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ACS-64 605 passing Fraser Yard pulling a Keystone Service train
towards Philadelphia.

The interior of one of SEPTA's push-pull coaches. The units are identical to those found on Metro-North and NJ Transit.

SEPTA AEM-7 2301 pushing the farewell consist.

SEPTA AEM-7 2301 pulling the farewell consist up the grade on
approach to 30th Street Station.
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Two views of the cable-operated people mover that connects Piazzale Roma, the gateway to Venice, with a huge parking lot and the city's
cruise terminal.

Two photos along Viale San Marco, which leads directly to Mestre's downtown area from the della Liberta causeway. Note how tram route
T1 mixes with motor traffic in the roadway, just like traditional streetcar lines.

Two T1 cars pass at the off-street portion of the Mestre Centro station, alongside Piazzale Cialdini just north of Mestre's main business
district. T2 cars terminate a short distance away on a single-track
siding along Via Cristoforo Colombo.

A southbound car on route T2 along Via Cappuccina, just before it
will duck under the railroad tracks.

—

Photos of southbound T2 units at the two portals of the tram subway running under Trenitalia's mainline tracks in Mestre. The left view,
taken from the northbound platform of the Stazione FS underground station, shows a car from Via Cappuccina slowing to a halt, while the
right one shows a similar unit leaving the tunnel to join Via Georgio Rizzardi.
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Looking east at ground level from Tulip Avenue in Floral Park on November 7, 2018. To the left is the Main
Line and to the right is the Hempstead Branch. The
pavement has been marked to show the locations
where new columns will be constructed for the new
overhead bridge/viaduct to carry the new track. This
will probably be one of the trickier pieces of construction on this project.

—

-

—
-

In this view from January 15, 2019, the new support columns have
already been poured for the new track connection from the existing
westward Hempstead Branch Track 1 (just to the right of the workers) to the new third track. In a bow to the architectural style of the
existing elevated structure, these new columns exactly match those
dating from 1962, when Floral Park was grade-separated.

View west from the Covert Avenue grade crossing in New Hyde
Park on October 25, 2018. This is the westernmost grade crossing in
the project area and will be replaced with an underpass. Construction barrier fencing has been installed along most of the right-ofway between Floral Park and Hicksville on the south side of existing
Track 2, which is where the new third track will be built.

Located midway between the New Hyde Park and Merillon Avenue
stations at milepost 16.96, the Denton Avenue bridge was constructed in 1889 and was rebuilt at some point in the last century.
You can see that the original stone abutments were added to with
a concrete layer. The bridge deck is supposed to be completely rebuilt for three tracks but not, surprisingly, widened. The existing
stone abutments are supposed to be extended to accommodate the
third track and a traffic light will be installed to control vehicular
traffic through the "one-lane" underpass. Photo taken on October
25, 2018. Technically, three-quarters of this bridge is located in the
incorporated village of Garden City and one-quarter in North New
Hyde Park (a census-designated place).

When the Mineola Boulevard bridge was reconstructed several
years ago, provision was made for the future third track, shown
here on the right side of the center abutment. It is not clear to me
whether there will be sufficient space for an island platform where
the existing eastbound platform is so that Mineola can be an express stop. Mineola is, after all, the seat of Nassau County government. Photo taken on October 25, 2018.

—
-

C-3 5001 (Kawasaki Railcar, 12/1998) leads train #651 from Port
Jefferson to Long Island City into Mineola at 2:36 PM on October
25, 2018. Nassau Tower, just beyond the eastbound platform here,
will need to be demolished to make way for the third track. All of
the interlockings in the project area will be controlled from the
Jamaica Central Control building with backup from the existing
Queens and Divide Towers. The Main Street crossing, under the
rear end of the first car, will either be completely closed to traffic
and be replaced with a pedestrian bridge (the preferred alternative)
or it may become a one-way northbound underpass (also with a
pedestrian bridge) while Willis Avenue, just beyond the locomotive
on the rear of the train, will be converted to an underpass. That
little grade crossing right in front of the train is a pedestrian crossing, which will also be closed.

Looking west from the Ellison Avenue overpass in Westbury towards the Carle Place station on November 6, 2018 we see M-7 7818
(Bombardier Transportation, 3/2007) leading train #1714 from Penn
Station to Huntington. You can see just how close the right-of-way
is to the houses on the south side of the right-of-way here. From
east of Mineola station to a point between here and Westbury station, the new third track is supposed to be on the north side of the
right of way, to the right in this photo. Roughly five miles of new
retaining and sound barrier walls will need to be constructed along
the project corridor.

M-7 7305 (Bombardier Transportation, 10/2004) leads train #1709
from Huntington to Penn Station just east of Ellison Avenue in
Westbury on October 25, 2018. It is not known to me why the large
area to the right, or the smaller area to the left, have been cleared. I
had thought that this was going to be for a new traction power
substation but I have learned that the existing substations will all
be rebuilt in place, as had been done at Substation G13 in Floral
Park in 2010. In this view the current two main tracks are to be
shifted slightly south (to the right) and the new third track is supposed to be on the north (left) side. Between here and Post Avenue
in Westbury in the distance, all three tracks need to shift south
again as the new third track is on the south side of the right of way
through Westbury. All of these track shifts will be engineered for 80
MPH maximum speeds.

Looking east from the Grand Boulevard overpass in the hamlet of
New Cassel on November 7, 2018. This is between the Westbury
and Hicksville stations. Some where in this view all three tracks will
take a very slight jog to the north (to the left in this view) and the
new third track will be on the north side of the right of way from
here . In the distance is the easternmost grade crossing of this project, Urban Avenue. It, too, will be replaced by an underpass.
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Stazione Ferroviaria Trieste was built in 1857 and was restored and
renovated in 2007. It is huge inside, but does not serve too many
trains.

-

-

A hazy view of the city of Trieste from suburban Villa Opicina at the
Obelisco station.

—

Inbound Stanga-built car 402 is shown on the final leg of its journey
from Villa Opicina to Piazza Oberdan on this quiet Sunday morning.

Streetcar 404 has taken the switch at the foot of the funicular and is
now heading for downtown Trieste. Tractor 1 is alongside on the
“siding,” having just completed its service as a buffer for the passenger car as it descended. It will wait for 404 to return so it can push
the tram back up.

Views at the foot of the funicular showing new (2005) tractor 2 and the stub switch in both its positions. The trough guiding the cable is
also shown.

A view from an inbound streetcar that has just passed its outbound
counterpart at the halfway point on the funicular connecting the
center of Trieste with the northern suburbs of Cologna and Villa
Opicina.

—

Two views just north of the Campo Sportivo stop in Cologna. On the left, car 404 heads inbound along single track private right-of-way after
having crossed Via Commerciale at grade. At right, outbound car 406 is shown at that crossing.

The carhouse and terminal building in Villa Opicina. Some passengers have a last cigarette prior to boarding 402 for their ride to the
center of Trieste.

Two passengers alighting at the Obelisco stop of the Trieste-Opicina
tramway. Three similar beagles permitted us to live with them
while our kids were growing up.
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28 St 6, reopened 1/14/2019, showing the fare array, LED lighting,
non-full height gates, and new-style countdown clock display.

Street stairs leading from the northbound platform at 28 St 6,
showing new tile work, railings, stair treads, and LED lighting.

Looking down one of the platforms at 39 Av-Dutch Kills NW on
1/28/2019, opening day. Almost everything in this view, save the
original ironwork, is new: platform walls, railings, lighting, platform
surface, canopy, and lighting.

Looking north on the northbound platform, the new LED lighting is
very evident and also has a pleasing color temperature. The corrugated metal walls were replaced with a stainless-steel mesh. Providing less shelter from the wind, especially in winter, it does create a
more open environment as you can now see the streetscape below.

—

167 St BD was reopened on 1/9/2019, the date of this picture. The
view is looking south on the northbound platform. The new artwork on the wall and improved lighting are most noticeable.

One of the street entrances to 167 St BD showing an electronic
information display. This is the southeast corner of Grand Concourse and E. 167th Street.

At Broadway NW, which reopened on 1/24/2019, an entirely new
exit staircase was built towards the south end of the northbound
platform. This will help to reduce the volume of passengers exiting
through the fare control area on the mezzanine.

Looking north on the west side of the mezzanine at Broadway
NW. The translucent artwork on the outer walls creates a colorful
display (at least during daylight hours) while the glass partitions
along the platform stairs creates a more open environment. The
simulated wood on the ceiling of the mezzanine, and platform canopies upstairs, are a nice touch.

—

A view of the shelter shed in the center of the eastbound platform
at the Richmond Valley station on the Staten Island Railway. This
station, along with 34 St-Penn Station ACE, was not closed during its renovation.

R-44 418 leads a westbound train into the Richmond Valley station.
The new lighting, railings, and shelters can be seen here. The new
countdown clock displays are at the far (east, geographically south)
ends of the platforms.
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Map from www.circumetnea.it

Two views of car ALn56-06, which was built in 1937 and apparently was the first of a series of Fiat-built DMUs that began the conversion of
the railway from steam-propelled trains to railcars. I suspect the unit, which has been preserved by the operator, Ferrovia Circumetnea, was
being used on a photo charter.
Photos from Unusual Places website

—

Left: An outbound push-pull regional train at Giarre, some 20 miles
north of Catania. The Circumetnea's station is just a hop, skip, and
jump from Trenitalia's.

The Ferrovia Circumetnea's Borgo terminal in Catania. The left photo shows a class ADe 21-25 railcar about to head into the yards just after
discharging passengers subsequent to its arrival from suburban Adrano Nord at 11:21. This type of DMU, built by ITIN in 1991, was the FCE's
newest until deliveries of NEWAG "Vulcano" railcars began in 2015 — I saw no sign of those on my journey. Note the montage of views of
the railway posted above the headquarters of the company. The right photo is a close up of two of the scenes, showing that the FCE runs in
all seasons.

Our outbound class ADe 11-20 railcar pauses at the Adrano Nord
station, waiting for a similar unit heading for Catania to pass. These
DMUs were built by Stanga in 1980 and constitute the Circumetnea's largest group of rolling stock. Note that the track area in this
attractive modern station is sufficiently wide to allow for the line's
eventual conversion to standard gauge.

A hazy view of Mt. Etna, as seen from the train window near Gurrida. Note the black lava from volcanic eruptions in the foreground.

—

Randazzo station, where we were supposed to transfer from our
outbound DMU, shown in the left photo, to another railcar. The RALn 64 unit shown at right heads a two-car train about to leave for Catania. No. 02 is one of six diesel mechanical DMUs built by Fiat in 1979; all of the other railcars on the Circumetnea's roster are diesel-electric.

Linguaglossa station, the last stop for railcar 18 on its journey from
Catania. We changed here for a bus to complete the circumnavigation of Mt. Etna, as a washout prevented continuing to Giarre on
the rail line.

Right: The view from our hotel window. Alstom delivered the first of
this series of emus for Trenitalia in 2014. They are called Minuetto,
but are actually part of the manufacturer's Coradia line of railcars,
which includes units built for Germany, the Netherlands and Denmark under the acronym LINT, which in German means Leichter
Innovativer Nahverkehrstriebwagen (railcar for light and innovative
local transport).

LIRR Main Line Third Track project continues moving forward. Looking east from the center platform of Floral Park station (east of Tulip Avenue) on 2/9/2019. This is the modification of the viaduct for the third track, which will include new bridges over South Tyson Avenue (the bridge in the near distance) and Plainfield Avenue (beyond the substation in the
distance).
Jeffrey Erlitz photograph

—

—
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East of Whitestone Junction in Corona, where the Whitestone
Branch diverged from the North Side (today’s Port Washington)
Branch. View looking north from Roosevelt Avenue, 9/30/1935.

West of Flushing-Bridge Street station, Flushing Creek is the border
between Corona and Flushing. This is the Bridge Street Drawbridge,
now in its permanently open position on 3/12/1932. View north
towards the Northern Boulevard drawbridge.

View northeast from south of the Flushing-Bridge Street station,
this is the King Road grade crossing. This little two-block street still
exists between Northern and College Point Boulevards. 3/12/1932

View north from a little east (railroad direction) of the FlushingBridge Street station. The tracks to the right lead to the FlushingBridge Street team yard, for freight cars. The manual block signal
for clearance to College Point is overhead. 3/3/1932

—

View north at the College Point station, 3/3/1932. The entire branch
was single-track with passing sidings here at College Point and at
Flushing-Bridge Street and Whitestone.

Looking northeast at the College Point station from the street side
of the imposing brick building, 127th Street and 18th Avenue,
3/3/1932. This building was opened 8/14/1869 and demolished
9/19/1934.

Looking north from just off the end of the platform at the College
Point station, we see the next manual block signal, which gave
clearance to the end of the line at Whitestone Landing; 3/13/1932.

View southeast of the Malba station, which is actually located in
College Point, 3/3/1932. Note how rural the area was even in 1932.
The dirt road here is 11th Avenue and today’s 143rd Place would
cross the track just on the other side of the station building.

—

A little east of the Malba station was the Malba Drive undergrade
bridge. Built in 1908, this was one of the very few concrete structures on the branch; 3/3/1932.

Looking northwest at the Whitestone station, 3/5/1932. This street
(15th Avenue at the time) is now the eastbound service road of the
Cross Island Parkway. The parkway, in a depressed cut here, is on
the railroad right-of-way.

Looking east from east of the Whitestone station, we see the 150th
Place and, beyond it in the distance, the Cross Island Boulevard
(today’s Clintonville Street) bridges. The 150th Place bridge may be
from 1869 when the Flushing & North Side Railroad built the line.
The Cross Island Boulevard bridge, like the Malba Drive bridge
above, was built in 1908 and is the only other concrete bridge.
3/5/1932

View northwest of the Whitestone Landing station, 3/5/1932.

View northwest beyond the passenger station at
Whitestone Landing, at the water’s edge. The building on the left side is the former LIRR machine shop
where the railroad’s fleet of tugboats were maintained. Between there and the freight house at the
center of this view are the MU lay-up tracks and
team tracks for freight deliveries. 3/5/1932

—
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Car 08 awaits its departure time at the Stazione Centrale terminal
of Palermo's Route 1. A center platform serves both tracks. The
railroad station is in the background.

The construction of a new arched bridge over the Oreto River for
Corso dei Mille was part of the project to build Route 1 of Palermo's
new tramway. This is a view looking eastward showing an inbound
car.

Looking west along Viale Piazza Armerina at car 09, as it leaves the
San Paolo terminal of Route 2. This is the closest the tramway gets
to the mountains that surround Palermo on its west and north
sides.

Another view of Route 2 with the mountains in the background.
The leads to the carhouse and shops are shown in this view of a
westbound car along Via Castellana, which has but three more
stops before its terminal.

Car 10 approaches the inbound platform of the Michelangelo stop on
Route 3. Station platforms are generally offset in Palermo, allowing
the center reservation to be as narrow as possible (gotta leave as
much room for autos as possible). This is the only intermediate station
between Route 3's terminal and its junction with Route 2.

—

Left: Looking northward at an outbound Route 4 car a few moments before the skies opened. The
road is officially Viale della Regione Siciliana Nord Ovest (Avenue of the Northwest Sicilian Region), but is better known as highway route E90.

Notarbartolo on the surface and below street level. The rainy left view shows the terminal of tram Routes 2, 3, and 4. Note the short stairway between the platforms for the two cars. The right photo shows a Trenitalia regional eMU en route to Stazione Centrale stopping at the
inbound platform of the rail station. It is early spring and green weeds already abound.

Palermo's Teatro Massimo Vittorio Emanuele. Opened in 1897, it is
Europe's largest opera house and is renowned for its excellent
acoustics. Standing there I could imagine a baritone singing the
lovely aria, "Sto per fare un'offerta che non può rifiutare."*
*Translates to: ”I’ll make him an offer he can’t refuse” (a quote
from a famous American movie).

Construction of the church of Sant'Ignacio All'Ovivella was started in 1598
and the edifice was opened to the public
in 1732. It has two bell towers and is
adjacent to Palermo's archeology museum.
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Around New York’s Transit System

-

456

-

456

-

23
-

F

23

-

-

-

NQRW
NQRW

DNR

-

123

NW

R

DNR

ACE
AC

AC
ABCD

2345
45

NW

2345

2345
12
12
1

45
-

-

-

NW

-

NW7

—

Eighth & Ninth Avenues Railway Company, W. 116th Street under the Ninth Avenue Elevated, c. 1898.
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A FARE INCREASE MEMORY
by Henry Raudenbush
This article was inspired by an item that appeared in the New York Times on April 12, 2019
concerning the 1948 New York City transit fare
increase.
A friend and I went down to our local station
(169th St on the IND Queens Line, then the
terminal) that night. He paid the last nickel
fare, and I paid the first dime fare. We knew
that there would be huge mob at Times Sq
competing for the honor, but as we expected,
we had no competition at 169 St. Right behind me, a guy came running down from a
connecting bus, with his nickel ready, but he
had to find a dime.
The turnstiles had been equipped with a
dime slot parallel to the nickel slot, and there
was a cap on the top with an off center slot,
held in place by a couple of screws. That
way, the Turnstile Maintainer only had to
loosen the screws, turn the cap 180 degrees,
and retighten the screws.
Most of the buses, both NYCTS and private
operators, had had fare boxes that would
take nickels (and some also dimes) but had
no way to deal with pennies. Until new fareboxes were put in, the pennies for the 7-cent
or 6-cent fare had to be dropped in a cigar
box. (Some of the private companies were
only allowed 6 cents; I think they had to go to
litigation to get to 7 cents).
The most interesting detail was the 12-cent
combination fare for surface plus subway
trips. This was a great breakthrough. The
mechanics were complex, and required a lot
of new or recycled facilities!
Starting on a bus, you paid the 7-cent fare
in the farebox. Then, near the rear door,
there was a small vending machine which
took a nickel, and spit out a little card ticket. In our station (which had very heavy bus
1

to subway traffic), a row of the small threebar turnstiles, removed from buses and
PCCs were installed, and among them one
of the old ticket chopper boxes used by the
IRT before they went to turnstiles in the
1920s. You dropped the transfer ticket in the
box, and were counted through one of those
turnstiles. A platform man watched that you
did use a ticket.
If you started on the subway, you paid your
dime fare in the usual way. At a busy transfer
station, inside the fare paid area, there was a
small booth that had been installed. You paid
the 2 cents to man there, and he punched
out another small ticket, with a machine in
the counter just like a movie box office. Boarding the bus, you handed that ticket
to the driver.
What might be considered the longest-ever
transfer walkover was set up between the
subways and 3rd Ave “L” at South Ferry, and
the bus terminal in St George – 5 miles on
the ferry. The 12-cent combination fare was
applied between Staten Island buses and the
subway. The ferry had its own separate 5cent fare.
When the South Ferry branch of the Third
Ave “L” was abandoned, free transfers were
provided between the “L” and M15 bus between Chatham Square and South Ferry. If
you boarded the bus between Chatham
Square and the ferry, there was a special
transfer form sold on the bus.
A couple of years later, the bus fare was
raised to 10 cents, and the combination fare
to 15 cents. A little later, the combination fare
was eliminated, and once again double fares
were required to parts of the city not served
by the subway – particularly eastern Queens
and all of Staten Island.
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MEMBER ROBERT S. KORACH (ERA #573) PASSES AWAY
The following appeared on the website of the Philadelphia
Inquirer on April 19, 2019. Mr. Korach was an ERA member
for 78 years, having joined on July 26, 1940.
Robert Stone Korach, 95, of Cherry Hill, the former
head of operations for the PATCO Lindenwold HighSpeed Line and a nationally known expert on public
transportation, died Thursday, April 18, of complications
from a stroke at Samaritan Hospice in Voorhees.
A longtime friend, J. William Vigrass, a transportation
economist, said Mr. Korach excelled at generating operating plans for public transit systems.
“He was a master of scheduling, how to get the most
out of the equipment and manpower to provide excellent service at a reasonable cost,” Vigrass said.
Mr. Korach could do advanced calculations and form
plans in his head that few others could follow. “He was
really something special,” Vigrass said.
Mr. Korach was recruited in 1967 to become the first
employee and head of operations for the PATCO Lindenwold High-Speed Line. He recruited Vigrass to handle fares and set up stations.
At the time, the PATCO line was under construction. It
was the first of the post-World War II “modern” rapid rail
transit systems, and under Mr. Korach’s leadership, it
became the national model for effective and efficient
rapid rail transit, his family said.
Virtually all the new rapid transit systems sent their
senior supervisors to PATCO to learn Mr. Korach’s management techniques. After a short period of retirement
from PATCO in 1983, he returned to work as the Assistant General Manager of Operations for the Southern
California Rapid Transit District.
He stopped working full time in 1988 and became a
consultant for new rail projects across the country. The
highlight of his career was being inducted in 1995 into
the American Public Transit Association’s Hall of Fame
for his contributions to the industry.

Born in Cleveland, Mr. Korach spent the first half of
his life in the Midwest. Right out of high school, he took
a job checking the suitcases of rail passengers at
Cleveland Union Terminal.
“The pleasure and reward of this position was my ability to constantly monitor the big blackboard that announced the comings and goings of the (trains),” he
said in an undated autobiography.
He enrolled at the University of Wisconsin in 1940,
interrupting his studies to join the Army during World
War II. He served with the military police and in a Transportation Corps Officers Candidate Training School in
New Orleans before being honorably discharged in
1945. He joined the Army Reserves in 1945, retiring in
1965 with the rank of Major.
After the war, he returned to the University of Wisconsin and graduated in 1947 with a bachelor’s degree in
economics. While there, he took jobs such as baggage
handler for the Milwaukee Railroad in Madison and
part-time operations manager for the university’s intramural bus system.
Mr. Korach’s first career job was in the Cleveland
Transit System, where he rose to Superintendent of
Schedules. In 1962, he was hired by the Los Angeles
Metropolitan Transit Authority. He combined the Pacific
Electric rail routes with the Los Angeles railway system.
In 1965, he became the Manager of Operations Planning for the MBTA in Boston before moving to head of
operations for PATCO.
An avid historian, Mr. Korach was often asked to write,
edit, and critique scholarly articles on early electric railways. He also collaborated on books about electric
transit systems in Ohio and Pennsylvania.
Mr. Korach was a mentor to many young men and
women who worked in public transit. He made lasting
friendships across generations and traveled extensively
into his 90s.

Robert S.
Korach.
Photo from
American Public
Transit
Association
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No. 364
by Ronald Yee and Alexander Ivanoff

evoke a sense of fluid movement, the rich tradition of
wrought-iron fence-work, as well as the cyclical rhythm
of the day and village life. Work at the Port Chester station is virtually complete with only the landscaping work
remaining to be done around the station area. The station has a new canopy covered kiss-and-ride plaza, a
repaved and striped parking lot, and a raised sidewalk
separating pedestrians from traffic. The 3,000 daily
commuters using that station will have vastly improved
access to the station and its platforms. An improved
replacement stairway and a new elevator featuring a
glass-enclosed cab connect the eastbound platform
with the street below and the westbound platform now
has an ADA (Americans with Disabilities Act)-compliant
rampway connecting it with Westchester Avenue. To
further improve safety at this rehabilitated station, a new
heat trace cable heating feature has been added to the
area in front to of the base of the elevator as well as at
the foot of the stairway leading to the eastbound platform. Heating cables buried within the concrete will be
automatically activated by two sensors when the temperature falls below a pre-set level, preventing any ice
and snow accumulations. (Metro-North Railroad press
release, April 14)
The new April 14 schedules have finally brought the
train schedules into alignment with fare policy with regard to the definition of the morning peak period trains
as those arriving or departing Grand Central Terminal
(GCT) from 6 AM-10 AM. Previously, all trains in both
directions until 10 AM were classified as peak period
trains, despite some trains arriving or departing GCT
prior to 6 AM. Beginning April 14, inbound Hudson Line
Trains #700 and #802 and outbound Train #703 are
now defined as off-peak trains. On the Harlem Line,
inbound Trains #500 and #602 and outbound Train
#501 are now off-peak trains. On the New Haven Line,
inbound Trains #1301 and #1503 and outbound Trains
#1404, #1504, and #1306 are now considered off-peak.
(Editor’s Note by Ronald Yee: It is noted that the New Haven
Line will offer early morning outbound off-peak service to all
stations on the mainline while the Hudson and Harlem will
only offer off-peak service to Croton-Harmon and North
White Plains, an obvious inequity as peak fares remain in
place for points north on the Hudson and Harlem Lines. Politically, this Editor suspects that there may be pressure for an
adjustment to the next schedule slated for June 30, 2019
where outbound Trains #803 on the Hudson Line and #601 on
the Harlem Line can be scheduled to depart GCT prior to 6
AM to provide off-peak fares for early morning outbound
service to the northern ends of both lines. Moving Train #803
15 minutes earlier to a 5:59 AM departure would have that
train arrive in Croton-Harmon at 6:50 AM, six minutes behind local train #703, sufficiently far behind to avoid being
delayed by the local. On the Harlem Line, Train #601 can be

The 4% fare increase for MTA commuter rail as well
as NYCT subways and buses was approved at the
March MTA Board meeting. It is expected to bring
around $336 million more in passenger revenue to the
MTA. Details on the fare increases were provided in the
April, 2019 Bulletin.

Following the LIRR’s lead, Metro-North Railroad announced that by the end of June its customers should
be able to track, in real time, the train they are waiting
for at a station using a mobile phone app. While similar
in function to the LIRR, it may not be a GPS-based system. At press time, no further details were available. For
readers who want to sample the new phone-app tracking system of the LIRR, go to https://www.mylirr.org.
The March Bulletin had covered the introduction of this
system. (Metro-North Railroad press release, April 18)
As a continuation of Metro-North Railroad using
“design-build” contracts to expedite its station improvement project, renovation work commenced on April 18
at the Crestwood station. Design-build requires a team
of designers and contractors to be responsible for both
designing and building an entire project to ensure that
coordination is seamless with a goal of completing the
work in the shortest possible time frame. The station
improvement project is transforming and enhancing five
stations: Harlem-125th Street (nearing completion),
Crestwood (just started), White Plains (halfway to completion), Port Chester (expected completion Spring,
2019), and Riverdale (completed September, 2018). It is
funded by MTA’s 2015-9 Capital Program. When completed by the end of 2019, the Crestwood station will
feature new LED lighting, signage, free Wi-Fi, benches
in the overpass, and a kiss-and-ride area equipped with
USB charging ports. The entrance plaza will have a new
ramp with a canopy that will carry customers from the
sidewalk level on Columbus Avenue and directly in front
of the existing elevator to the overpass. There will also
be a canopy over the kiss-and-ride area and the renewed overpass will have a digital information dashboard showing real time train status as well as ticket
vending machines.
As part of the station improvement. MTA Arts & Design
commissioned artist Tricia Wright to create original, sitespecific artwork for Crestwood. Tentatively titled “The
Perennial Village,” the artwork will consist of stainless
steel sculptural panels for the railings along the ADA
ramp, and floor-to-ceiling art glass for the overpass windows. It will be a celebration of the perennial rhythms of
daily commuting as well as the cyclical rhythm of the
day and life in the villages of Crestwood and Tuckahoe.
Elements including perennial flowers (morning glories,
evening primroses), ornate arches, the village clock faces, and patterns of water lily pads will be featured to

(Continued on page 7)
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alternate means of transportation between Indianapolis
and Chicago if Indiana’s Governor Eric Holcomb has his
way. Amtrak spokesperson Marc Magliari said that the
railroad is not giving up on the route, but Amtrak needs
to be transparent in case funding does run out before
July 1.
State officials have been hoping for ridership on the
Hoosier State to make enough of a jump to justify the
payments the state makes to Amtrak to help support the
route, which is also funded in part through money from
local communities (Lafayette, West Lafayette, Tippecanoe County, Crawfordsville, and Rensselaer), which
have been fighting to save the train. If funding does not
make it into the next two-year state budget, the Hoosier
State will cease operation. At press time, the Indiana
Legislature was hoping to have the budget done before
it adjourned on April 29. (Rail Passengers Association
Hotline, April 12)

(Continued from page 6)

moved to 5:56 AM and arrive at White Plains 6:31 AM. Local
Train #501 can be advanced two minutes to depart GCT at
5:37 AM and arrive into White Plains at 6:27 AM, maintaining the current four-minute spacing there. To accommodate
these changes on the departure timeslots out of GCT, New
Haven Line Stamford Local Train #1306 could be moved four
minutes later to depart GCT at 6:02 AM (not a loss as customers to Stamford already have an off-peak train departing
at 5:30 AM), with #1506 moved 2 minutes later and #1406
one minute later to maintain current spacing required for
signal headways at Stamford. In this way, each line would
have two early morning off-peak outbound trains serving all
mainline stations. There may be some other deadhead trains
or equipment moves that would have to be moved around to
accommodate such a proposal.) ( Ronald Yee, April 22)
New Jersey Governor Phil Murphy and NJ Transit announced the resumption of commuter rail service on the
Atlantic City and the Princeton Shuttle as of May 12,
almost two weeks earlier than the previous target of
May 24. In addition to the earlier reopening of the rail
lines, two additional trains will be operated on the Atlantic City Line to fill in a late morning service gap as well
as an additional peak period train that will arrive in Philadelphia before 9 AM. There will be five trains arriving
at Philadelphia during the morning peak period. In 2018,
there were only three. During the midday, the schedules
have been adjusted to offer a headway of two hours or
better. The Princeton shuttle will resume a similar service level to what had existed prior to the suspension of
service last year. The lines had been closed at the end
of summer 2018 to facilitate the installation of Positive
Train Control (PTC) hardware and software aboard all
locomotives and cab control cars as well as on the
tracks. Initially, the closures were slated to end in January, 2019; service restoration was postponed twice, first
to March and then to May 24 due to equipment and
crew shortages over the winter. (The Press of Atlantic
City, April 17)
NJ Transit will issue new timetables for only the Atlantic City and Northeast Corridor lines on May 12 to reflect
the resumption of rail service on the Atlantic City and
Princeton Shuttle. The October 14, 2018 schedules will
remain in effect on all other lines with no changes. (NJ
Transit, April 18)

Senators have threatened to withhold funding for
WMATA if the agency selects CRRC (China Railway
Rolling Stock Corporation) as the builder of its next generation of Metro rail cars. They are expressing concern
that the Chinese government could be surreptitiously
installing spyware and listening devices aboard the new
Metrorail cars to spy on its passengers, many of whom
are members of the military or government officials and
staff. China has internal laws requiring companies operating in China to cooperate with state intelligence and
other Chinese government agencies. While CRRC denies that this could even be a remote possibility as it
would have no control or access to the cars once they
have been accepted for service on WMATA, many software experts have said that with today’s technology,
this cannot be ruled out. Simple periodic software updates sent from CRRC to operators of its transit equipment could include embedded malware undetectable by
the transit agency. Thus far, Alstom and Hyundai-Rotem
have expressed to WMATA a serious interest in building
up to 800 new 8000-series railcars, a potential order
valued at over $1 billion. While WMATA has expressed
some concern over the potential for eavesdropping, it
cannot legally exclude CRRC from the bidding process
which has been extended to close on May 31.
Having a Senatorial push to legislate just such an exclusion order would relieve WMATA of the legal ramifications of refusing to do business with a potential low
bidder. However, the ultimate cost to the agency could
well be in the hundreds of millions in additional capital
costs. The senators supporting the move to exclude
CRRC from the bidding process are planning to insert
such a clause into the reauthorization of the annual
$150 million toward capital improvement. CRRC has
won four contracts in recent years (Boston MBTA – new
Orange and Red Line subway cars), Chicago’s CTA
(7000-series “L” cars slated to replace the 2600-series
with an option order to replace the 3200-series “L”

ERA Bulletin Co-Editor Alexander Ivanoff reported
seeing Amtrak’s Great Dome Ocean View on the front
of the westbound Lake Shore Limited leaving AlbanyRensselaer on April 13. Your Editor was coming back
from a political engagement held outside Syracuse,
New York and spotted the car while waiting for his
southbound Maple Leaf to undergo an engine change.
More than 500 passengers have been contacted as
Amtrak stops selling Hoosier State tickets beyond June
while hope for $3 million in funding has become bleak.
The customers are being told that they may need to find

(Continued on page 8)
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options each for 25 married pairs. The first trains are
due to enter service in 2023.
The cars, designated CQ400 by MARTA, will have 128
seats and will be ADA-compliant. They will draw power
from a third rail at 750 volts d.c. and have a maximum
speed of 70 miles per hour. Interior features include atseat sockets, wi-fi, and luggage racks.
Stadler is contractually obliged to create at least 60%
of the project’s value in the USA. The trains will be assembled at the company’s factory in Salt Lake City.,
Utah (Metro Report International, March 29)

(Continued from page 7)

cars), Los Angeles’ LAMTA Metro (HR4000-class subway cars replacing the Breda-built cars), and Philadelphia’s SEPTA order for push-pull multilevel commuter
rail coaches. There is a genuine concern that the Chinese government may be subsidizing CRRC’s low bids,
undercutting by 20-30% established manufacturers in
the U.S. such as Bombardier, Siemens, Alstom, Kawasaki, Hyundai-Rotem, and Hitachi-Breda with a potential
for driving them out of business, leaving a near monopoly on the railcar market. However, it should be noted
that CRRC representatives have pointed out that
Stadler underbid them for the Atlanta’s MARTA CQ400class metro cars. (Editor’s Note by Ronald Yee: No mention
was made of the impact on the ultimate price of CRRC railcars due to the American import tariffs being placed upon
Chinese-manufactured goods in the past year or so. The tariffs, if imposed with no exemptions, would “level out” the
playing field with other manufacturers.) (Washington
Post, April 15)
Virginia Railway Express (VRE), which operates the
12th largest commuter rail service in the U.S., has positive train control (PTC) fully operational on all of its
trains. VRE CEO Doug Allen made the announcement
at an April 12 meeting of the VRE Operations Board.
VRE said the safety milestone was achieved April 11,
2019, when each of VRE’s 32 inbound and outbound
trains on the Fredericksburg and Manassas Lines ran
under PTC operation.
VRE was responsible for installing PTC technology on
its 20 locomotives and 21 cab control cars, training employees and integrating a back-office system. Close
coordination was required with its host freight railroads,
CSX and Norfolk Southern, to place compatible equipment throughout their systems, as well as on the 90
miles of track where VRE operates.
The federally-mandated safety overlay system is estimated to cost railroads nationwide more than $14 billion. VRE expects PTC implementation to cost it $15
million.
All railroads required to implement PTC had until December 31, 2018 to meet several statutory requirements
to qualify for an alternative schedule to have PTC fully
implemented by Dec. 31, 2020. All railroads met the
2018 requirements, but with only four of 41 railroads
had PTC fully operational by the end of 2018. However,
since the start of 2019, North County Transit District in
southern California and Sound Transit's Sounder trains
in Washington state are both fully operational under
PTC. (Mass Transit Magazine, April 12)

Florida’s Brightline was officially re-branded Virgin
Trains USA effective April 1. Virgin Group founder Sir
Richard Branson also re-christened its MiamiCentral
terminal as “Virgin MiamiCentral”. This paves the way
for the new organization to raise the $1.5 billion expected to fund the extension of the rail line from West
Palm Beach to Orlando via upgraded FEC railroad
tracks to Cocoa and then on new tracks capable of supporting 125 mph speeds westward to a new terminus
already constructed at Orlando Airport. Eventual plans
that the Virgin Group has hinted at are to further extend
the line west of the Orlando Airport station to serve the
Disney complex and, in Miami, to potentially have a
branch of the line serve the cruise ship terminal at Port
Miami, making for convenient dockside rail to ship connections with Virgin Cruises cruise ships that the group
expects to operate by the early 2020s. (Editor’s Note by
Ronald Yee: No word was given on when the five uniquely
colored and named coach consists as well as the Siemens SC44 Charger locomotives will be “re-branded.” Connecting
the Disney complex and the Port of Miami with Virgin Trains
USA may prove difficult as this would be in direct competition
with the Disney Cruise line which sails out of Port Canaveral
due east of the Orlando area and served by dedicated Disneyoperated bus shuttles to and from the cruise ships. While a
branch to the Port of Miami is within the realm of possibility,
unless Virgin is able to negotiate a cooperative agreement
with Disney that is beneficial to both parties, extending Virgin
Trains USA from Orlando to the Disney complex may prove
difficult. Only time and business economics will tell.) (South
Florida Sun-Sentinel, April 1)
Utah Transit Authority (UTA) officials marked the completion of construction on a new section of double tracking on the S-Line streetcar route, which connects the
Fairmont station in Salt Lake City to the Central Pointe
TRAX light-rail station in South Salt Lake City.
Begun in 2018, the project was designed to reduce
the amount of time riders wait for trains, reduce congestion, improve air quality, and provide better connections
with UTA's other modes of transportation, officials said
in a press release.
The project was funded with $4 million from Salt Lake
County Infrastructure and by a $1.9 million Wasatch
Front Regional Council Congestion Mitigation and Air
Quality Improvement program grant.
The Salt Lake City County is also pledging $500,000

The Metropolitan Atlanta Rapid Transit Authority has
selected Stadler to supply 254 metro cars, with options
for up to 100 additional cars. According to Stadler, this
is the company’s largest-ever rolling stock order by volume.
The $600 million contract includes a base order of 127
two-car married pairs, each pair 150 feet long, plus two

