in 1871, the first of three
stations on the site of today’s GCT. In many ways, it
resembled a traditional European station, with a French
Empire-style headhouse and an immense, curved glass
and iron trainshed reminiscent of London’s St. Pancras
Station. With a yard extending northward as far as E.
48th Street, the complex was a dramatic leap forward
for the railroad’s operations and passenger amenities.
That same year, the New York & New Haven Railroad
merged with the Hartford & New Haven Railroad, creating the New York, New Haven & Hartford Railroad
(NYNHH). Continuing as a tenant of the Central, the
NYNHH served a key link between New York City and
Boston.

(Continued on page 10)
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(Continued from page 9)

ing (today's Met Life Building), sacrificing the baggage
building just north of the terminal headhouse by the time
it was completed in 1963. That same year demolition
started on its crosstown contemporary. This was the last
straw for New Yorkers, leading to the decision on August 2, 1967 to designate GCT as a NYC Landmark.
This did not sit well with the Central, which vigorously
fought the move as an unconstitutional seizure of property by the government, initiating a series of legal actions that led all the way to the United States Supreme
Court.
Separate from the bankruptcy were the fate of the actual train operations, limited not just to the New York
metropolitan area, but throughout the entire Northeast
United States. To step into the void vacated by the
Penn-Central, the federal government set up the Consolidated Rail Corporation. Conrail, as it became
known, entered into a contract with the MTA in 1976 to
provide commuter rail operations. Meanwhile, the landmark designation wound its way with back and forth
decisions through the New York courts. GCT was added
to the National Register of Historic Places in 1975, followed by National Historic Landmark status in
1976. Finally, in 1978, the U.S. Supreme Court ruled in
favor of landmarking, a monumental decision for historic
preservation and the rights of municipalities to protect
their architectural and cultural heritage.
Another significant milestone was achieved on January 1, 1983, when the Metro-North Commuter Railroad
Company came into being. Organized as a subsidiary
operating agency of the MTA, Metro-North assumed rail
operations from Conrail and established a clear public
presence and accountability as it embarked on a program of revitalization across the entire service territory.
As plans were drawn up for a comprehensive rehabilitation of the entire terminal, the first of its kind since its
1913 opening, a much needed rehabilitation of the roof
began in 1987. In 1988, the GCT Master Plan was released, which detailed a multi-phase program of architectural and infrastructure improvements to address
every component of the terminal, from its intricate
Beaux-Arts design details to the unseen, yet vitally important electrical, mechanical, and plumbing systems. A
symbolic move came in 1990 with the removal of the
oversize Kodak advertising sign that had been erected
on the east balcony and had obscured the monumental
east windows since 1950. Between 1991-3 the Main
Waiting Room was restored, yielding today's Vanderbilt
Hall.
Before the MTA could start work on the rest of the terminal, in 1994 it signed the current 280-year lease with
American Premier Underwriters, to run through February 28, 2274, which included this option for purchase.
The long lease term was seen as advantageous to se-
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cure the MTA’s investment in the redevelopment of the
terminal. American Premier Underwriters later sold the
ownership rights to Midtown Trackage Ventures, L.L.C.,
in the early 2000s.
With the lease secured, the full rehabilitation kicked off
with the restoration of the concourse ceiling and its famous constellation painting. By 1998 the terminal’s interior had been completely restored, with some spaces
reconfigured to meet modern needs. In the years that
followed, additional projects were completed to open
new passageways and entrances to the north, as well
as full restoration of the terminal’s Beaux-Arts exterior.
In addition to GCT, MTA’s ownership will encompass
the Hudson Line to a point 2.2 miles north of the Poughkeepsie station, or Milepost 75.8 as measured from the
bumper blocks at Grand Central. North of this point, the
right-of-way is owned by CSX Transportation, with MNR
handing off control of train movement to Amtrak. On the
Harlem Line, MTA ownership will now extend to Dover
Plains. The MTA had previously acquired the segment
of the line from Dover Plains to Wassaic in 1990 when
MNR extended Harlem Line service northward over this
five-mile segment.