(Continued on page 9)
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just such an incident as will subsequent cars being delivered but most of the year-old Siemens fleet had yet to
be modified. The woman was dragged by the LRV along
the platform edge for several feet before she fell onto
the tracks and was injured.
As a precaution, MUNI has locked out the rear doors
of the Siemens LRV-4s until the door edge sensor issue
is resolved. Another matter that has come to light with
the LRV-4s is a higher-than-expected number of emergency brake applications due to cab signal and Automatic Train Control issues in the MUNI Metro tunnels
resulting in the formation of flat spots on the wheels.
These interface issues are a long-known known problem but the resolution has been elusive. As a result, the
wheels undergo more frequent re-truings at the shop
and are wearing out at a far faster rate than ever expected, with some wheels already reaching a wear level
requiring replacement. LRV-4 availability has been as
low as 20-30 of the 50 cars delivered from Siemens.
Lastly, the couplers have experienced malfunctions,
preventing the operation of two- and three-car trains. As
a result, the request for $62 million to place an order for
additional LRVs has been postponed. (WNBC-TV/4
News, April 20); San Francisco Examiner, April 24)
After nearly seven months, the Transbay Transit Center in downtown San Francisco is nearing the completion of structural repairs and inspections. After a grand
opening on August 12, 2018, the entire terminal was
abruptly closed on September 25 after workers discovered cracks in two major beams supporting the structure over Fremont Street. Local and commuter bus operations have been significantly impacted during this
closure. Workers are now removing the supplemental
steel supports under the long spans over Fremont
Street during four consecutive weeks from 9 PM to 5
AM Sundays through Thursdays beginning in late April
until mid-May, requiring the closure of Fremont Street
between Howard and Mission Streets during those
times. An independent review of the repair work is underway and a re-opening date will be announced upon
conclusion of that review. (San Francisco Chronicle,
April 22)

(Continued from page 8)

for additional operating costs for the ﬁrst three years of
double-track service.
Since the S-Line streetcar service began in 2013, the
South Salt Lake and Sugar House areas have experienced "significant growth," including 1,000 additional
residential units and over 2 million square feet of redevelopment, they said. (Progressive Railroading, April
11)
The Santa Clara Valley Transportation Authority (VTA)
has announced plans to close a light rail line in Silicon
Valley as part of a recast of the public transport network, which is being implemented in response to the
agency’s growing operating deficit.
Known as the Almaden Shuttle, the 2.1-mile Ohlone/
Chynoweth-Almaden branch in south San Jose opened
in 1991, but ridership fell well short of projections and
the branch was threatened with closure in 2003 and
again in 2009.
Average weekday boarding in 2018 was just 141 passengers at Almaden and 166 at Oakridge, the only intermediate station on the branch. Under VTA’s New Transit Service Plan, which is due to go before the board for
approval in May, the Almaden Shuttle would be replaced by a bus service later this year.
Passenger numbers on the VTA light rail and bus network fell by 23% between 2001 and 2016. VTA is now
making further changes to the network in a bid to reduce its projected $26 million operating deficit.
Under the New Transit Service Plan, Blue Line service
from Santa Teresa to Alum Rock via San Jose City Center will be cut back to Baypoint. A new Orange Line will
be created linking Alum Rock with the Caltrain commuter rail interchange at Downtown Mountain View.
(International Railway Journal, April 9)

The San Francisco Municipal Transportation Agency
(Muni) will end switchbacks on the T/Third Street light
rail line in an effort to provide more reliable service to
southeast San Francisco, agency officials announced.
To accommodate the elimination of switchbacks, a
train will be on standby along the route to fill gaps in
service and the agency will provide updated schedules
with more accurate travel times.
Light rail wait times and performance data will also be
reviewed regularly and rail service controllers will be
integrated into a modern transportation management
center. (Progressive Railroading, April 11)
A woman whose fingers were trapped by the closing
doors of one of SFMTA MUNI’s new Siemens Light Rail
Vehicles (LRV’s) was dragged by an LRV that departed
despite safety systems designed to prevent an LRV
from taking power and moving if the door edge sensors
detect an obstruction and fail to close completely. Apparently, this is not the first time this has happened with
the new LRVs. A MUNI spokesperson stated that some
LRVs have had a second sensor installed to prevent

L.A. Metro held a ribbon cutting ceremony on April 3 to
celebrate the completion of Southwestern Yard, which
will serve the future Crenshaw/LAX Line and Metro
Green Line. The rail yard will have the capacity to store
70 light rail vehicles, along with maintenance facilities
capable of carrying out inspections, body repairs, painting, storage, and cleaning and washing.
The $172 million facility was designed and constructed to attain LEED Silver Certification. The "green" features include pollution-reducing construction processes,
easy access to public transportation for workers, treatment of storm water runoff, and the use of low-emitting
paints, sealants, coatings, and materials. There is also
energy-saving lighting and air conditioning. The project
was completed on budget and on time.
Southwestern Yard is part of the Crenshaw/LAX
(Continued on page 10)
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Transit Project, the 8.5-mile light rail line that will meet
with the Expo Line and connect with the Green Line
near the Aviation/LAX station. In 2020, L.A. Metro is
expected to begin major construction on the Airport Metro Connector/96th Street transit station, which will be
next to the new rail yard. The station will be the transfer
point between local transit — including the Crenshaw/
LAX Line and Green Line — and Los Angeles International Airport’s future Automated People Mover. The
station and people mover are forecast to be complete in
2023. (Mass Transit Magazine, April 4)
The appearance of the trains to be supplied for Montreal's Reseau Express Metropolitain automated light
metro project was revealed by the Alstom-led Groupe
PMM consortium on March 29.
The 106 two-car trainsets will be part of Alstom's Metropolis family.
The manufacturer said the vehicles would be designed “to perfectly fuse with the green spaces of the
city,” offering passengers “breathtaking views” through
the large windows.
The green and white livery selected by the public is
inspired by the new Samuel de Champlain Bridge,
which is currently under construction, with the headlights “directly recalling” the stays of the bridge.
The cars will have wide doors to facilitate passenger
flow, with vibration mitigation and real-time passenger
information systems.
The 67-kilometer REM with 26 stations will be one of
the world's largest automated transport networks when
it is complete, connecting the south shore suburbs in
the east with the city center and having western branches to the airport, Sainte-Anne-de-Bellevue, and DeuxMontagnes. Opening of the first section is planned for
mid-2021. (Metro Report International, March 29)
The Toronto City Council has voted to make the King
Street transit pilot permanent.
The pilot project, which prioritizes streetcar traffic
along a 1.6-mile stretch of King Street between Bathurst
and Jarvis Streets, has been in force since November,
2017. It restricts through traffic at most intersections.
As part of the decision to make the pilot permanent,
the Council also voted to make improvements to
streetscaping along the corridor, including enhanced
lighting and “permanent patios.”
City staff found the pilot shortened travel times for
transit users, while increasing transit ridership. A recent
staff report found that 30,000 minutes of travel time are
saved by travelers each day; ridership increased by 16
percent overall with 25 per cent more customers per
hour boarding per hour of service.
The 504/King streetcar is the busiest surface route in
Toronto.
For businesses along the route, the report found that
during the 12-month period before the pilot was in10

stalled compared to the 12-month period after it was
installed, year-over-year growth in total spending along
King Street decreased slightly from 2.5 percent to 1.7
percent.
There was little change to average travel times of cars
forced to move off of King Street to other streets, according to the report. (CBC News, April 16)
Ontario Premier Doug Ford announced that the Province of Ontario will finance the building of the “Ontario
Line,” a new rapid transit line that will serve as muchneeded relief for the overcrowded #1 (Yonge University)
and #2 Lines (Bloor-Danforth). It’s the centerpiece of a
C$28.5 billion plan for a greater Toronto area enhanced
transit network of which the province is committing
C$11.2 billion. The Ontario Line is an expanded version
of what had formerly been referred to as the “Downtown
Relief Line” in previous rapid transit plans.
The primary goal of that line was to relieve the severe
overcrowding at the Bloor-Yonge interchange station
between Lines 1 and 2. This would be accomplished by
constructing a relief line running from Osgoode on Line
1 (Queen Street West and University Avenue), under
Queen Street and then heading north on the east side
of the city to the Pape station on Line 2. The expanded
version, now called the Ontario Line and estimated to
cost C$10.9 billion, is scheduled for completion in the
2027-9 timeframe. It would extend westward to a yet-tobe-specified location at Exhibition or Ontario Place and
northward from Pape and Danforth Avenues to the Ontario Science Center at Eglinton Avenue East and Don
Mills Road. There, it will have an interchange with the
Science Centre station of the Eglinton Crosstown Light
Rail Transit (LRT) line that is currently under construction.
Of interest is a reference by the Toronto Star newspaper and CBC News that the Ontario Line will not operate with traditional rapid transit subway cars but instead, utilize smaller profile, automated trains similar to
those operated on Vancouver’s SkyTrain or London’s
Docklands Light Railway. The Ontario Line is expected
to offer the same peak period capacity as the TTC’s
Line 1, provide a 50% increase in subway capacity to
downtown, relieve Line 1 of up to 20% of its current ridership, and bring rapid transit service to underserved
neighborhoods such as Thorncliffe Park and Flemingdon Park.
Rounding out the grand plan would be three additional
transit projects. One is for a five-station Yonge North
extension northward from Finch to Richmond Hill, costing C$5.6 billion, with construction beginning after the
Ontario Line opens. The reason for the delaying this
extension until the Ontario Line is built is to avoid adding even more passengers to the beleaguered Line 1
down Yonge Street to Downtown. The second is for a
Scarborough Line 2 subway extension, projected to cost
C$5.5 billion and slated to open before 2030. Lastly, a
ten-stop extension is being considered of the Eglinton
Crosstown Light Rail line, westward from Mount Dennis
to Commerce Road, to be completed by 2031 and cost(Continued on page 11)
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to cost £17.6 billion (US$22.7 billion) (BBC News, April
18)

(Continued from page 10)

ing C$4.7 billion.
The cost may be higher if the surface extension is
placed underground west of Royal York. Studies are
underway to determine the feasibility of extending a few
miles farther to the northwest to Toronto Pearson International Airport. Two other line extensions previously
discussed were notably absent from this latest plan.
One is an eastward extension of the Eglinton LRT to
Malverne Towne Centre and the other is the building of
a Waterfront LRT line from Long Beach in the west to
East Harbor in the east, utilizing a combination of existing light rail tracks and new trackage along the lakefront. The latter is being left to the City of Toronto to plan
and fund its construction.
Lastly, the provincial plans call for the extension of
Line 4 (Sheppard Subway) east to meet up with the
Line 2 extension to Scarborough at the McCowan station of that line. This is currently an unfunded item.
Rounding out the total funding of C$28.5 billion would
be commitments from the City of Toronto and the Government of Canada. (Editor’s Note by Ronald Yee: Interesting how TTC is pushing for an extension of Line 2 to Scarborough replacing the Scarborough LRT with full-size rapid
transit subway cars while Ontario Province is pushing for the
Ontario Line to utilize technologies similar to the Scarborough LRT.) (urbantoronto.ca, April 11)
London, England
The BBC reported on April 18 that Crossrail could be
delayed until 2021, according to a senior source associated with the project to build a new railway underneath
central London. The east-west route, officially called the
Elizabeth Line, will run between Reading and Shenfield
in Essex and had been due to open in December, 2018.
Crossrail said testing of the trains and signaling was
"progressing well." However, sources indicated that dynamic testing was proving to be more challenging than
originally believed. Once dynamic testing is complete
then trial runs will commence, test runs per a real timetable will begin. The source said, with the current state
of the project in mind, a "best case scenario" would be
the new Elizabeth Line opening in spring, 2020, with the
worst case being the following spring. Two other senior
rail sources say this assessment is credible. It also tallies with one of the conclusions in a report written by
members of the British Parliament on the Public Accounts Committee which was published in April.
However, there is still uncertainty over when the project can be completed because work to match a new
signaling system in the 13-mile stretch of tunnel with
software on the new trains is still ongoing. On top of the
trains and signaling, all of the new stations along the
route are incomplete, with the Paddington and Bond
Street stations the furthest behind. A delay to the project
only first became public in the summer of last year, just
weeks before the railway was supposed to open in December, 2018. The project, which was projected in 2010
to cost £14.8 billion (US$19.09 billion) is now expected
11

All-night service on selected metro and tram lines in
Paris is to be trialed later this year, Ile-de-France President Valerie Pecresse announced on April 13.
The trial will see six metro lines and three tram routes
open at night one Saturday a month between September 14, 2019 and March 7, 2020. Service on metro lines
1, 2, 5, 6, 9, and 14, and on tram routes T2, T3a, and
T3b, will run from 5:30 AM on Saturday to 12:30 AM on
Monday. Not all stations will be served by night service,
and bus frequencies on some routes will be increased
to provide connections with later trains.
Delphine Burkli, Mayor of the city’s ninth arrondissement, is responsible for implementing the plan. Local
politicians are to discuss the project with city transport
operator RATP and representatives of the night economy at a meeting on May 16.
Pecresse says that the measures are intended to
boost nightlife in the city and come in response to pleas
from the tourism and entertainment industries. Nightlife
has suffered amid the recent gilets jaunes protests,
which have played a role in putting off revelers. Following consultation with business representatives, it was
decided to carry out the trials in the autumn and winter,
when cold weather acts as a further deterrent to people
going out at night.
RATP is contractually obliged to provide up to five
nights a year of all-night service as part of its contract
with transport authority Ile-de-France Mobilites. Any
openings beyond this require extensive negotiations.
Pecresse says that it will cost “millions of euro a night”
to provide extra station security and other measures
needed for nocturnal operation.
Following the final Saturday, Ile-de-France will review
the success of the trial and decide whether to continue
with night service on a permanent basis. (Metro Report
International, April 15)
Deutsche Bahn has stopped accepting deliveries of
new ICE4 trainsets, after it emerged that bodyshell
welding had not been carried out as specified.
Siemens Mobility is the general contractor for the
ICE4 fleet under a framework contract awarded in May
2011, with subcontractor Bombardier Transportation
responsible for around 30% of the overall project, including the bodyshells and inside-framed bogies and
finishing work for three of the car types, including the
driving vehicles.
The two suppliers issued a joint statement on April 4
saying Bombardier’s quality management procedures
had determined that individual welds on the coach bodies had not been carried out as specified. They said this
was not a safety issue, the bodies currently in production complied with the agreed quality standards, and
there were “currently no indications” that the issue
would have any impact on the trains already in service.
(Continued on page 12)
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Around New York’s Transit System
ATO In Operation on Flushing Line
On Monday April 1, 2019, a General Order officially
marked the beginning of Automatic Train Operation
(ATO) on NYC Transit's 7 line. While Train Operators
will always remain in the lead end operating cab, they
will now oversee the train's operation over the line,
pressing the "start button" on the control console to engage the ATO, which will initiate the steps to automatically operate the train to the next station. Due to some
glitches resulting in significant operational delays in service, trains on the line reverted to manual operation by
Train Operators controlled by CBTC speed control. The
line had been operating successfully in this mode since
the CBTC was gradually cut in between April and late
autumn, 2018. After the technical glitches had been resolved, another General Order was issued to resume
ATO on April 15, 2019. (Editor’s Note by Ronald Yee: In
situations where the ATO system is inoperative, the Train

Operator can assume manual control of the train under the
protection of either the CBTC Cab Signal speed control systems or in cases of systemic outage of the CBTC, utilize the
limited wayside signal system the CBTC "overlays." This
mode would allow trains to move under wayside signal protection but at very limited (longer) headways since the signal
blocks in many sections of the line are close to a half-mile
long or two stations apart.
Additional information: As of April 25, the ATO system on
the 7 is not active. A Train Operator on the line told this
Editor on April 25 that soon after ATO was resumed on April
15, at least one train unintentionally bypassed some stations
while in ATO mode. The system was turned off shortly afterwards for further adjustments. As of press time, there are no
estimates on when it will be reactivated. For the time being,
7 trains will continue to operate over the line under the signal protection and speed control of the CBTC that had been
activated in stages beginning in April, 2018 and was completed that autumn. )

Commuter and Transit Notes

Tatra-Yug tram for the city on April 2.
On December 18 operator Kyivpastrans signed a
$15,949,075 contract with Tatra-Yug for the supply of 10
trams to replace some of the current fleet operating on
the city’s “fast tram” route serving Troeshchina on the
left bank of the River Dnipro.
The 70% low-floor three-section K1M6 tram is 94 feet
long and 8.2 feet wide with capacity for 267 passengers. It is equipped with a wheelchair space, air conditioning, wi-fi, a passenger information system and LED
lighting. Maximum speed is 47 miles per hour, and
emergency traction batteries enable 0.6 miles of operation without external power supply.
The K1M6 is Tatra-Yug’s latest model. It was presented in May, 2017 before undertaking tests on the network in Kamianske. (Metro Report International, April
4)
Harbin, China
A 5.3-mile extension of Harbin metro Line 1 opened
on April 10. The extension from Hananzhan (Harbin
South railway station) to Xinjiang Street is entirely underground and adds four stations. One more station is
scheduled to open later.
The initial section of Line 1 opened in September,
2013 between the Harbin South and Harbin East railway stations. The extension brings the north-south
route to 16.2 miles with 22 stations. Service is operated
with a fleet of 17 six-car Type B trainsets supplied by
CNR Changchun.
The city’s second metro line opened in January, 2017.
Extensions of Line 3 are planned to open in 2021 and
2023. Line 2 is under construction for opening in 2020,
and two further metro lines are scheduled to open after
2025. (Metro Report International, April 15)

(Continued from page 11)

Siemens and Bombardier have informed the Federal
Railway Authority of the situation.
DB said the trainsets were safe and there was no impact on customers. However, the bodyshells did not
meet the contractually-agreed quality standards and
this could lead to higher long-term maintenance requirements.
The operator has requested that the manufacturers
repair all affected vehicles within the scope of the warranty provisions. The details of this process are currently being worked out and DB said it would not be accepting any further ICE4 trainsets until a final agreement
was reached. (Railway Gazette, April 5)
The Nuremberg Transport Company (VAG) has ordered seven more G1 four-car U-Bahn trains from Siemens for the city’s U-Bahn U1 line, taking its total order
to 34. Following an initial order for 21 sets placed in
2015, VAG exercised an option for an additional six
trains in November, 2018.
The first Class G1 train left Siemens’ Simmering plant
in Vienna, Austria, on January 22, with two completed
trains now undergoing dynamic testing at a Siemens
facility in Wegberg-Wildenrath, Germany.
Siemens will deliver the new sets at a rate of three to
four per month, with open access operator Railadventure providing rail transport for delivery to Nuremberg.
The first units are expected to enter commercial service this summer. (International Railway Journal,
March 21)
Kiev Mayor (and former boxer) Vitali Klitschko and
Deputy Mayor Dmytro Davtyan officially inaugurated a
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THREE ISLANDS OF ITALY
by Jack May
(Continued from April, 2019 issue)
(Photographs by the author)
SUNDAY, APRIL 10
After a sunny sunrise the Dimonios entered Cagliari's
harbor at about 7:15. After we returned our cabin key to
the front desk, we waited a short time for the exit doors
to be opened, which occurred at 7:30 (7:30). Our B&B,
the Marina del Castello, was virtually across the street
from the pedestrian walkway at the terminal, so we
hopped into the apartment house's elevator and rang
the doorbell. There was no answer. It looked like there
had not been any guests staying there the previous
evening. What to do? Easy, ride the elevator back down
to the ground floor and find breakfast.
The facades of this building and other nearby ones
were lined with upscale shops and among them was the
Cafe Bistrot, which we entered. We told the proprietor of
our plight, and she replied, "oh, the Castello, that always happens. They're friends of ours and I'll call and
tell them you're here." After a few minutes she told us
that they would not get there until 10 o'clock and offered
to let us wait inside the coffee shop. I did not want to do
that, as we had an ambitious schedule for the day and
asked if we could leave our luggage with her. The answer was "of course, we'd be happy to oblige." So after
a nice breakfast we inquired about the bus to the airport, as the only car rental location open on Sunday
was at that location, and we had made a reservation
with Dollar Rent-a-Car prior to leaving the U.S. We were
then told, "there are no buses to the airport, you'll have
to take the train." That, of course, was fine with me, and
that is exactly what we did.
The standard gauge Trenitalia mainline from Cagliari
at the south end of Sardinia to Sassari in the north runs
right past Elmas Airport and the Cagliari station was just
a short walk from our hotel and the restaurant. Most
interesting about that jaunt was the sight of narrowgauge streetcar track in parts of the pavement, but
more about that in the next installment. After arriving at
the station we saw that there was no dedicated airport
service, but all regional trains stopped there, with service to various points on the island operating about
twice each hour. The trip would take five minutes and
the fare was a mere 1.30 Euros.
Cagliari's 1893-built station has a beautiful facade,
which has been restored. It was actually renovated in
the 1980s, but unfortunately its large interior has that
plastic sterile look common to that period. Equipped
with fare vending machines, rest rooms, and a manned
ticket counter, it unfortunately is missing most of the
adjunct services that are usually found in large transportation terminals. For example there is no restaurant, but
fortunately vending machines supply snacks and drinks.
But there is a 2-8-0 steam locomotive plinthed within
the corridor leading toward the station's four stub-ended
13

platforms.
We boarded the 9:18 DMU train with a few others,
some who were carrying luggage, for the ride to the
airport. Catenary poles dotted the landscape, illustrating
a currently-dormant plan to electrify this portion of the
railroad for tram-train service. There is a new (2008)
tram-train operation in Cagliari, but it is part of the narrow-gauge Ferrovie della Sardegna, a railway that will
be covered in the next portion of this trip report. We duly
arrived at Elmas Aeropuerto on time at 9:23. The elevated station consists of two side platforms with stairs, escalators, and elevators leading to a concourse with ticket machines and access to a common auto rental facility, all being just a short walk from the terminal building,
aided by moving sidewalks. The most unusual aspect of
the facility is the "station dog," who seemed to greet the
passengers of every train. I first thought it was a stray,
but then read about it on the Internet. Cats are apparently off limits.
We actually had trouble finding the auto rental office,
even though it was staring us right in the face, and first
walked to the airline arrival and departure levels before
finally being set straight. Our reservation at the Dollar
desk was honored and we were soon in our Lancia. Our
first destination was the Nora Archeological site some
25 miles due south, which we reached in less than an
hour, even after making a few wrong turns after leaving
the main highway.
We were fortunate that a tour of the ruins was about to
leave upon our arrival at the reception area/ticket booth,
so we joined it. It turned out that we were the only nonItalian speakers in the group, thus the pretty student
paid special attention to us at each stop after she completed her narrative about the various exhibits to the
others. This allowed us to ask questions and made it
almost a private tour. The "town" we walked through
was founded in the 8th century B.C. by the Phoenicians,
but most of the remains are from the Roman era, which
began about 500 years later, after the Carthaginians
were conquered. The city was later pillaged and abandoned, and was not finally excavated until 1952. Herewith are some views of the settlement, which included
thermal baths, temples and houses, as well as a large
amphitheater, all connected by easily navigable walkways.
We grabbed some snacks for a light lunch at the site,
and then were on our way to the mountains and seashore north of Cagliari. It took us a little under two hours
to get to Muravera, and from there we worked our way
back to the city, stopping here and there to admire and
photograph the scenery.
We found a parking space on Via Roma, the main
(Continued on page 14)
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drag through Cagliari's Maritime district, where our hotel
was located. Retrieving our luggage, we went back to
our B&B at about 17:30, and were graciously greeted
and shown to our room and offered drinks, snacks, and
an apology. We were also told that street parking is
okay right now (it being a Sunday) but not allowed after
7 the following morning, and we should move our auto
to a municipal lot across the very wide street, find a policeman, and pay him for a series of multi-hour parking
permits, which we should display above our dashboard.

I accomplished this easily (and the fee was quite reasonable, about a half-Euro per hour). The street itself
contains trackless trolley wire, but most of the frequent
public transportation consisted of motor coaches, with
only the occasional trolleybus passing by. Oddly the
route numbers of the electric vehicles were the same as
some of the buses, leading me to believe that the system is either in the middle of expansion or contraction.
Our hosts recommended a number of local restaurants
and we had a good, but not spectacular, dinner.
It was an enjoyable day well spent.

This standard-gauge 2-8-0, on display in the Cagliari mainline station, was the last steam locomotive operated by Italian State Railways in Sardinia, its boiler having been shut down in 1976. The
series, which was used for both freight and passenger service, has
been widely described as Italy's classic locomotive. Some 470 of
these iconic units were built between 1911 and 1923 and were operated throughout the country into the mid-1970s. A sister engine is
operable and is occasionally used for fantrips and other special
events on the island.

The facade of this beautiful station is adorned with the engraving,
Ferrovie della Stato (State Railways), plus a sign that redundantly
indicates the name of the city.

Two scenes at the Elmas Aeroporto station, which was constructed in 2013. With Italian trains running left-handed, we see two Cagliaribound DMU trains about to come to a halt at platform 1 a few minutes apart. The left view shows 1980-built 3202 on a local run. The right
photo features one of Trenitalia's streamlined ATR 365 trains. Built by CAF, the three-car “Pendolinos” tilt and can reach a speed of 100 mph.
They entered service in 2015 and are assigned to the railway's longest routes.

(Continued on page 15)
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A placid view of the Mediterranean Sea, with one of the walkways
through the ruins of Nora approaching a Roman column, which is
now home to a seagull. It had been part of the Temple of Tanit, the
Carthaginian Venus, who had been worshiped in this area.

The mosaic floor at the home
of one of the ancient city's
richer residents some 25 centuries ago.

Nora's amphitheater faces the Mediterranean.

The Torre del Coltellazzo watchtower sits at the far end of the archeological site. It is said that the cylindrical structure was constructed in the17th century by the same people who built a famous
building in Pisa — but this tower does not lean.

Another circular structure, but
not a lighthouse. This is one
of a large number of
"nuraghi" that dot the landscape of the island. Archeologists believe more than
10,000 were constructed,
with some dating as far back
as the 20th century, B.C.
(1900 years before the birth
of Christ). The tower-like
structures contain spiral stone
stairways leading to upper
floors. There are still about
7,000 nuraghi extant, but
little is known about their
function and what role they
played in Sardinia's prehistoric civilization.

Highway SS125 twists and
turns between Cagliari and
Muravera, providing plenty of
views of the mountains. However, there are few places to
turn off and stop for photos.
(Continued next issue)
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CONEY ISLAND YARD IN EARLY DAYS
(Photographs from the Jeffrey Erlitz collection)

Tracks to shed and shops, view southeast, May 16, 1928.

Approach tracks #14 and 15, looking north, May 16, 1928.
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R-42 4614 in Canarsie Yard, June
8, 2002.
Jeffrey Erlitz photograph

—
-

New R-42 cars
at 57th StreetSixth Avenue,
July 27, 1969.
Cars 4584-4695
would operate
on the AA and
B through the
1970s and
early 1980s
and also on
the A until
early 1977.
Four-car AA
trains would
be combined
to make an
eight-car B
train during
rush hours.
AA trains did
not operate in
the rush hours
when B trains
were extended
to 168th
Street.
Steve Zabel
photograph,
Eric Oszustowicz
collection

4701 leads a
train at Neck
Road, September 12, 1970.
Cars 4696-4807
would eventually be assigned to the
D until the
early 1980s.
R-40Ms 44504549 would
join this fleet
in 1977. This
combined 212car fleet along
with about
half of the R-44
fleet would
provide most
D service
during the late
1970s.
Steve Zabel
photograph,
Eric Oszustowicz
collection

—
-

A southbound
LL train at E.
105th Street
on January 2,
1971. Pantograph gates
have yet to be
installed. By
the mid-1970s,
R-42 cars 48524949 would be
assigned to
East New
York. This
assignment
would hold
until the early
1980's. Upon
rebuilding, all
R-42s would be
operated out
of East New
York until the
arrival of the
R-160s.
Steve Zabel
photograph,
Eric Oszustowicz
collection
R42s 4924-49
were assigned
to the E and
F during the
early 1970s.
4947 is seen
here at Coney
Island Yard on
September 13,
1971. The
sharp-eyed
reader will
notice that the
car is "mated"
to 4904, not
4946. Eventually, this would
be rectified. By
1977, this
group of cars
would be assigned to East
New York
Yard and the
4900-series
cars would
receive smallprofile roll
signs.
Steve Zabel
photograph,
Eric Oszustowicz
collection

—
-

The QJ operated from 168th
Street-Jamaica
to either Brighton Beach
(initially) or
Coney Island
and operated
from Monday,
November 27,
1967 to Friday,
December 29,
1972. By 1970,
cars 4852-87
would carry
QB & QJ signs.
Initially, lower
numbered cars
carried these
signs, but that
is a long story.
This photo at
Sheepshead
Bay was taken
on June 28,
1972.
Steve Zabel
photograph,
Eric Oszustowicz
collection

A southbound
Culver Express
is speeding
through the
Bay Parkway
station on July
18, 1972 with
car 4938 on
the north end.
By the late
1970s, R46s
would take
over most runs
on the F Line
and remain as
such until the
arrival of the
R160s.
Steve Zabel
photograph,
Eric Oszustowicz
collection

—
-

A southbound
A train at
Broad Channel
on September
9, 1972. The
A would
share cars
4584-4695 with
the AA and B
until 1977
upon the arrival of the R40
Slants on the
A.
Steve Zabel
photograph,
Eric Oszustowicz
collection

The original
interior of the
R-42s. This
photo of car
4761 in D
service was
taken on August 11, 1973.
Steve Zabel
photograph,
Eric Oszustowicz
collection

—
-

R-42 4558 at
57th StreetSeventh Avenue on April
16, 1976, the
terminal for
the N at the
time. 4550-83
would be assigned to the
N until 1977,
upon which
the cars were
transferred to
the RR.
Steve Zabel
photograph,
Eric Oszustowicz
collection

Upon transfer
from the N in
1977, cars
4550-83 would
receive a cosmetic rehab
which also
involved the
installation of
small profile
roll signs.
These cars
joined cars
4808-51, which
kept their
large profile
signs until the
early 1980s.
Steve Zabel
photograph,
Eric Oszustowicz
collection

—
-

Car 4875 on a
southbound M
train at 50th
Street on the
West End Line,
July 28, 1988.
Eric Oszustowicz
photograph

A northbound
K train with
car 4806 at
42nd StreetEighth Avenue
on December
4, 1988. The
K was the
replacement
for the AA
train, but since
two-letter
designations
were now out
of vogue, the
K designation
was created. A
photo of the
post-rebuilt car
4806 is also
included in this
issue. The IND
version of the
K operated
from May 6,
1985 to December 11,
1988.
Eric Oszustowicz
photograph

—
-

Car 4692 on its
way to
MorrisonKnudsen via
the MetroNorth West-ofHudson Line at
Otisville, New
York. Its trip
would continue beyond
Port Jervis on
the Conrail
Line to reach
Hornell, New
York, where
rebuilding
would take
place.
Eric Oszustowicz
photograph

Car 4668 at the
Brooklyn Army
Terminal upon
its return from
rebuilding at
MorrisonKnudsen. The
flatcar will be
brought to the
South Brooklyn Railway's
connection to
NYCT at 38th
Street between Third
and Fourth
Avenues.
There, the car
will be rolled
on a ramp
down to surface tracks
which connect
to the West
End Line north
of the 36th
Street station.
Eric Oszustowicz
photograph

—
-

A southbound
q train headed by R-42
4561 on February 8, 1989.
As part of the
effort to create
a graffiti-free
fleet, the R42s
(among other
fleets) received
a cosmetic
rehabilitation
which included
power washing and the
painting of the
non-stainless
steel surfaces. The interiors had freshly
painted beige
walls with
dark blue
doors. The cars
would soon
undergo a
complete rehabilitation
which also
included the
installation of
stainless steel
doors.
Eric Oszustowicz
photograph

A southbound
freshly rebuilt
train of R-42s
at Marcy Avenue on September 26,
1989.
Upon return
from MorrisonKnudsen, all
the 4550-4839
R-42 group
would be assigned to East
New York
Yard.
Cars 4840-4949
were rebuilt
by Coney Island Main
Shop. Cars
4806 and 4807
are part of the
fifty-car fleet
that still exists
today.
Eric Oszustowicz
photograph

—
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Piazza della Repubblica, the southern terminal of MetroCagliari,
contains a center platform serving two stub-end tracks. Even during
10-minute headway periods, it is rare that the left side track is used,
which explains its rust. This passenger whisked by me as he ran and
just missed a Policlinico-bound tram.

Route 1 is double-tracked from its Repubblica terminal to this point
just north of Gennari, the first stop. An inbound tram is shown hurtling through verdant surroundings.

—

Most of Route 1's passing sidings are on either side of various station platforms, although a few are between stops. The width of the rightof-way indicates that a second track may once have been in place along these parts of the line. The left photo is just north of Mercalli station, while the right photo is more interesting, showing a double-crossover with the unwired track leading nowhere. Note that both tracks
are embedded in the grade crossing's pavement, which is a common sight on the line--even where there is no crossover. This photo was
taken just north of the Vesalio station.

The mall adjacent to the Centro
Comerciale station is a major
traffic generator for the line. The
sign shown in the left view is the
only one of its type at way stations, and it contains a map and a
timetable. Similarly, the right
photo shows the station's hexagonal brick platform and its covered waiting area.

This view of the rear of a Polyclinico-bound tram just south of the
Centro Comerciale stop emphasizes the width of the line's right-ofway. Note the mountain in the background.

Lastly, an inbound car is shown operating through a section of line
that is clearly not wide enough for double-track operation. It is
approaching the platform of the Redentore station in the suburb of
Monserrato.

—
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Monday morning, June 3, with train service running
over the new bridge over Cherry Lane in Carle Place.
Sunny Zheng photograph

—
Temporary staircase from the north side of Atlantic
Avenue between Nostrand and New York Avenues to
the westbound platform. The fiber-reinforced polymer
platform can be seen here.
Sunny Zheng photograph
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area. The view is from the balcony of our hotel room, how convenient!

—

Sweeper 95 (J.G. Brill Company, 1904), North of Poelaert stop at
Place Poelaert.

Horse car 509 (?, 1888), North of Palais stop, Rue Royale & Rue Baron Horta.

Palais stop, Rue Royale & Rue Baron Horta.

Place Royale . The Société Générale des Chemins de Fer
Économiques was one of the predecessor tramway companies and
got folded into Les Tramways Bruxellois in 1928.

—

“Standard” motor 1505 (Les Tramways Bruxellois, 1934). Modernized
Palais stop, Rue Royale & Rue Baron Horta. This was during the
formal parade.

scheme.

Place Royale.

-

SNCV Type N 10480 (SNCV Cureghem, 1954) on static display in the
Place Royale.
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Section of new tunnel between Nine Elms and Kennington stations.
(Metro Report International photograph, June 18)

-

—

-

The modernistic Policlinico terminal of Route 1 is on an elevated
structure within the town of Monserrato. The tracks and the
structure abruptly end, but someday may be extended.

An inbound route 1 car has left Policlinico and is about to enter the
Dell'Argine station, which also contains a center platform.

The elevated structure begins at the San Gottardo station in
Monserrato. The wires at the far right are above the tramway's
storage tracks outside the carhouse and shop.

Monserrato-San Gottardo is a way station for Route 1, and a terminal for both Route 2 tram-trains and diesel railcars. Since this is a
telephoto view, certain features are compressed. In the right foreground the single track used by the combined (at this point) Route

1 to and from Repubblica and Route 2 to and from Settimo San Pietro, flare out into two, and are served by separate platforms at the station. Those tracks continue onto the elevated structure and are used by Route 1 to get to Policlinico. Route 2 cars follow the same path as
the Route 1 streetcar shown in the photo, and after discharging passengers, take the switch leading into the yard and carhouse. However,
they lay over just beyond the outbound platform (you can see one peeking out) and when they head back to Settimo, they use both switches so they can stop at the near platform to pick up passengers. It is difficult to see the non-electrified track behind the fence on the far right,
but it is used as a stub-end terminal for diesel ARST/FdS railcars. Off the edge to the right of the photo, the single track will eventually split
back into two, with one track heading (right) for Repubblica and the other (left) to Settimo. At that point an electrified track (not shown)
connects Route 1 and Route 2, making this section into a wye, which is rarely used (the rails were rusty). I can kick myself for not taking a
photo of the remainder of the track layout.

—

Diesel railcars on the non-electrified stub track at San Gottardo await passengers transferring from the tramway. No. 03 in the left view
represents one of eight ARST self-propelled units, the ADe90 class built by Breda in 1995. These are the newest on the system. Apparently
car 93 has been renumbered 03. The photo on the right shows one end of the streamlined-looking ADe01 series built by Fiat in 1957. I suspect the air conditioning units were retrofitted.

The 13:10 departure seemed to be operating in two sections in this
view at Monserrato-San Gottardo. A Breda-built1995 railcar is at
left, while the Fiat streamlined unit seems to belie its 1957 construction date. The photo was composed carefully so the graffiti on the
Fiat car is mostly hidden, thereby both illustrating and slightly disguising ARST's image problem.

Breda-built railcar 94 at the Settimo San Pietro station, way out in
the country. Tram-trains terminate at an electrified stub track behind the photographer.

-

-

—

Around New York’s Transit System

NQ
MR
MR
EF
EF

EF
6

-

-

45
45
6
45
45
6
45

-

-

45
45

45
45
45
45
R
R
-

RW

NQ
25
25
45
-

-

25
25

6

6
6
45
6
Q
Q
B
-

-

N
DN

R
NRW
-

NQ
JZ
JZ
NW
-

M
NW

-

—

4
4
MR

-

4
4
EF
E
A
C

A

CE

D
-

-

A

C
E
E
-

JZ
JMZ
JZ

-

1
1
-

1

-

-

-

-

45
-

-

-

-

CE

-

-

-

—

J

The Manhattan-bound platform looking east. After seeing all of the
ESI stations with LED lighting, it is a bit disappointing to see “oldschool” fluorescent lighting being installed.
Sunny Zheng photograph

The Jamaica-bound platform looking east. One of the trains that lays
up at 111 St can be seen being put into service.
Sunny Zheng photograph

New stainless steel gates and mesh work separating paid and unpaid
zones on the mezzanine.
Sunny Zheng photograph

The first piece of station platform
reconstructed under the Main
Line Third Track project was put
into service on June 10.
Sunny Zheng photograph

—

Car 7025 at the Bridge Street terminal, March 8, 1953.
Photographer unknown

Car 8071 on Route 17 on Market Street looking east.
Photographer unknown
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ION ribbon-cutting at the Fairway station in Kitchener.

–

-

-

–

-

A view of the line at Waterloo Public Square.

—

—

Bombardier-built Flexity Freedom car 510 makes the station stop at
the Waterloo Public Square station.

Car 508 is photographed arriving at the Conestoga terminal.

A southbound car at the Borden station.

Karen Redman, Chair, Region of Waterloo, makes her remarks at
the opening ceremony, held on the Fairway platform.

One of several times longtime ERA Member Gary Grahl was interviewed as the first passenger in line to ride at the Fairway station.
The emcee of the event, Mike Murray, CAO, Region of Waterloo,
mentioned he was amazed that “visitors from New York” came all
the way to Kitchener to see the opening.

A northbound train departs the Allen station.

—

Map of the ION Phase I route.
Map courtesy of Region of Waterloo ION website
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Around New York’s Transit System
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Flamingos.

We also saw some other birds, like this starling.

A flamingo in flight.
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Two references to our B&B's breakfast garden. The left view shows Cagliari's harbor as viewed while we were consuming the "most important meal of the day." The garden itself is shown on the upper left portion of the right photo. I had to wait a long time for a trolleybus
to photograph, as almost all transit service under the wires was provided by buses.

-

—

Two views from one of our railcar's windows as we approached Nuoro. We navigated a heavy grade before reaching the line's terminal.

The FdS railcar that served as the rear unit of our outbound train
loads passengers just prior to its scheduled school tripper run from
Nuoro to Macomer. This platform is accessible by both stairs and an
elevator from the well-appointed station building above. This
ADe01-class unit was built by Fiat in 1957.

-

-

-

-

-

One of ARST's 15 diesel locomotives switching passenger cars at the
Macomer station. Many of these 1959 Breda-built units also work in
Monserrato and Sassari, but are painted in a different liveries.
Occasional Trenino Verde service to Bosa also operates from the
station. See http://mapsof.net/sardinia/railways-map-of-sardinia.
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Brooklyn & Queens Transit car 4337 at Park Circle, April 5, 1930.
Photographer unknown
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JOHN E. PAPPAS, 1943-2019
by Alexander Ivanoff
John Emanuel Pappas, ERA First Vice
President and Associate Editor of Headlights magazine, died on the morning of
Monday, July 29, 2019 at the age of 75. He
had been battling cancer for almost a year.
John was a latecomer to the Electric Railroaders’ Association, having joined in 2000.
He quickly rose to the position of First Vice
President, a title he held for 10 years until his
death. As Associate Editor of Headlights, his
prolific content contributions since 2006 continued growing until he wrote and mostly
photographed full issues himself. He collaborated with Sandy Campbell on the multi-year
“Rails to Rubber to Rail” series, followed by
the single-feature issues on ERA’s Japan,
Poland, and Germany tours, and culminating
with the 2018 issue focusing on the return of
PCC Streetcars to El Paso, Texas.
John had been a railfan from an early age,
having grown up in Los Angeles, California
during the twilight years of the Pacific Electric
interurban and Los Angeles Railway. It was
that love of trains and electric traction, especially trolley buses, that helped set him on his
career path of transit management. After a
stint in the United States Army in Germany,
John returned to the West Coast, working in
San Francisco for transit consulting firms.
If you were to ask John what his greatest
accomplishment was, he would proudly
boast that he was instrumental in setting up
the bus systems in the cities of Iowa City,
Iowa and Chapel Hill, North Carolina. Four
decades after leaving, Transit Director Brian
Litchfield recognized John for his role in setting up the network in Chapel Hill.
John then went to work in Ohio. During a
brief stint at the Greater Cleveland Regional
Transit Authority, John worked on the rehabil1

itation of the two remaining Illinois Terminal
PCCs that were used during a reconstruction
project on the Shaker Heights Line (one of
these cars is now preserved at the Connecticut Trolley Museum). At the close of the
1970s, John moved to Texas where he
worked for Houston METRO for almost two
decades before returning to Ohio where he
worked for several years as head of operations for the Greater Dayton Regional Transit
Authority.
It was his role as Senior Director of Schedules for the New York City Transit Authority
that took John to New York City. After leaving
NYC Transit, John served as an independent
consultant for numerous transit systems
across the United States, including Sacramento, San Francisco, Houston, and various
other agencies. John also consulted for NJ
Transit on the Hudson-Bergen Light Rail project. John made no secret of his ability to
help any transit system with its scheduling
woes.
Despite being from Los Angeles, John considered himself a citizen of the world. He was
a prolific traveler, having visited all 50 states,
parts of Asia, and most of Europe. John’s
wealth of information proved valuable on numerous ERA publications and could at a moment’s notice recall the most trivial of information about a given system.
Unfortunately, John’s failing health curtailed
many travels he wanted to undertake, including the 2019 ERA Annual Convention to the
Southwest. However, he managed to find the
strength in July to travel to Pittsburgh on a
private rail car charter with his close friend,
ERA Treasurer Michael Glikin.
John was a man of deep faith, attending
(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 August, 2019 issue)
THE WOODSIDE-WINFIELD CUT-OFF
While the LIRR did have a corporate expectation that
most, if not all of its legacy grade crossings would ultimately be addressed within city boundaries, after the
so-called Atlantic Avenue Improvements and the construction of Pennsylvania Station it was disinclined to
take any initiative in this regard, if not to overtly search
for guidance (and/or financial participation) from municipal authorities. As demonstrated above the most pressing need in this area after Penn Station’s opening in
September of 1910 was the Main Line’s passage
through the former Queens County Village of Woodside,
which by this time had been transformed into a bustling
residential and commercial neighborhood and was ripe
for renewed development. While this district was in definite need of the LIRR’s presence, and the rest of the
Main Line was already being expanded or rebuilt to provide for the anticipated operational intensity associated
with the Pennsylvania Tunnel & Terminal project, the
railroad would stand to gain in economic and operational efficiency and the neighborhood in desirability, with a
greater likelihood of profitable, stable growth were its
twin two-track main lines to be diverted to some of its
(then) more peripheral reaches. Again aided by its corporate parent, the LIRR was taking action to mitigate
the costly, difficult operating environment of its original
(1861) Main Line by designing the “Woodside-Winfield
cut-off.” This was an entirely new “pre-packaged” and
grade-separated right-of-way across what was at that
time sparsely settled land along Woodside’s northerly
perimeter. Property acquisition for this new right-of-way
was actually begun as early as 1908 as a continuation
of transactions related to the Sunnyside Yard project,
with some survey work undertaken during the following
year before the potentially massive endeavor entered a
period of municipally-induced abeyance. It was finally
re-started during 1912 in concert with the City of New
York’s thoroughfare initiative, which also relieved the
LIRR (and by extension the Pennsylvania Railroad) of
all political and certain financial responsibilities. The
initiative was a progressive concept aimed at improving
public mobility, forwarded under New York Mayor William Jay Gaynor, who was a Democratic jurist voted into
office in 1909 as the pick of Tammany Hall, but proved
to be too much of a reformer to maintain their support.
Through the same impetus, the city was planning to
expand or convert several local streets into a continuous Queens Boulevard which would reach from the new
Queensborough (a/k/a Blackwell’s Island) Bridge into
the central areas of the borough. As things developed,
the city also undertook an extension of Greenpoint Avenue into a road known as Roosevelt Avenue, built largely from scratch in support of an equally-new “municipal”

elevated rapid transit line (now the 7) to Corona.
In fact it was the city’s initiative which blocked progress on the LIRR relocation for a period far surpassing
that of Penn Station’s opening, though the railroad(s)
had hoped to complete it at the earliest possible date.
The chief culprit in this regard became the long, slow
development of Queens Boulevard in its initial form. As
with Roosevelt Avenue, this was also in part built as an
entirely new main road (on the undeveloped Thomson
Avenue survey across Sunnyside) and partly transformed from the existing Thomson Avenue into Woodside, which involved a good bit of property condemnation and street reconfiguration. In addition the city led all
design on the elaborate new LIRR overpass projected
for “the Queens Boulevard” and a few others as well, all
of which were subject to a public review for several reasons (including the aesthetic, as had been the case for
the North Side Division overpass at Main Street in
Flushing). This served to bog down the eventual construction process all the more, while the actions of both
the city and the railroad were continuously subject to
oversight by the state’s Public Service Commission. As
that new arterial was created by enlarging the existent
Thomson Avenue, what resulted was a 3-section span
with ornate steel facing suspended between Beaux-Arts
concrete piers, each adorned with arches intended for
pedestrian passage, including the provision of space
through the center span for the Manhattan & Queens
Traction trolley line to Jamaica. For its part, another
contributing factor was lingering uncertainty regarding
the elevated rapid transit line that the city sought to add
to its new access network (eventually the joint IRT/BRT
route to Corona and later Flushing), on which final design and construction could not proceed (nor that of extending Greenpoint Avenue into the new Roosevelt Avenue) until the landmark “Dual Contracts” agreements of
March, 1913 were executed. Their consummation finally
granted all parties a meaningful fair weather window in
which to work on this multi-faceted project, and (as in
Jamaica) the creation of a combination embankment
and open cut for the new LIRR alignment began at last.
Early in this project a larger though temporary station
called “Woodside” was established with city and PSC
permission for both the Main Line and North Side Division, off Woodside Avenue at Schroeder Place (now
60th Street at Woodside Plaza). The original stop was
thus removed from a key construction site, being repositioned to a location which also made it easier for patrons to access the Corona trolley line of the New York
& Queens County Railroad Company. This service used
Anderson, Kelly, and Woodside Avenues (now 37th Avenue, 61st Street, and Woodside Avenue) to pass
(Continued on page 3)
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relocation of that serving the North Side tracks to its
new position “400 feet eastward” at Lexington Avenue,
most likely with temporary low platforms. The new rightof-way was essentially complete by the late Summer of
1915, when a single track (North Side 1) was connected
at the east end and the qualification of operating personnel began using temporary crossovers to access
whatever trackage had been sufficiently completed to
handle train movement.
On October 6 (a Wednesday) permanent connections
were established from North Side 1 and Main Line 3 to
the new alignment at Woodside Avenue and (new) Winfield Junction, and all westbound train traffic diverted
onto the new cutoff, concurrently starting use of the
new, high platforms at Winfield (North Side trains only)
and Woodside (North Side and Main Line), with express
trains crossing onto Main Line 3 at “WJ” for their passage across the new line. To retain access to the original alignment (from then on known as “the old line”),
temporary crossings were also laid at each end between (old) North Side 2 and (new) Main Line 3. The
completion of remaining trackage and special work (as
controlled by the existing “WJ” Tower which had stood
at the junction since 1884) occurred over the following
two weeks, with all heavy construction finished and
each eastbound iron on its permanent alignment (with
final connections omitted) as of October 17. The installation of electrical facilities and signaling then followed
for another three weeks and the Woodside-Winfield cutoff, including the two new stations in both directions,
was opened in full on Monday, November 8, 1915. Finishing touches were then applied through the month of
December, including the installation of the new eastbound high platform at the Winfield station, the physical
relocation of “WJ” Tower to the south side of the rightof-way (next to the compound crossing of Fisk Avenue
& Franklin Street), and a short extension of the North
and South sidings (the outer leads from the Rockaway
Beach Division) between Maurice (51st) Avenue and
Winfield Junction. The “temporary” Main Line connections earlier laid around Winfield Junction then became
a pair of team tracks, while the “old line” through Woodside village as well as the Woodside Branch (that final
remnant of the ill-fated Flushing & Woodside venture),
were quickly forsaken. This part of the original New York
& Jamaica Rail Road survey was then turned over to
the city in exchange for easements related to the new
alignment — its curving, congested and grade crossingchoked profile soon to be overrun by the urban
streetscape and through the years largely, if not completely forgotten. So marked the basic completion of the
Long Island Rail Road’s Main Line, and so it remains
one hundred years later: a fast, level, electrified, and
multiple-tracked right-of-way, bereft only of its Rockaway Beach connections, that discreetly passes through
some of Queens’ densest neighborhoods to link New
York City with the Long Island suburbs.

(Continued from page 2)

through the neighborhood until August, 1925.
To carry the railroad on an even grade from Woodside
Avenue to Winfield Junction, a total of seven large steel
and concrete bridges were constructed along the length
of the project: 4th (57th) Street; Riker (39th) Avenue &
5th (58th) Street; Kelly Avenue (61st Street); (new) Roosevelt Avenue; Queens Boulevard (from Thomson Avenue); Fisk Avenue (69th Street) & Franklin Street (47th
Avenue); and Monroe Street (48th Avenue) & Madison
Avenue (70th Street). In contrast to previous experience, it can be noted that three of these were of a compound nature to enable all or part of a street intersection
to be completed beneath the railroad. To compensate
for a mild rise in the natural topography otherwise, four
concrete-lined underpasses were also excavated for the
new alignment at 10th (63rd) Street; Woodside Avenue;
Bowne Avenue (65th Street); and Hyatt Avenue (65th
Place). A total of six parallel, electrified tracks were constructed, continuing in their traditional configuration from
north to south (two for the North Side Division [1 and 2]
and four for the Main Line [numbered 3, 1, 2, and 4]),
along with two new stations. One was a third version of
“Woodside” with separate platforms for the Main Line
Local and North Side tracks, while it would be passed
up by Main Line Express trains on 1 and 2. The Woodside LIRR station was centered near Kelly Avenue (61st
Street), approximately where the Roosevelt Avenue extension would pass underneath, while its accompanying
elevated line was to cross over the railroad, with passenger interchange facilities provided in-between
(mezzanine level ticket office and waiting area). The
other new passenger station was created at Winfield,
but unlike its predecessor would only serve the two
North Side tracks, thereby removing it from the Main
Line completely. Access to this third edition of Winfield
station was to be achieved through a pedestrian underpass off the dead end of Lexington Avenue (72nd
Street), about two blocks east of the older location. As
familiar finishing touches, the so-called WoodsideWinfield cutoff would also be fully signaled and sport the
distinctive steel skeleton masts that the LIRR had come
to be known for across Brooklyn, Queens, and Nassau
in its electrification era to provide for cable transmission.
Once underway, work proceeded rather rapidly
(especially considering the large scope of the three
compound overpasses and the jumbo, unlucky, and
sometimes-decried span across Queens Boulevard). By
February of 1915, a pair of temporary leads were established at ground level for Main Line tracks 1 and 2 from
Madison to Maurice Aves. (70th Street to 51st Avenue)
which routed them around the coming Winfield Junction
link-up of the old and new alignments. Trains were then
sorted through a series of crossovers controlled by “WJ”
Tower to access either the Rockaway Beach Division or
Jamaica station. This also forced the elimination of the
long-standing (1861) Main Line station at Winfield and

(Continued next issue)
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AMTRAK SOLARI BOARD ON DISPLAY
AT RAILROAD MUSEUM OF PENNSYLVANIA
by Henry Raudenbush
The Railroad Museum of Pennsylvania is exhibiting the
Solari departure/arrival board that served for many years at
Philadelphia’s William H. Gray 30th Street Station. Member
Randy Glucksman passed along this remembrance from member Henry Raudenbush.
I am old enough to remember when train arrivals were
noted — in remarkable chalk handwriting on glass
“blackboards” at 30th Street, and the Arrivals Levels at
Penn Station and Grand Central — another bit of history. I wonder if anyone photographed them — I think I
thought of it but I don’t think I did.
Another bit of information history — the telautograph
which showed the latest arrival information. At Grand

Central there was a telautograph receiver for public
view at both the upper and lower information
booths. Just now I looked up “telautograph” on the web
and bingo! Lots of information. So we can celebrate
tomorrow (July 31) the 131st anniversary of Elisha
Gray’s patent of the telautograph.
Brooklyn railfan (and ERA member) Bob Presbrey
was a technician for the Telautograph Company. He told
me how that device was heavily used on Wall Street
because it could transmit signatures authorizing transactions. Probably less likely to be abused than today’s
fax!

John E. Pappas, 1943-2019

day. He is survived by his son Tim, daughters Nancy
and Beth, nine grandchildren, and a lifetime of wonderful memories.

(Continued from page 1)

services at the Brooklyn Tabernacle almost every Sun-

John Pappas handing out safety vests and hardhats during a tour of the Hudson-Bergen Light Rail system that he organized, February 4,
2006.
Sandy Campbell photograph
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No. 368
by Ronald Yee and Alexander Ivanoff

Representatives from Kawasaki Rail Car, Incorporated
said at the July 24 MTA Board meeting that the first of
the Long Island Rail Road's M-9 multiple-unit cars
should be in service in August. A team of Kawasaki executives offered assurances that the Japanese manufacturing giant is committed to completing the project
promptly.
In September, 2013, the railroad awarded a $1.8 billion contract to Kawasaki to design and manufacture the
cars, which are expected to address the LIRR's booming ridership and replace the aging 1980s-era M-3 electric cars. LIRR ridership is expected to grow further
once the railroad links to Grand Central Terminal in
2022.
The first 92 cars, priced at about $403 million, originally were supposed to roll out in September, 2017, but
their manufacturing has been besieged by setbacks,
including from design problems and a derailment last
year of several of the cars before they could be delivered. The LIRR expected to debut the trains in May, but
President Phillip Eng said some new issues that arose
in testing again pushed back the rollout.
The railroad has exercised an option to buy an additional 110 cars, bringing the cost of the fleet of 202 to
$734 million.
Kawasaki President Yoshinori Kanehana said with
about 80 percent of all outstanding problems fixed, he
expects the LIRR to begin accepting the first 41 new
cars "before the end of August." Testing of some of the
new trains on the LIRR's tracks was scheduled to commence Wednesday night, July 24.
Among the issues still to be resolved, Kawasaki officials said, is a problem with the trains' automatic speed
control function and with a new automatic station identification system on the cars. Kawasaki officials said the
fix involves fine-tuning the exact location of the LIRR's
124 stations.
As with Siemens with the issues with PTC, the MTA
Board last month sent a letter to Kawasaki executives
requesting that they appear before them to answer for
the recent problems with manufacturing the new trains.
Despite the frustration with the late deliveries, both
LIRR management and the MTA were satisfied with Kawasaki’s attendance and saw it as a gesture of goodwill.
The SPEED unit that the MTA set up to examine
speed restrictions and to increase maximum authorized
speeds will see its scope expanded to include the commuter rail lines and to improve speeds where appropriate, including ensuring that signals are calibrated.
(Newsday via Randy Glucksman, July 25)
On Monday, August 12, the LIRR shifted its Merillon
Avenue station on the Main Line several hundred feet
west to temporary platforms. This enabled the Main
Line Third Track contractors, 3TC, to begin demolishing

the remaining, easterly portions of the original concrete,
high-level platforms. Those concrete high-level platforms, probably built in the late 1980s, replaced the
original timber and asphalt high-level platforms constructed in 1968-9 for M1 service.
3TC will build the new westbound platform in the
same location as the original one and the new eastbound platform will be built south of where the new third
track will eventually be located, on the south side of the
right of way. The new platforms will be 12 cars long and
be equipped with canopies, something that was completely missing from the existing 10-car platforms.

On the first day of service at the temporary Merillon Avenue station,
M-7 7667 (Bombardier Transportation, 9/2006) brings train #1705
(operating from Huntington to Penn Station, and on to West Side
Yard) to a station stop. These platforms are reminiscent of the ones
that had existed during grade crossing elimination projects in years
past.
Jeffrey Erlitz photograph

M-7 7451 (Bombardier Transportation, 6/2005) leads train #1707
(Huntington-Penn Station) through the remains of the previous set
of platforms. They had been shortened from ten to six car lengths
several months ago. The centers of the temporary platforms are
about 550 feet west of the west ends of the platforms you see here.
Jeffrey Erlitz photograph
(Continued on page 6)
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At about 3:20 PM on Saturday, August 18, as #7512 leaves the Floral
Park station en route to Mineola and finally East Williston, the new
bridge has already been installed and crews are preparing to reinstall the westbound Hempstead Branch Track 1 over it. If you look
closely at the center distance, you can see the old bridge had been
lifted out and placed on the embankment just east of South Tyson
Avenue. Note the new end cap on the trailing M-3, 9935. This pair of
M-3s is also one of this class that are receiving PTC equipment. The
short box on the roof of this last car has all of the new PTC antennas
on it.
James Mardiguian photograph

In another view taken from the east end of the temporary eastbound platform, C-3 5007 (Kawasaki Rail Car, 12/1999) leads train
#2743 (Speonk to Jamaica, with equipment on to Long Island City)
non-stop through the now-closed platforms. To the right, you can
see the supports for the new eastbound platform under construction. The third track will be located where the eastbound platform is
currently.
Jeffrey Erlitz photograph

Over the weekend of August 17-18, 3rd Track Constructors (3TC), the design-build firm constructing the
third track on the Main Line, rolled another new bridge
into place, this time at South Tyson Avenue in Floral
Park. This new bridge replaced the north half of the twotrack bridge that carried the Hempstead Branch over
this street. The bridge that got replaced had been put
into service when the Floral Park area was gradeseparated in 1962. This new bridge was required because that is the spot where a new switch will be installed to begin the third Main Line track.

C-3 5012 (Kawasaki Rail Car, 8/1999) leads #6551 (Oyster BayJamaica) over the Main Line’s bridge over South Tyson Avenue east
of the Floral Park station on Sunday, August 18, 2019. Just to the
right of center, the new Hempstead Branch/Main Line Third Track
bridge is in place. Westbound Hempstead Branch Track 1 has been
reinstalled over the new bridge but the third rail has yet to be installed.
James Mardiguian photograph
Just one week later, over the weekend of August 24-25, 3rd Track
Constructors will be rolling in the new bridge at the former grade
crossing at Covert Avenue in New Hyde Park.

MBTA announced on August 15 that the first six new
CRRC-manufactured cars for the Orange Line had entered service. These six new cars entering passenger
service are the first of 152 new cars that will completely
replace and expand the current Orange Line fleet

M-3 9940 (Budd-GE, 9/1986) leads #7512 (Atlantic Terminal-East Williston) at the Floral Park station on Saturday, August 17, 2019. All
Hempstead Branch trains were rerouted to Mineola for the weekend
during the bridge replacement so, for the first time in many years,
Main Line trains made station stops at Floral Park. These trains operated without passengers from Mineola to East Williston to turn.
James Mardiguian photograph

(Continued on page 7)
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new six-car Orange Line train will enter service in the
Fall of 2019 with new cars continuing to enter passenger service incrementally through 2022. (MBTA press
release via Mass Transit Magazine, August 15)
The Massachusetts Bay Transit Authority’s (MBTA)
new Red Line Wollaston station opened on August 16.
Prior to its closure, Wollaston was the last of 22 stations
on the Red Line that was not ADA-compliant.
New features and upgrades to the station include elevators, additional customer paths, upgraded stairways,
new bathrooms, and additional lighting. New electrical,
fire protection, security, flooding mitigation, and site utility upgrades will also occur to support the accessible
improvements.
Improvements include three elevators; two escalators;
additional customer paths to/from the new station, including two additional stairways; new bathrooms; and
energy-efficient lighting.
With customers' safety in mind and to accelerate the
$36 million station reconstruction, Wollaston was closed
for approximately 20 months. The station project is component of a series of major investments along the south
side of the Red Line and is part of the MBTA's fiveyear, $8 billion Capital Investment Plan that is now underway. (MBTA press release via Mass Transit Magazine, August 16)

(Continued from page 6)

(which is composed of 120 cars), ensuring an additional
30,000 riders per day can be accommodated on the
Orange Line once all cars have entered passenger service.
As part of the MBTA’s $8 billion, five-year capital investment plan, the Orange Line is being completely rebuilt. The Orange Line Improvement Program includes
infrastructure improvements, signal upgrades, and the
complete replacement of the Orange Line car fleet.
The new Orange Line cars incorporate a variety of
new features that improve reliability, maintainability,
communications, safety, and comfort. They include
more spacious interiors, LED lighting, automatic passenger counters, closed circuit cameras and video recording, and onboard diagnostics for operators and
maintenance staff. The new vehicles also feature various accessibility improvements, including wider door
openings, gap mitigation devices, additional passenger
emergency intercoms, more handrails, four accessible
access locations per car (two more than current cars),
and modern audio and visual passenger information.
When all of the new cars are in service and infrastructure projects have been completed, Orange Line headways will be reduced from six minutes to 4.5 minutes.
The larger standardized fleet of entirely new cars will
also allow the MBTA to implement a lifecycle maintenance program that will result in better maintained vehicles, fewer disabled trains and breakdowns that cause
service disruptions, and an extended service life of at
least thirty years.

Wollaston Station.
Massachusetts Bay Transportation Authority

Daily passenger train service between the city’s Union
Station, Holyoke, Northampton, and Greenfield was to
begin as soon as August 30. However, the start date
could be pushed back depending on results of passenger-less nighttime test runs Amtrak made from Springfield to Greenfield along the Knowledge Corridor line the
week of August 12, according to the Massachusetts Department of Transportation. Track and signal work have
already delayed the start of service.
Officials have said the test runs are meant to familiarize staffers with the route and make sure Amtrak’s
equipment can operate safely on the line that already
hosts Amtrak’s Vermonter long-distance train running
from St. Albans, Vermont, to Washington, D.C.
CTrail ridership in Springfield totals 11,000 after its

New Orange Line cars make their debut, here at the Wellington station in Medford.
Joshua Qualls-Metro Report International photograph

Delivery of the new Orange Line cars is underway with
all cars being assembled and tested at CRRC’s Rail Car
Assembly Facility in Springfield, Massachusetts, before
entering a testing phase at the Wellington Yard and
Maintenance Facility. It is anticipated that the next brand

(Continued on page 8)
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light rail project to break ground and is named as one of
L.A. Metro’s 28 priority projects to be completed before
the 2028 Olympic Games in Los Angeles. (via Mass
Transit Magazine, August 15)

(Continued from page 7)

first year; Union Station welcomed 2.5 million passengers. Overall, the CTrail Hartford Line has hosted more
than 630,000 passengers in its first year.
The trains will be a continuation of Amtrak shuttles
from Springfield to New Haven, Connecticut, part of the
Hartford Line service it has operated with CTrail for a
little over a year. The extended service to Greenfield is
a two-year pilot program.
Governor Charlie Baker and U.S. Representative
Richard E. Neal announced the rail plans last year at a
news conference in Union Station. Neal long championed the $108 million rehab of Union Station including
$11 million of platform and elevator work for Platform C
that will make it accessible to those with physical handicaps.
In January 2010, Massachusetts was awarded $70
million in federal stimulus funds for design and construction of the Knowledge Corridor along the Connecticut River. Track restoration began in 2013 and was
completed in late 2014. Amtrak’s Vermonter service was
rerouted back onto this original, shorter and faster line,
avoiding a reverse move in Palmer, Massachusetts.
(The Springfield Republican via Mass Transit Magazine, August 16)

The San Diego Association of Governments
(SANDAG) has issued $335 million of its Series 2019
Capital Grant Receipt Revenue Bonds to help finance
the construction of the Mid-Coast Trolley Project. The
bonds will accelerate SANDAG’s receipt of an approximately $1.04 billion grant with the Federal Transit Administration under the Capital Investment Grant (CIG)
program.
The Mid-Coast Trolley Project, which is currently under construction, will add nine new stations and extend
San Diego Trolley service for 11 miles from Old Town to
UC San Diego and University City. It is expected to
begin service in late 2021.
The cost of the $2.1 billion project is being split between the federal New Starts Program, which has committed $1.04 billion, and the region’s TransNet program,
the local half-cent sales tax for transportation administered by SANDAG. (San Diego Association of Governments press release via Mass Transit Magazine, August 19)
Transport for London announced on August 6 that the
Bombardier Transportation-built Class 710 Aventra electric multiple-units have now taken over operation of London Overground’s Gospel Oak-Barking Line.
The eight four-car trainsets, of which six are required
for regular service, replace the fleet of two-car DMUs
that operated the orbital inner-suburban line before it
was electrified at 25,000 volts/50 Hertz last year.
The launch of electric services was delayed by problems with the Class 710s. As an interim measure, three
existing Class 378 EMUs used on other London Overground routes were temporarily put into service on the
Gospel Oak-Barking route, as the DMUs had been redeployed to serve routes in the West Midlands. While
overall line capacity was maintained, headways were
lengthened due to the equipment shortage. With the full
Class 710 fleet now in service, the 15-minute frequency
has been reintroduced.
Free travel from August 31 to October 1 is being offered as compensation for the late arrival of the new
fleet. This is to be funded by Bombardier Transportation.
The first Class 710 EMU entered passenger service in
late May; Bombardier is maintaining the fleet at its
Willesden depot. The walkthrough trains from Bombardier’s Aventra family have capacity for 675 passengers including 195 seated; there are also spaces for
wheelchairs. The trains have 36 USB charging sockets,
wi-fi supplied by Icomera, and LCD advertising and realtime passenger information screens. The airconditioned vehicles are equipped with “intelligent” lighting and temperature control. Maximum speed is 120

The Southeastern Pennsylvania Transportation Authority (SEPTA) commenced its seventh consecutive
Trolley Tunnel Blitz in early August where crews shut
down the tunnel for nine days for maintenance and construction tasks.
During this year's nine-day tunnel closure, members of
SEPTA's in-house Engineering, Maintenance & Construction Division crews worked around-the-clock on
key maintenance and construction tasks throughout the
five-mile, single loop Center City tunnel. (SEPTA press
release via Mass Transit Magazine, August 6)
The Foothill Gold Line Construction Authority Board of
Directors awarded the main design-build contract for the
Foothill Gold Line light rail extension to Kiewit-Parsons,
a Joint Venture, which includes an $805.6 million base
scope for the first nine miles of the project from Glendora to Pomona, with a two-year contract option to complete the full 12.3-mile project to Montclair for a total
contract amount of $1,186.900,000 if additional funds
are secured by September, 2021.
The base scope includes all elements of design and
construction for the first nine-mile segment, including
relocation of the existing freight track, installation of the
light rail track system, four new light rail stations (in
Glendora, San Dimas, La Verne, and Pomona), improvements at 40 grade crossings (nearly half with new
or renovated bridges), and much more. The contract
option would extend the work of the design-build team
to complete the full 12.3-mile project to Montclair and
add stations in Claremont and Montclair.
The Foothill Gold Line was the first Measure M-funded

(Continued on page 9)
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from Liverpool Street. TfL expects the first Class 710s
for both routes to be in service by the end of the year.
London Overground services are operated by Arriva
Rail London on behalf of TfL under a 7½ year concession that commenced on November 13, 2016. (Metro
Report International, August 6)

(Continued from page 8)

kilometers per hour.
Bombardier Transportation is supplying a total of 54
Class 710 trains to TfL from its Derby factory. This includes a base order of 45 four-car trainsets under a
contract awarded in 2015 that includes options for up to
96 more units; TfL exercised an option for nine in 2017.
The base order covers 31 trains equipped for 25,000
volts/50 Hertz overhead electrification and 14 dualvoltage units also able to operate on 750 volts d.c. third
rail. The six five-car and three four-car sets in the option
are all dual-voltage variants.

The TransJerusalem J-Net consortium of CAF and
Shapir has been awarded a PPP (Public-Private Partnership) concession to build and operate the Green
Line tram project in Jerusalem.
TransJerusalem J-Net beat a bid from a consortium of
Shikun & Binui, Egged, CRRC, Comsa, Efatec, and
MPK.
As well as construction and operation of the 20.6kilometer Green Line, the concession includes the construction of a 6.8-kilometer extension of the existing
Red Line. A total of 53 stops are to be built across the
two lines.
Both projects are due to be completed by 2025. The
consortium will operate both lines for 15 years and
maintain them for 25 years, with options to extend these
terms.
Each company has an equal share in the special purpose vehicle that is being established, and CAF says
that its share of the contract is worth €500 million.
CAF will supply 114 Urbos trams for the Green Line
and will refurbish the 46 Alstom Citadis trams on the
Red Line. It will also be responsible for signaling, communications, and power supplies.
The 13.8-kilometer Red Line with 23 stops opened in
2011 and currently carries 145,000 passengers a day.
(Metro Report International, August 9)

New Class 710 train leaving Harringay Green Lanes.
Photograph from Metro Report International

The Songjiang tramway in Shanghai was extended on
August 10, taking the route to 26.8 kilometers with 40
stops.
Route T2 has been extended from Zhongchen Road
to North Sanxin Road, so it now forms a circular route.
Route T1 has also been extended from Jinxi Road to
Xinmiaosan Road. The extension adds a total of 12.9
kilometers to the network.
Services operate every 10 minutes between 6 AM and
11 PM, using a fleet of 30 Alstom Citadis trams. The
Shanghai Keolis joint venture of Shanghai Shentong
Metro Group (51%) and Keolis (49%) is providing operations and maintenance under a five-year contract
awarded in August, 2018.
The eastern section of Route T1 from Xinmiaosan
Road to Xinqiao Railway Station is due to open by the
end of the year. This would take the network to 31 kilometers and complete the first phase.
The initial 13.9-kilometer stage of the Songjiang tramway opened in December. Four further routes are
planned. (Metro Report International, August 12)

Class 710 interior.
Photograph from Metro Report International

Class 710 units are to be deployed on the EustonWatford route as well as the West Anglia routes running
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Around New York’s Transit System
Another “Summer from Hell”
The Summer of 2019 has not been kind to rail commuters in the greater New York area. On July 13, 42
years to the day after the Blackout of 1977, a Con Edison transformer caught fire, plunging almost all of Midtown and parts of both the Upper East and West Sides
into darkness. Power and subway service were restored
by late evening on the 13th. Except for the G and J
trains, all service was delayed, short-turned, or suspended.
On July 19, the computer servers for the Automatic
Train Supervision (ATS) system that manages train dispatching and route lineup for Subdivision “A” (IRT)
failed at the height of the evening rush hour, delaying
service for several hours during the start of that weekend’s heat wave. According to internal documents received by the web publication The City, transit officials
flagged Automatic Train Supervision system failures for
subway problems at least 13 times since the previous
month alone, contributing to more than 300 train delays
on the numbered lines.
Furthermore, cancellations on NJ Transit trains have
continued to be an issue. Since May, 100 trains a week
have been canceled, primarily due to crew or equipment
shortages. Coincidentally, NJ Transit is to graduate 100
new locomotive Engineers by the end of the calendar
year.
42nd Street Shuttle to be Transformed
The MTA announced on August 2 that the 42nd Street
Shuttle, which moves thousands of customers between
the subway system’s two busiest stations, will undergo
a historic transformation that includes replacing the
Times Square terminal with a larger and accessible station, reconfiguring platforms at Grand Central, and modernizing shuttle train operations. The project will result
in a 42nd Street Shuttle that is fully accessible, has
more capacity, and is easier for customers to use.
Work to modernize the 42nd Street Shuttle, which is
part of the original 1904 subway system, is scheduled to
run from August 16, 2019 through 2022. The 42nd
Street Shuttle service will continue operating during a
multi-phased construction timeline, with only minor service reductions scheduled to minimize customer impact
and changes to arrival tracks. Additional information is
posted
on
the
project
website,
https://
new.mta.info/42StShuttle.
More than 100,000 customers use the 42nd Street
Shuttle daily. During peak hours, approximately 10,000
customers use the Shuttle to travel crosstown between
the subway system’s two largest station complexes. It
currently operates on tracks and stations built 115 years
ago as part of the first IRT subway line, which ran from
City Hall across 42nd Street to Harlem. The track seg-

ment along 42nd Street was later repurposed as the
existing crosstown 42nd Street Shuttle.
The project will modernize every aspect of the 42nd
Street Shuttle, from the track operations and signaling
to accessible platforms and new station entrances, including expanding current 3- and 4-car train lengths to
6-car trains; paring down both terminals to two-track
operations with better platforms; upgrading the signal
system; and station enhancements to improve traffic
flow. Construction will be scheduled in multiple phases
to minimize service impacts and customer inconvenience.
Approximately 640,000 customers pass through the
Times Sq-42 St station complex and approximately
490,000 customers use the Grand Central-42 St subway complex each weekday, making them the two busiest stations in the subway system.