The window for exercising of the option began in April,
2017 and was due to expire in October, 2019. If the
MTA had decided to forgo the option and pursue it at
some future point in time, it would more than likely have
been at a much higher cost. As such, there are a number of important benefits to the MTA's ownership. It secures the substantial financial investment that the MTA
has already made over 35 years in terms of capital investments at GCT and along the entire rights-of-way of
the Harlem and Hudson Lines. It protects the MTA from
having to "pay twice" for any future capital expenditures.
MNR will have full operational control of its environment, while the LIRR will accrue similar benefits to its
East Side Access terminal currently being built underneath GCT.
Ownership of the Harlem and Hudson Lines rights-ofway will give the MTA the ability to capture the full value
of future real estate development rights, through transitoriented development and public-private partnerships
as well as the outright sale and disposal of unneeded
property. There is tremendous potential for generating
new revenue that can be used to fund the railroad’s future capital needs. It should be noted that Midtown Ventures will continue to retain GCT’s air rights, which can
be transferred around the Grand Central district for future development. They had been separated from the
lease prior to 1994.
Symbolically, it is perfectly fitting and appropriate that
MNR and the MTA now have full ownership and control
of GCT and the Harlem and Hudson Lines, having revitalized the railroad and expended much effort and expenditure to ensure that they continue to serve the public for generations to come.
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Metropolitan Transportation Authority
In an unexpected move, on Friday, November 9, MTA
Chair Joseph Lhota announced his sudden departure
from the post he had held for the past 15 months. In his
second stint as MTA Chair, he gave no reason for his
departure. Fernando Ferrer will assume the position of
Acting Chair of the MTA until a successor is appointed.
(MTA press release, November 9)
MTA Metro-North Railroad
Metro-North has a new plan it has branded “Way
Ahead” with the goal of improving the riding experience
of its customers, which has admittedly suffered due to
the railroad’s aging infrastructure, increased ridership,
changing demographics, and evolving customer needs,
Metro-North officials said in a press release. Since
2013, Metro-North has significantly upgraded its infrastructure, reinvigorated its cyclical track maintenance
program, and bought new technology to help identify
track defects. The plan is also designed to help improve
Metro-North’s safety, service, infrastructure, and communications.
Areas of focus under the “Way Ahead” program include: Expand TRACKS, Metro-North’s award-winning
free community outreach program designed to educate
and promote rail safety; enhance grade crossings; improve the customer experience in Grand Central Terminal in the evenings and on weekends by creating new
Grand Central Terminal customer advocates; revitalize
Metro-North’s aging locomotive-hauled fleet by replacing seats and floors in more than 100 coaches; begin
the process of replacing the existing locomotive fleet,
which is nearing its projected service life; bring new,
real-time digital train information displays to Grand Central Terminal, including a new, state-of-the-art “Big
Board” and new signs at each of the departure gates;
replace the antiquated public-address system in Grand
Central Terminal and at outlying stations with a new
state-of-the-art system; take delivery of 66 new M-8 railcars to accommodate increased ridership; install heated
platforms as deteriorated ones are replaced; expand the
tree trimming program to reduce the potential for fallen
trees to disrupt service; complete the $1 billion Harmon
Shop car maintenance facility; replace 1,200 power
transmission poles on the Upper Harlem Line; and complete the “Fix and Fortify” project to make the railroad’s
communications, signal, and power supply infrastructure more resistant to flood and wind damage by future
severe storms. (Metro-North Railroad press release,
Metro-North Mileposts, November 12)
As noted in Subutay Musluoglu’s article on page 8 of
this issue, the MTA announced its purchase of Grand
Central Terminal (GCT) for the sum of $35 million from
its current owner, Midtown Trackage Ventures, LLC.