Rendering of the Grand Central shuttle platform looking west. To the
right of the columns on the right is where Track 3 used to be. Track 3
is what originally was the northbound express track.
MTA New York City Transit rendering

The west end of the revised Grand Central platform, also looking
west, at the new, enlarged staircases leading to the west fare control area.
MTA New York City Transit rendering
(Continued on page 11)
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Rendering of the reconfigured fare control area at the Times Square
end of the shuttle. Today, in this location, is where passengers make
their way to the Tracks 3 and 4 platforms.
MTA New York City Transit rendering

Rendering of the Times Square platform looking east, with Track 1 to
the right and Track 4 to the left. The platform covers the former track
spaces of express tracks 3 and 2. It is proposed that a mid-block entrance/fare control area at the far end of this platform be built, with
an underground connection to the IND Sixth Avenue Line BDFM.
MTA New York City Transit rendering

NYC Transit’s Save Safe Seconds Program Update
by Jeffrey B. Erlitz
Additional speed improvements have been made on
various subway lines since the August Bulletin. Except
for the one location shown below, north of 121 St JZ,
the only adjustments made have been to unenforced
DATE

speed restrictions. These are locations where there is a
speed limit sign without enforcement by the signal system. At 121 St, the GT-30 sign was changed to GT-35,
so I am assuming that this grade time section was actually sped up. I believe this is the first grade timer that
was sped up.
Shown below are the additional locations of speed
restrictions that have been modified:

LOCATION

TRACK

FROM (MPH)

TO (MPH)

7/25/2019

n/o North Channel Bridge A

F3

25

Removed

“

s/o North Channel Bridge A

F4

25

Removed

1

7/30-31/2019

n/o Euclid Av AC

A2

10

21

“

n/o Euclid Av AC

A4

101

21

“

s/o Euclid Av AC

K2

101

20

8/1-2/2019

n/o Lafayette Av AC

A1

-

262

“

s/o Hoyt-Schermerhorn AC

A1

25

40

“

s/o Hoyt-Schermerhorn A

A3

28

35

“

n/o Hoyt-Schermerhorn AC

A4

20

26

8/6-7/2019

DeKalb Av DN

F3

18

20

“

n/o 121 St JZ

J1

30

35

8/7-8/2019

n/o Wall St 23

3

20

25

“

s/o Fulton St 23

2

20

29

“

n/o Fulton St 23

3

15

22

“

s/o Park Place 23

2

15

21

“

s/o Park Place 23

3

15

26

“

Park Place 23

3

-

202

8/8/2019

n/o 149 St-Grand Concourse 4

4

20

29

“

n/o Burnside Av 4

1

25

37

“

s/o Fordham Rd 4

4

25

Removed

8/13-14/2019

s/o President St 25

2

15

35

“

n/o Sterling St 25

2

30

Removed

Notes:
1
At this location, there previously had been no speed restriction signs in place. Where there are no speed restriction signs posted, diverging
moves over switches are restricted to 10 mph, so this is an implied increase for the diverging moves.
2
At this location, a speed sign was installed where one did not exist before.
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THREE ISLANDS OF ITALY
by Jack May
(Continued from August, 2019 issue)
(Photographs by the author)
WEDNESDAY, APRIL 13
We had an excellent breakfast at our B&B, sharing
conversation in broken English with some other guests.
After paying our bill we asked if we could leave our luggage in our room until our evening train and whether we
could have two sets of keys, as Clare and I would be
going our separate ways for most of the day. Both wishes were granted, but first Clare and I did a little joint
sightseeing. It was cloudy when we woke up but the
forecast was for sun, and by the time we had toured the
archeological museum it was shining brightly. Our B&B
was located in the "old city," but it was only a few blocks
walk to the modern part of this small municipality of
132,000. We found the museum easily and enjoyed its
exhibits, which date from the Nuraghic Age (1,800 B.
C.) to the middle ages. But I was soon anxious to start
exploring the city's tramway so we headed out.
The 950-millimeter gauge tramway has seven stops
along a 1.5-mile-long route in city streets that almost
encircles (but does not enter) the old city. Its route is
like an elongated letter "U" with the left side continuing
over an FdS rail line for another 1.1 miles to terminate
one stop beyond the city's central railway station at
Santa Maria di Pisa (see http://www.urbanrail.net/eu/it/
sass/sassari.htm). ARST operates the 2.6-mile-long
Metrosassari with a fleet of four double-ended 100 percent low-floor AnsaldoBreda Sirio cars, similar to those
found in Naples and several other European cities, including Athens, Milan and Florence, and Samsun and
Kayseri in Turkey.
It is an unusual operation in several respects. While
there are two tracks at the terminals, the virtually all
single-track line has only two passing sidings. The tramtrain portion runs over regular railway ballasted track,
but the remainder of the line uses girder rail embedded
in pavement, segregated from auto traffic at the sides of
streets. Two cars are on the line at all times, providing
an average 21-minute headway. But the intervals between them are 15 and 27 minutes, with a one-way running time of about 17 minutes. This means that cars
pass each other alternately at the Cliniche and Stazione
stops, and some passengers have to wait almost a halfhour for the next car (if heading inbound, they could just

as easily board an outbound car if that comes first, as
that would become the next inbound car and at least
they will be able to sit — on 1-and-1 plastic seats). Nevertheless, ridership was not bad.
As mentioned in earlier parts of this report, graffiti is a
challenge for ARST. While there was the usual amount
on the diesel rail lines in Sassari, it was clear that a
greater effort is being made to remove it from the trams.
However, while you cannot see it clearly on the bodies,
if you look hard enough you can see graffiti on the accordion-style articulations. The tram-train portion of the
line is double track, but only one is electrified, so for all
practical purposes, it is a mirror image of the other end
of the line.
I hiked from the museum to the Metrosassari's Emiciclo Garibaldi terminal and after a few photos began
walking the route in search of a good spot to take additional pictures. Unfortunately, the line is placed directly
along the south curb of Viale Italia, and so it was all in
shadow, which would not likely change until the late
afternoon. But when it curves around the lower end of
its “U” route into the Cliniche stop, it reaches an excellent location for pictures, being wide open and having a
second track for passing. Then, noting that there was
no equipment on the upper end of the line, I boarded
the next car, which was an outbound, and rode back to
Emiciclo Garibaldi. I observed that both cabs of the
Sirio unit were curtained, preventing front and rear
viewing, and decided to settle on an austere plastic seat
near the middle of the unit. I rode all the way through to
Santa Maria di Pisa, noting that the ride was very
smooth along the “city” portion of the route, but on the
railroad right-of-way it was noisy and bumpy, with grinding sounds, like traditional pre-PCC-type equipment.
We took all special work extremely slowly, including the
switches to the carhouse/shop and crossings leading
into the station's ladder for the diesel railcars. I then
rode back to Stazione to look around the combined
Trenitalia and FdS facility.
The narrative will continue in the next portion of the
report, which will include the photos taken at the railway
station and during the remainder of my visit to Sardinia's second city.
(Continued on page 13)
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Contrasting views of the old and new Sassari.

Emblems of ARST, the operator of transit services in Sardinia, including the tram-trains in Sassari and Cagliari, plus the narrow gauge FdS
rail lines. The stylized M is specifically used for the Metrosassari tramway, and is shown at the austere Cliniche stop.

Head-on view of one of Metrosassari's four AnsaldoBreda Sirio
trams. The oval-shaped front end
is virtually identical to the cars
running in Athens, Florence, Naples, and many other cities.
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Two views at the Emiciclo Garibaldi terminal. The second track is hardly visible in the left view (but the overhead is), because it is rarely
used, as the separation between cars entering the terminal is at least 15 minutes. In the right photo, an AnsaldoBreda Sirio has entered the
curve leading to Viale Italia from the off-street terminal. It is above the switch to the second track, which is hidden by overgrowth.

The Cliniche-Universitarie station. Information showing arrival times or schedules is conspicuously missing from this and all other stops.

My favorite part of the system is the street running along Via della
Conce near Porta Utzeri, one stop from the railroad station. The
track here has operation in both directions and I consider this one
of the best locations for photos of Metrosassari.

(Continued next issue)
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CANARSIE LINE UPDATE - STATION IMPROVEMENTS
IN BROOKLYN AND QUEENS
by Subutay Musluoglu
(Photographs by the author)
The reconstruction of the Canarsie Line's 14th Street
Tubes, damaged in 2012 by Superstorm Sandy, has
been underway since April 26. The project, originally
envisioned as a 15-month-long full closure of the line
between Bedford Avenue in Brooklyn and Eighth Avenue in Manhattan, was modified with a revised plan that
retained normal service during weekdays, while providing partial service on overnights and weekends, enabled by single-track operation while one tube is closed.
By all accounts, with the exception of a few operational hiccups during the first two weekends, and a couple
of delayed recoveries as contractors demobilized to
prepare for the morning rush hour, the work has been
proceeding relatively smoothly. NYCT's efforts to educate customers with the revised details of the closure
and the alternative travel options appear to have been
successful in avoiding the chaos that had been feared
in the weeks leading up to the start of the work.
Two high-profile elements of the project are the expansion of the 1 Av station in Manhattan and the Bedford Av station in Brooklyn. At 1 Av, a new fare control
area with street entrances and elevators is being built at
the east end of the station (Avenue A). As reported in
the February, 2019 Bulletin, the overall program also
includes the construction of capacity improvements at
several subway stations across northern Brooklyn and
at Court Square in Queens. These capacity-increasing
measures include reconfiguring fare control areas, reopening long closed street access stairways and station
mezzanines, and widening key internal stairways while
also building new ones at critical locations.
These efforts, all to facilitate increased passenger
throughput, will not only mitigate the congestion anticipated during the reconstruction of the tubes, but remain
as permanent features. This addresses the population
growth that has occurred throughout the area over the
last 20 years, which has stressed many of the stations
in question. The scope of the capacity improvements
include:
● Court Sq G — Two new mezzanine-to-platform
stairs and expanded turnstile capacity were completed in early 2018. It should be noted that the two
moving walkways linking the Court Sq G mezzanine to the Court Sq-23 St EM mezzanine were
removed in the summer of 2018 to accommodate
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increased crowds in the passageway
Nassau Av G — Expanded turnstile capacity
Metropolitan Av G — New mezzanine to southbound platform stair, partial reopening of the south
mezzanine including the reopening of six mezzanine-to-platform stairs (three to each platform), reopening of two street stairs (one to Hope Street and
one to Powers Street), and expanded turnstile capacity at the north mezzanine
● 14 St-Union Sq L — Reconfigured and widened
stairs linking the Canarsie Line platform to both
Broadway Line platforms were completed earlier
this year
● Bedford Av L — Expanded Bedford Avenue mezzanine with two new street stairs (in addition to the
two existing stairs to be reconstructed), two new
mezzanine-to-platform stairs (in addition to the reconstructed existing stair), expanded Driggs Avenue mezzanine with two new street stairs (in addition to the two existing stairs to be reconstructed),
and one new mezzanine-to-platform stair (in addition to the reconstructed existing stair). Elevators
are also being installed at the Bedford Avenue mezzanine
● Marcy Av JMZ — Widening of the two street
stairs to Havemeyer Street (one from each platform) for increasing capacity and meeting ADA
compliance was completed earlier this year
● Hewes St JM — Reopening of two street stairs
(northbound platform to Hewes Street, and southbound platform to Montrose Avenue) was completed late in 2018
● Flushing Av JM — Reopening of two street stairs
to Fayette Street (one from each platform) was
completed in July, 2017
● Broadway Junction JLZ — Increased stair capacity between the L platform and the JZ platform
While not strictly a Canarsie Line-related improvement, new elevators are also being installed at the
Greenpoint Av G station for ADA access.
Selected views of some of the completed improvements are in the photo essay that follows:
●
●

(Continued on page 16)
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New stair P7 from mezzanine
to platform at Court Sq G
station. April 18, 2018

On February 28, 2019, NYCT
reopened the south mezzanine at the Metropolitan Av
G station, with three reopened stairs to the Queensbound platform on the right,
and three reopened stairs to
the Church Avenue-bound
platform on the left. From this
mezzanine, two street stairs
were reopened - one to Hope
Street, and one to Powers
Street (behind the camera).
The mezzanine, presumed to
be closed since the 1970s,
actually extends further south
to Grand Street (behind the
camera), and this portion
remains closed to the public.
An additional new stair was
opened midway along the
southbound platform, connecting to the Metropolitan
Avenue mezzanine leading to
the transfer with the Lorimer
St L station. March 7, 2019
(Continued on page 17)
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(Continued from page 16)

Widened stair P7 from the
Canarsie Line platform to the
southbound NQRW platform at 14 St-Union Sq, March
27, 2019.

Expanded Bedford Avenue
mezzanine showing the two
new stairs down to the L
platform. The final railings
and bannisters will be installed later as part of the
final station finishes. The original stair dating to the station's 1924 opening is just out
of view to the left, and is
currently closed for reconstruction. March 27, 2019
(Continued on page 18)
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The original 1924 stair from
the Bedford Avenue mezzanine to the L platform, now
closed. It will be reconstructed and narrowed to create
room for an elevator prior to
reopening. The loss of space is
offset by the two new aforementioned stairs. March 27,
2019

The first of two new street
stairs leading to the Driggs
Avenue mezzanine of the
Bedford Av L station. This is
at the northeast corner at N.
7th Street, facing north along
Driggs Avenue. The original
stair facing east along N. 7th
Street has been reconstructed, and both stairs join at a
shared intermediate landing
from which one wide stair
descends to the mezzanine.
Across N. 7th Street, at the
southeast corner of Driggs
Avenue, a similar arrangement is taking place, with the
currently closed original stair
facing east along N. 7th Street
soon to be joined with a new
stair facing south along
Driggs Avenue. The new,
second mezzanine-to-platform
stair opened earlier this past
summer, while the original
stair is under reconstruction.
Meanwhile at the Bedford
Avenue end, two new street
stairs have opened at the
northeast and southeast corners facing north and south along Bedford, while the two original stairs facing east along N. 7th Street are
closed for reconstruction. The final railings and bannisters will be installed later as part of the final station finishes. May 24, 2019
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On its inaugural revenue passenger run, M-9 9015 (Kawasaki Rail Car, 2018) leads Train #1621 after having left the station in Huntington and is about to cross W. 11th Street in Huntington Station. The lead
pair here, cars 9015-6, were the first ones built at Kawasaki’s manufacturing facility in Lincoln, Nebraska.
Cars 9001-14 were built in Kobe, Japan.
Jeffrey Erlitz photograph

Train #1621, the first train of M-9 cars in revenue service, heads west towards the Oakwood Road crossing in Huntington Station on its way to the Hunterspoint Avenue station in Long Island City.
Jeffrey Erlitz photograph

—
-

M-9 9002 is on the head end of Train #4800, a non-revenue equipment trip from the Long Island City passenger yard to Johnson Avenue Yard in Jamaica. It is about to cross Borden Avenue. The Pulaski Bridge,
connecting Queens and Brooklyn, is overhead.
Sunny Zheng photograph

The M-9s, headed by 9002, pass through the Hunterspoint Avenue station on Train #4800, an equipment
train to Jamaica, specifically Johnson Avenue Yard.
Randy Glucksman photograph
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Prescott & Mount Union Railway 1, Old Pueblo Trolley Museum,
Tucson, Aug 31, 2019.
Ronald Yee photograph

Tucson Sun Link 200T #107 (United Streetcar, 2014) departing the
Sun Link yard, Aug 31, 2019.
Ronald Yee photograph

Sun Link 200T 108 on 4th Avenue at 8th Street.
Ronald Yee photograph

Sun Link 107 on 4th Avenue at 9th Street.
Ronald Yee photograph

Sun Link 107 on 2nd Street leaving Highland Avenue.
Ronald Yee photograph

Sun Link streetcar route map.
Sun Link website

—

El Paso Streetcar 1512 (St Louis Car Company, 1937) in Maintenance
Facility. Ex-Paso del Norte Streetcar Preservation Society, ex-ex-El
Paso City Lines, nee-San Diego Electric Railway 519. September 2,
2019.
Ronald Yee photograph

El Paso Streetcar 1514 (St Louis Car Company, 1937) on East Franklin Avenue nearing the Cleveland Square stop. Originally San Diego
Electric Railway 523.
Ronald Yee photograph

El Paso Streetcar 1511 (St Louis Car Company, 1937) on North Stanton Street nearing Rim Road. Originally San Diego Electric Railway
518.
Ronald Yee photograph

El Paso Streetcar 1504 (St Louis Car Company, 1937) on North Stanton Street and Rio Grande Avenue. Originally San Diego Electric
Railway 504.
Ronald Yee photograph

El Paso Streetcar 1511 (St Louis Car Company, 1937) on North Oregon Street near Cliff Street.
Ronald Yee photograph

Route map of the El Paso Streetcar.
Sun Metro website
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Alstom’s Régiolis EMUs operating on the Léman Express RER network in Genève.
Christophe Masse photograph, Railway Gazette International

Rendering of former London Underground two-car class 484 EMUs
on the Isle of Wight’s Island Line.
International Railway Journal photograph
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A northbound Metrosassari Sirio stops at Stazione. Every other
outbound car passes an inbound unit at this stop, and SS01 is the
"odd man out" in this view. Note that the car is operating on the
"wrong" track. I would think it is very confusing for passengers not
to know which track/platform the next tram is going to use; there
clearly is a certain amount of nonchalance in this ARTS operation.

The rear of an outbound tram leaving Sassari's
urban area at Stazione and entering the ballasted railroad right-of-way. At the far left is
the portion of the terminal serving trains running to and from Sorso.

Views in opposite directions of Sirio cars at the Santa Maria di Pisa terminal of Sassari's tramway. The left photo is looking southeastward
toward Sassari, while the right one shows a car waiting to return to the city. The stub track with the bumper block has a thin coating of
rust, as the consecutive 15- and 27-minute headways rarely result in two cars occupying the station at the same time. Not shown is a second
platform, further northward, used by diesel trains to and from Sorso. When I rode a round trip on the diesel train, it used the second platform in both directions. North of the station, the track housing the tram is used for storage of work trains and other equipment. Note how
the catenary ends just short of the building.
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The FdS terminal section of the railway station, before (left) and after (right) the creation of the tram-train. Note the overhead wire on the
other side of the fence in the right photo. Apparently, the left most track in the left photo was relocated and repurposed to allow it to be
connected to the streetcar line. In addition, the project must have included the construction of the fence alongside the platform and the
removal of the short white building beyond the bumper block. The 700 hp diesel locomotives shown at the head end of Sorso trains date
from 1959, and were built by Breda in conjunction with Brown Boveri. (Left photo: photographer unknown)

Detailed views of the ends of the 1930s-era coaches and connectors used on the Sassari-Sorso locomotive-hauled services. Crowded school
trips call for the employment of these cars, while at other times railcars, similar to those shown in parts 10 (Cagliari) and 11 (Macomer) of
this report, carry the line's passengers.

LRVs 111 and 126 at the Washington/Central Ave stop in downtown Phoenix, August 31, 2019.
Alexander Ivanoff photograph

19th Ave/Dunlap station at the northwest end of the line, August
31, 2019.
Alexander Ivanoff photograph

—

Sorso terminal. No. 500 has run around the school train, which is
boarding passengers for the return trip to Sassari.

Our Trenitalia DMU to Porto Torres was similar to this class ALn663
unit. No. 1173 was built in 1983 and is shown on track 3 at the Sassari station.
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Cover Photo:

Berliner Verkehrsbetriebe
1076-1 leads a southbound
U2 train down the ramp and
into the subway from the
elevated Eberswalder
Straße station (in the distance). These cars were
built in 1989 for the, at the
time, East Berlin subway by
LEW (LokomotivbauElektrotechnische Werke
Hennigsdorf). Jeff Erlitz
photo at high noon on May
5, 2019.
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SANDY RECOVERY WORK ON THE SEA BEACH LINE
by Jeffrey Erlitz
Starting on Monday, October 21, N Sea
Beach service has once again been curtailed
from Coney Island-Stillwell Av to 86 St, at all
times. This service cutback is to permit flood
mitigation work around the Coney Island
Creek bridge, used by both Sea Beach and
West End Line services. Previously, on November 4, 2001, N service was cut back to
86 St to enable two tracks to be taken out of
service for the Stillwell Av station reconstruction project. Service was restored to Coney
Island-Stillwell Av on May 29, 2005.
STV, Incorporated was the firm that performed the design work and Tully Construction Company is the prime contractor. TAP
Electrical Contracting Service Incorporated is
the subcontractor doing, obviously, the electrical work.
Contract C-34836 (Coney Island Yard Complex Long Term Flood Mitigation) was advertised to bidders in the Fall of 2017 and was
awarded in February, 2018. The project is
slated to last 54 months.
The scope of this contract is quite extensive, as follows:
● Construction of a perimeter flood protection wall
● Drainage system improvements
● Two new sump pits and associated dry
discharge lines with manifolds
● Engine driven deployable pumps
● Passive tie down of the Sea Beach and
West End Line bridges along Coney Island Creek
● Installation of a debris shield from the
north end of the creek bridges up to Neptune Avenue extension
● Hardening of bridge abutments on both
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sides of the creek for both bridges
Installation of flood gate at north end of
creek bridge
● Construction of new traction power and
communication cable at Coney Island
Yard
The work also includes: approximately
12,000 linear feet of perimeter protection
wall, nine watertight vehicular gates, structural reinforcement of exterior building walls of
the traction motor shop, new track underdrainage system, track replacement in affected areas, new signal work, two new drainage
outfalls to Coney Island Creek, backflow
valves and tide gates, and upgrading the
pumping capacity of existing Tower A, B and
C pump rooms. The new flood gate includes
columns and their foundations, framework for
a gate system, and seepage cutoff. The new
power and communication work include new
duct bank and manholes, installation of new
traction power, control, battery cables and
negative bus on the bridge, new poles, messenger cables and communication cables,
and emergency alarm/emergency telephone.
In addition, there is the requirement to inspect the perimeter protection system and
materials stored for emergency deployment
after any storm event and on a quarterly basis as well whether or not there has been a
storm event in the preceding quarter. Also,
there is the requirement to provide all labor,
fill material, and tools to deploy and seal various gates at the Coney Island Yard complex
as well as remove deployed gates promptly
after a storm event. The remaining deployment location is the railroad crossings at the
Coney Island Creek bridge.
●
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THE GENESIS OF “DASHING DAN,” PART SIX—
ROUNDING OUT THE ‘TEENS ON THE LIRR
by George Chiasson
EVENTS ON THE ROCKAWAY BEACH DIVISION
AND FAR ROCKAWAY BRANCH
The site currently known as Howard Beach, mainly
recognized as a major touchpoint between MTA New
York City Transit’s A train, the Port Authority’s AirTrain,
and JFK International Airport in 2019, has literally risen
from the sea across the past century. It began as
“Ramblersville,” a scattered, seaward collection of houses gathered about Hawtree Creek by Brooklyn developer and glove manufacturer William H. Howard, who
filled in several acres of natural tidal marsh to bring it to
life shortly after the New York, Woodhaven & Rockaway
Railroad was established, then marketed the perfunctory village in support of his previously-described “Howard
House” resort (1898-1907). This entertainment center in
turn was an outgrowth of the railroad line across Jamaica Bay, but it was not until June 15, 1899 that the Long
Island Rail Road finally established its first station stop
at Ramblersville (possibly as an employee base for the
Howard House). Ironically, that initial station was sited
on the banks of Hawtree Creek, where it was crossed
by the Rockaway Beach Division on a very short, fixed
bridge which was directly adjacent to the “summer resort” of none other than the recently-deceased Austin
Corbin. In succeeding years the original scattering of
homes blossomed into a full-blown suburban neighborhood, aided by even more creation of artificiallyoriginated land, thanks in great part to the use of spoils
from the Pennsylvania Tunnel & Terminal project following the Hotel Howard fire of 1907.
As the LIRR came to terms with its uplifted transportation status after 1910, the ease of access it offered from
“Ramblersville” to commercial centers in Manhattan and
Brooklyn, as attained after the Rockaway Line’s electrification and its extension to Penn Station, did not take
long to work its inimitable magic and development was
intensified even further. Nevertheless, local preference
was clearly in favor of the fulsome (if not occasionally
ostentatious) residential and recreational versus the
gaudy commercial and the community’s identity as a
smallish, homely village ultimately gave way to the
pseudo-grandiosity of “Howard Estates.” A new and
larger Long Island Rail Road station, including relocation of the existing depot (which still carried the original
Ramblersville name), was opened one block to the
north of the original at the present 159th Avenue (then
merely a projected alignment labeled “Egan Avenue”) in
April, 1913. The area was once again graced by a casino, beach, and fishing pier by the summer of 1915,
along with their attendant maritime peripherals (marina,
barroom, hotel). Consisting of outside low platforms on
the edge of the four-track right-of-way heading toward
Jamaica Bay, it was officially re-titled “Howard Beach”
when the greatly-enhanced version of formerly humble

Ramblersville was renamed with a touch of élan in honor of founder William Howard on April 6, 1916. Undoubtedly, the standing of this new “resort” (actually summertime amusement zone) was adversely impacted when
the Volstead Act, which brought about “Prohibition,” was
passed in October, 1919. This combined with the diminishing prominence of public fishing in Jamaica Bay’s
increasingly polluted waters after 1920 and an equallydubious legal connotation on public gambling to make
the area even more residential in nature across the
longer term. Subsequent access to Howard Beach was
greatly improved when Cross Bay Boulevard was
opened to motor traffic in 1923, but the area’s one-time
rebellious appeal was never really to return. As for the
LIRR station, it was secondarily utilized as a relay and
storage point for both summertime beach specials and
dedicated trains to the nearby Aqueduct Racetrack,
having an adjacent set of universal crossovers dubbed
“HB” to move equipment between all four tracks for several decades.
Believed to be heavily damaged by fire during early
1913, the unpretentious Rockaway Beach Division station at Matawok was closed, but a replacement was
installed on the curved track near White Pot Junction
about a mile north of the original site. Located next to
the Fleet Street overpass, its diminutive low platforms
were linked by a wooden overhead bridge and sized
just big enough for one train door to use. Still intended
to ease access from the developing residential properties nearby, it “reopened” on May 25 along with a number of other schedule changes, but only lasted through
the summer and had disappeared into eternity by that
September, eventually to be replaced by a completely
new stop at another site many years later. In an early
effort to reduce physical plant expense, and as a sign of
the significant traffic shift away from Long Island City
following the opening of Penn Station, the direct link
between Track 1 of the Rockaway Beach Division and
Track 1 of the Montauk Division at Glendale Junction
was removed sometime in 1916, with all moves between the two in both directions then making connection
via Track 2 only. In May, 1912, incremental improvements were made at Olde Arverne (Gaston), where a
new depot building opened at Clarence Avenue (B. 68th
Street) and a high platform for LIRR trains erected between the southerly and middle tracks. Meanwhile, at
the remote Goose Creek station, a simple passenger
shelter was finally added. New buildings were also installed at Cedarhurst on the Far Rockaway Branch during 1913 and at the Holland station on the Rockaway
Park Branch in 1914, while a larger terminal building
also opened at the Rockaway Park terminal in 1917,
though its trackside facilities (including the upper level
(Continued on page 3)
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This was the point where the four tracks as built in
1903-4 merged to the original two for the line’s passage
across Jamaica Bay and at that time was a fast-growing
residential zone; essentially a thinly-separated extension of the enlarged Howard Beach neighborhood. By
1919 this area had become totally devoid of its previous
association with the Howard House resort but was very
accommodating to what were then the simple pleasures
of summer: “Bathing (as swimming was then known),
Beer. and Breeze.”

(Continued from page 2)

loop) were as yet unchanged, with the Ocean Electric
trolley then still clanging past its frontage. Finally, yet
another brand new station was added to the Rockaway
Beach line-up in 1919 called “Hamilton Beach,” being
laid as Howard Beach was on an artificially-filled tidal
basin at what was then a projected survey for Hackensack Avenue (now 104th Street), next to “WD” Tower.

(Continued on page 4)
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A VISIT TO BERLIN’S MUSEUM TRAMWAY DEPOT
by Jeffrey Erlitz
(Photographs by the author)
This past May 8, I had the opportunity to visit the tramway depot in Berlin, Germany where the entire museum
collection is housed. This is at the Köpenick depot,
which is on the southeast side of Berlin. Köpenick used
to be an independent town, with its own tramway system, but was merged into Berlin in 1920 at which time it
became a borough of the larger city.

The historic tramway collection is not operated by the
BVG-Berliner Verkehrsbetriebe (Berlin Transport Services). A separate group, the Denkmalpflege-Verein
Nahverkehr Berlin (Historic Preservation Association of
Berlin) operates them.
What follows is a portion of the collection:

Horse car 573 (Waggonfabrik P. Herbrand & Co., 1883).

Single-truck motor 10 (P. Herbrand & Co., 1901).
Single-truck trailer 808 (Große Berliner Straßenbahn, 1908).

U3L single-truck motor 3110 (Nationale Automobil, 1899).
TD single-truck motor 2990 (P. Herbrand & Co., 1910).

T24/49 motor #5984 (Hannoversche Waggonfabrik, 1925).
TM34 motor #3802 (Gebrüder Schöndorff, 1934).
B 06/27 trailer #984 (Große Berliner Straßenbahn, 1906).

(Continued on page 6)
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TF26 single-truck motor 4362 (Orenstein & Koppel, 1926).

BDM26 double-truck trailer 1525 (Orenstein & Koppel, 1926).

TM 34 single-truck motor 3802 (Gebrüder Schöndorff, 1934).

TDE58 double-truck motor 218 001-2 (Gotha, 1958).
BZ69 single-truck trailer 3711 (Reichsbahnausbesserungswerk
Schöneweide, 1969).

TE59 single-truck motor 217 055-8 (Lokomotivbau-Elektrotechnische
Werke/Reichsbahnausbesserungswerk Schöneweide, 1960).
BE 59/1 single-truck trailer 267 006-1 (Reichsbahnausbesserungswerk
Schöneweide, 1960).
BE 64 single-truck trailer 267 428-2 (Reichsbahnausbesserungswerk
Schöneweide, 1965).

KT4DM 6100 (CKD, 1984) + KT4DM 6129 (CKD, 1980).
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No. 370
by Ronald Yee and Alexander Ivanoff

October 15)
As part of the September 29 timetable revision, MetroNorth mistakenly indicated that three Saturday-only
Harlem Line trains also operated on Sundays. Those
three Saturday-only trains are the 9:16 AM from Grand
Central Terminal to North White Plains, the 10:16 AM
from Grand Central Terminal to North White Plains, and
the 11:16AM from Grand Central Terminal to North
White Plains. (MTA service alert via Randy Glucksman,
October 1)

The Massachusetts Bay Transportation Authority
(MBTA) has taken all its new CRRC (China Railway
Rolling Stock Corporation) Orange Line cars out of service to install replacement door bump stops after one
door leaf opened on one car while its six-car trainset
was in motion. The trainset went into emergency braking automatically and stopped, according to the MBTA.
No injuries were reported.
According to the MBTA, the initial trainset operated
7,000 miles during routine and qualification testing, and
also completed a 40-hour reliability demonstration in
which they operated in simulated revenue service. Following that, they were subjected to a 500-mile “burn-in
test.”

As part of NJ Transit’s 40th anniversary, the agency’s
Rail Operations maintenance crews have applied special wrapping to a pair of locomotives, turning them into
Heritage units. ALP-46A 4636 is now in the Pennsylvania Railroad Tuscan red scheme while work is almost
finished, turning ALP45-DP 4519 into an Erie Lackawanna locomotive. The units will be unveiled at a NJ
Transit employee day at the Meadows Maintenance
Complex and will soon thereafter be placed into revenue service. In addition, NJ Transit crews repainted GP40-PH-2 4109 into its as-delivered Central Railroad of
New Jersey colors. It is rumored that 4109 will have its
HEP generator rebuilt, allowing it to be used in revenue
service. The locomotives were scheduled to debut on
October 8. (Al Holtz, October 1; Trains Magazine, October 5)
Trains on one NJ Transit route that had been curtailed
last year as the agency scrambled to finish installing
Positive Train Control will finally be restored.
Transit officials and New Jersey Governor Phil Murphy
said on October 14 that off-peak direct service on the
Raritan Valley Line to New York will resume in three
weeks. The trains serve towns in Essex, Union, Somerset, and Hunterdon Counties. The service was halted
last fall to accommodate the system-wide installation.
The work caused delays and cancellations on other
rail lines and prompted NJ Transit to suspend service to
Atlantic City. (NBC New York, October 14)
Coming on the heels of the Raritan Valley Line news,
Governor Murphy announced on October 15 that NJ
Transit and Amtrak are about to begin repair and rehabilitation work at a handful of rail stations across the
state. Work on the stations would begin this fall and
continue through early 2020. The projects are slated for
Elizabeth, New Brunswick, Princeton Junction, and
Trenton.
The work will include improvements to the elevator
system at New Brunswick and an extension of a platform to increase boarding capacity.
Other work includes Elizabeth getting two new elevators as well as a new ramp to comply with the Americans with Disabilities Act. Timber boards on platforms
will be replaced in Trenton, and in Princeton Junction,
there will be general platform repairs. (NBC New York,

Following the tragic collapse on October 12 of the under-construction Hard Rock Hotel in New Orleans, the
New Orleans Regional Transit Authority (NORTA) had to
make service changes.
Crews were working on the hotel when a portion of the
building collapsed, killing at least two and injuring more
than 19 people. One person remained missing at press
time. The cause of the building collapse is under investigation, local media reported.
Streetcar service has been suspended along the
Riverfront and Rampart-St.Claude routes, and on portions of the Canal-Cemeteries and Canal-City Park/
Museum routes. Bus service is available along the impacted lines, NORTA officials said in a press release.
NORTA has temporarily relocated central operations to
an emergency transit center on Canal Street.
(Progressive Railroading via Randy Glucksman, October 14)
Metrolink began operating a new train schedule on
October 14 to improve frequency and connections between its commuter lines in California. The agency added more midday trains to its Orange County Line, which
connects Orange County to Los Angeles, as well as
added a westbound and eastbound train on its 91/Perris
Valley Line between Perris and Los Angeles.
Additionally, Train #682 will depart L.A. Union Station
20 minutes earlier and arrive at the Laguna Niguel/
Mission Viejo station at 7:50 AM to help commuters get
to work by 8 AM, Metrolink officials said in a press release. The new schedule also includes minor adjustments on the Riverside, San Bernardino, and Inland
Empire-Orange County lines to improve connections
and reduce delays. (Progressive Railroading, October
11)
(Continued on page 8)
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way.
“During 2020 we will undertake testing of the completed railway including an extensive period of trial running
and trial operations to build absolute confidence in the
safety and reliability of the whole system before opening
to the public.”
Crossrail says that as the program to complete and
test the Elizabeth Line progresses, it will be able to provide increasing certainty about when the line will open.
Crossrail trains are already operating on the mainline
network from London Liverpool Street to Shenfield, and
from London Paddington to Hayes & Harlington and are
due to be extended west to Reading in December.
(International Railway Journal, October 23)

(Continued from page 7)

Caltrain was expected to host a community meeting
on October 10 to discuss the continued construction
activities in Sunnyvale, California, as it prepares to electrify its rail corridor from the San Francisco Caltrain Station to the Tamien station in San Jose by 2022.
In the coming months, Caltrain crews will continue
foundation installation and begin the installation of poles
along the rail corridor in Sunnyvale. Construction on the
paralleling station facility near the Sunnyvale Caltrain
station is still on-going.
Replacing diesel-hauled trains with electric trains will
improve Caltrain’s system performance, enable more
frequent or faster train service, and minimize long-term
environmental impacts by reducing noise, improving
regional air quality, and decreasing greenhouse gas
emissions, Caltrain officials said in a press release.
(Progressive Railroading, October 9)

Cuban and Russian officials signed a US$1.88 billion
10-year contract on October 3 for Russian Railways
(RZD) to upgrade more than 600 miles of the Cuban rail
network. The plan calls for upgrading the Havana Central-Santa Clara-Camaguey-Santiago de Cuba main line
along with two other lines. A traffic control center would Fitting out is ongoing at the Elizabeth Line’s (Crossrail) Paddington
be built as part of the project. (International Railway station.
Journal via Randy Glucksman, October 4)
International Railway Journal photograph
Crossrail published a new plan on October 21 to complete the outstanding works on the heavily delayed Elizabeth Line and says the core section through central
London will open between October, 2020 and March,
2021.
This means the opening period for the central London
section has now been extended to six months, compared to the previous plan announced in April to open it
between the end of 2020 and the start of 2021. Crossrail says this is “due to the complexity of the remaining
work.”
The 21-kilometer underground section through central
London from Paddington to Stratford and Abbey Wood
Canary Wharf station on the new Elizabeth Line.
was originally scheduled to open in December, 2018.
International Railway Journal photograph
Crossrail says the central section is “the most difficult
and challenging phase of the program with significant
integration and testing to complete,” and it is focusing
on three critical aspects:
Coming on the heels of the airline’s centennial, KLM
● train and signaling software
Royal
Dutch Airlines is to replace one of its five daily
● tunnel systems and stations
flights between Brussels and Amsterdam Schiphol with
● shafts and portals
Crossrail says around 120 key milestones have been reserved seat capacity on a Thalys high-speed train
identified and are being tracked. “By the end of the year, service effective March 29, 2020.
This is the first step in a process to cut the number of
final fit-out and testing and commissioning is due to be
completed at many stations,” Crossrail says. “We are on flights between Brussels and Amsterdam, with passentrack to complete fit-out and testing of the tunnels by gers using rail to connect with intercontinental flights at
January, 2020. This will allow the new stations and rail Schiphol. This would support the airline’s sustainability
(Continued on page 9)
infrastructure to be integrated with the rest of the rail8
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in October, 2016. In May, 2017 a contract was signed
with a TSO-led consortium including Alstom, Guintoli,
EHTP, and Agilis.
The total value of the project is €135 million. The tramway is owned by the Grand Avignon local authority, and
managed and operated by Orizo. Services run every 6
minutes.
Alstom is suppling a fleet of Citadis X05 trams, the
first of which was delivered in December, 2018, ahead
of test running that started the following month. Four
vehicles are being delivered for the future route T2, with
the remaining 10 to be used on route T1.
The bidirectional three-section trams are 24 meters
long with capacity for 140 passengers. The 100% lowfloor vehicles are equipped with LED lighting, airconditioning and CCTV. The fleet is being assembled at
Alstom’s La Rochelle factory, with components coming
from other Alstom sites in France.
The initial section of the Avignon tramway was inaugurated on October 19. (Metro Report International, October 21)

(Continued from page 8)

initiatives and enable airport slots to be used for flights
to long-haul destinations. (Railway Gazette, September
27)
Stadtwerke Augsburg has awarded Stadler a €57 million contract to supply 11 low-floor trams.
The contract announced on October 1 includes options for 16 more vehicles, as well as 16 years of
maintenance. Stadler says that this is its first tram
maintenance contract in Germany. Stadtwerke Augsburg staff will carry out maintenance work at the operator’s workshops on behalf of Stadler.
The unidirectional seven-section Tramlink vehicles will
be 42 meters long with capacity for 231 passengers
including 86 seated. They are expected to enter passenger service starting in 2022 and will be needed for
the planned extension of Route 3. (Metro Report International, October 2)