This will allow the MTA to end its 280-year lease on the
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iconic terminal and be in full control of its operating environment. This is all the more important with the future
opening of the LIRR terminal around 2022-3 upon completion of the ongoing East Side Access project. GCT
was originally owned by the New York Central Railroad
and, later, the Penn Central Real Estate Company and
in the early 2000s by Midtown Trackage Ventures. (New
York Daily News, November 13)
Metro-North has leased two P-42-DC locomotives
from Amtrak to bolster its locomotive power pool for its
branch line shuttle trains. They will likely be used on
Metro-North’s shuttle services between Southeast and
Wassaic on the Upper Harlem Line and Connecticut’s
Danbury and Waterbury shuttle services. (Editor’s Note
by Ronald Yee: I have obtained an internal Metro-North document designating the units as class P42-BH, numbered 2112
and 2115, with a maximum speed of 95 mph. Interestingly, at
the present time, both units are restricted from operating on
Tracks #6 and #8 north of the Danbury station crossing
(milepost 23.4), which prevents them from operating on the
loop at Danbury. In all likelihood, the units were renumbered
by adding a “2” prefix in front of the original Amtrak unit
numbers 112 and 115, which, unfortunately, duplicated existing unit numbers of Metro-North’s Brookville BL-20-GH locomotives. These P-42 locomotives were deemed surplus as
Amtrak has received a significant number of new Siemens SC44 Charger locomotives for use on its Midwest corridor, Pacific Northwest “Cascades” corridor, and California services.) (Ronald Yee, November 9)
Industry
Mainly driven by difficulties in the United States market, Kawasaki Heavy Industries may exit the business
amid mounting losses and an increasingly difficult market. The builder would explore alliances or possibly
closing its rail unit if a turnaround is unsuccessful. A labor shortage and Buy American requirements have
complicated the company’s business plans in North
America.
Kawasaki plans to outline a restructuring for the rail
business this fiscal year after announcing a net loss of
$31 million for the six months ended September, down
from a profit of $95 million a year ago. That included a
reported loss of $78 million in its rolling stock division,
primarily on contracts with Washington’s Metro and the
Metropolitan Transportation Authority’s Long Island Rail
Road.
Following early design issues and delivery delays,
Metro inspections earlier this year found flaws that will
require replacement of all wiring in 548 of about 600
new 7000-series cars. The agency has a $2 billion contract with Kawasaki for a total 748 cars, all of which it
expects to be delivered ahead of schedule by late 2019.
Profits were also dragged by additional orders in the
(Continued on page 12)
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2013 contract with the LIRR for the M-9 fleet that were
less than expected. (Editor’s Note by Alexander Ivanoff: At
this time, Metro-North will not be procuring its own M-9s, as
the need for new dual-mode locomotives is more pressing.)
The company has two plants in the U.S.: one in Yonkers, New York and the other in Lincoln, Nebraska.
(Railway Age, November 7)
Other Transit Systems
United States
Outside of the failure of propositions in Colorado, the
2018 midterms proved good for transit nationally. California voters rejected Proposition 6, an attempt to rescind a 2017 state gasoline tax. The rescission failed by
a 55-45 margin. Colorado voters rejected both Propositions 109 and 110 by wider margins than in California.
And despite the political climate in Florida, Hillsborough
County residents (Tampa area) approved a tax to fund
transit and to maintain free fares on the TECO Streetcar
line. (Rail Passengers Association email, November 7)
Tampa, Florida
Brightline, the first private United States intercity rail
operator since the early 1980s, has made significant
developments in the last month. Florida Department of
Transportation officials on November 8 received one
proposal to run an intercity passenger train from Orlando to Tampa, and it came from Brightline, which, according to the Tampa Bay Times, had proposed creating the route in the first place. DOT’s recommendation
will go to a selection committee of high-ranking transportation officials, who are scheduled to make a decision on Nov. 28.
In Tampa, Brightline has scouted sites for potential
terminals near downtown, including three that could put
the train and its development plans within walking distance of the proposed Rays stadium on the southern
edge of Ybor City, including Tampa’s Union Station currently occupied by Amtrak.