ETCS Level 3 train control has been successfully
commissioned on the Schwebebahn suspension monorail in Wuppertal, which reopened in August following a
nine-month closure for infrastructure renewals.
Under Level 3, track occupancy is determined solely
by the vehicles communicating their positions to the
central computer via radio. This obviates the need for
conventional trackside train detection components such
as axle counters, which have now been removed.
Alstom has supplied its Atlas ETCS technology under
a contract signed with WSW Mobil in 2012. This covered the onboard equipment for all 31 vehicles in the
new Schwebebahn fleet, as well as the heritage Kaiserwagen. It also included lineside equipment, such as
the radio block center, replacement interlockings and an Metro Report International photograph
interface to the operation control system.
The first of 255 double-deck EMUs being built by AlWuppertal is the first city in Germany to adopt ETCS
for an urban rail application, according to Alstom’s Man- stom and Bombardier for Paris RER lines D and E has
aging Director for Germany and Austria Jörg Nikutta. been completed, and is expected to start testing shortly,
Alstom supplied the components from its factories in Île-de-France Mobilités announced on October 18.
The regional transport authority has committed to a
Villeurbanne and Bologna, with installation and commissioning carried out by Alstom staff from Charleroi, Salz- complete replacement of the fleets used on both routes,
gitter and Berlin. (Metro Report International, Septem- with the first trains expected to enter service in 2021.
Five pre-series trainsets are due to be completed this
ber 6)
year for the testing program.
Designated X’trapolis Cityduplex by Alstom, the RER
The initial section of the Avignon tramway was inauguNouvelle Génération EMUs will be delivered in two varirated on October 19 with a day of free travel.
The 5.2-kilometer route T1 runs east from Saint-Roch ants. On behalf of IDF Mobilités, SNCF placed a frameUniversité des Métiers to Gare Centre, then south along work contract in January 2017 valued at €3.75 billion,
Avenue Saint-Ruf and Avenue de Tarascon, before turn- covering the supply of 125 six-car sets of 112 meters for
ing east again to reach Saint-Chamand Plaine des RER Line D and 130 seven-car units of 130 meters for
Sports, where the depot is located. There are 10 stops Line E. An initial firm order worth €1.55 billion covered
the first 71 trainsets to replace the current Z2N EMUs
and the end-to-end journey time is 15 minutes.
The city’s first-generation metre-gauge tramway on Line D.
The contract provides for the four motor vehicles in
closed in 1932. In September, 2010 the city authorities
each
EMU to be assembled by Alstom and the intermeapproved a plan to build a standard-gauge tramway, but
this was cancelled in 2014. A scaled-back version was diate cars by Bombardier. The trains are being manu(Continued on page 10)
approved in January, 2015 and preliminary works began
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factured at the companies’ Petit-Fôret and Crespin
plants in Valenciennes.
All of the RER NG units will be equipped with the
NExTEO communications-based train control system
that will initially be installed on the central section of
Line E. The fleet renewal is being coordinated with construction of the western extension of Line E, which is
expected to reach Nanterre in 2022 and Mantes-la-Jolie
in 2024. (Railway Gazette International, October 18)

to Shushary has been built at a cost of 34 billion rubles.
Most of the extension runs in double-track cut-andcover tunnels, with twin bore tunnels at the northern end
and a short surface section at the southern end. The
Prospekt Slavy station is 59 meters below ground, Dunayskaya is 19 meters underground, and Shushary is at
grade.
Line 5 has a capacity of 40 trains per hour per direction, and initial ridership at the three new stations is
forecast at 997,000 passengers a day.
The Yuzhnoe depot, east of the Shushary station,
opened on September 5. Built at a cost of 10.6 billion
rubles, the depot has enabled trains on Line 5 to be
lengthened from six to eight cars. Trains on Line 4 have
been lengthened to seven cars. (Metro Report International, October 4)

The Sarajevo Canton government approved €69.5
million of transport funding for the capital on October
17.
The largest project by value is the purchase of 20
trams, which has been allocated €41 million. A further
€23.5 million is being put towards a 6.4-kilometer tramway extension from the current western terminus of
Ilidža to Hrasnica, which would add 11 stops.
According to the canton’s transport minister, Adnan
Šteta, the project documentation is ready, and the government expects to obtain a building permit shortly. The
extension is expected to spur the development of new
housing that would accommodate at least 20,000 people.
In April a feasibility study was launched for the construction of a cable car from Hrasnica to Bjelašnica
mountain and the Bosna Spring.
The government has also allocated €5 million for the
reconstruction of the trolleybus wires and substations
on the route between Vogošća and the railway station.
This route has been abandoned since the war of the Stephen Spark photograph, Metro Report International.
1990s. (Metro Report International, October 18)
The first phase of the Metro Express light rail project
was officially inaugurated by Prime Minister Pravind
Kumar Jugnauth at a ceremony on October 3.
The 13-kilometer north-south route serves nine stops
between Immigration Square in Port Louis and Rose
Hill. The second phase, due to be completed in 2021,
will add another 13 kilometers from Rose Hill to Curepipe with 10 stops.
The route largely follows the alignment of the former
Mauritius Government Railways’ Midland Line, which
was abandoned in 1964. Once the whole route is completed, ridership is expected to be 55,000 passengers a
day, with an end-to-end journey time of 40 minutes.
The project is being funded through a US$275 million
grant and a US$250 million loan from the Indian government. In July, 2017 Larsen & Toubro was awarded a
Satra III 603 (Pars nova, 2009) is a rebuild of K2YU 223 (Tatra, 1975).
Rs18.8 billion turnkey contract to build the line and proIn 10/2017 this car was renumbered to 548.
cure rolling stock.
Metro Report International photograph
In December, 2017 CAF won a €100 million contract
to supply 18 low-floor light rail vehicles together with
depot equipment, vehicle location technology, a driver
A southern extension of St. Petersburg metro Line 5 training simulator, and signaling. Six of the sevenwas inaugurated on October 3, adding three stations to section bidirectional vehicles have so far been delivered. (Metro Report International, October 17)
the line.
(Continued on page 11)
The 6.4-kilometer extension from Mezhdunarodnaya
10

ERA BULLETIN — NOVEMBER, 2019
Commuter and Transit Notes
(Continued from page 10)

East Japan Railway announced on October 8 that Automatic Train Operation is to be introduced on Tokyo’s
Joban Line (Local) services next year.
The ATO project forms part of JR East’s “smart train”
program, which covers various aspects of operations,
maintenance service, and safety. It is intended to give
the operator more experience and data to inform the
future introduction of driverless trains. The announcement follows experiments with automated train operation on the Yamanote Line earlier this year.
In 2013, JR East selected Thales to design a communications-based train control system with a view to replacing its ATC train protection system on the AyaseToride section of the Joban Line. (Metro Report International, October 9)
Two rail links to Beijing’s second international airport
were opened for revenue services on September 26,
the same day that commercial passenger flights began
using Beijing Daxing Airport. This followed official inauguration of the airport by President Xi Jinping the previous day.
The airport is served by a 47-kilometer high-speed line
from Beijing Xi, which includes 28 kilometers of viaduct.
The line has one elevated intermediate station at Daxing, while the airport station is underground. Trains can
run at up to 250 kilometers per hour, giving a journey
time of 20 minutes. Service is operated using a fleet of
CR400AF trainsets with modified interiors to provide a
large luggage storage area and 2+2 rather than 3+2
seating.
A 41.4-kilometer suburban metro line, branded as
Daxing Airport Express, connects the airport with the
Caoqiao station on orbital metro Line 10, and has one
intermediate station at Daxing Xincheng. The line is elevated for 17.7 kilometers, with the remainder being underground. Test running has been underway since
June. The metro line is worked by a CRRC Qingdao
Sifang-built fleet of 12 eight-car Type D trainsets, which
include a dedicated luggage vehicle. (Metro Report
International, September 27)
Changzhou became the fourth city in Jiangsu Province to gain a metro when Line 1 opened on September
21.
The line runs for 34.2 kilometers north-south between
Senlin Gongyuan and Nanxiashu, serving three administrative districts, residential and business areas, and
connecting to the high-speed rail and local bus networks. There are 29 stations, with 27 being underground and two at the southern end being on a 2.2kilometer elevated section.
The line is equipped with the Cityflo 650 communications-based train control supplied by Bombardier NUG
Signalling Solutions Company. This supports automatic
11

train operation at speeds of up to 80 kilometers per
hour.
The 36 six-car Type B trainsets have a capacity of
2,062 passengers and are equipped with MITRAC traction and control systems supplied by Bombardier NUG
Propulsion System Company.
Service operates between 6:25 AM and 9:45 PM, with
tickets available on smart cards and mobile phone
apps.
Construction of Line 1 was launched in 2014, with the
first tunnel boring machine beginning work in September, 2015. Tunneling, tracklaying, and the installation of
electrical equipment was completed at the end of 2018,
and non-passenger carrying test running started in May
of this year.
The Wenfugong station in the city center has provision
for an interchange with the 19.9-kilometer east-west
Line 2, which is under construction for opening in 2021.
Long-term plans envisage six lines totaling 208 kilometers. (Metro Report International, September 23)
The first metro line in Xuzhou opened on September
28. This gives Jiangsu Province five metro networks,
surpassing Guangdong’s four, to make it the province
with the most.
The east-west Line 1 links Xuzhou Dong Railway Station with Luwo, serving 18 stations. Most of the 21.9kilometer route is underground, with the western 900
meters and the Luwo station on an elevated alignment.
CRRC Nanjing has supplied a fleet of six-car Type B
trainsets with a crush-load capacity of 2,146 passengers. Service operates at peak headways of 8 minutes
and off-peak frequencies of 9 minutes 40 seconds. The
end-to-end journey time is 40 minutes.
Construction started in February, 2014 and cost 16.3
billion yuan. Two more metro lines with a combined
length of 42.5 kilometers are due to open next year, and
in the longer term three more lines would bring the city’s
metro network to 169.2 kilometers with 127 stations.
(Metro Report International, September 30)
The Xi’an Airport Intercity Line opened to passengers
at 12:30 PM on September 29.
The 29.3-kilometer route connects Beikezhan with
Airport West, which serves Terminals 1, 2, and 3. Most
of the route is elevated, with a total of 8.5 kilometers at
both ends of the line underground. In addition to the two
termini, the Airport T5 station is underground, although
this station is still to open. Once it does, the line will
have 10 stations.
Service is operated by Shaanxi Intercity Railway Company using a fleet of six-car Type B trainsets. Passengers can travel between 6 AM and 11:30 PM, with the
end-to-end journey taking 33 minutes.
Interchange is provided with metro Line 4 at Beikezhan. In the future, this will also be an interchange for
metro Line 14, a 13.8-kilometer route that will run east
from Beikezhan to Heshaocun, serving seven stations.
(Continued on page 15)
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TORONTO TRANSPORTATION SOCIETY’S
“FAREWELL TO THE CLRV” FANTRIP
by Alexander Ivanoff (with notes provided by Ron Yee)
The Toronto Transportation Society sponsored a
"Farewell to the CLRV" charter excursion on Sunday,
September 22, 2019. I joined ERA President Bob
Newhouser and ERA Second Vice President Ron Yee
along with over seventy other transit enthusiasts for a
ride through Toronto on several different streetcar lines.
The three of us rode Amtrak’s westbound Maple Leaf
from New York to Toronto but had to transfer to a charter bus in Niagara Falls as the Whirlpool Rapids Bridge
is out of service for long-term maintenance work that is
scheduled to wrap up at the beginning of November.
One result of this truncation of the train to operate only
as far as Niagara Falls, New York was the continued
operation of Amtrak's P-32-AC-DM (unit 707) from New
York Penn Station through to Niagara Falls, New York.
In recent years, dual-mode locomotives rarely venture
west of Rensselaer, with most western NY trains hauled
by P-42-DC locomotives after an engine change.
Because of the high demand for tickets for the charter,
the TTS had two CLRVs on the excursion, cars 4094
and 4098. Both were clean and free of "wrap-ads" covering the windows. A nice touch to the charter was that
our streetcar operators were both TTS members. The
trip started with the two cars picking up the attendees
on Church Street just south of Queen Street. The cars
arrived around 10 AM, 30 minutes before the official
commencement of the trip at 10:30 AM. The two CLRVs
apparently originated out of Russell Carhouse, located
a few kilometers east of downtown on Queen Street
East. Except for the St. Clair Line, which has been converted to catenary, the trip covered portions of many of
the TTC streetcar lines. While the St. Clair Line can
technically still accommodate CLRVs and other trolley
pole-equipped streetcars, the catenary on the St. Clair

streetcar loop precludes the ability to handle those vehicles and requires equipment with pantographs.
Our group made several photo stops along the way.
Due to operational issues, TTC only permitted photo
stops wherever the cars could be posed on loops at the
end of several lines. Our stops were the loops at Distillery on the Route 504A, Queen and Coxwell, McCaul off
Bathurst on Route 511, Fleet Street on Routes 509 and
511, High Park at the end of Route 506/Carlton, and
Humber and Long Branch on Route 501. Because the
charter ran late, we were told that the planned photo
stop at Kipling Loop was being cancelled to avoid any
further delay in returning the cars to Russell Carhouse.
While the fantrip was scheduled to end at 2:30 PM, it
ended running over an hour late before the cars returned to Church Street and dropped everyone off. In
the end, the three of us rode GO Transit from Long
Branch to Union Station and took the UP Express to
Pearson Airport in time to clear customs and board our
respective flights back to New York City. Because of
trackwork, the UPX was operating every half hour and
necessitated us backing out of Union Station before
changing ends and proceeding west to the airport, adding to our travel time. Because of the two-car consists
observed for all three trains out on the line, our train
was crush-loaded after the stop was made at Bloor
Street.
The TTS CLRV charter was a fitting farewell to these
cars as their final days are upon them. An ALRV (unit
4204) has been delivered to the Halton County Radial
Railway and it is safe to assume that a CLRV will join
the ALRV in the collection.

Around New York’s Transit System

NYC Transit’s Save Safe Seconds Program Update
MTA subways are getting the green light to go full
steam ahead and increase speeds — 10 months after
initially getting permission to do so.
Trains along the 123 and 7 lines were studied,
and the MTA ruled that all trains in the system could see
as much as a 50 percent increase in speeds. The MTA
actually raised the speed limits nearly a year ago after
transit executives said they had been too low for decades, the result of a deadly 1995 crash on the Williamsburg Bridge.
Officials finally raised the speed limit from 15 up to 30
miles per hour in some areas, which the agency insists
is safe — but the Train Operators who drive the trains
have been worried about getting in trouble for going too
fast.
The MTA essentially admitted that those fears were

(Continued from page 17)

requesting feedback from customers to refine the station accessibility program. To provide feedback on the
Accessible Station Lab, customers can use the web
form and select Subways and Compliment from the
drop-down menus on the MTA’s website at MTA.info.
(MTA press release, visited on October 24; WABC-TV,
October 16) (Editor’s note: While the additions are a
nice touch, the deployment seems a little too experimental and something I would not expect to see in the
future. I would aim for improvements that can be added
to every station and focus on upgrading existing signage, pathways, etc. to the latest accessibility design
guidelines and industry standards. Accessibility should
be seamless and not just an afterthought, which is almost what the station lab does).
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warranted, as they found that there were hundreds of
speed signals that were incorrectly calibrated. That
would mean the trains’ automatic brakes would be activated, and the Operators would be punished.
But the transit agency says that 200 of those incorrect
signals have been fixed, and they will be doing checks
DATE

on 2,000 more.
New York State Governor Andrew Cuomo insisted at
an MTA press conference that once the workers trust
the signals, then everyone’s commutes will get better.
Meanwhile, additional speed improvements have been
made on various subway lines since the October Bulletin.
Shown below are the additional locations of speed
restrictions that have been modified:

LOCATION

TRACK

FROM (MPH)

TO (MPH)

10/2-3/2019

s/o Myrtle Av JM

J2

25

30

“

n/o Van Siclen Av JZ

J1

30

35

“

n/o 121 St JZ

J2

25

Removed

10/10-11/2019

n/o Utica Av 4

3

101

19

“

n/o Utica Av 3

4

101

19

“

n/o Franklin Av 23

4

15

20

“

n/o Chambers St 1

1

15

29

“

s/o Franklin St 1

1

25

36

“

n/o Times Sq-42 St 23

3

18

29

“

s/o Central Park North (110 St) 232

2

15

21

“

s/o 135 St 23

3

20

30

“

s/o 135 St 233

3

20

20

10/15-16/2019

s/o Canal St 6

1

20

25

“

14 St-Union Sq 45

2

20

28

“

s/o 138 St-Grand Concourse 4

4

20

24

“

s/o Burnside Av 4

4

25

Removed

“

s/o 3 Av-138 St 6

2

25

28

10/17/2019

n/o Myrtle-Wyckoff Avs M

M1

20

22

“

s/o Fresh Pond Rd M

M2

25

30

“

n/o Fresh Pond Rd M

M2

25

30

Notes:
1
At this location, there previously had been no speed restriction sign(s) in place. Where there are no speed restriction signs posted, diverging
moves over switches are restricted to 10 mph so this is an implied increase from 10 mph for the diverging moves.
2
There are signs for train operation in both directions at this point.
3
For southbound moves.
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THREE ISLANDS OF ITALY
by Jack May
(Continued from October, 2019 issue)
(Photographs by the author, except where noted)
We were awakened by the public address system
speaker in our room and soon prepared for our 8
o'clock arrival in Genoa. As it happened we did not
come to a halt until 8:20, and it was a good 10 minutes
more before we were allowed off the boat and back onto the mainland. This was the beginning of the home
stretch of our trip, as we would be flying back to the U.
S. on the next day. However we had some time in Genoa for some of our favorite activities before our afternoon train to Milan.
Genoa has a population of about 650,000 and lies
between the Mediterranean Sea and some steep hills.
Its legacy tramway was abandoned in 1966, leaving just
a combination of bus and trackless trolley routes. However, that was deemed insufficient to serve Genoa's
residents and a short light metro system was opened in
1990. The mostly underground line has been extended
since and now is four miles long and has eight stations.
Only the two terminals are above ground (see http://
www.urbanrail.net/eu/it/gen/genova.htm).
Because of the city's topography there are also two
funiculars, a rack railway and ten(!) public elevators.
And, there is also an electric interurban that runs from
Genoa to Casella, a distance of some 15 miles. None of
the lines connect with each other. Since 2014 the
3,000-volt d.c. rail route has been closed for renovation,
but fortunately I rode the scenic operation on a previous
visit. Apparently it reopened on May 21, some 6 weeks
after our visit to the city.
On the next page is a photo of the Casella line from
the internet.
Anyway, we dragged our carry-ons across a busy
roadway to a bus stop, and found rubber-tired transportation to Genova-Principe, the city's main railway station. A large statue of Christopher Columbus, who was
born in Genoa, stands in the plaza adjacent to the facility. We soon found the left luggage office and stowed
our bags, and then bought one-way tickets for the 14:18
departure to Milan, a 90-minute run (service operates
every two hours, with the occasional extra train in between during busy hours).
Clare rode a bus to the art museum while I headed for
the light metro, a few blocks away, but down a steep
hill. As mentioned earlier only the two terminals of the
rapid transit line are in daylight. The AnsaldoBreda-built
rolling stock is now over 25 years old and new cars
have been ordered from the same manufacturer (now
Hitachi Rail Italy). Actually, news reports indicated that
some have been delivered but I failed to see any. On
the next page is a photo from International Railway
Journal, which is followed by some of my pictures.
After I navigated the hill back to the railroad station I
continued further, to Genoa's Principe-Granarolo rack
14

railway. Headways vary between every 40 and 50
minutes, and I had just missed the only car operating on
the single-track line, so I had to linger for quite awhile.
One-way running times are just under 15 minutes, so
the passing siding midway along the route is rarely
used. But my wait was worth it, as the line is very scenic, climbing high above the city's rooftops. But there
was no way I could afford to consume an additional
headway to stop over for photos at any of the seven
intermediate stops. The 1,200-millimeter gauge line is
seven-tenths of a mile long, but rises 640 feet in that
distance, with a maximum grade of 21 percent and an
average of 16. The two cars on the roster are original
equipment, constructed to coincide with the line's opening in 1901. They were rebuilt in 1929 and again in
1993, and travel at a maximum speed of just under 4½
miles per hour under 550-volt d.c. overhead.
Since I still had some time before meeting Clare back
at the railway station, I decided to ride an even steeper
line, the Zecca-Righi funicular. This is a typical counterweight incline, running for a length of just under 9/10 of a
mile. The meter-gauge line opened in 1895 and is rather precipitous, rising some 915 feet from end to end.
Grades average 20 percent and an especially arduous
section climbs at a rate of 35 percent. There are five
intermediate stops and service operates every 15 or 20
minutes. The lower end of the line from San Nicolo,
where the two cars pass, to Zecca, is in a tunnel. The
funicular has been rebuilt twice over its lifetime and the
travel time from end to end is 12 minutes. I rode the
entire line, boarding at San Nicolo, but had time to stop
over for photos at only one station. To get to San Nicolo
I rode the 36 bus, which traversed a steep twisting
street from the Principe railway station.
I got back to Principe at 14:00, just in time to meet
Clare, pick up our luggage, and board Trenitalia's 14:18
express to Milan. We had reserved seats and our compartment was full. We left three minutes late and arrived
at Milan Centrale at 15:57 (50). It was an uneventful
journey, and we dozed off a few times.
It was quite warm in Milan, and the walk to our B&B,
located along a street parallel to the railway station's
throat, seemed overly long, but we eventually made it.
We normally stay within a few blocks of Centrale, but
when planning this trip I hadn't realized that today would
mark the end of Milan's Design Week, a huge exposition of the newest in furniture, lighting, interiors, and the
like. So when I went online to find a hotel room for our
last night in Italy way back in January, I saw prices running in the range of $250 to $500, rather exorbitant for
at least those lodgings that had not yet sold out. Of
course I did not want to pay that high an amount, and
(Continued on page 15)
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after much more surfing, I was lucky to find a highlyrated B&B somewhat near the station for about $200 for
the night.
Our accommodations were on the third floor of a midrise mixed use building and consisted of a large loft-like
area surrounded by bedrooms. The interior "bullpen"
was decorated with works of art, including paintings and

sculptures of all sizes, and art books were stuffed into
numerous bookcases. Fascinating, but more important,
we were only two short blocks from Milan's Route 1
tram line. So while Clare rested I walked over and got a
few slides before the shadows became too long (photos
next month).
We had passed a few restaurants en route to the
B&B, and our two proprietors recommended one of
them for dinner. We ended up having one of the best
meals of the trip in this neighborhood home-style cafe.

A view of Genoa from our ferry as it docked at the pier.

The Casella Line.

I did not observe anyone laughing at Christopher Columbus at the
railway station's busy plaza, but then I was pretty sure neither of
the Gershwin brothers were in the vicinity.

The fence along a walkway above the tracks at Trenitalia's Principe
station was not high enough to dissuade me from taking a photo of
an express train. The streamlined electric unit was probably loading
passengers for Milan or Rome.
(Continued on page 14)

Commuter and Transit Notes

Houweizhai to Fenghesenlingongyuan adds four stations. Construction started in October, 2014, and a further westward extension from Fenghesenlingongyuan
has been approved. (Metro Report International, September 30)

(Continued from page 14)

(Continued from page 11)

The opening of the Airport Intercity Line came three
days after the inauguration of a 6.1-kilometer extension
of metro Line 1. The western extension from
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New rolling stock for Principe’s light metro.
International Railway Journal photograph

A terminating train of articulated metro cars enters Brignole. The
operator will change ends beyond the station. Genoa's platforms
are sufficiently long to permit the operation of three-car trains.
Transdev operates the standard-gauge line for AMT Genova. Both
local buses and Trenitalia feed passengers to the metro at this
point.

Two views from the arrival platform at the elevated Brin terminal of Genoa's light metro. With passengers congregating only on the other
platform for departing trains, No. 14 would have to make a complicated move to enter service. Plans are afoot to extend the line beyond
this point, and nine new cars (see above) are presently being delivered to supplement the current roster's 18 two-section AnsaldoBreda
units from 1990.

Two views of car 1 of the Granarolo rack railway approaching Principio, the lower terminal of the line. No. 1 is one of two cars built for the
railway's opening in 1901. The line has a maximum grade of 21 percent. Note that pedestrians have a choice between a slanted walkway
and steps.
(Continued on page 17)
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MTA Board Approves $51 Billion Capital Program
The MTA Board has unanimously approved the agency’s historic $51.5 billion capital spending proposal for
2020-4.
The plan marks a 70 percent increase over the transit
agency's previous five-year plan, and its largest one
ever by far, as part of an aggressive effort to repair the
agency's aging infrastructure and accelerate service
enhancements for the millions of New Yorkers who use
its public transit system daily.
New York City Mayor Bill de Blasio said, just before
the vote, that he would kick in $3 billion in city funds if
the MTA promises not to use that cash until it has spent
the congestion pricing revenue. He also wants the
agency to put unspecified city priorities first.
The MTA said that its plan includes more than $40
billion for NYC Transit, $15 billion of which will come
from congestion pricing. It has earmarked $7 billion of
that to resignal 11 subway lines, starting with the often
delay-plagued Lexington Avenue Line, and $6.1 billion
to add 1,900 new subway cars — with the goal of easing delays by 10 percent.
L Tunnel Reconstruction Project Ahead of
Schedule
The L train rehabilitation project is three months
ahead of schedule, Governor Andrew Cuomo and MTA
officials announced.
The MTA now expects to complete the entire project in
April, 2020, Cuomo said in a release.
Earlier this year, the MTA began rehabbing the Hurricane Sandy-damaged Canarsie Tunnels — a project

that was anticipated to take until the summer of 2020 to
finish.
Accessible Stations Lab at Jay Street-Metrotech
As part of MTA New York City Transit’s move to improve station access to individuals with physical challenges, the agency is testing over a dozen new features, including both physical infrastructure and
smartphone apps that are designed to make subway
travel more accessible for riders of all abilities, including
those with vision, hearing, mobility or cognitive disabilities. Member Alexander Ivanoff found the station lab
setup while waiting on a friend at Jay St on October 16
and found it a wonderful addition to the station.
Two aspects of the Accessible Station Lab include
floor treatments and tactile signs and maps. While primarily intended to assist people with disabilities, he
found the features handy and in the long-term could
benefit both visitors to the city, new residents to the city,
or people who do not frequent the subway. One of the
features that the MTA has highlighted with the improved
signage is accessible route diagrams for navigating the
station and alternate route maps to be used in case of
an elevator outage.
The MTA is also partnering with developers of several
smartphone applications to further enhance the station
experience, regardless of whether someone is boarding, disembarking or transferring through. There are
signs and logos that correspond with the apps that can
be found on the platform level and through the station.
Throughout the pilot, New York City Transit will be
evaluating the features for operational performance and
(Continued on page 12)

Three Islands of Italy
(Continued from page 16)

Car 1 at the Granorolo terminal of the 1,200-mm gauge rack railway.
Arriving passengers are protected from the elements at the road's
ancient shop, but departing ones have to use an unsheltered platform behind the photographer. The company's second car is inside
the shed.

The Via Preve station on the Zecca-Righi funicular, one of two inclines in Genoa. Platforms consist of steps, and the cars have compartments with level floors that line up horizontally. The two vehicles, built in 1990, travel at a speed of 13.5 miles per hour.
(Continued next issue)
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Considering how the LIRR's former Rockaway Beach Branch has been in the news lately, we thought our readers would like to see "the old days on the branch."
This photo was taken by the late William J (Bill) Rugen on October 31, 1948 at The Raunt (a fishing village in the middle of Jamaica Bay at milepost 13.53) and was
a photo stop on an excursion train. Literally brand-new MP70B 1294 (PRR-Juniata Shops, 10/1948) led an unspecified MP54 and an open gondola car.
William J. Rugen photograph
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AVENUE A ENTRANCE OPENS/
CANARSIE LINE UPDATE
by Subutay Musluoglu
(Photographs by the author)

We have been periodically visiting the Canarsie Line this year, as MTA New York City
Transit (NYCT) continues to reconstruct the
14th Street Tubes to remedy the damage
inflicted by Superstorm Sandy in 2012. Previous installments in this series appeared in
the February and September Bulletins.
While work continues on the under-river
tubes, it has been accompanied by a series
of capacity improvements at several subway
stations on the Canarsie Line as well as adjacent lines in Brooklyn and Queens. Fare
control areas are being rearranged, longclosed mezzanines and street access stairways are reopening, and internal stairways
have been widened, with new stairs added in
key locations.
In the short term, these improvements have
mitigated the effects of service changes while
the tubes are rebuilt, and in the long term
they will serve to cope with the population
growth which has created congestion and
overcrowded conditions at the affected stations.
A significant milestone in this effort was
achieved on the morning of November 4 at
the 1 Av station when the first of the new entrances at the station's east end at Avenue A
were placed into use. Sited along the south
side of E. 14th Street, just west of the corner
of Avenue A, two stairways to the Brooklynbound platform are now open, with an elevator to follow. A fare control area with five turnstiles has been built at platform level. Directly
across the street, work continues on two
more stairways and an elevator to the 8 Avbound platform and based on personal observation the work appears advanced
1

enough that they could possibly be opened
before the end of the year.
Some background is in order. The 1 Av station suffers from two related issues — constrained capacity and location. As of 2018,
this station was used by 21,000 average
weekday riders, the 65th busiest station in
the entire subway system. As such, the building of these new entrances should be examined in the larger historical context of the development of the Lower East Side and beyond, as it realizes a transit need that long
predates the current Canarsie Line rehabilitation project.
Built during the later years of the Dual Contracts era, the 1 Av station opened in 1924 as
a single-ended station with side platforms,
with separate entrances to each platform at
the station's western end at its namesake
avenue. Located across from each other on
E. 14th Street, the entrance on the northeast
corner features a fare control area one level
up from the platform level, and a pair of
street stairs facing east and north. The southeast corner entrance features a smaller fare
control area, and a pair of street stairs facing
north and south, both on First Avenue.
At the time of the station's opening this arrangement was considered adequate. However, the lack of a through mezzanine linking
the two fare control areas, and the undersized southeast corner fare control area and
entrance in particular, would present future
challenges, as discussed later.
In 1924 the surrounding area was mostly
composed of low-rise tenement apartment
houses. To the north and east, several large
(Continued on page 2)
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the BMT Canarsie Line.
Route 103B would have extended east along Houston
Street from the center express tracks east of the 2 Av
station (originally intended for the IND Second System
East River tunnel to S. 4th Street in Brooklyn), then
turned north on Avenue C, with at least one new station
on the avenue before turning west on to 14th Street and
merging with the Canarsie Line.
Unfortunately, the city's economic struggles that began in the early 1970s effectively killed Route 103B and
severely curtailed most of the New Routes program. In
the ensuing decade the city experienced a population
loss of one million residents. The Lower East Side
struggled with poverty, crime, arson, and general social
unrest and disinvestment for years.
In the early 1990s the area began to rebound, as the
city's economy improved, and young professionals began to flood the area. Gentrification soon followed, and
as housing costs increased, the population boom
moved across the river to Brooklyn, with Williamsburg
being the first stop for those getting priced out of the
Lower East Side.
By the late 1990s the Canarsie Line was feeling pressure on both sides of the river, as both the 1 Av station
and the Bedford Av station in Williamsburg began to
strain under the increased ridership. At around this time,
the need to replace the line's life-expired signal system
presented an opportunity to increase train frequencies
by installing a Communications-Based Train Control
system (CBTC). The completion of this pioneering project provided some relief, but the situation at both stations would ultimately need to be addressed.
While CBTC was being designed, NYCT was also
looking at longer-term solutions to the travel issues
across the lower East River and along Manhattan's east
side. In 1994, two studies were initiated — the East River Crossings Study (ERX) and the Manhattan East Side
Alternatives Study (MESA).
The motivation for ERX came about partly in response
to the long-term risks in continued subway operation
over the Manhattan and Williamsburg Bridges. In the
1980s serious structural deficiencies had been discovered on both bridges. On the Williamsburg Bridge, the
defects were serious enough that all vehicular traffic
and JM subway service across the bridge was suspended for a two-month period in the Summer of 1988.
Intensive inspections yielded a series of emergency
fixes, allowing traffic to gradually return to the bridge.
Soon after, a design competition was held to identify a
permanent solution to either rehabilitate or replace the
bridge. It was determined that a comprehensive rehabilitation was the best option, which also included reconstruction of the subway structure on the bridge. After 20
years of work, the Williamsburg Bridge is presently considered to be structurally sound and viable for the next
several decades.
A similar reconstruction program occurred on the Manhattan Bridge, but owing to its unique design, and the
arrangement of the subway tracks on the outer sides of

(Continued from page 1)

gas holders belonging to the Consolidated Gas Company (one of the predecessor companies to today's Con
Edison utility) dominated the landscape by the East River, which earned the neighborhood its name as the Gas
House District.
This setting, as well as the steep grades rising from
the under-river tubes, precluded the building of an additional station between First Avenue and the East River.
In the years following the end of World War II, the
neighborhood underwent dramatic change which would
increase usage at the 1 Av station. One by one, the gas
holders were demolished, reducing Con Ed's footprint to
the facility it occupies today between Avenue C and the
East River.
The tenements north of 14th Street gave way to two of
the largest housing developments in the city's history —
Stuyvesant Town and Peter Cooper Village. Built by the
Metropolitan Life Insurance Company in a manner similar to its previous Parkchester development in the
Bronx, the complex opened in 1947 on an 80-acre site
stretching from First Avenue to Avenue C, from 14th
Street to 23rd Street, composed of 110 buildings, mostly
12 and 13 stories in height, containing 11,250 apartments. Tenancy priority was initially given to returning
war veterans and over time the complex came to be
known as a bastion of stable middle-class living in the
heart of Manhattan, with a present-day population of
around 25,000.
At around the same time, Robert Moses was busy
clearing slums throughout the Lower East Side. Southeast of the 1 Av station, the Jacob Riis and Lillian Wald
public housing complexes were built between Avenue D
and the FDR Drive. Through the 1950s and early
1960s, tenements across the neighborhood were demolished in favor of larger apartment houses.
The unique geography of this part of the city presents
a challenge to transit planners. From just north of E.
23rd Street to south of the Williamsburg Bridge, Manhattan Island "bulges" eastward. As such, during the
Dual Contracts era, as well as later during the planning
of the IND, it was difficult to effectively design a rapid
transit solution for the area.
This led to the situation which continues to this day,
where the area bounded by E. 14th Street on the north,
FDR Drive/East River on the east, E. Houston Street on
the south, and Fourth Avenue/Lafayette Street on the
west represents the largest "transit desert" in Manhattan. Walk times from the areas east of First Avenue are
long (15-20 minutes from Avenue D and E. 7th Street
for example), with added difficulty in inclement weather.
Travel by bus with a subway transfer is not considered
much faster due to local street congestion.
In the late 1960s hope was offered to alleviate this
situation when the MTA's "Grand Design" program of
new subway routes proposed to build Route 103B, also
known as the Avenue C "cuphandle" — a two-track subway linking the IND Houston-Essex Streets Line with

(Continued on page 3)
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Canarsie Line station to the west, 3 Av, was built in an
almost identical manner. Though there are no plans to
change that at this time, if and when the future Phase 3
of the Second Avenue Subway reaches the area, its
14th Street Station is envisioned to be linked to the 3 Av
station, which should not be too difficult as the station's
eastern end is just shy of Second Avenue.
Elsewhere on the Canarsie Line, progress continues
on other station capacity projects. Work is well along at
14 St-Union Sq L on the installation of a new escalator
between the Canarsie Line platform and the IRT Lexington Avenue Line's south mezzanine. Once complete,
this escalator will presumably be operated exclusively in
the up direction, and by doing so will relieve congestion
on the existing P2/P3/ML5/ML6 stairway group, which is
currently the most direct route for transfers between the
L and the 456.
It should be especially useful during the AM peak period, as surges of arriving L customers struggle up the
stairs to make transfers to the 456 all the while conflicting with passengers on their way down.
Fortunately, the installation of this escalator has involved minimal structural reworking, by taking advantage of a pre-existing ventilation void above the Canarsie Line platform. The top of this void is level with the
Lexington Avenue Line mezzanine, where the upper
landing of the escalator will penetrate through a grille
near the ML5/ML6 stair landing.
This work complements the previously completed
work to reconstruct the P5/P6 and P7/P8 stairways between the Canarsie Line platform and the BMT Broadway Line platforms. The P6 stair was widened, while the
P7 stair was both widened and reoriented to the west to
eliminate conflicting movements on the platform.
Work continues at Bedford Av L to address
longstanding capacity constraints. At the station's western end, the existing Bedford Avenue mezzanine is being expanded, two new street stairs were opened in late
2018, while the two original stairs are currently closed
for reconstruction. Two new stairs between the mezzanine and platform opened earlier this year, while the
original single stair is being reconstructed to make way
for a new elevator between the mezzanine and platform. The elevator between the mezzanine and street is
also progressing and a recent visit shows that the shaft
and frame are in place.
At the station's eastern end, the Driggs Avenue mezzanine is also being expanded. The first of two new
street stairs opened earlier this year, and one of the two
original stairs has been rebuilt and reopened. A new
mezzanine-to-platform stair has been added, and the
original stair has been reconstructed. We will provide a
more detailed examination of the work at the Bedford Av
station in a future installment.
And finally, one project which we have only briefly
mentioned to date is at Broadway Junction where earlier this year NYCT completed stairway work to increase
capacity between the JZ platform and the mezzanine

(Continued from page 2)

the bridge, NYCT customers endured 15 years of varying service changes and reroutes, including an extended period from the mid-1990s until the early 2000s
when there was no service at all between the BMT
Broadway Line express tracks in Manhattan and
DeKalb Av in Brooklyn.
These disruptions and future uncertainties led NYCT
to identify ways to reduce or even cease using the
bridges. A variety of alternatives were studied, ranging
from the relatively less expensive and easier to implement, such as changes to regular service routing, building new transfer connections, and adding station capacity, to more expensive and long-term capital projects
including adding new under-river tunnels and line connections. One of the study's final recommendations was
to add new Avenue A entrances to the 1 Av station.
(Author's Note: As a consultant in the late 1990s, I worked on
the ERX study for a period of time.)
The MESA study was tasked with examining ways to
improve north-south travel in the First/Second Avenue
corridors, studying a range of alternatives including busways, light rail, and subways. As the subway option
evolved, a branch sub-option similar to the 1960s
"cuphandle" scheme briefly appeared, to address the
lack of rapid transit options in the Lower East Side
"bulge" of Manhattan. This branch was deemed infeasible, and at the study's conclusion the Second Avenue
Subway ultimately emerged as the best alternative.
In recent years the 1 Av station's single-ended design
and the inadequacy of the entrances has created operational issues. On the 8 Av-bound platform during the AM
peak hour, a bunching condition occurs daily as customers do not spread evenly along the platform, instead
rushing to favor the first few cars of arriving L trains,
trying to jam into cars that have already been overloaded at Bedford Av in Williamsburg. This has led to increased dwell times and adversely impacted line capacity.
A similar condition in reverse is occurring on the
Brooklyn-bound side during the PM peak period, with
customers wishing to exit at 1 Av cramming into the rear
cars of L trains, creating uneven loadings of the trains
themselves. These crowds then overwhelm the two
stairs as they try to exit the station. Dwell times are an
issue here as well.
The new Avenue A entrances should go a long way
towards easing these conditions. However, customers
will have to wait just a little longer to fully appreciate
their benefits, because with the opening of the new entrance to the Brooklyn-bound platform, the existing entrance at the southeast corner at First Avenue was
scheduled to be closed on November 11 for reconstruction lasting until April, 2020. Once the new entrance to
the 8 Av-bound platform opens with its two new stairs,
the current entrance at the southeast corner at First Avenue will also be closed for similar reconstruction.
As a side note, it should be pointed out that the next

(Continued on page 4)
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space was closed off and converted to miscellaneous
NYCT support space.
The ridership gains in the years since then has
prompted a rethinking, and so a portion of the support
space has been reduced and the mezzanine has been
opened back up to circulation. The two removed stairs
have been reinstated, and modifications were made to
two other stairs.
Selected views of some of the completed improvements are in the photo essay that follows:

(Continued from page 3)

above which provides access to the L platforms and
the escalator/stairs down to the AC station.
In the early 2000s the entire complex was rehabilitated, and a check of the station plans from 2001 shows
that there had previously been six stairways between
the platforms and mezzanine — three to each platform.
During the station rehabilitation, the two westernmost
stairs were removed, and that portion of the mezzanine

The fare control area for the new Avenue A entrance at the 1 Av
station — Brooklyn-bound side. Note the mosaic band on the upper
part of the wall on the right - a faithful reproduction of the work of
Squire Vickers from the Dual Contracts era. Finishing work will be
completed later. (November 5, 2019)

Another view of the two new stairways at street level, looking west
along the south side of E. 14th Street from Avenue A. Visible in the
background is the frame for the future elevator. (November 5, 2019)

Looking west along the north side of E. 14th Street, the soon to be
completed entrance to the 8 Av-bound side. In this view, one new
stairway is in the foreground, with the frame for the future elevator
in the left background. The second new stair is out of view behind
the elevator.