The Virgin Group and Brightline announced on November 16 a partnership that will see the line rebranded
as Virgin Trains USA. As part of the partnership, an affiliate of Virgin Group has agreed to make a minority investment in Brightline, with little to no changes in dayto-day operations. Brightline will rename itself Virgin
Trains USA by the end of November and transition to
Virgin Trains USA branding in 2019. (Tampa Bay
Times, November 8; Brightline press release, November 16; WPLG-TV, November 16)
Chicago, Illinois
Metra, the Chicago commuter rail agency, has approved the purchase of three used F-59-PH locomotives
from Progress Rail for $2.5 million. The agency is supplementing its aging fleet as it continues a longer-term
procurement of new or remanufactured locomotives.
The three used locomotives were built by General Motors Corporation's Electro-Motive Division for GO Transit
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in 1988. Progress Rail will test, evaluate, and make
needed repairs before shipping the units to Metra. The
F-59-PHs feature parts and operating characteristics
that are similar to Metra's existing fleet of Electro-Motive
Division F-40s, some of which are 40 years old.
In late 2017, Metra issued a request for proposals for
new or remanufactured locomotives, but those units are
not expected to be available until at least late 2020. The
used F-59-PHs will be available this year.
In 2015, Metra bought three identical F-59-PH locomotives from Rail World Locomotive. In February, Metra
announced the purchase of 21 F-59-PHIs from Amtrak.
Meanwhile, Metra's Board has approved the railroad's
2019 operating and capital budgets. The $822.2 million
operating budget includes no fare increases, as the
commuter rail agency promised earlier this year.
The $185.6 million capital budget will be funded with
$173.6 million from the federal government, $5 million
from Chicago's Regional Transportation Authority, and
$7 million in fare revenue. Additional funding is needed
to address Metra's capital needs, according to the agency. (Progressive Railroading via Randy Glucksman,
November 12)
Minneapolis, Minnesota
The Southwest light rail line in the Minneapolis metro
area has cleared a critical hurdle that will allow construction to begin on the $2 billion project this winter,
which would allow for revenue service to launch in
2023.
The Federal Transit Administration (FTA) has notified
the Metropolitan Council that it will likely pay for close to
half the cost of the nearly 15-mile line linking downtown
Minneapolis with Eden Prairie — the biggest public
works project in state history.
Transit planners have long argued that Southwest, an
extension of the Green Line, will prove a critical link in
the Twin Cities' public transportation network as the
metro area's population grows.
The route's 16 stations in Minneapolis, St. Louis Park,
Hopkins, Minnetonka, and Eden Prairie will touch major
employment centers in the southwestern suburbs. However, the project has faced strident opposition, ranging
from residents who live near the project in Minneapolis
to Republican lawmakers at the State Capitol who say it
is a waste of money. As recently as 2012, the price tag
of Southwest was $1.25 billion.
A citizens' group called the Lakes and Park Alliance
sued the Council in 2014, alleging the project violated
federal environmental laws. But a federal judge threw
out the legal challenge, which has since been appealed.
Project planners have also tussled with freight railroads that will share part of the line's path to the suburbs. Both Burlington Northern Santa Fe and Twin Cities & Western Railroad have reached agreements with
Met Council to allow for construction.
More recently, the bidding process to construct the
line has been marred by delays. The council rejected
(Continued on page 13)
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four bids in September, 2017, ranging from $797 million
to $1.08 billion to build the line because they were "nonresponsive."
By May, new bids from two contractors were higher
than the first round. The project was still expected to be
awarded August 1. But that was delayed until September 30, and then until November 15.
Heavy construction is expected to occur between
2019 and 2022, creating some 7,500 jobs with an estimated $350 million in total payroll.
The existing Green Line, which links the downtowns of
Minneapolis and St. Paul, was issued nine such letters,
permitting the project to move forward before receiving
its federal grant in 2011. The Green Line began passenger service in 2014. (Mass Transit Magazine via the
Minneapolis Star-Tribune, November 15)
Denver, Colorado
Not even a month after the last of the flaggers was
taken off duty along RTD’s A Line, some are once again
directing traffic at several crossings after a "safety critical software problem" was discovered. Crossing gates,
controlled by RTD’s positive train control (PTC) technology, have failed to work as designed. The G Line to
Wheat Ridge and Arvada was supposed to open to revenue service in the Fall of 2016, which has been indefinitely delayed due to the crossing gate issues.
Residents living along the A Line were led to believe
this Summer that once the flaggers were relieved from
duty in mid-July, Denver and Aurora would be able to
apply for quiet zone status and end the need for the
horns.
But according to an internal RTD email obtained by
The Denver Post on November 6, the Federal Railroad
Administration took note earlier this month when a G
Line test train reached a crossing ahead of the safety
gates' minimum 20-second warning time, thus forcing
reinstatement of the flaggers.
It is unclear why the incident on the G Line affected
just some of the crossings on the A Line and the one B
Line crossing, and The Denver Post was unable to receive a reply from the RTD and FRA regarding the issue. (Editor’s Note by Alexander Ivanoff: I concur with Bulletin Co-Editor Ronald Yee with regard to the crossings. Almost all across the world, railroad crossing gates are triggered by track circuits.) (Jack May via The Denver Post,
November 7)
In more positive news, RTD in November began running test trains on its 2.5-mile Southeast light-rail extension in Lone Tree.
The agency was scheduled to energize the rail line the
week of November 5, with testing of the entire extension
to start shortly after, RTD officials said in a news release. An extension of the nearly 20-mile Southeast
Line, the new route runs from the Lincoln to RidgeGate
stations.
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During the integrated testing phase, crews will measure track clearances and test train signals and the electrical and communications systems. After that phase is
completed, RTD will begin training operations crews.
Revenue service is slated to begin next year, although
an exact date has yet to be determined.
The Southeast extension is part of RTD's FasTracks
program to expand rapid transit across the Denver area.
(Progressive Railroading, November 2)
Los Angeles, California
On November 13, the Foothill Gold Line Construction
Authority Board of Directors received a report on how
the agency can deliver nearly 70% of the Foothill Gold
Line light rail extension from Glendora to Montclair at
least two years ahead of schedule and avoid tens of
millions of dollars annually in market escalation and risk
money proposed by the four design-build teams competing for the Glendora to Montclair Alignment contract,
while also approving an increase in the overall project
budget for the 12.3-mile, six-station light rail extension
of $570 million (to a total project budget of $2.1 billion).
The proposed plan is subject to environmental approval.
In response, the Construction Authority is proposing to
revise the phasing of project construction to deliver the
first eight miles of the 12.3-mile light rail extension
(including delivery of 80% of the freight relocation, 72%
of the structures, 65% of the grade crossings, and three
of the light rail stations — Glendora, San Dimas, and La
Verne) — in 2024, two years ahead of the original
schedule, while working to secure the additional funding
necessary to complete the project to Montclair by 2028.
If the plan is approved, the agency can deliver it within
the currently ongoing design-build procurement by asking bidders to provide separate bids for the first eight
miles of the project and also for a contract option that
would allow the winning team to complete the full project to Montclair if funding is secured within two years of
Notice to Proceed. (LA Metro press release via Mass
Transit Magazine, November 15)
Montreal, Quebec, Canada
The Societe de Transport de Montreal (STM) has
signed a C$340 million agreement with BombardierAlstom to purchase 153 additional Azur-class cars (17
nine-car open gangway design sets) for its Metro. Identical to the 2010 order for 468 (52 nine-car sets) Azurclass cars, this additional order will also be manufactured and assembled at the Bombardier plant at La
Pocatiere, Quebec. (Progressive Railroading, November 12)
Liepaja Latvia
Liepaja tram operator Liepajas Tramvajs has selected
Koncar to supply six meter-gauge trams.
Koncar’s €8.8 million bid was lower than that of
Modertrans. Railvec UAB had also bid with an offer of
trams made by Belkommunmash, but that bid was disqualified.