On the Canarsie Line platform at the 14 St-Union Square station,
this is the location where the new escalator is landing. (September
13, 2019)

(Continued on page 5)
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On the Lexington Avenue Line mezzanine at the 14 St-Union Square
station, in the left background is the ventilation grille which will be
removed and the opening rebuilt to accommodate the upper landing of the escalator from the Canarsie Line. Over on the right is the
existing P2/P3/ML5/ML6 stairway group, which is currently the
most direct route for transfers between the L and the 456. The
new escalator will provide much-needed relief to these stairs, especially during peak hours. (September 13, 2019)

Looking up from the Canarsie Line platform at the 14 St-Union
Square station, this is the ventilation void through which the new
escalator is being installed. Visible at the top is the grille on the
Lexington Avenue Line mezzanine, which will be removed and the
opening rebuilt to accommodate the escalator's upper landing.
(September 13, 2019)

On the Lexington Avenue Line mezzanine at the 14 St-Union Square
Station this is the construction enclosure behind which the reconstruction work is progressing to accommodate the top of the escalator from the Canarsie Line. (November 5,
(Continued on page 6)

Two months later, the escalator on the Canarsie Line platform at
the 14 St-Union Square station has been installed. (November 5,
2019)
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At the Bedford Av L station, a view of the new stair to the Driggs
Avenue mezzanine. This stair is on the southeast corner of Driggs
Avenue and N. 7th Street, facing south; the view is looking north.
The original stair from 1924, out of the view to the right, is currently
being reconstructed. This stair faces east along N. 7th Street. Both
stairs join at a shared intermediate landing from which one wide
stair descends to the mezzanine. This arrangement mirrors what
has already been completed across N. 7th Street on the northeast
corner of Driggs Avenue. (November 5, 2019)

At the Bedford Av L station, the frame for the new elevator on the
northeast corner of Bedford Avenue and N. 7th Street. (November
5, 2019)

At the Broadway Junction station, the mezzanine above the JZ
platforms. The view is looking straight towards the transfer to the
L, with the transfer down to the AC on the right. Until recently
this mezzanine was smaller in area, enclosed with NYCT support
spaces up to the two stairs in the foreground, which were also modified. Two new stairs down to the Jamaica Line platforms are behind the camera. (October 19, 2019)

At the Broadway Junction station, the mezzanine above the Jamaica Line platforms. The view is looking towards the two new stairs
down to the JZ platforms, which are in the background. Until
recently, the area in the foreground was enclosed with NYCT support spaces, which has been reduced to the center area between
the stairs. (October 19, 2019)

(To be continued)
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THE GENESIS OF “DASHING DAN,” PART SIX—
ROUNDING OUT THE ‘TEENS ON THE LIRR
by George Chiasson
(Continued from November, 2019 issue)
EVENTS ON THE ATLANTIC BRANCH
Ironically, the most significant changes to the Atlantic
Division in the years after Penn Station’s opening occurred not of its own volition but as a secondary result
of the new terminal’s final phase — that of creating the
New York Connecting Railroad. This entity had been an
inherent part of the overall New York Terminal plan
since its inception in 1892, providing a means for the
PRR to reach beyond its traditional service boundaries
and into new territories throughout New England as well
as Canada. Though its routing details were then still
tentative, a tangible proposal for the line emerged in
1902 after which additional time was required to satisfactorily resolve extensive political wrangling with municipal authorities. The actual railway connection between Queens and the Bronx, though highly challenging
in its own right, proved to be just a fraction of the widespread capital investment that was ultimately necessary
to complete a workable whole with initial, associated
construction started in the spring of 1904 on both the
New York, New Haven & Hartford’s Harlem River
Branch and on the LIRR’s Manhattan Beach Division.
This set in motion more than a decade of right-of-way
expansion and grade crossing elimination across the
New York Connecting Railroad’s entire route from
southern Westchester County to the Brooklyn waterfront, including significant portions of the Bronx and
Queens, all in support of its future role as a major
freight main line.
With the new Hell Gate Bridge at last under actual
construction, widening and improvement of the existing
Manhattan Beach and Bay Ridge main line, by this time
simply known as the “Manhattan Beach Division,” commenced in 1913 from its projected union with the New
York Connecting Railroad adjacent to the existing Fresh
Pond Junction (that is, where the original New York &
Manhattan Beach had been joined to the Montauk Division (former Southern) main line in 1883) to the waterfront facility at Bay Ridge itself. Included in this effort
was the repositioning and concealment of the Bay
Ridge line into a tunnel, where it had historically passed
across a system of congested urban streets in East
New York while negotiating its way through the cornucopia of BRT elevated and trolley lines which then graced
Broadway and Fulton Street, as well as the LIRR’s Atlantic Division and more surface car trackage on Liberty
Avenue. Led in design by the “Brooklyn Grade Crossing
Commission,” a municipally-sponsored body that consisted of administrators from both the city (then under
the leadership of Mayor Gaynor) and the Long Island
Railroad (who in turn were responsible to senior executives of the parent Pennsylvania Railroad), the “Bay
Ridge Improvements” encompassed 1) an expansion

and depression of the line from New Lots Road
(Avenue) to East New York Avenue, one block south of
Atlantic Avenue; 2) construction of the new tunnel for it
to pass underneath the Atlantic Division between East
New York and Evergreen Avenues; and 3) the elevation
of trackage above city streets from Evergreen Avenue
to Fresh Pond Junction. The following year, a temporary
two-track right-of-way was laid for the Manhattan Beach
Division (more or less along Van Sinderen Avenue, just
east of the original New York & Manhattan Beach surface alignment) from approximately Aberdeen Street in
Bushwick to Liberty Avenue, being tucked against and
even slightly beneath the BRT’s Fulton Street (and Canarsie) elevated structure at its southerly extreme. For
freight operations, a replacement double-track connection was installed from the temporary Bay Ridge alignment eastward to the 1903-elevated Atlantic Division, of
necessity being moved around as the depression took
shape through 1914.
When placed in service during November, 1915, the
Manhattan Beach Division’s tunnel consisted of one
main track, though ultimately it was constructed to contain four, and had a new, high-platform station at its
southerly mouth dubbed “Fulton Street,” which, despite
its name, was actually situated between East New York
and Atlantic Avenues. There, passengers could exit via
stairway or connect to the existing East New York station of the Atlantic Division. Finally, the East New York
station of the Atlantic Division (as it had again been
known since late 1905) was shifted several yards eastward to occupy what was actually the fourth position in
its long history. Originally, the stop had been situated by
Stone Avenue from 1843 to 1877; it was then relocated
to the actual “Manhattan Beach Crossing” (intersection
of the Brooklyn & Jamaica and New York & Manhattan
Beach alignments at Vesta, later Van Sinderen Avenue)
until 1902 when it was pushed farther west again toward Sackman Street to provide more stopping space
and allow for the line’s upward incline to the elevated
structure between Williams and Shepherd Avenues that
opened in 1903. After the Manhattan Beach Division
depression was completed in November, 1915, the East
New York station was once again moved back east to
sit atop the new tunnel between East New York Avenue
and Jardine Place. This was astride the original New
York & Manhattan Beach alignment and almost in the
same position it held between 1877 and 1902, but without the at-grade intersection of trackage, and it was
there that a set of wooden high platforms were placed in
service on April 30, 1920. At the same time, a wooden
pedestrian overpass, situated between Havens Place
and Van Sinderen Avenue was opened across the en(Continued on page 8)
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Track 6 and the adjacent IRT subway, a matter which
has engendered a fair bit of anxiety for rapid transit historians ever since. This single-track tie-in was an abbreviated version of that originally envisioned and designed
into the LIRR terminal as a thrifty, convenient, and thoroughly compatible means of providing through service
from the electrified reaches of Queens and Nassau
Counties to New York City points (perhaps even the
Bronx) via the Interborough Rapid Transit Company’s
municipal subway system. As explained previously, by
the time the IRT’s “Contract II” subway extension was
later built from the Bowling Green station in Lower Manhattan to Atlantic Avenue, the concept of institutionalized, joint service between the LIRR and IRT had “come
a cropper” of the parent Pennsylvania’s overarching
corporate goal of installing Penn Station in Midtown
Manhattan and was, but for this single-track connection,
omitted from its construction. Existence of the tie-in itself was a sign of August Belmont II’s tremendous societal and entrepreneurial influence; he had long maintained a cherished position on the Long Island Railroad’s Board of Directors. In addition, he is long- (and
perhaps best-) remembered for being the first president
of the Interborough Rapid Transit Company, which was
a wholly owned subsidiary of a mother company known
as the “Interborough-Metropolitan.” To entertain mayors,
governors, captains of industry, and anyone else whom
he desired, Belmont would arrange for the passage of
his private IRT motor car Mineola (with a “Composite”
motor attached as a trailing buffer car) from its quarters
at Lenox Shops onto the LIRR through the Flatbush Avenue connection as early as the summer of 1908, usually in association with a racing meet or other occasion
at Belmont Park. This was no small task as a temporary
platform “bridge” had to be removed which was otherwise needed to keep public access available to Tracks
6, 7, and 8 (as well as the Long Island Express platforms). It remains unknown exactly how often such excursions occurred, but Belmont’s authority as a board
member and well-placed associate of LIRR President
Peters was evidently of sufficient substance to keep the
connection in a functional and available state for many
years.
As with other events of that era, its end was not so
much instantaneous as epochal; Belmont had in fact
vacated his standing as chief executive of the IRT in
March, 1907, though he also retained a seat on that
company’s Board of Directors after its presidency was
assumed by Edward P. Bryan. August II then embarked
on a series of personal ventures, the most famous of
which may have been construction of the original Cape
Cod Canal, which was opened in 1914. Meanwhile,
“E.P.” Bryan was an experienced Midwesterner who had
joined Belmont’s company early on from the Louisville &
Nashville Railroad, and was probably judged by his voluble demeanor as best to handle the turbulent functions
of New York City’s first subway. Such a potentially explosive disposition may have proved fatal, however, as
Bryan died from the effects of a severe stroke while va-

(Continued from page 7)

tirety of Atlantic Avenue (LIRR station included), which
replaced an existing ground-level access way which
crossed the tracks at grade. As it turned out, the new
and actually quite-ideal locations for both passenger
stations (East New York and “Fulton Street”) eased the
LIRR’s relationship between they and the surrounding
streetscape. Convenient access between the two railroad lines was formed by a walk from the stairway at
the northwest corner of Van Sinderen and East New
York Avenues that led from the underground Fulton
Street stop, northeast one block to the brief entry stairs
on either side of the tracks at the East New York and
Atlantic Avenues grade crossing. Nevertheless, the continued presence of the surface-level Atlantic Division
main line and its associated pair of grade crossings at
either end of the Atlantic Division station presented a
significant danger to pedestrians for some time to come.
After the crossing of the Atlantic and Manhattan Beach
Divisions was physically eliminated, “NO” Interlocking
(formerly Tower 63) was closed as the last bits of new
construction in the area were completed by February 1,
1916. That June it was succeeded by “PR” Cabin, located at Pennsylvania Avenue where the Manhattan Beach
Division lead joined the Atlantic Division mains on the
elevated structure, which up to that time had been a
hand-thrown connection. As for the former “Tower 72,”
which had overseen the southerly connection from the
Bay Ridge line to the Atlantic Division since December,
1895, it was re-identified as “LM” in 1907, then lost to
the reconstruction process during 1914 and not restored
when the revised connection was put in place. At a later
date another control point known as “KN Cabin” was
situated at Pitkin Avenue, somewhat close to its former
location, but this facility was entirely associated with
functions of the New York Connecting Railroad. Of further import on the Atlantic Division in this time period, a
new high-level boarding platform was squeezed between Tracks 1 and 2 at Flatbush Avenue by 1916, intended to aid in crowd relief as passengers at times
moved in human waves between the same cramped
stairs and passageways that connected the LIRR, IRT
subway, and nearby streets. Elsewhere, an in-fill “Flag
Stop” was added on November 15, 1917 along the “Old
Southern” portion of the Atlantic Division at South
Street, being located at ground level just around the
turn from “JE” interlocking east of Jamaica station and
across the abbreviated Liberty Avenue viaduct. In about
1918 the short-lived station stop at Clear Stream Road
in Valley Stream was eliminated (actually on both the
Atlantic and Montauk Divisions), while the equally fleeting “LA” tower installation next to Jamaica Race Track
was closed and demolished in 1919, with the event siding and special platform then being accessed solely by
hand until it died out completely some 40 years later.
Another peculiarity at Flatbush Avenue that ended in
October, 1916 was use of the connection between

(Continued on page 9)
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Avenue and the Bronx were buttressed by the similar
extension of “Broadway Express” (née 1) service commencing on February 23, 1909.
As elements of the city’s rapid transit system were
upgraded under municipal guidance through the landmark “Dual Contracts” agreements of 1913, the allocation of such assets focused on passing through or near
the Long Island Railroad’s main Brooklyn terminus was
emphasized commensurately by both of its main partakers, the Interborough and the Brooklyn Rapid Transit
Company. The actual construction of a new subway that
would stream southward beneath Fourth Avenue in
Brooklyn, including a station a block away from the
LIRR that later opened as Pacific Street, was initiated
under the earlier “Tri-Borough Plan” of 1907 even before that initial IRT extension to Atlantic Avenue opened
for service. It was employed several years later as part
of the BRT’s very first Dual Contracts “Subway” from
the Municipal Building in Manhattan (Chambers and
Centre Streets) to the “West End Terminal” at Coney
Island via a totally-reconstituted Sea Beach Line on
June 22, 1915. A pedestrian tunnel was included which
connected from the Pacific Street subway station to
both the sidewalk outside the LIRR terminal and the
cross-passage beneath the four (then-gated) commuter
platforms, with then-unpaid access also available along
the way to the three IRT platforms above. The destination value (i.e. functionality) of Pacific Street was soon
enhanced with the start of Sea Beach Express, Bay
Ridge Local, and West End trains in 1916, while those
patrons dependent on the Culver Line for best mobility
would be excluded from this convenient place of connectivity for another decade and a half.
As might have been expected, virtually all of the newer subterranean construction adjoining the LIRR’s foremost Brooklyn terminus was centered beneath the surface of Flatbush Avenue on behalf of both operators.
This thoroughfare ventured southeastward away from
the BRT’s key Manhattan Bridge crossing to the burgeoning neighborhoods then re-making several of the
former Kings County townships toward Coney Island. It
also passed through Grand Army Plaza and intersected
the recently-created Eastern Parkway, which would
eventually hold the IRT’s extended subway as it
crossed developing areas of Crown Heights toward
Brownsville.
In addition, the Interborough established a second
subaqueous tunnel between Downtown Brooklyn and
Lower Manhattan under Clark Street in Brooklyn
Heights. This was designed to feed into the new Midtown trunk beneath Seventh Avenue, thereby abetting
the overall creation of its new “H” system of lines serving both sides (East and West) of New York’s main
commercial district. At its outward end, the Clark Street
“Tube” undulated southward beneath Fulton Street (now
Cadman Plaza West) to intercept the (1908) Joralemon
Street IRT tunnel next to Brooklyn Borough Hall. At that
point, it was spliced into the pre-existing subway (where
it physically occupied the outer tracks), resulting in an

(Continued from page 8)

cationing in Puerto Rico during 1910 and was succeeded on short notice by Theodore P. Shonts, who had
been heading the Interborough-Metropolitan Company
and was also stationed as Vice President of the IRT. As
such, it is highly likely that the Mineola passed through
Flatbush Avenue during those years with more hosts
aboard than just August Belmont, though any move the
custom parlor car made, potentially bound for any number of destinations (it was sometimes towed to nonelectrified territories under steam) and for any number
of reasons, was probably arranged through his office.
What did change after the end of Belmont Park’s 1916
racing season that October was the United States’ involvement in the Great War in Europe, a state formally
declared upon Germany effective April 6, 1917. This
was just before the racing venue’s annual reopening
and as a man animated by his times, August Belmont II
volunteered his services to the armed forces forthwith at
the ripened age of 64, was inducted into the U.S. Army,
and thus relinquished his attentions to the sporting and
business worlds for the duration. With Belmont then no
longer in a position to shepherd use of the LIRR/IRT
siding as a personal priority, it fell into a state of disuse
and was ultimately retired sometime in 1919 to make
way for the addition of stairs that connected with the
Atlantic Avenue BRT (Brighton Line) subway station
then being added. As part of the same initiative the terminal’s short and oddly-configured Track 7 was done
away with sometime in 1920. As for August II himself,
by the time of the Armistice in November, 1918 and his
subsequent discharge at 65 (almost 66), Mr. Belmont
had attained a full commission in the U.S. Army Air Service, then re-settled into a life of retirement on Long Island at his estate near Belmont Lake, while keeping a
separate Manhattan apartment, until his death from
pneumonia in December, 1924 at the age of 71. Referenced to 2019, his family’s former property was located
at what is now Belmont Lake State Park, off the Southern State Parkway near its “Belmont Avenue” exit in
North Babylon.
THE FLATBUSH AVENUE LIRR TERMINAL AND
ITS SUBWAYS: DEVELOPMENTS TO 1920
A sequence of events during this era which bears explanation, though indirect in its involvement with the
Long Island Railroad, was the exponential increase in
connecting subway services made available at the Atlantic and Flatbush Avenues terminus, which for lack of
a better description could truly have been designated a
“multimodal transit hub” in its own time. There, commuter and subway trains were first conjoined by the May,
1908 opening of the IRT Company’s Joralemon Street
Tunnel, through which the “Bronx Express,” a progenitor
of today’s 2 train, roared to access the length of Manhattan en route to its namesake borough by way of Park
Avenue South, 42nd Street, Broadway, and Lenox Avenue. Almost a year later, those trains between Atlantic

(Continued on page 10)
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alignment which directed its trains to and from the East
and West Sides of Manhattan by design.
So it was that on August 1, 1918 both existing IRT
“Express” services from Atlantic Avenue were replaced
by a single route which traveled through Manhattan to
167th Street in the Bronx by way of the newly-created
East Side (i.e. Lexington Avenue) trunk. This service
has continued (and evolved) ever since, being better
known in 2019 as the 4. The previously existing Broadway (née 1) and Bronx (née 2) services concurrently
formed the bases of the equally new Seventh AvenueBroadway (West Side) lines, which were then extended
through the nascent Clark Street Tunnel from their temporary terminus at Wall & William Streets to Atlantic Avenue on April 15, 1919. From that time forward, suburban passengers transferring between the Long Island
Railroad’s Flatbush Avenue (now Atlantic) terminal and
the IRT have enjoyed easy access to Downtown Brooklyn, all Manhattan destinations, and a variety of points in
the Bronx, today utilizing MTA New York City Transit’s
2, 3, 4, and 5 trains when doing so.
At that time, the IRT also instituted a single-track shuttle on Track 4 (northbound local) from Atlantic Avenue
(the platform nearest to the LIRR) to the station at
Grand Army Plaza, with an additional stop at Bergen
Street en route. Such was how deeper access into
Brooklyn via the IRT was modestly begun, but a year
and half later (on August 23, 1920), alternating trains of
the Broadway Express were at last extended all the way
to their newly-completed termini. This was solely accomplished during commission (rush) hours by use of
the express tracks as far as Franklin Avenue, then either of the divergent local routes beneath Eastern Parkway to Utica Avenue or under Nostrand Avenue to Flatbush. Through trains from Manhattan and the Bronx
continued to terminate at Atlantic Avenue during offpeak times for the next few years, being overlapped by
alternating shuttle services from Atlantic to Utica and
Flatbush Avenues, which used the middle track in
Nevins Street to relay. Rush hour service was then substantially modified when the local tracks (1 and 4) were
fully activated between Atlantic and Franklin Avenues
on October 10, at which time the Broadway Express
assumed its full identity as a Brooklyn Local and the
initial single-track shuttle terminated. To achieve full service to both outward terminals, each full-length through
train was made or broken at the Eastern ParkwayBrooklyn Museum stop, with separate sections continuing from there to either Utica or Flatbush Avenues and
back. An identical procedure was also put in effect during non-rush hours, with the complete trains being relayed in the middle siding at Nevins Street. As we shall
learn, these services eventually matured in succeeding
years as additional rolling stock was delivered and more
IRT trains could be extended farther into Brooklyn, but it
would be several more years before the range of cur10

rently-recognizable IRT routings south of Atlantic Avenue became an established norm.
The first BRT trains to reach Midtown after passing
through Pacific Street and rumbling across the north
tracks of the Manhattan Bridge, then using the new subway beneath Broadway, were full-time Sea Beach Expresses and rush hour West End Locals, both of which
were operated as far as 14th Street-Union Square starting on September 5, 1917. Previously-existing, full-time
West End service to Chambers Street then also became an “Express,” joining trains from the Sea Beach
Line on the middle irons north of 36th Street on the
Fourth Avenue Line. The two Manhattan termini for
West End service were then swapped on January 5.
1918, with the newly-rerouted West End and Sea Beach
Express services concurrently extended to Times
Square via the local tracks.
That status quo was singly transformed when the
BRT’s long-awaited tunnels extending beneath the East
River and Montague and Willoughby Streets in Downtown Brooklyn, along with another under Flatbush Avenue from Fourth Avenue to Prospect Park, were concurrently opened on August 1, 1920. Instantly, this created
a renowned cross-convergence (i.e. “bottleneck”) on
either side of the DeKalb Avenue station, wherein its
currents of traffic to and from the Manhattan Bridge and
Montague Street Tunnel have been subject to potential
conflict with various movements to and from the Fourth
Avenue Subway and the route under Flatbush Avenue.
Starting on that date, Sea Beach and West End Expresses began using their namesake tracks on the
Broadway Line under Manhattan as far as Times
Square. Meanwhile, all Bay Ridge-Fourth Avenue Local
trains were re-directed from the south tracks of the
Manhattan Bridge to the Montague Street Tunnel and
began making all the stops from DeKalb Avenue in
Brooklyn to Queensboro Plaza, connecting there with
IRT shuttle services to Corona and Astoria. In part they
were complemented by re-routed West End Locals during rush hours, which followed the Montague Street
Tunnel routing as far as the City Hall station, where they
were relayed on the header tracks near the lower platforms at Canal Street.
The new Flatbush Avenue tunnel was actually one
component of an extensive cut-and-cover project surrounding the LIRR terminal that jointly provided four
tracks for the IRT, woven above and below at various
points with the pair of BRT irons that continued all the
way to the existing Brighton Line, originally the Brooklyn, Flatbush & Coney Island Railway. When service
started in August of 1920, Brighton Locals were operated in a manner similar to that of today’s Q train: all
stops from Coney Island to DeKalb Avenue and then
across the Manhattan Bridge to Canal Street before
they assumed the express tracks on Broadway to Times
Square. North of 34th Street, Brighton Local service
was crossed to the local track and extended to Queensboro Plaza except for rush hours, when the increased
volume of traffic forced it to be curtailed at 57th Street.
(Continued on page 11)
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Conversely, the first “subway” iteration of the Brighton
Express was only available during rush hours, with service offered between Kings Highway and Times Square.
These ran local through the Montague Street Tunnel
and up the Broadway Line, where they were crossed to
the express tracks north of 34th Street and relayed with
Sea Beach and West End Expresses near the 49th
Street station.
Contained in the new subway beneath Flatbush Avenue were four stations overall, two for IRT locals at Bergen Street and Grand Army Plaza; and two for BRT
Brighton trains at Atlantic and Seventh Avenues. Again
by design, that at Atlantic Avenue was specifically intended as a point of ready connectivity between the
newly-expanded BRT and the Long Island Railroad,
with a direct (but unpaid) passage between them provided at the terminal’s western entry, beneath Hanson

Place. It was also able to accommodate transfers to the
location’s other subway lines, in that time for paid BRT
customers at Pacific Street, or for unpaid IRT patrons at
its Atlantic Avenue complex. Though the actual line
identities have changed many times through the decades, Long Island Rail Road users have enjoyed convenient, on-the-spot access from their commuter trains
to BMT services ever since; those of the Fourth Avenue
Subway via Pacific Street (currently the D, N, and R
lines at Atlantic Avenue-Barclays Center); and to Brighton Local (now Q) and Express (now B) trains through
the latter-day station at Atlantic Avenue. As for those
aspiring patrons of the Culver Line that were left out in
1916, their trains were finally routed into the Fourth Avenue Subway in May, 1931 and passed the Flatbush Avenue LIRR terminal along the way, but such direct connectivity lasted only 23 years until Culver service was
again diverted to the IND’s Sixth Avenue Subway, as its
D line, in late October of 1954.

(Continued on page 12)

Around New York’s Transit System
MTA Announces OMNY 3 Million Taps, Next Stations
to be Upgraded
The Metropolitan Transportation Authority (MTA) announced that OMNY, the new contactless fare payment
system, surpassed three million taps on November 5.
The tremendous growth in use comes over the course
of just six weeks, a week faster than the system's
growth from one million to two million taps and four
weeks faster than it took OMNY to reach one million
taps.
Adoption rates of OMNY thus far have exceeded even
the most optimistic of internal forecasts initially set by
MTA officials prior to launch.
MTA officials also unveiled the next several stations
where OMNY contactless readers will be available starting next month. Those stations include:
● Penn Station 123ACE
● Whitehall St RW
● South Ferry 1
● 86 St-Bay Ridge R
● Sutphin Blvd-Archer Av-JFK EJZ
● St. George and Tompkinsville on the Staten Island
Railway
Additionally, by year’s end, OMNY will be available at
several more stations on the 456 lines and the
123 lines in Manhattan and the Bronx. The arrival of
OMNY at all of these locations marks the first time that
OMNY will touch all five boroughs.
December is the beginning of a blitz phase of installations that will bring the popular new contactless fare
payment system to all 472 stations as well as all MTA
bus routes by the end of next year.
Line segments to be added in December include:
11

●
●
●

51 St to 125 St 456
138 St-Grand Concourse to Woodlawn 4
Rector St to 59 St-Columbus Circle 1
The OMNY system has been built based on global
payment standards, and to date has accepted successful taps from bank cards issued in over 112 countries,
including the U.S. These countries span six of the
world’s seven continents, all except Antarctica.
“Our customers have adopted OMNY at impressive
levels during the public pilot and I expect that to continue now that we're beginning to roll out to the rest of the
system," said Al Putre, OMNY Program Executive. "We
have a tremendous project team in place and Cubic has
been a world-class partner in helping roll out this gamechanging technology to our riders. We are working relentlessly to deliver this new fare payment system effectively through meticulous and continuous testing and
monitoring. We are excited to start this next phase to
bring all MTA customers the ease and convenience of
tapping at the turnstile."
“Some of the next stations to receive this payment
technology will allow Staten Island bus customers in
particular who use OMNY to seamlessly utilize all available free transfer capabilities for Staten Island bus
routes just as a MetroCard user might today”, continued
Mr. Putre. "The public pilot has been immensely successful and what we’ve learned over these last several
months will inform our work ahead as we scale OMNY
across the entire transit system.
8 Av N Becomes Partially Accessible
On November 4, the northbound (Manhattan-bound)
platform of the 8 Av N station became ADA-accessible
(Continued on page 15)
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STATUS OF NORTH AMERICAN TRANSIT PROJECT OPENINGS
SCHEDULED FOR 2019
by Randy Glucksman
Nine projects were completed this year. BART’s extension to Berryessa is postponed to 2020 and the

Amtrak extension to Miami International Airport has
been removed since there has been no recent update.

DATE
January 10

AGENCY
Ft. Worth Transportation Authority

CITY
Ft. Worth, Texas

TYPE
DMU

LINE
TEX Rail

February 26

Boston, Massachusetts

CR

Fairmount

Phoenix, Arizona

LR

Valley Light Rail

April 26

Massachusetts
Bay Transportation
Authority
Valley Metro
Regional Public
Transportation
Authority
Denver RTD

Denver, Colorado

CR

G (Gold) Line

May 17

Denver RTD

Denver, Colorado

LR

E/F/R - Southeast
Rail Extension

May 18

Valley Metro Rail

Phoenix, Arizona

LR

June 21

Region of Waterloo

KitchenerWaterloo, Ontario

LR

Gilbert Road
Extension
(From Mesa
Extension)
K-W LRT
(ION) Phase I

September 14

OC Transpo
(O-Train)

Ottawa, Ontario

LR

Confederation

October 21

Massachusetts
Bay Transportation
Authority

Foxborough,
Massachusetts

CR

Providence

December ?

Bay Area Rapid
Transit / Valley
Transportation
Authority

San Jose,
California

HR

Berryessa Extension
Phase I

April 25

Legend:
CR: Commuter Rail
DMU: Diesel Multiple Unit

DETAILS
Texas Railway Express
T&P Station to DFW Terminal B
26.8 miles, 9 stations
Blue Hill Avenue (between
Fairmount and Morton
Street stations) opens
50th Street (infill) station

NOTES

Union Station to Wheat
Ridge-Ward
11.2 miles, 8 stations
Lincoln to RidgeGate Parkway
2.3 miles, 3 stations
Mesa Drive to Gilbert
Road
1.9 miles, 2 stations

From 2016

Fairview Park Mall to
Conestoga Mall
11.8 miles, 22 stations
Tunney’s Pasture to Blair
Road
7.75 miles, 13 stations
Service extension,
Readville to Gillette
Stadium (Foxborough) 11-month pilot
13 miles, 1 station

From 2017

Warm Springs to
Berryessa/North San Jose
10 miles, 2 stations

From 2016

From 2018

HR: Heavy Rail

Around New York’s Transit System
(Continued from page 11)

when that elevator was placed into service.
“I’m very pleased that our Brooklyn customers heading to Manhattan and Queens now have a new point of
accessibility at 8 Av,” said MTA NYC Transit President
Andy Byford. “My team is pushing ahead with our Fast
Forward plan to bring on more accessibility projects as
quickly as possible and look forward to returning to this
station when we install the elevator for the southbound
platform.”
“This is another significant step toward making
the subway system in Brooklyn more accessible,” said
Alex Elegudin, NYC Transit’s Senior Advisor for Sys-
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temwide Accessibility. “Every additional accessibility
project means that more customers can transfer between our accessible buses and the subway, giving this
area even more transit alternatives.”
The elevator at the 8 Av station opened for service to
the northbound platform, which is the peak direction of
service during the station’s busiest times of the day, and
another new elevator will be installed for access to the
southbound platform next year. Once installed, the new
elevators at the station will benefit more than 11,400
customers daily, particularly those with limited mobility
or those with luggage or strollers who transfer between
NYC Transit’s fully accessible buses and the subway in
this area.
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No. 371
by Ronald Yee and Alexander Ivanoff

(Mass Transit Magazine, November 15)
In a lawsuit dated November 7, HHP-8 lessors Philip
Morris Capital Corporation and HNB Investment Corporation are going after Amtrak in New York federal court
to recover $92.9 million for what they claim is a breach
of contract for the retired HHP-8 electric locomotives
used on the Northeast Corridor. Amtrak retired its HHP8 fleet at the end of 2014, declining to rebuild them and
instead purchasing an expanded fleet of Siemens-built
ACS-64 electric locomotives.
The lawsuit claims that Amtrak is cannibalizing the
HHP-8 fleet to maintain other pieces of equipment, with
the two lessors accusing Amtrak of making misleading
claims regarding the status of the HHP-8s along with
alleging that Amtrak failed to perform required maintenance procedures in the years leading up to the claim
that the HHP-8s were unreliable.
HHP-8 units purchased by MARC (Maryland Area Regional Commuter) are still in daily service on the Penn
Line, after plans to replace them were dropped. At least
two of the engines have been rebuilt and are not exhibiting problems; word is the remaining six will also be
rebuilt. (Editor’s note by Alexander Ivanoff: I can’t see how
this will end well for Amtrak. You wouldn’t cannibalize a car
that you lease, right?) (Railway Age, November 11)
MARTA and Stadler Railcar have finalized a $600 million contract for 254 cars (127 married pairs) with two
options for 50 cars each. The trains will be Americans
with Disabilities Act (ADA)-compliant and will have WiFi, power sockets, LED lighting, and large luggage
racks for services to Hartsfield-Jackson Atlanta International Airport. The MARTA and Stadler agreement was
first mentioned in the May, 2019 Bulletin but at that
point had not been finalized.
Stadler will assemble the vehicles at its plant in Salt
Lake City and the first trains will enter service in 2023.
This the largest single order for vehicles in Stadler’s
history, and its first major metro order in the United
States. (International Railway Journal, November 15)
Sound Transit will continue to develop a new naming
convention for its expanding light rail network, but future
maps will not include a “Red Line.” Sound Transit CEO
Peter Rogoff informed members of the System Expansion Committee the color name, which had been used
to describe the University of Washington to Angle Lake
section of the Link system, will no longer be used and
the section will be referred to as the Link light rail. Community leaders have compared the line’s name to the
practice of redlining, which was the refusal of services,
such as a home loan, to a person deemed a poor financial risk based on the area where the person lives. The
practice was banned with the Fair Housing Act of 1968.
16

Bay Area Rapid Transit (BART) has decommissioned
the first of its 669 legacy rail cars after carrying customers for more than two million miles. The legacy cars are
being replaced by the Fleet of the Future, built by Bombardier primarily at its Plattsburgh, New York facility.
On November 8, car 2528, the first to be retired, was
lowered by a crane onto the back of a big-rig truck. Its
final journey was 20 miles to Schnitzer Steel in Oakland.
Car 2528 could be considered a “shop queen”, ending
up being shopped numerous times since 2014. BART’s
shop forces have been using parts from 2528. (Mass
Transit Magazine, November 12)
The San Bernardino County Transportation Authority
has awarded Stadler a contract to supply a Flirt H2 hydrogen fuel cell-powered multiple-unit to enter passenger service in 2024, with an option for a further four
units.
The Flirt H2 unit will have two cars with a total of 108
seats and “generous” standing room, plus a central
power module holding the fuel cells and the hydrogen
tanks. It will have a maximum speed of 79 mph.
It is to be deployed on the Redlands Passenger Rail
Project, a nine-mile passenger service which is being
developed on a former Santa Fe freight railway alignment between the University of Redlands and the Metrolink commuter rail station in San Bernardino.
In 2017 SBCTA ordered three diesel-electric Flirt units
for the line, which is currently being built by Flatiron
Construction Corporation. The Arrow-branded service is
expected to launch in late 2021. (Railway Gazette, November 14)
Elizabeth Line project promoter Crossrail Ltd. has announced further delays and cost increases to the project.
Earlier this year Crossrail Ltd. announced that it had
identified a six-month delivery window between October, 2020 and March, 2021. Its updated forecast is that
the tunnels under central London will now open “as
soon as practically possible in 2021.” A more specific
update is expected to be given in early 2020.
Dynamic testing of the Bombardier Transportation
Class 345 electric multiple-units in the core tunnels has
been underway since October, 2017 and is currently
taking place four days a week using four EMUs. Trial
running is expected to begin in 2020.
The project cost is now forecast to be higher than previously, owing to higher levels of risk contingency. It
would exceed the financing package from the Depart(Continued on page 17)
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“When the line opens next year, it will provide a major
boost to regional regeneration and economic growth by
improving access to the large amount of retail, leisure,
business and employment opportunities that exist in
Trafford Park,” says Councilor Mark Aldred, chair of
Greater Manchester Transport Committee. “It will also
help towards reducing congestion and tackling air quality as we give people another, more environmentallyfriendly alternative to the car.” (International Railway
Journal, November 12)

(Continued from page 16)

ment for Transport, the Greater London Authority, and
Transport for London announced in December, 2018 by
up to £650 million, and discussions are taking place
between TfL and DfT about how to fund the shortfall.
The central section is expected to be “substantially
complete” by the end of March, 2020, except for the
Bond Street and Whitechapel stations. The Tottenham
Court Road, Farringdon, and Custom House stations
are due to be completed by the end of 2019, with fit-out
of the central tunnels finished the following month. Signaling software development and the handover process
still remain outstanding.
Victoria Dock Portal and Pudding Mill Lane Portal
were transferred to Rail for London Infrastructure in
September. The infrastructure manager is now responsible for maintaining these assets, with maintenance
work carried out by a team based at Plumstead Depot.
The next site to be handed over will be Mile End shaft,
leaving 27 “major” handovers.
MTR Crossrail is due to start operating stopping services on the Great Western Main Line between Padfirst LRV traverses Manchester Metrolink’s Trafford Park extendington and Reading from December 15 under the TfL The
sion at walking speed.
Rail brand. Enhancement works at stations on this sec- International Railway Journal photograph
tion are expected to be completed by the end of 2020,
along with enhancements at Ilford and Romford on the
Great Eastern Main Line on the other side of London.
The first Moderus Beta tram that Modertrans is sup(Metro Report International, November 8)
plying to Elbląg has arrived in Łódź for testing on that
city’s network.
In 2017 Modertrans was the sole bidder in a tender to
supply four trams to the northern Polish city. Deliveries
of the single-section MF 09 AC vehicles are due in the
first quarter of 2020. The partly low-floor metre-gauge
trams are 14.5 meters long.
The Poznań-based manufacturer says that it is testing
the first tram on the metre-gauge network in Łódź to see
its performance in a range of conditions, and because
Łódź is closer to the factory than Elbląg. (Metro Report
International, November 6)

Metro Report International photograph

The first LRV has traversed Manchester Metrolink’s
Trafford Park extension in preparation for opening the
£350 million line in the first half of 2020.
This follows the completion of track laying in early November by contractors M-Pact Thales on the 5.5kilometer branch which runs from Pomona through Trafford Park, Europe’s largest trading estate and home to
more than 1,300 businesses employing over 35,000
people, to the Traffic Centre shopping mall.
Testing is expected to last several months before driver training can start. The line will be operated by KeolisAmey Metrolink, which runs the exiting 93-kilometer
network using a fleet of Bombardier Flexity Swift M5000
LRVs.
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Metro Report International photograph
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THREE ISLANDS OF ITALY
by Jack May
(Continued from November, 2019 issue)
(Photographs by the author)

FRIDAY, APRIL 15
Today was getaway day, but since our plane was not
due to leave Malpensa until after 4 o'clock in the afternoon, we would try to devote a full morning to the varied
attractions of Milan. Our last breakfast in Italy was excellent, and soon we checked out of our charming accommodations. To avoid an additional 8-block round trip
to the B&B, we rolled our luggage to Centrale, and
stowed it in the left luggage office. We wanted to make
hay while the sun shined, and it certainly was out in full
force. Clare headed for the Contemporary Art Museum,
while I decided to head for the southern suburbs and
work my way back toward downtown on various tram
lines.
The tram network now consists of 18 urban lines covering a little over 100 route miles, plus one interurban
line (which I last rode in 2014). Like most legacy tramways, the oldest lines run on streets, while new routes
and extensions run on reserved track, both center- and
side-of-the-road.
I rode subway Line 3 to Duomo and then transferred
to a Route 3 "Jumbo" tram, which I rode to the end of
the line at Gratosoglio, where Route 15 continues even
further southward (see http://www.urbanrail.net/eu/it/mil/
tram/milano-tram.htm). I took a few photos at various
points out there, but oh-oh, clouds were moving in from
the south. The forecast had been for blue skies, but as
much as I tried I could not keep up with the fast-moving
clouds, as you will see in the accompanying photos.
I rode the 15 in a Eurotram back to downtown
(Missori), where I took a few more photos in the Duomo
area. I then continued toward Centrale on a Route 1
Peter Witt to Repubblica, and finally rode a Sirietto on
Route 9 to the railroad station, where I met Clare at
12:30 for the train to the airport. While not perfect conditions for photography, I got slides of almost all the types
of cars currently operating on the urban system
(missing the 4600/4700 six-axle double articulateds). I
observed Peter Witts running on Routes 1, 5, 10, 33,
and partly on the 9. Since I did not see Route 23, I do
not know if they are still assigned to that service, but I
suspect so. Route 10 is new since my last visit, and
appears to have taken over parts of the former 29/30
circular route, so combined with the 9, a streetcar enthusiast can again traverse the old loop, which intersects most of Milan's other tram lines.
First, my Thursday view of a Peter Witt near our hotel.