The contract is expected to be signed after a 10-day
(Continued on page 15)
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THREE ISLANDS OF ITALY
by Jack May
(Continued from November, 2018 issue)
(Photographs by the author)
SATURDAY, APRIL 2
We got up a bit late this morning; our fervid activities
finally catching up with us. Clare would be off to some
museums in Venice, including the Accademia and the
Peggy Guggenheim, while I would concentrate on rail
transit, no — make that guideway transit. After another
excellent buffet breakfast we walked the few steps to
the railroad station, where she found a train to Santa
Lucia leaving in a few minutes while I searched for one
to Padova.
Both Padova and Venice Mestre have Trans-Lohr single-rail guided rubber-tired tramways. My first experience with one of those French Michelin-developed rubber tire-supported operations was in the home of the
iconic manufacturer, Clermont-Ferrand, and then I followed that up with Paris. I visited the two similar systems in this area in 2013, but had bad weather for photos — so now I was hoping for better. No such luck as it
was overcast for almost the entire day.
On top of that, because of our late start, and also because it was the weekend, the regional service for the
20-mile trip from Venice to Padova was sparse. I purchased a local ticket for €2.85 on my Carta Argento (15
percent senior discount), but then found out that I would
have to wait until 10:54 to board a regional train. My
mistake was not paying attention to the small print on
the hard-copy departure billboard, where many (if not
most) regionals were marked Monday-to-Friday only.
Anyway, the next regional train to Padova was not until
10:54, but a long-distance train was due out at 9:37,
and would arrive at 9:51, instead of the regional express's 11:08. The fare, however, would be €12.70,
about $11 more. But I would have had to rush to make
it. I decided to take a chance, validated the ticket, and
boarded the Frecciarossa, a top-of-the-line high-speed
train headed to Rome. The conductor finally got to me
just as we were pulling into Padova, punched my ticket,
and told me it really was not valid for that train. I
breathed a sigh of relief that I did not get into trouble.
Despite the dark weather, I bought a day ticket, did
some riding, and took a few photos. I especially concentrated on the short portion of the system that runs wireless, using power from batteries that are charged while
the trams run under the overhead. I had not gotten such
photos on my first trip because it was raining cats and
dogs, or should I say gatti e cani.
As I mentioned in my previous Eurocruise trip report,
Padova has a population of about 215,000 and its rubber-tired tramway opened in 2007. Sixteen threesection articulated cars operate on its six-mile-long, 26stop system (see http://www.urbanrail.net/eu/it/pad/

14

padova.htm). The cars were running on a seven-and-ahalf-minute headway, and mostly had seated loads with
occasional standees.
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-of-way is always paved. Cars
can operate in mixed traffic or physically separated from
motor vehicles. In any case they are bumpier and noisier than typical European modern tramways (and good
American ones).
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 an alternative for steel wheels, as I find the
quality of the ride inferior to standard light rail. 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 operations costs, as are claimed by many of
the proponents of rubber-tired transport. I suspect the
cost of the heavy, rut-resistant paving materials is high,
even if they do not work perfectly (free-wheeling buses
usually provide a smoother ride, as the tires wander all
over the roadway, while the tires of the guided vehicles
go over the exact same spots all the time, wearing them
down). Nevertheless, I rationalize my interest in these
lines as being akin to my pleasure in exploring the rubber-tired metro systems in places like Montreal, Mexico
City, Lyon and elsewhere around the globe. In summary, I have concluded that these systems are somewhat inferior to steel-wheeled installations, but way better than buses.
I also wanted to ride the extensions of the Trans-Lohr
line in Mestre that went into service after my previous
trip, so I hurried back to Venice as soon as I could.