Peter Witt 1531, operating on Route 1, is shown operating southbound along Via Giulio e Corrado Venini approaching Viale Brianza in
a residential section of Milan, somewhat near Central Station. Except
for two prototypes built in 1927 and 1928, Milan's fleet of 502 iconic
Peter Witt cars were delivered from six different manufacturers between 1929 and 1930. Their number has been reduced drastically
since the end of World War II, as newer models of trams started
being introduced as Milan began to modernize its rolling stock. The
advent of Milan's subway also reduced the need for streetcars. The
roster of Peter Witts is now down to under 150 units, all having been
renovated since 2010. Milan's loss, of course, has been San Francisco's gain, as eleven of these sturdy and dependable cars now operate on the Municipal Railway's F Line (one also occasionally runs in
San Jose and two are available, if desired, in St. Louis). Originally
equipped with trolley poles, over the years the Witts received pantographs and their color scheme was changed at least three times. The
current livery is very close to the one used upon their delivery almost
90 years ago. They are not particularly fast, but do well in mixed
street traffic.
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Photos from Friday morning are on the following pages.
After bailing out our luggage, we boarded the 12:55
train to the airport, which left on time and arrived at Malpensa at 13:47 (46). It was a hop, skip, and jump to
check-in and security. The loading of our Emirates double-deck A-380 was efficient and everybody was seated
well ahead of our scheduled departure time. We pushed
off at 16:08 (15) and were in the air by 16:24. The flight
was uneventful. I would say the seats were more comfortable this time around, but maybe it was my imagination. We had dinner and a snack aboard the aircraft before landing. Our arrival at JFK was quite early, as we
(Continued on page 19)
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hit the ground at 18:09 and reached the gate at 18:18
(19:00). Getting through customs and immigration was
a snap now that much of the procedure is automated.
We boarded our Jamaica-bound Airtrain vehicle at
19:13 and arrived at the joint Long Island Rail Road/
New York subway transfer station at 19:26. Buying our
LIRR tickets to Penn Station from a machine was quick
and easy, and we boarded the 19:33 train of M-7 cars,
which ran non-stop, coming to a halt in the cavernous
depot at 19:52 (50). We arrived well before the scheduled departure of NJ Transit's 20:35 train to Watchung

Avenue, and debated getting slices of Pizza at Rose's,
but decided that we had been sufficiently fed by Emirates. Instead I purchased our tickets and we went to the
Amtrak/NJT waiting room in the main hall until the platform for our train was announced. We arrived at Watchung Avenue at 21:15 (15). I walked home, got the car,
and then picked up Clare and the bags. At 21:30 we
were greeted by two weeks of mail (and emails galore)
and soon settled in to our normal routine.
It was a great trip, but we were also happy to come
home.
This is the final installment of the trip report. I hope
you have found it informative and enjoyable.
“Jumbo” streetcar 4955 is shown on
the joint trackage of Routes 3 and
15 on Via dei Missaglia south of the
city. Constructed between 1976 and
1978, the first 50 of the threesection 4900-series cars came from
Fiat while the last 50 (including
4955) were built by Stanga. These
eight-axle single-ended units are
asymmetrical, which apparently
allows them greater passenger
capacity. The last high-floor cars
built for the ATM, many are now
air-conditioned and have been rebuilt with more rounded front and
rear panels with attractive black
striping on their orange exteriors
(this one not).

Piazza Giuseppe Missori in Milan's city center, just south of the Duomo, is a hotbed of electric traction, being served by five busy tram lines.
In the left view, Eurotram 7024 on the 15 is shown turning into the Piazza from Via Alberico Albricci after leaving its Piazza Fontana terminal behind the Duomo. The street to the left is Via Giuseppe Mazzini, which carries Routes 12, 16, 24, and 27. The right photo shows Sirio
car 7101 leaving the Piazza and continuing onto Corso Italia. The 16 and 24 turn left onto the tracks leading off the right edge of the photo
onto Corsso di Porta Romana. Both types of trams retain their green as-delivered liveries. Milan's Eurotrams were built by Adtranz starting
in 1999 and were the ATM's first low-floor cars. The model, touted for its large expanse of glass and 100-percent stepless low floors, was
pioneered as a breakthrough in modern design in Strasbourg in 1994 by ABB, before the Swedish-Swiss multinational was folded into Adtranz. After taking over Adtranz, Bombardier built Eurotrams for Porto in 2004, but soon withdrew the model from marketing in favor of its
Flexity Outlook family of vehicles. Much of the glass in all 26 of these units is wrapped in advertising, contradicting the original purpose of
the design. Milan's are the only single-ended versions of the Eurotram design. AnsaldoBreda delivered Milan's 58 Sirio units in 2002. This
family of trams with its distinctive stylized ends, has also been built for Florence, Naples and Sassari in Italy, and has been exported to cities
in other countries, including Athens in Greece, Samsun and Kayseri inTurkey and Zhuhai in China.

(Continued on page 20)

19

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
— DECEMBER,
2019 2000
Three Islands of Italy
(Continued from page 19)

Milan's AnsaldoBreda-built Sirios come in both large and small versions. 7604 shown here has five sections with 54 seats and is 87 feet
long, while 7101 (photo above this one) has seven sections, seating
71 in its 116-foot length. There are 35 cars in the initial 7500-series,
which were painted green when delivered in 2002. The 33 units in
the 7600-series, which are slightly longer and have a door in the
rear, began arriving in 2008. The location is along the public gardens on Viale Citta di Fiume, just east of Piazza della Republica.

With modern trams providing service on the five routes traversing
the Piazza Missori area, visits by Peter Witt cars are not the
norm. However, a private sightseeing company, TraMilano, operates a hop-on/hop-off service with two chartered 1928-built
Witts. 1821 and 1823 have been repainted into this distinctive color
scheme, and operate every 90 minutes or so on a circular touristic
route. Passage costs 15 euros, and riders are provided with earphones for sightseeing commentary in various languages, as well as
an ATM day pass valid for journeys throughout the city.

Finally, a view at the loop on the west side of Milano Centrale, used by Route 9 cars. Two Siriettos are shown in their smart yellow-orange
livery.
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NYCT’s R-179 PROBLEMS?

(From Railway Age, December 10, 2019)
According to news reports from local media, an audit by New York City Comptroller
Scott Stringer takes issue with Bombardier
Transportation’s long-delayed contract with
the Metropolitan Transportation Authority for
300 new R-179 subway cars.
The R-179s, now running on the AC and
JZ lines, are replacing the R-32 cars, built
by the Budd Company in 1964-5. The R-32s
are the oldest rolling stock in the NYCT fleet
and, apparently, they are also the oldest rolling stock running on any subway or metro
system in the world!
Stringer’s audit, which he touted during a
December 9 press conference, notes that the
MTA signed a $599 million contract with
Bombardier in 2012 for the R-179s, but that
the agency had received only 18 of those
cars by the original 2017 delivery deadline.
He stressed that the contract is 35 months
behind schedule, and that the MTA still has
not received the entire order.
An additional 18 R-179 cars worth $36 million are being built as part of a liquidated
damages agreement originally forged in December, 2017, and updated in January, 2019.
New York City Transit President Andy Byford
— no stranger to vehicle delivery problems
involving Bombardier from his tenure with the
Toronto Transit Commission — said the $36
million offsets the expense of keeping the R32s in a state of good repair.
As of December 9, 2019, 305 of the now318 R179 cars had been delivered. MTA
spokesman Tim Minton said 278 have been
qualified and placed in service, and that the
remaining 13 cars will be delivered by the
end of December.
Stringer said some of the first R-179s had
what he called “dangerous defects.” His audit
points out that Bombardier began building
1

the R-179s without a contractually required
sign-off from MTA officials on its welding procedures. In December, 2013, Bombardier
discovered a “hot cracking” issue with the
welds on some of the cars, a problem that
took 18 months to resolve. That delay, along
with a longer-than-expected testing period,
forced the R-32 cars, which are costly and
time-consuming to maintain because of their
age, to remain in service, the audit states.
“New Yorkers have lived and commuted for
three extra years with delays and breakdowns,” Stringer said. “We found that the
MTA repeatedly looked the other way. They
ignored clear warning signs. They failed to
enforce deadlines. They delayed in enacting
penalties. We need Bombardier and the MTA
to clean up their act and step up. The MTA
gave Bombardier a pass. And what does it
mean for straphangers? More delays. More
breakdowns of outdated cars.”
Andy Byford took issue with Stringer’s report. He said it only confirmed what he and
his staff already know. “We have held Bombardier’s feet to fire throughout this project,”
said Byford. “We have embedded resources
to make sure the trains are being built
properly. And critically, we leveraged the liquidated damages…to get us new trains, additional new trains that will benefit New Yorkers.”
Bombardier spokeswoman Maryanne Roberts said in a statement that the company is
“focused on completing delivery of the remaining cars by the end of this month.”
The MTA plans to spend $6 billion on 1,900
additional subway cars in its next, $51 billion
five-year capital plan, part of Byford’s $37.3
billion “Fast Forward” plan to overhaul New
York City’s transit system. Byford said a new
(Continued on page 2)
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STATUS OF NORTH AMERICAN TRANSIT PROJECT OPENINGS
SCHEDULED FOR 2020
by Randy Glucksman
Six projects are scheduled for completion and as you will see, three are holdovers from previous years.
DATE

AGENCY

CITY

TYPE

LINE
2019
Phase II

December
14

Sonoma Marin
Area Rail Transit

Petaluma, California

DMU

Early ?

Bay Area Rapid
Transit/Valley
Transportation
Authority
Denver RTD

San Jose,
California

HR

Denver, Colorado

CR

N - North Metro Rail
Phase I

Los Angeles Metropolitan Transportation Authority
Washington Metropolitan Transit
Authority
South Florida Regional Transportation Authority
Edmonton Transit

Los Angeles,
California

LR

Crenshaw /LAX
Transit Corridor

Washington, D.C.

HR

Silver Phase II

Miami, Florida

CR

Tri-Rail

Edmonton, Alberta,
Canada

LR

Valley Phase I

May or
August
June
July 16
Fall
December

Legend:
CR: Commuter Rail
DMU: Diesel Multiple Unit

2020
Berryessa Extension
Phase I

DETAILS

NOTES

Extension to Larkspur
2.1 miles, 1 station
Warm Springs to Berryessa/
North San Jose
10 miles, 2 stations

From 2016

Union Station to Eastlake-124th
Avenue
13 miles, 7 stations
Crenshaw/Expo to Imperial/
Aviation
8.5 miles, 8 stations
Wiehle Avenue to Dulles
International Airport
11.5 miles, 6 stations
Extension to Miami Central
Station
9.05 miles, 1 station
102nd Street to Mill Woods
Town Center
8.07 miles, 12 stations

From 2018

From 2018

HR: Heavy Rail
LR: Light Rail

NYCT’s R-179 Problems?

ing for its biggest projects to help ensure that future car
orders are delivered on time, placing primary responsibility for railcar design and quality on carbuilders.

(Continued from page 1)

law requires the MTA to leverage design-build contract-

R-179 3065 operating on the J on the
first day of service, November 19,2017.
Max Diamond photograph

2

ERA BULLETIN — JANUARY, 2020

LET’S TAKE A RIDE ON THE 25 LINE!
by Jeff Erlitz
(Photographs by the author)

On May 13, 2019 I had the pleasure of hiking along
this tram line in the Austrian capital city of Wien
(Vienna). The 25 line runs for 5.75 miles from the
Floridsdorf railroad and metro station, in the Floridsdorf
district of Vienna, southeast to Aspern, in the Donaustadt district of Vienna. The whole route operates on
the east side of the Danube River, across from the old
town and center-city.
May 13 was a weekday and the midday requirement
for the 25 line is 13 trams, of various vintages as follows:

CARS

TYPE

BUILDER

BUILT

6

E1+c4

SGP (Simmering-Graz-Pauker)
+Rotax

1971-6, 1974-5

1

E2+c5

SGP (Simmering-Graz-Pauker)
+Bombardier

1986, 1985

4

B

Siemens

1998-9

2

B1

Siemens

2011

The type E1 and E2 motor cars and the type c4 and
c5 trailers are older, high-floor models. The type B and
B1 cars are articulated low-floor models.

The east end of the 25 line is at this turning loop in the Aspern
neighborhood of the Donaustadt district of Vienna. Sitting on the
loop and not yet signed up for the return trip to Floridsdorf, was
the only example of an E2 motor car with a c5 trailer that was running on the line this day. E2 4055 was built by SGP, Simmering-Graz
-Pauker, in 1986 and c5 1455 was built by Bombardier Transportation in 1985. Aspern,

Much of the line runs on private right-of-way either in the middle
of, or alongside, a street. Here, we see E1 4863 (Simmering-GrazPauker, 1976)+c4 1323 (Rotax, 1974) west of the Trondheimgasse
stop, on Langobardenstraße & Sandefjordgasse. The apartment
building to the right is an example of one of the many Municipal
Housing Estates found all over the city of Vienna. The earliest examples date from the mid-1920s but this one, Langobardenstraße 128,
was built 1994-6 and is one of the newer examples.

Vienna is quite a large city and, unlike most American cities, still has
many working farms within its boundaries. E1 4795 (SGP, 1972)+c4
1336 (Rotax, 1974) are passing one in this view at the Langobardenstraße/Kapellenweg stop.

Vienna figured out a long time ago how to do intermodal transfers.
This is the Donauspital U stop with that same, lone E2+c5 pair with
a train on the U2 line above. The eastbound tram track crosses the
westbound track so that both directions of the tram line share the
same platform, with stairs and escalators up to the U-Bahn, or metro, platform.
(Continued on page 4)
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Further west, we see E1 4795 (SGP, 1972)+c4 1336 (Rotax, 1974)
east of the Langobardenstraße stop at Heinrich-Lefler-Gasse. The
private right-of-way here is between the traffic lanes and the northbound sidewalk.

North of the Langobardenstraße stop, the line turns on to the Konstanziagasse. Type B 616 (Siemens, 1999) is heading south at HansSteger-Gasse.

Type B 604 (Siemens, 1998) is about to duck under a railroad rightof-way at the Erzherzog-Karl-Straße stop, another intermodal transfer point. Through this section, buses share the right-of-way with
the trams.

The sort-of underground station at Erzherzog-Karl-Straße with the
S-Bahn upstairs. The S80 and at least one “Regional” route stop
here. Type B 602 (Siemens, 1998) has just stopped in front of the
no-doubt-recently-installed elevator. Note the extremely traditional
bus and streetcar stop signs.

Emerging from the Erzherzog-Karl-Straße interchange stop, you get
a better view of the S-Bahn station above. E1 4833 (SimmeringGraz-Pauker, 1975)+c4 1335 (Rotax, 1975) are heading west to
Floridsdorf.

E1 4730 (SGP, 2/1971)+c4 1317 (Rotax, 1974) are heading out to
Aspern east of the Donaustadtstraße stop, at Viktor-Kaplan-Straße.
This motor car is one the oldest still operating in all of Vienna.
(Continued on page 5)
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About to come to a halt at the Donaustadtstraße stop is Type B 610
(Siemens, 1998). In the background is one the oldest Municipal
Housing Estates, the Albert-Schultz-Hof at Erzherzog-Karl-Straße 6579, built 1927-8.

Vienna is not immune to American-style gargantuan movie complexes. Here at the Siebeckstraße stop, E1 4833 (SGP, 1975)+c4 1335
(Rotax, 1975) are about to turn off the Wagramer Straße and onto
the Siebeckstraße.

Type B1 732 (Siemens, 2011) has just left the Siebeckstraße stop
and is heading towards the big Kagran intermodal station. As we
saw at the other intermodal stop, the tracks cross each other so
that they share a common, extremely wide, island platform.

E1 4863 (SGP, 1976)+c4 1323 (Rotax, 1974) are passing under the
elevated U1 metro line at Kagran, a busy interchange station. Kagran was the north terminal of the U1 from 9/3/1982 until the line
was extended north to its current terminal at Leopoldau on
9/2/2006.

North of the Prandaugasse stop, the line runs along the
Tokiostraße. This is a relatively new section of line, having been
rerouted off the Wagramer Straße to this location in 2012. Type B
610 (Siemens, 1998) is heading south at Arakawastraße along the
well-manicured right-of-way.

E1 4730 (SGP, 2/1971)+c4 1317 (Rotax, 1974) are leaving the JosefBaumann-Gasse stop on Donaufelder Straße and are turning into
Tokiostraße. The 26 route, running with the 25 up to this point,
continues straight. From this point west to Floridsdorf, the trams
(Continued on page 6)
share the street with vehicular traffic.
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Type B1 727 (Siemens, 2011) has just left the Carminweg stop on
Donaufelder Straße and is passing the eastbound stop. Though
running in the street, the stops are on safety islands.

E1 4774 (SGP, 1972)+c4 1329 (Rotax, 1975) are about to come to a
stop at Fultonstraße.

Type B 610 (Siemens, 1998) is arriving at Hoßplatz, less than a halfmile from the end of the line.

E1 4730 (SGP, 2/1971)+c4 1317 (Rotax, 1974) is about to leave
Floridsdorf for its journey to Aspern. Floridsdorf is a very big intermodal transfer point between suburban and regional railroad lines,
U-Bahn, trams and buses.

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED NOVEMBER 17, 2019

LINE

AM RUSH

A

70 R-32, 200 R-46, 60 R-179

70 R-32, 208 R-46, 8 R-68A,
60 R-179

L

176 R-143, 16 R-160

176 R-143, 16 R-160

B

48 R-68, 152 R-68A

40 R-68, 144 R-68A

M

192 R-160

184 R-160

C

72 R-32, 72 R-179

64 R-32, 72 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

248 R-46

248 R-46

F

80 R-46, 350 R-160

88 R-46, 350 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

88 R-160, 72 R-179

80 R-160, 72 R-179

J/Z

PM RUSH

LINE

N/W
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No. 372
by Ron Yee, Alexander Ivanoff, and Jeff Erlitz

over the decades, and, in some cases, the partial or full
replacement of the roadway decking. A waterproof
membrane layer will be added as the work wraps up to
prevent new seepage and resulting corrosion.
The preconstruction surveys have shown that most of
the rust and decay damage has occurred along the
curbsides of the streets above, where the roadway
meets the sidewalks. Metro-North will try to minimize
disruption to vehicular as well as pedestrian traffic on
the streets above by limiting the reconstruction work to
small sections at any given time. As each cross bridge
is repaired, the street above must be partially and at
times, completely closed. Metro-North will make every
effort to minimize impacts on vehicular as well as pedestrian traffic, but it appears inevitable that most buildings will have their access affected and/or reduced
while the rehabilitation work is being performed in their
area.
Complicating the rehabilitation schedule is the fact
that a recent ruling changing the zoning regulations in
the area to permit the construction of larger and taller
office towers will result in several existing buildings being replaced by taller office towers over the next few
years. MNR is coordinating with the known building projects to try and coordinate the construction impacts on
each work sector as the trainshed is being rehabilitated.
Thus far, the project engineers have released drawings for the first two sections of the trainshed that will be
rebuilt. “Sector 1” is at 270 Park Avenue, located on the
west side of Park Avenue and including all of E. 47th
and 48th Streets westward to Madison Avenue. J.P.
Morgan Chase is replacing its current office building
there with new office tower. GCT construction engineers
expect to be able to maintain two of the three existing
traffic lanes on Park Avenue to minimize traffic impacts.
“Sector 2” is slated to begin in 2024 and will rehabilitate
the viaduct that is Park Avenue from E. 53rd to 55th
Streets. As Sector 2 will involve a rebuilding of Park Avenue, the famous flower boxes located in the medians
will be removed and replaced when the work is completed there.
While it is realized that less than half of the necessary
work will be completed in the first ten years, the
“learning curve of experience” gained from this period
will hopefully enable the rest of the work to be completed at a faster pace by the year 2040. (Editor’s Note by
Ron Yee: This rosy timetable is dependent on continuous and
robust financing by future MTA capital programs, something
that is never assured, especially when looking over such a
long period of time during which the natural course of economic cycles peak and ebb. However, this work is absolutely
necessary to prevent future and inevitable structural failures
with serious safety and operational consequences to MetroNorth as well as the function of the street network above.

The running times in the November 11, 2019 to January 5, 2020 LIRR schedules were lengthened to reflect
the slower speeds imposed on the trains to prevent their
wheels from building up flat spots from sliding on slippery rail caused by fall foliage leaving oily residues on
the railhead. Changes in the peak period affect several
trains on the Main Line to Ronkonkoma. The 5:25 AM
train from Greenport to Ronkonkoma will depart six
minutes earlier and arrive in Ronkonkoma three minutes
earlier. Its connecting train, the 6:51 AM westbound
train from Ronkonkoma, will depart 3 minutes earlier at
6:48 AM. The 7:51 AM westbound train from Farmingdale to Penn Station will depart one minute earlier at
7:50 AM and the 7:32 AM westbound train from
Ronkonkoma to Penn Station will depart three minutes
earlier at 7:29 AM. On the Babylon Branch, track resurfacing work between Jamaica and Valley Stream will
result in single-track operations during the weekday
midday off-peak period. Babylon Branch trains will depart between seven minutes earlier and 13 minutes later. Overnight trains on the Babylon and Long Beach
branches will depart between 20 minutes earlier and 15
minutes later. To accommodate Positive Train Control
(PTC) cable installation on the Atlantic Branch to Brooklyn and NYC Department of Transportation construction
work at Atlantic Avenue, weekend and overnight trains
operating between Jamaica and Brooklyn will depart
seven minutes earlier and 15 minutes later. (LIRR press
release, November 7, 2019)
Beginning in May, 2020, a project aimed at rehabilitating the two-story-deep, 86-track Grand Central Terminal
trainshed will commence and is expected to affect the
streets and sidewalks above it for the next 20 years.
The trainshed covers all of GCT’s 86 tracks served by
dozens of platforms and several rail yards, with the
north end of it tapering to just four tracks before entering the Park Avenue Tunnel. This tapering north end
serves as the access point to and from GCT for all Metro-North Railroad trains. Consisting of a series of bridges and a viaduct that forms a continuous cover over an
area of around 75 acres, it forms a deck upon which an
entire street network and neighborhood was built over
the past 105+ years since GCT’s opening in 1913. The
1.8-mile-long viaduct is better known to the average
New Yorker as Park Avenue, with bridges spanning out
on both sides, forming streets that connect it to Madison
Avenue to the west and Lexington Avenue to the east.
The shed’s bridges begin with E. 45th Street and end at
E. 57th Street. Budgeted at $2 billion, the work to be
done will include repair and replacement of road saltdamaged structural steel columns and beams that support the streets and viaduct, replacement of the waterproofing layers that have become porous or damaged

(Continued on page 8)
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accommodating two 10-car EMU consists rolling
intact without having to uncouple cars. Metro-North
was in the process of transitioning the shop facility
on the day the ERA toured the shop on October 26,
2019
● Completed GCT track rehabilitation for Tracks 14,
18, 23, 112, and 200 (the upper level loop), where
new rail, bracket ties and block ties replaced components dating back to the origins of GCT. This is
an ongoing process where all tracks will eventually
be replaced and modernized to bring the terminal’s
tracks up to a state of good repair
Looking ahead to 2020, Metro-North expects to complete the implementation of PTC systemwide, begin receiving the supplemental order of M-8 EMU cars for the
New Haven Line, complete the White Plains station renovation project, continue the SMARTRACK program,
which is cleaning up the trackside and right-of-way and
trimming back the trees that could threaten service
should they topple over, and install security cameras
and “Help Point” stanchions where customers can call
for travel information, report issues or call for help.
(Metro-North press release, November 12, 2019)
Connecticut Governor Ned Lamont is calling for 14
roadway tolls that would generate the revenue needed
to support a $21 billion transportation spending program
which could fund $4 billion going toward improvements
to Metro-North, including $1 billion for additional new
railcars for the New Haven Line capable of 110 mph,
$2.25 billion to replace the aging river bridges, which
have imposed slow speed orders along the line, begin
straightening out some of the slow speed curves, and
enable the railroad to shorten travel times by as much
as 30 minutes to GCT. The proposal for imposing 14
roadway tolls on Connecticut’s more heavily used roadways and bridges is actually a step back from his initial
over-exuberance toward imposing even more tolls on
Connecticut highways to finance this plan. It now remains to be seen if Connecticut state lawmakers will
approve of such an ambitious plan and not put it on
hold. (Railway Track & Structures, November 7, 2019)

(Continued from page 7)

(The Wall Street Journal, November 10, 2019)
Metro-North marked its first year accomplishments in
its highly touted “Way Ahead Plan” to improve safety,
customer service, and infrastructure across the railroad.
Metro-North announced that 90 route miles of the railroad and 90% of the Hudson Line is now protected by
Positive Train Control (PTC). This figure includes the
New Canaan Branch, which was activated at the end of
2018, along with the Hudson Line between CP25 Tarrytown and CP33 Croton-Harmon. Those were the
demonstration to the Federal Railroad Administration
(FRA) that Metro-North and the Connecticut Department of Transportation were on their way to compliance
with the Congressionally-mandated December 31, 2020
deadline of full PTC implementation. (Editor’s Note by
Ron Yee: The 90% figure for the Hudson Line likely refers to
the section from Division Post at CP75 north of Poughkeepsie southward to CP5 (Mott Haven Junction). The Hudson
Line continues south of CP5 to GCT and is awaiting the next
stages of PTC activation, as is the Harlem Line and the rest
of the New Haven Line. According to MNR sources, the railroad is well on its way to being fully compliant systemwide by
the deadline.)
Other safety enhancements included:
● Upgrade of the emergency exits of the Park Avenue
Tunnel
● Luminescent warning signage installed every 100
feet on all four tracks from 59th Street to the 97th
Street portal
● TRACKS, a community outreach program to educate the public on rail safety
● Equipping 78 grade crossing gates with brighter and
more reliable, energy efficient LED warning lights
● Safety-critical communications skills training for operating personnel
Customer service improvements included:
● Major improvements at White Plains (new and/or
expanded heated and air-conditioned waiting rooms
on the platform, upgraded toilet facilities, new and
improved food concessions, a renewed and expanded island platform), Crestwood, Riverdale, Harlem-125th Street, and Port Chester
● Accessibility improvements at Port Chester and
Crestwood (bringing 60 stations in New York State
into full compliance with ADA accessibility requirements)
● Completed the rehabilitation of the Middletown
parking facility on the Port Jervis Line
● Assumed control of the 109-space parking facility at
Fleetwood and proceeding with plans to expand it
by 12 spaces
● Extended the platform lengths at the Old Greenwich
station
Infrastructure improvements included:
● Opened the newly constructed Harmon Shop EMU
(electric multiple unit) Annex and the Consist Shop,
which is a 119,000-square-foot facility capable of

Amtrak service was temporarily suspended beginning
at 11:05 AM Thursday, December 5, 2019 between New
York City and Boston, then between New York and New
Haven. This was due to catenary power outages stemming from a fatal accident involving an Amtrak Power
Department employee who was electrocuted while
changing out a fuse at a catenary power substation
alongside the Northeast Corridor in the Parkchester
section of the Bronx, near Unionport and the former Van
Nest station. Service was resumed, but with significant
delays, with Amtrak arranging for its diesel locomotives
to tow its New York-Boston Regional Services through
the area without catenary power, namely between Gate
Interlocking in Queens County and Manor Interlocking
in Westchester County. ACELA Express trains were not
operated through the area, with northbound trains terminated at Penn Station-New York and southbounds
(Continued on page 9)
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11,000 ties, the demolition of rock ledges, and adding
150,000 tons of ballast. Phase 1 track construction was
anticipated to be complete in November, 2019 with all
Phase 1 work on target to be completed in December,
2019. The new track is anticipated to be commissioned
in Spring, 2020 after the MBTA’s positive train control
program completes its activities on the Franklin Line.
Following the completion of Phase 1 work, Phase 2
work will commence, which includes the addition of another 3.5 miles of double track west from the Norfolk
station to Frank Street, which is just east of the Franklin
station. The addition of this 3.5-mile segment improves
the resilience of the line and decreases the time between trains from about 45 minutes (after the current
Phase 1 project) to about 35 minutes. Phase 2 work,
which is anticipated to be complete in December, 2020,
includes subgrade preparation; drainage improvement
work; two interlockings, signal houses, signal gantries,
and retaining walls; and new track infrastructure.
In parallel with Phase 2 construction taking place, preliminary design work will begin for Phase 3, which is
focused on the 4-mile section of track between Walpole
and Norwood Central Stations. Upon the completion of
the design and construction as part of Phase 3, a double-track line will have ultimately been created along the
entire line between South Station in Boston and Franklin Station, improving resiliency on both the Franklin and
Fairmount Lines and creating the opportunity to potentially schedule Franklin Line express service. (Railway
Track & Structures, November 19)

(Continued from page 8)

turned at New Haven. (New York Post, December 5-6,
2019)
The MBTA’s new Orange Line trains built by CRRC
(China Railway Rolling-stock Corporation) at its assembly plant in Springfield, Massachusetts were taken out
of service indefinitely around November 18 to allow engineering personnel to investigate an “uncommon
noise” coming from the underside of the new trains.
Making their passenger service debut in August, 2019,
the first train had been joined by a second consist a
month later. However, these were the only two consists
that were placed into service before an on-board systems glitch caused an uncommanded door opening incident while the train was in motion. A safety stand-down
was performed and the glitch was corrected, allowing
the two trains to return to service until the unusual underfloor noises were detected in November. The MBTA
expects to take delivery of 152 new Orange Line cars
before the end of 2021. On that schedule, one new sixcar train should be entering service roughly every
month for the next 24 months. (Al Holtz, December 1,
2019)
The MBTA Fiscal and Management Control Board approved a $30 million contract for second phase work
and third phase preliminary design work of the Franklin
Line Double Track Project, which will improve reliability
and support future network growth by adding doubletrack segments to the Franklin Line. The contract was
awarded to the MBTA’s Commuter Rail operator Keolis
Commuter Services.
While the Franklin Line is one of the highest ridership
lines on the commuter rail, the line also is utilized by
freight trains on the same tracks with a short track segment west of Walpole Station used for passing: Trains
pull into this short section of track and pause for trains
traveling in the opposite direction to pass by. When the
Franklin Double Track Project is complete, the second
track being added will extend this track segment, allowing for passing trains to travel without stopping, improving the reliability of service schedules and supporting
future Franklin Line network growth.
Keolis Commuter Services and the MBTA’s Railroad
Operations team partnered to manage Phase 1 of the
project, which aimed to add about four additional miles
of double track between the Walpole and Norfolk stations. Keolis was awarded the Phase 1 contract in February, 2019, which included the design, procurement,
construction, and commissioning of two new signal interlockings; the delivery of all subgrade preparation
work, tree removal, major drainage improvements, bank
stabilization, and new retaining walls; and replacement
of a road bridge that included the removal of the existing bridge, requalification of abutments, the procurement of a new bridge structure, and installing and building the new deck. This work also included the plating of

The Denver Regional Transportation District (RTD) is
exploring the implementation of a $3 local flat fare to
promote ridership on the yet-to-be-opened N Line to the
northern suburbs of Denver. The original plan was to
charge the $3 fare for rides over most of the line but a
$5.25 one-way fare for trips originating from or destined
to the last two station stops (Northglenn/112th Street
and Eastlake/124th Street) of the new line. The N Line
is expected to open sometime during Spring/Summer,
2020. If this Promotional Fare Program is approved by
the RTD Board and is proven to be successful in stemming the loss of ridership, the RTD may elect to charge
only the $3 flat rate for the entire N Line light rail line.
(Denver Post, November 12, 2019)
Sonoma-Marin Area Rail Transit (SMART) opened its
long-awaited, two-mile, $55 million extension from its
former southern terminus at San Rafael to its new terminal at Larkspur with an opening ceremony on Friday,
December 13, 2019. Regular passenger service commenced the next day, Saturday, December 14. SMART
began regular passenger operations on its original 43mile-long route on Friday, August 25, 2017. While the
Larkspur terminus is not adjacent to the Golden Gate
Ferry terminal, it is less than a ten-minute walk from the
station to the pier. Golden Gate Ferry offers a direct, 30minute ride to the piers of the Ferry Terminal Building at
(Continued on page 10)
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San Francisco and San Jose, California, by 2020.
Three rail cars are completely wired and undergoing
electrical testing, while other structural and lifecycle
testing continues on the cars' trucks at the Utah plant. In
addition, endurance tests are wrapping up on propulsion gearboxes, Caltrain officials said in a project newsletter.
Also, 75 percent of first article inspections have been
completed. The inspections verify that the first manufactured component in a series is built to requirements,
Caltrain officials said.
And this month, crews began installing system foundations in Palo Alto and Mountain View, and continued
pole installations in San Mateo, Belmont, San Carlos,
and Redwood City, California.
Work also was performed this month on six traction
power facilities in San Jose, Redwood City, Sunnyvale,
South San Francisco, and San Mateo. (Progressive
Railroading, November 27)

(Continued from page 9)

the foot of Market Street in downtown San Francisco.
The SMART Board approved new travel pass options
through a partnership with the Golden Gate Bridge District, which operates the ferry. Starting in January, when
SMART will begin running its new expanded train
schedule, and lasting through February, transfers to and
from the ferry will be free on weekends and holidays.
Through a six-month pilot program that the two transit
agencies are calling the “Sail and Rail” pass, passengers can also take advantage of a two-for-one option
via the SMART smartphone ticket application only when
they ride on weekdays during off-peak or reverse commute hours for a flat rate of $12 each direction. The
price for a standard adult ticket to ride the entire 45-mile
SMART line is $11.50, and a one-way ticket aboard the
Larkspur ferry is $12.50, or $8 with a Clipper Card. A
$1.50 discount will be applied for riders who transfer
between the two transit services with the Clipper Card,
providing a combined fare of $18 one way. Between
San Rafael and Larkspur five roadway grade crossings
are under review for approval and certification of each
of them as “quiet zones,” eliminating the need for trains
to sound their horns, a relief to Marin County residents
living nearby. (The Press Democrat, December 6,
2019)

OCTA rendering.