Again I was defeated by the Saturday schedule and
when I got back to the station the first train out was a
Frecciarossa scheduled for 12:09. Since I had the time
to buy a ticket I paid the correct fare for a ride to Venice
Santa Lucia and got down to the platform at 12:05, just
as the 11:54 Frecciargento was coming in late. Unfortunately I was waiting at the wrong door and the conductor refused to let me on, because my ticket was for the
next train (the fare was the same). Had I been waiting at
a different door I would have just gotten on. Anyway, the
12:09 was marked 15 minutes late, then 20 minutes
late, and finally arrived at 12:29. It got me to its Venice
terminal just before 13:00. I took a few photos in the
station and then was on my way.
(Continued on page 15)
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standstill period. The first tram is due to be delivered in
a little over a year, with all six due within 36 months of
contract signature.
This marks Koncar’s first contract to supply trams outside its home city of Zagreb. (Metro Report International, November 7)
Changchun, China
The third line of Changchun’s light rail network opened
on October 30. Line 8 runs north from the northern terminus of metro Line 1 at North Ring Road to Guangtong
Road.
Service on the elevated 13.3-kilometer route with 12
stops runs every 10 minutes from 6 AM-9 PM, offering

an end-to-end journey time of 28 minutes.
CRRC Changchun supplied a fleet of six-section Type
C light rail vehicles, which are stabled at a depot at Taiping near the northern end of the route. They have capacity for 622 passengers, including 124 on seats which
are heated to provide greater comfort in the city’s cold
winters. The LRVs draw power at 750 volts d.c. and
have a maximum operating speed of 70 kilometers per
hour.
Construction started in April, 2014 and was undertaken by China Railway Electrification Bureau.
The second phase would extend the route by 27.6
kilometers from Guangtong Road to Mishazizhen, adding nine stops. (Metro Report International, November
1)

Three Islands of Italy
(Continued from page 14)

After crossing the Trenitalia tracks on a viaduct, one of Padova's 16
three-section Lohr cars heads down the ramp leading to the railway
station and the city center.

Two scenes of southbound cars on the short section of wireless operation. The cars run on batteries in an area below Padova's downtown
where the city fathers have determined that overhead would spoil the views of landmarks. The left photo shows a car on Via Beato Luca
Belludi with the Basilica di San Antonio di Padova, the city's main cathedral, in the background. The right photo was taken around the corner on Prato della Valle, near the Prato stop.
(Continued on page 16)
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A view of the cab cars of two push-pull Trenitalia trainsets typical of
the local and regional services in the Venice-Padova area. The motive power, of course, consists of electric locomotives.

Santa Lucia station in Venice just west of the bumper blocks. From
left to right a Frecciabianca locomotive, followed by Frecciarossa
and Frecciargento trainsets, representing the initial and latest
equipment (respectively) used for Trenitalia high-speed rail in the
Torino-Milano-Roma-Napoli corridor. The prefix Freccia means arrow, so the most modern (center) unit is the Red Arrow, with those
surrounding it are the White Arrow and Silver Arrow. The White
Arrow services run between Venice and Torino using E414 locomotives at a maximum speed of 125 mph. The Silver Arrow trainsets
are the most "modern" looking, with their duck-billed front ends,
and are capable of 160 mph. These original tilting Pendelinos have
been replaced on the HSR by the faster Red Arrows, or ETR500s,
which can go up to 186 mph. It is said that Trenitalia is now introducing ETR1000s (also Frecciarossa), which are capable of 250 mph,
although the existing HSR infrastructure is certified for only 220
mph at this time. The Frecciarossa trains do not tilt.

Two close-up views of Arrow equipment. The angle of the left-hand view deemphasizes the stylized front end of the Frecciargento Pendolinos. The E414 locomotive and its matching Frecciabianco train in the right-hand photo presents a streamlined appearance.
(Continued next issue)
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planation of the topic showing included in Wikipedia:
“Ultra-wideband train signals would be able to transmit
more data wirelessly in a manner similar to CBTC, but
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can be installed faster than CBTC systems. The ultrawideband signals would have the added benefit of allowing passengers to use cell phones while between
stations.” To date (late October), R-160A-1 links 8441-4,
8517-20, and 8541-4 have been used to perform these
trials.