Orange County Transportation Authority (OCTA)
crews are advancing construction on the 4.1-mile, 10stop OC Streetcar route between the Santa Ana Regional Transportation Center and a new transit stop in
Garden Grove, California.
Crews have begun pouring foundations for a maintenance and storage facility to be constructed along the
former Pacific Electric Railway Company right-of-way in
Santa Ana throughout 2020.
OCTA also has completed construction of the foundation and pier walls for a 350-foot-long bridge across the
Santa Ana River. Other bridge work is scheduled to resume after the rainy season, OCTA officials said in a
press release.
Meanwhile, streetcar construction has been suspended on Fourth Street until 2020 to give shoppers access
to businesses in the area during the holiday season.
The $408 million OC Streetcar project is funded by
federal money, including a $149 million grant from the
Federal Transit Administration, and by Measure M
funds, Orange County’s half-cent sales tax for transportation improvements.
The streetcar will begin testing and operations in early
2022 with six Siemens S70 vehicles. (Progressive

December 4 marked the 20th anniversary of the
launch of Utah Transit Authority’s (UTA) TRAX light-rail
service.
In 1998, UTA opened its first rail station in Midvale,
Utah, and received delivery of its first fleet of Siemens
SD100 trains. By 1999, the first light-rail line opened to
connect riders between Salt Lake City and Sandy.
Today TRAX operates on three lines along 44 miles of
track, serves 50 stations, and has 114 rail cars.
To date, 283.4 million people have traveled using the
light rail system, UTA officials said a press release.
(Progressive Railroading, December 4)
On November 26, Caltrain announced it is stepping up
the manufacturing, assembly, and testing activities for
its electric trains at Stadler’s Salt Lake City plant in
preparation for the rail system's electrification between

(Continued on page 11)
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Railroading, December 5)
Toronto was to end another chapter in its streetcar
history book on December 28, 2019 when the last of its
40-year-old fleet of CLRVs were to make their final runs
in regular passenger service. Just prior to entering
2020, the city’s streetcar fleet completed its transition to
the Bombardier Flexity low-floor LRV, with the 204-car
order almost complete. On Saturday, December 28, the
remaining CLRVs on the Route 511/Bathurst were to
make their last runs. On Sunday, December 29, a few
CLRVs were to make some limited runs on the Route
501/Queen Street line and a farewell run with seats issued via a TTC-sponsored lottery was to be made from
Wolseley Loop, departing around 2:30 PM and operating eastward on Queen Street to Russell Carhouse,
arriving around 3:45 PM, marking the completion of just
over 40 years of service on the streets of Toronto.
(Editor’s Note by Ron Yee: From the massive fleet of Peter
Witts of the 1920s, the post-war transition to the PCCs built
in the 1940s to 1950s, to the CLRVs built in the late 1970s
and early 1980s, and now onward to the Flexity LRVs, light
rail in Toronto looks forward to a bright future.) (Toronto
Transit Commission, December 4, 2019)

long. All the trains must be approved for operation in
Austria, Germany, Slovakia, Czech Republic, Hungary,
Slovenia, and Italy under 15kV 16.7Hz, 25kV 50Hz, and
3kV d.c. electrification.
The EMUs must be able to cope with platform heights
of 380 mm, 550 mm, and 760 mm. The trains will have
a maximum speed of 160km/h and the option for
200km/h. ETCS is also required, and delivery should
take place within 36 months.
The 50-meter-long version should be able to operate
on battery power over at least 100 km.
The call is an interesting move by ÖBB, as it currently
has a framework contract with Bombardier for up to 300
Talent 3 EMUs, from which it has only placed a firm order for 46 EMUs. However, ÖBB is extremely unhappy
with the Talent 3, which has already been delayed by
one year, and does not want to place additional orders.
As a result of the market investigation ÖBB may announce a formal tender but also reserves the right to
cancel the whole procurement. (International Railway
Journal, November 18, 2019)

West Coast Partnership (WCP) of First Group and
Trenitalia officially launched operation of Avanti services
on Britain’s West Coast Main Line at an event held at
London Euston Station on December 9. The joint venture is taking over the franchise from Virgin Trains,
which operated the service for 22 years.
The franchisee is set to refurbish the Pendolino fleet
to “as new condition” with the goal of substantially improving capacity on the network. Improvements include
installing 22,000 new seats, offering more reliable Wi-Fi, Bombardier Talent (Cityjet) 4024 103 operating a S45 service at Wien
and power sockets for all passengers. The operator is (Vienna)-Heiligenstadt, May 14, 2019.
Jeff Erlitz photograph
also set to replace the diesel Voyager fleet with 10 new
seven-car EMUs and 13 five-car bi-mode trains ordered
from Hitachi.
Lyon opened the 6.7-kilometer T6 light rail line on NoAs well as Avanti West Coast, WCP is overseeing the vember 22, 2019, an extension of T1 connecting DeWest Coast Partnership Development, which will act as bourg to Est-Pinel Hospital with 14 stations. The new
the shadow operator for future high-speed rail services line provides a connection with the south and east of
on HS2. The group will design, develop, and mobilize the city while bypassing the city center. T6 also conoperations for the new line, working with HS2 Ltd. and nects with metro lines B and D, light rail lines T1, T2,
the Department for Transport.
T4, and T5, and 14 bus lines.
First and Trenitalia founded the joint venture in 2017.
The line is built along a greenway for 70% of its route,
Trenitalia already operates C2C, the Essex Thameside providing more vegetation through the city, and also
franchise which offers commuter services between Lon- features a cycleway along its entire length. Work on the
don Fenchurch Street, Southend, and Shoebuyness. project began at the end of 2016. LRVs are operating at
(International Railway Journal, December 9)
10-minute intervals during peak periods, with an end-toend journey time of 21 minutes.
In May, Lyon public transport authority Sytral launched
Austrian Federal Railways (ÖBB) has announced
plans to procure new single-deck EMUs. A so-called a six-week public consultation on proposals to extend
market investigation has been published in the official T6 north to the La Doua university campus, completing
Journal of the European Union (EU). While ÖBB does a light rail circle within the city’s inner ring road.
not specify the total number of vehicles required, it says (International Railway Journal, November 25, 2019)
(Continued on page 12)
it wants three types of trains: 50, 75, and 100 meters
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Saint-Étienne was one of only two cities in France (Marseille was the
other) that operated PCCs. Seen here just north of the Hôpital Bellevue stop at Rue Gabriel Péri & Rue Ambroise Paré is PCC 519 (Les
Ateliers de Strasbourg, 1958).
Jeff Erlitz photograph, May 24, 1986
An Alstom Citadis 302 is seen operating on route T2 at Avenue
Berthelot & Rue du Repos, May 31, 2006.
Alain Caraco photograph

Saint-Étienne, the oldest surviving French tramway
city, opened a 4.3-kilometer extension to Line T3 of the
city’s light rail network on November 16. The extension
runs from the Châteaucreux station to La Terrasse via
the center of the Soleil, Zénith, Plaine-Achille, and Technopôle districts and the Geoffroy-Guichard/Étivallière
sports stadium. Six of the line’s eight stations are new.
The line connects with the T1 and T2 lines, creating a
loop around the city center and reducing travel time between Châteaucreux station and La Terrasse from 19
minutes to 14 minutes. Service will operate at 10-minute
frequencies. A feasibility study was completed at the
end of 2014, the project was approved in April, 2015,
and construction started in mid-2017. (International
Railway Journal, November 18, 2019)

Urbos 3 944 (CAF, 2016) is seen crossing the Place du Peuple in SaintÉtienne on October 12, 2017.
Alexander Zelentsow photograph
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The first unit of an order for 255 EMUs for SNCF's
Paris RER Nouvelle Generation (RER NG) program
was rolled out of the plant on October 18, 2019 in preparation for final fit-out and the start of testing. The program is a hybrid merging of Alstom’s Xtrapolis and
Bombardier’s Regio 2N models and encompasses a
combination of 125 six-car sets and 130 seven-car sets,
equipped to run on both 1,500-volt d.c. and 25,000-volt
a.c.
The trains are a unique blend of single and bi-level
cars, with the single-level cars featuring 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 for urban and inner suburban commuters and the
upper level containing more seating for longer-distance
travel from the outer suburbs. A key design advantage
is the single-level car contains the pantographs and the
bulk of the electric traction package, allowing an increase in the amount of available interior space in the
bi-level cars.
The new trains, yet to receive a class designation, are
destined for RER Lines D and E, with the first 71 sets
set to replace Class Z 20500 on Line D, the first of
which were introduced in 1988. Five pre-series sets will
be tested throughout 2020, with production units starting in passenger service in 2021. Line E sets will be
introduced prior to the commencement of service on the
western extension to Nanterre, scheduled to open in
2022. (International Railway Journal and Railway
Gazette International, October 18, 2019)
Paris regional transportation authority île-de-France
Mobilités and Paris transit operator RATP announced
on November 29 that they were awarding a contract to
Alstom and Bombardier to supply up to 410 trains for
the Paris Métro. The base order, worth €530 million, will
(Continued on page 13)
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ro/RER transfers and the main line/suburban platforms
will be sacrificed in favor of longer, more circuitous routings, adding to travel time and congestion, and only exacerbating the very same conditions that the program
was supposed to solve.
Generally, the fear is that Gare du Nord is going to be
turned into an airport, or a shopping mall that happens
to have a train station attached to it. This should not
come as a great surprise, as the developer Auchan is
known as the "Wal-Mart of France." Similar concerns
were raised in 2012, when a similar, multi-year, costly
renovation of Gare Saint-Lazare was completed with
the addition of a new shopping mall within the headhouse of the terminal. However, Saint-Lazare has a
much simpler layout than Nord, so the effects of the
commercial spaces there are not as impactful on passenger flows as they could be at Nord.
It is not clear what happens next. Gare du Nord is a
national asset, so municipal objections may not carry
that much weight. SNCF and Auchan have touted the
project's benefits, and have emphasized that time is of
the essence with the Olympics now four years away.
Meanwhile, opponents have vowed not to give up. Stay
tuned. (New York Times, September 4, 2019; City Lab
website - Why a Train Station Addition has Parisians
Outraged, September 9, 2019)

(Continued from page 12)

furnish 30 five-car sets for Line 10 and 14 four-car sets
for Lines 3b and 7b. Designated as the MF19, they will
begin the replacement of the MF67, currently the oldest
class of steel-wheeled trains on the Métro, as well as
the nine three car-sets of MF88s which operate exclusively on Line 7b, the short shuttle line in the northeast
corner of the city. Incidentally, the MF88 were noteworthy for introducing a number of revolutionary features,
including being the first truly interconnected gangway
trains in Paris, which has been standard on every Métro
car class since.
The MF19s are scheduled for delivery between 2024
and 2026. The exercising of the options will allow for the
replacement of the remainder of the MF67 cars on
Lines 3 and 12, as well as the MF 77 cars on Lines 7
and 13. Upon fulfillment of the entire order, there will be
no steel-wheeled trains remaining from the 20th Century. (International Railway Journal and Railway Gazette International, November 29, 2019)
Finally, staying in Paris, the massive rebuilding of the
Gare du Nord rail hub has come under fire. As we first
reported in the January, 2019 Bulletin, a multi-year renovation and expansion of Europe's busiest railway station was being prepared to start in 2020 with an anticipated completion in time for the start of the 2024 OlymIsrael Railways started test running on the newly elecpic Games, which are being held in Paris.
trified section between Ben-Gurion Airport and TelAs the summer of 2019 drew to a close, SNCF's Sta- Aviv‘s Hahagana station on the night of November 16,
tions and Connections Division and its designated de- 2019.
veloper Auchan released details of the proposed renoThis follows the completion of electrification of the link
vation plans, including accompanying architectural ren- between the A1 line to Jerusalem and the center of Telderings, which were immediately met with strong criti- Aviv and to the electric locomotive depot in Lod.
cism from many quarters. A coalition of elected officials,
Regular test runs will now take place daily until the
rail passenger advocates, civic associations, architects, start of commercial service, when electric trains will opurban planners, historic preservationists, and architec- erate at a frequency of two trains per hour.
tural critics have united in opposition to the program,
“Covering the 56 km between Tel-Aviv and Jerusalem
referred to as StatioNord, for placing an emphasis on is great news,” says Israel’s Transport Minister, Mr. Benretail and commercial development over the needs of jamin Smotrich. “I salute the former Transport Minister,
rail passengers.
Mr. Israel Kats, for his initiative to promote the A1 deWhen the program was first announced almost two spite the challenges and objections.” (International
years ago, and as described in great detail in the Janu- Railway Journal, November 19)
ary, 2019 Bulletin, it appeared that the pressures bearing on a 155-year old railway station as it tries to cope
with 700,000 daily users, expected to grow to 900,000
by 2030, would be addressed. Conflicting passenger
flow patterns would be untangled, new entry and exit
points would be opened up, and the public realm
around the station would be dramatically transformed.
While most of those improvements are still moving forward, it is the manner in which they will be built and operated that is engendering great controversy.
The primary objection that has been raised is in response to the amount of space dedicated to retail storefronts, especially along the new pedestrian pathways
that are to be created. Furthermore, it appears that the
commercial spaces have been arranged in a manner to The first electric train on test at Tel Aviv’s Hahagana station.
force commuters past the storefronts, encouraging them International Railway Journal photograph
to stop, shop, and linger. Direct paths between the Mét(Continued on page 14)
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For the first time since 1961, trams operated on the
streets of downtown Sydney when the new Sydney
Light Rail line opened on Saturday, December 14, 2019.
The new line, named L2/Randwick, spans 12 kilometers
(7 miles) with 19 stations from Circular Quay to Randwick, southeast of downtown. It is served by a fleet of
60 Alstom Citadis 305 five-section low-floor light rail vehicles designed to operate as two car trains.
Originally projected to coast AUS$1.7 billion, the final
project cost reached a total of AUS$2.96 billion, almost
twice the original projections. Transdev Sydney is the
contract operator of the tram line. A tram with VIPs
aboard made an inaugural trip at 8:50 AM with the first
Around New York’s Transit System

public trips starting at 11 AM. No fares were charged
during the first weekend of service. Unfortunately, opening day was marred by at least two service interruptions
caused by mechanical failures. One LRV apparently
stalled and lost power at Circular Quay while making a
turnaround there. Aerial photos showed the tram stalled
while on a double crossover, blocking both tracks. Tram
service was truncated back to Town Hall where another
set of crossovers provided the ability to reverse trams
downtown.
Sydney’s original light rail line, Route L1/Dulwich Hill,
connecting Dulwich Hill on Sydney’s west side with
Central Station, opened in August, 1997. A third line, to
be designated L3/Kingsford Line, connecting Circular
Quay, Central Station, and Juniors Kingsford, is expected to open in March, 2020. (Australian Associated
Press, December 14, 2019)
Ultrawideband Test on the Flushing Line
Ultrawideband (UWB) signaling and train control technology is being tested on the Flushing 7 Line. Equipment was installed on two trains. News Editor Ron Yee
observed three cars equipped with the experimental
equipment, which consists of an enhanced wireless antenna transmitter and receiver mounted on the pillar
between the storm door and the Train Operator’s windshield even with the top of the door and extending to
almost the roofline. There is also a small outwardlooking camera on the inside lower corner of the windshield as part of the testing.
The observed car numbers are 7395, 7400, and 7535.
The fourth car number was not observed; however, if
the equipment selected for this test were in sequential
order for two 11-car trains, it may be surmised that the
fourth missing car number could be 7600.

(Continued from page 20)

transponders. (Editor’s Note by Ron Yee: The CBTC transponders, when “read” by passing trains, communicate exact
location information to that particular car and to the central
computer system controlling all trains on the line. The CBTC
transponders observed on the BMT Canarsie L Line, and
which have been installed on the IND Queens Boulevard
EFMR Line, are of a different design as they are provided
by Siemens rather than Thales. Their transponders are much
larger and robust in appearance and have endured multiple
snowstorms and blizzards on the L line over the past few
years. They are apparently not affected by snow or ice accumulations. Covered by less than one inch of snow, the Thales
transponders apparently could not relay their electronic
codes to communicate to passing trains their exact locations,
crippling the ability of the CBTC system to control and operate trains automatically as intended. As of press time, the
focus was on the 110 transponders installed between 111 St
and Queensboro Plaza on the elevated structure that have
been identified as being vulnerable to snow and slush. 30 had
already been covered when this issue first surfaced in March,
2019. The remaining 80 were covered prior to the start of the
Christmas holidays. The entire line has 498 transponders.
This Editor is curious as to why the elevated sections between
the 111 St station and the tunnel portal approaching Flushing-Main St and the section between Queensboro Plaza and
the tunnel portal at Hunters Point Av were apparently unaffected by the snowfall. While the problematic transponders
are being equipped with rounded top plastic covers on the
sections of the line on elevated structures where the snow
would simply slide off and through to the streets below, it remains to be seen if the trains will be able to “read” the newly
covered transponders when they are buried in over a foot of
snow following a heavy snowfall, sometimes for several days
on the Queens Boulevard viaduct where it has no place to
“fall through” to. (NBC-4 TV News, Gothamist, Decem- Ultrawideband equipment on a 7 train.
Ron Yee photograph
ber 11, 2019)
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SOUTHWEST UNITED STATES
by Jack May
(Photographs by the author)

In April, 2017 Clare and I decided to take a motoring any explanation or notification. I asked for a change to
tour of parts of the American southwest, which would at least one aisle seat, explaining why it was necessary,
include visiting friends and seeing some national parks but United's telephone clerk said it had to be done at
we had missed before, as well as giving me the oppor- the airport. Of course, when we arrived at EWR, well
tunity to ride the relatively new Tucson streetcar line before our departure time, we were told that the plane
and various extensions to the modern light rail lines in was sold out and it was impossible to change seats. To
Los Angeles and Phoenix. We have friends living in Cul- put this into perspective, this was two days after the
ver City, who always invite us to stay with them, and in infamous incident when United dragged a passenger off
getting in touch with them we decided that all four of us one of its flights.
would spend about 10 days exploring parts of Arizona
Tuesday, April 11
and Utah, as they have friends and relatives in Phoenix
Our daughter-in-law dropped us off at Newark's Termiand Prescott, and had always wanted to roam through nal C a little before 10 AM (we left home at 9:20, stopnational parks other than the relatively nearby ones of ping at the Post Office en route) and after we tried and
Sequoia, Kings Canyon and Yosemite. They are con- failed again to get our seats changed, we were in a sesummate hikers and were very enthused about visiting curity line. Unfortunately, the x-ray machine must have
Monument Valley, Arches, Canyonlands, Capitol Reef, broken down (or the operator needed to have a potty
Bryce and Zion. It would be our second visit to the last break) just after we put our belongings on the conveyor
two, which we were pleased to be able to see again.
belt, and the TSA became confused as to how to acI have actually known Sig longer than I have known commodate those like us without breaking into another
my wife, as he was working at Hudson Labs when I line, as all the adjacent ones were already long. We just
joined the staff after graduating college in 1958. Clare waited, as I did not want to cut in front of anyone else,
was hired a year later and they both taught me how to which is what some others did. Meanwhile I already had
ski. Sig, an octogenarian physicist even older than we given my film to an attendant for hand-checking, and at
are, still skis, generally at Mammoth in California. He least that was accomplished, so that when our mawas born in Florida, but his family moved west to the chine's operation finally resumed, we were able to proLos Angeles area when he was a kid. Cathy, who hails ceed immediately to our gate. Our 11:25 AM flight loadfrom the Seattle area, had a long career in nursing, spe- ed smoothly by zone a few minutes later, at 10:45.
cializing in neonatal intensive care, and eventually cre- There was plenty of room for our carry-on bags and we
ated a widely used educational program.
got settled in our seats quickly; the plane actually began
Anyway, we decided to spend ten days on the road pushing away early, at 11:18, and we were in the air by
with them, starting from Los Angeles and ending in Las 11:30.
Vegas, where we would fly back to New Jersey and
they would drive back to Culver City. Before leaving we
would spend four days at their home, so we made up
an itinerary. We would fly out to the west coast on Tuesday, April 11, and return on Tuesday, April 25. United
Airlines was in the midst of a sale, so we bought our
tickets expeditiously, in December, 2016.
We elected to rent a car with sufficient trunk space to
keep our four suitcases. Prices from LAX were in the
$600 range, but investigating further we found a Chevrolet Impala from Hertz in nearby Culver City with a
$312 all-inclusive rate for 10 days, and not much more
for 11. We quickly signed up for that offer and I made
hotel reservations to support our itinerary. Now it was
just a matter of waiting for our departure date.
In making my plane reservations I had selected two
seats on the aisle opposite each other, as that would fit The view from United Airlines flight 1960 through the window of our
Clare's needs in that she uses a cane for walking — Boeing 757 jet airliner.
and besides, nobody likes a middle seat. But when it
was time to check in and obtain boarding passes, 24
We flew at 32,000 feet and were treated to free enterhours before our scheduled departure, we found our tainment (movies, TV, music) on the screens on the
seats for the westbound flight had been changed to a back of the seats in front of us. We were given soft
window and middle further back in the B-757 — without
(Continued on page 16)
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drinks on two occasions, after the sale of food was touted. There were clouds hiding the Grand Canyon, but
they disappeared as we reached the San Bernardino
mountains. We touched down at 2:05 and reached the
gate early at 2:20 (44). It was a good flight.
I had obtained a smartphone the previous year, which
I use only on trips, and we called Cathy and Sig upon
exiting the terminal at the nearest roadway; they arrived
a few minutes later to pick us up and we were at their
home in Culver City by 3:30. I had made tentative plans
to spend Wednesday and Friday riding and photographing the Azusa and Santa Monica ends of Los Angeles’ Gold and Expo Lines, as I had covered the sections that were completed earlier on previous trips. The
Santa Monica extension would be easy, as it was just a
hop, skip, and a jump from where we were staying near
the Sony Studios (formerly Metro-Goldwyn-Mayer) and
close to the line's old terminal, Culver City. And, I would
take either Thursday or Saturday (depending on the
weather forecast) to go to San Diego. While there are
no new lines there, I had missed riding the PCC
"heritage" service on two previous attempts, several
years apart, because of "mechanical difficulties" causing the cancellation of such operation in the days when
only one car was available. I would spend the other day
with Clare, Sig, and Cathy, visiting touristic locations in
the Los Angeles area.
Wednesday, April 12
The day dawned cloudless and I decided this would
be the best opportunity to cover the Azusa extension of
the Gold Line. I got up early, and after Cathy prepared
an excellent breakfast, was driven to the Culver City
station of the Gold Line, reaching it at 9 AM, the trip
having taken less than 5 minutes. According to timetables, an LRV train on the Expo line would get me to 7th
and Flower in 18 minutes; and a connecting Red or Purple Line heavy rail train would take only 5 minutes to get
me to Union Station. From there I could board the Gold
Line at about 9:30, and it would take me but a half hour
more to get to Sierra Madre Villa, the former terminal of
that route, where my exploration of the extension would
begin.
It turned out that I could not purchase a $2.50 Senior
Citizen day ticket from the machines at the station, as
they issue only regular TAP cards (as opposed to special Senior TAP cards, which have to be applied for with
proof of age and photo), so I spent $8 for a regular $7
day ticket (with the extra dollar as payment for the actual card itself). Interestingly, I could have bought a oneway senior fare on a regular TAP card at the machine,
which would have cost (in addition to the dollar for the
card) either $.35 off-peak or $.75 peak, depending on
the time of purchase. But then I would have to do this
over and over again every time I wanted to board, which
would be annoyingly time-consuming.
As it was, the time I took figuring all this out was just
long enough that as I got to the platform, the 9:06 train
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pulled away. With a 6-minute headway at this time of
day, I would not have to wait too long for the next one.
But the next eastbound train did not come for another
12 minutes. I wondered if this was going to be a portent
for my day — and it turned out it was! I boarded the
9:12 (or was it the 9:18), which consisted of three bright
and shiny, brand new P3010 cars from Kinkisharyo. I
got a good window seat and was soon sailing down the
line.
I will provide a little more description of the route in the
segment of the report that corresponds to my ride to
Santa Monica, but for those who are not familiar with
the general aspects of the rail system, which is operated by the Los Angeles County Metropolitan Transportation Authority (Metro), here are some brief notes (for a
map
see
http://www.urbanrail.net/am/lsan/losangeles.htm):
There are two heavy rail routes, totally underground,
that run predominantly westward from Los Angeles Union Station. The Red Line, which also turns northward to
North Hollywood (15 miles) and Purple Line, an offshoot
to Wilshire and Western (5 miles), were opened in portions between 1993 and 2000. An extension to the Purple Line is currently under construction. As of 2017*,
ridership on this typical subway system ran about
140,000 on weekdays. (*All ridership numbers in this article refer to average weekday totals for the year 2017.)
There are four light rail lines, all with high-level platforms, allowing floor-height loading (like Calgary, Edmonton and St. Louis, to name a few similar operations). The first to open was the Blue Line, which runs
from an underground station at 7th and Flower Streets
(Metro Center) almost due south for 22 miles to Long
Beach, with much of it along or parallel to original Pacific Electric Railway interurban rights-of-way. It opened in
1991 and has been incredibly successful, with weekday
ridership running about 75,000 (that is more than some
heavy rail lines, like those in Cleveland and Baltimore).
The Green Line came next, in 1995, operating between
Redondo Beach and Norwalk, south of the city. Its 20mile-long route runs predominantly east to west, and it
does not serve Los Angeles' downtown area, instead
crossing the Blue Line at the Willowbrook/Rosa Parks
station. It is entirely grade-separated, with its westernmost portion, near Los Angeles International Airport
(reachable from the Aviation Boulevard station by shuttle bus), elevated, while the balance of the line is located in the center of the Century Freeway (I-105). The
Green Line has had its ups and downs in ridership,
mainly due to the fortunes of the aerospace industry,
which it serves. There are about 33,000 riders each
weekday. Interestingly, when it was planned, the grade
crossing-free Green Line was supposed to be an entirely automated operation.
The first portion of the Gold Line opened from Los Angeles Union Station to Pasadena and Sierra Madre in
2003, covering a distance of 14 miles in a generally
northeasterly direction. Its inner terminal was integrated
into the historic railroad terminal, occupying Tracks 1
(Continued on page 17)

ERA BULLETIN — JANUARY, 2020
Southwest United States
(Continued from page 16)

and 2 of the 14-track facility atop a passenger concourse, way above the underground Red/Purple Line
station. The line was extended from Union Station virtually due east for another 6 miles to East Los Angeles in
2009. The newest extension, built on the Pasadena end
for an additional 11 miles, was opened on March 5,
2016, and will be discussed in detail in a forthcoming
section of the narrative. Ridership over the entire 31
miles runs about 53,000 per day.
Lastly, the Expo Line began operating in 2006 from a
junction with the Blue Line shortly south of the tunnel
portal leading into Metro Center for about 8.5 miles to
Culver City. It was extended for another 6.5 miles further to Santa Monica on May 20, 2016, less than a year
before this visit. Ridership on the 15-mile-long line (1.5
miles shared with the Blue Line) was about 60,000 as of
2017. Additional details will follow in the report segment
that covers my journey to Santa Monica.
Rail transportation has certainly made a remarkable
comeback in Los Angeles, after its virtual elimination
when the construction of freeways for personal automobiles weaned away many of its previous riders. Who
ever thought that this sprawling area of concrete, asphalt, and smog would ever see such a resurgence,
manifested by the construction of over 100 miles of
route carrying about 360,000 passengers each weekday? This progress was brought on by the realization
that we cannot pave our way out of congestion, that
widening existing highways and building more of them
is not a solution for declining mobility and air quality.
Between 1991 and today six busy lines have been built,
and more are poised to be added. Work is proceeding
on extending the heavy rail Purple Line westward for 9
more miles, and there is also much activity on the light
rail system. The 8.5-mile-long north-south Crenshaw
Line, connecting the Expo and Green Lines, is well under construction and slated for completion in the next
few years, and will be followed by a 12-mile-long Foothill extension of the Gold Line, while an underground
connector in the center of Los Angeles will throughroute the Blue, Gold, and Expo Lines, thereby eliminating annoying transfers and inefficient stub-end terminals.
Plus I have not mentioned Metrolink, a dieseloperated push-pull commuter rail system centering on
Union Station, which was introduced in 1992. The 59mile-long system now has 7 lines (one of which is
cross-country and does not operate into downtown Los
Angeles) and carries a little over 40,000 people under
the aegis of the Southern California Regional Rail Authority, which is totally separate from Metro. Rail has
successfully returned to Los Angeles.
Getting back to the day's activities. The speedy sail
along the Expo rail did not last very long. After coming
to a halt at the 23rd Street station, just before the route
merges with the Blue Line, we did not move forward for
a good 15 minutes. Finally we began crawling, and
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eventually arrived at the Metro Center terminal. My twocar train crossed over to the outbound track, which is
unusual as normally the LRV trains lay over beyond the
platform. In making the transfer to the Red/Purple Line,
I got to the platform just as an eastbound train closed its
doors. But not to worry, another one came six minutes
later.
When I finally got to Union Station it was already almost 10:30. I stopped briefly at Metro's Customer Service Center to see if I could get a senior TAP card, but
found out I would need to supply a photograph, and was
not about to arrange obtaining one. As it was I missed
the end of the Gold Line's 6-minute rush hour headway
period, but I was happy to settle for the base 12-minute
frequency, which I knew would have been suitable for
most of my activities anyway. Not! The platform was
crowded and the countdown clocks were blank. But
temporary signs were posted indicating that because of
track work service would be running over this portion of
the line only every 24 minutes. This would be in effect
from Tuesday to Thursday. So because I would also be
around on Friday, I scrapped my plans to cover the
Gold Line today. I did, however, stay on the platform in
order to take a photo, figuring that a train of LRVs would
be coming through soon because of the large number of
people waiting. Also not!
I eventually gave up on that as well, while I was seeing a great deal of activity on the other Metrolink tracks
that were not being photographed. So I did just that,
going to a couple of other platforms to take pictures of
the diesel push-pull trains (from which I finally did see
some activity on the Gold line). After those photos I decided to ride the Expo Line out to Santa Monica. However, to keep my report in some sort of coherency
based on subject matter, I am going to devote the rest
of this segment to Union Station and the area surrounding it, and will continue with the Expo Line in the next
chapter.
Union Station, a beautiful railroad terminal built in a
combination of Mission and Art-Deco styles, was constructed as Los Angeles Union Passenger Terminal in
1939. Terminal is the operative word, as all trains enter
from the north side and there are bumper blocks and a
layup yard to the south of the facility. In the glory days
of lightweight steel streamliners, it hosted the First
Class all-Pullman Super Chief, City of Los Angeles, and
Lark, as well as many of the other famous trains operated by its three (very competitive) owners, the Atchison,
Topeka & Santa Fe Railroad, the Union Pacific Railroad,
and the Southern Pacific Railroad, respectively. These
trains were used by glamorous Hollywood stars and
were featured in many movies. If I am not distracted
while walking through the station's art-deco corridors, I
can almost hear Mel Blanc announcing "train leaving on
track 5 for Anaheim, Azusa, and Cucamonga." Listeners
to the Jack Benny radio show would always wait for that
frequent line when one of his broadcasts would involve
travel, and studio audience laughter would follow immediately.
(Continued on page 18)
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With the advent of Metrolink in 1992, there is now a
great deal of activity in the station's corridors, also aug-

mented by an increasing frequency of Amtrak Surfliner
trains to and from San Diego, and I had no trouble getting onto the appropriate platforms for photos. Here are
some views of the rail activity I encountered.

Two views of EMD-built locomotives preparing to pull Metrolink trains from the platforms of Los Angeles Union Station. 874 on the left is an
F-59-PHI built in 1994, while 18552 was leased from Montreal-based Rosen Beaudin, who acquired the 1990-built Transit F-59-PH from GO
Transit. Note the totally different styling of engines, whose class identification differs only by the letter "I" at the end.

A cab car leads as a Metrolink train is being pushed into Union Station. The two Bombardier-built bi-level GO Transit-type cars are sandwiched between two newer Hyundai-Rotem units. Note the two different color schemes, white and "aquawave." Because of the results
of 2005 and 2008 collisions, all of Metrolink's cab cars are now Hyundai Rotem "Guardian" units, built from 2010 to 2013, which were
specified to incorporate anti-crumpling Crash Energy Management features. Metrolink's regular coaches come from both the "Guardian"
and original "Sentinel" orders. The poles and catenary in the background serve Metro's Gold Line, which uses Tracks 1 and 2 of the
station, and then rise to an elevated structure as the trains make their way to the Chinatown station and then all the way to Azusa.
(Continued on page 19)
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I also took the following photos on Friday, of the outside of the station and of the Gold Line light rail viaduct

that swings across the Santa Ana freeway (U.S. 101)
toward Little Tokyo, en route to East Los Angeles.

Two photos of the Mission-style Los Angeles Union Station. The left view is from a garage at the corner of East Commercial and Alameda
Streets. The twin towers are atop the U.S. Post Office adjacent to the depot.

After stopping at the westernmost platform of Union Station, Metro's Gold Line uses an elevated structure to surmount the Santa Ana Freeway (U.S. 101). It will turn south and parallel Alameda Street until it reaches Little Tokyo, where the line turns east on First Street heading
for East Los Angeles. After the Regional Connector is built these tracks will be used by the Long Beach Line trains en route to Union Station
and Azusa. The left side view is from the same vantage point atop a garage as the photo of Union Station above it. The right hand view is
from East Commercial Street at the foot of the garage. The rolling stock shown are Kinkisharyo-built P3010s from 2014, and Breda-built
P2550s from 2007, respectively.
(Continued next issue)

SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED NOVEMBER 17, 2019

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

370 R-62A

370 R-62A

3

260 R-62

260 R-62

7

418 R-188

407 R-188

4

170 R-142, 180 R-142A

170 R-142, 160 R-142A

7 R-62A

7 R-62A

S (42nd Street)
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Around New York’s Transit System
OMNY Expanded to 48 More Stations
OMNY, the replacement fare collection system for the
current MetroCard on the MTA’s subways and buses,
was expanded to 48 additional stations in Manhattan,
the Bronx, Brooklyn, Queens, and Staten Island during
December, 2019. OMNY had only been available
(beginning in May, 2019) on the 456 lines from
Grand Central-42 St to Atlantic Av-Barclays Ctr. During
December, 2019, modified turnstiles equipped with OMNY were activated at the following stations:
● 34 St-Penn Station 123ACE
● Whitehall St- South Ferry RW
● South Ferry 1
● 86 St R
● Sutphin Blvd-Archer Av-JFK EJZ
● 51 St to 125 St 456
● 138 St-Grand Concourse 45
● 149 St-Grand Concourse to Woodlawn 4
● Rector St to 59 St-Columbus Circle 1
In addition, St. George and Tompkinsville on the Staten Island Railway were activated.
Riders opting to use OMNY will be able to “tap” the
screen with their credit or debit cards if they are
equipped with an RFID (radio-frequency identification)
chip to pay for single rides Users can also “tap” their
smart phones (equipped with “smart pay” apps) or continue to use MetroCard for 7-day and 30-day unlimited
passes. The full roll-out of OMNY is expected by October, 2020, after which, the MetroCard, like its predecessor, the brass token, will begin the process of being
phased out, vanishing from the scene in July, 2023. In
2021, the MTA will also sell plastic OMNY cards with an
embedded chip (like London’s Oyster Card, for example) for those without the ability to use credit cards or
phone apps and the phone apps will have the ability to
handle weekly and monthly unlimited passes. OMNY
will cover all city buses by December, 2020 and the
LIRR and Metro-North Railroad in 2021.
MTA and TWU Reach Contract Agreement for
NYCT
MTA New York City Transit and Transport Workers
Union (TWU) Local 100 came to an agreement on December 5, 2019 on a four-year contract that, once ratified by the rank and file membership, will head off any
possibility of a labor action that had loomed over the city
since talks had broken down in early 2019 and were
unable to restart in a meaningful manner until November, 2019. This new contract covers the over 30,000
TWU employees working for NYC Transit and 6,600
employees of the Manhattan and Bronx Surface Transit
Operating Authority (MaBSTOA), who include Bus Operators, Maintainers, Cleaners, and other employees
who work out of seven bus depots in Manhattan and the
Bronx.
The unionized workforce will get a contract that is ret20

roactive to May of 2019, with annual wage increases of
2%, 2.25%, 2.5%, and 2.75%. There will be no increase
in employee health benefit contributions from the current level of 2%. As a cost-saving measure, the TWU
contract provides for better overtime management, allowing workers to swap shifts for the first time, potentially saving over $10 million a year. Through an incentive
program, the union will share in the savings as well. In
addition, the TWU has agreed to work with MTA management and disability advocates to speed up elevator
installation and maintenance and other accessibility
projects. Operators of articulated buses will get a $1 per
hour increase over and above the aforementioned raises. The tentative labor agreement also allows thirdparty contractors to provide a one-time deep cleaning of
up to 180 subway stations. The MTA and TWU will work
together to increase public awareness of assaults on
transit workers, press forward with increased enforcement of existing rules, and classify assaults on transit
workers as a felony. NYC Transit and the TWU will also
cooperate to explore the use of new technologies to
increase track worker and flagger safety. The TWU’s
Board recommended, by a vote of 42-4, that the agreement should be ratified by the rank and file membership.
Slush Delays 7 Trains
Flushing 7 Line service was significantly impacted on
Wednesday morning, December 11, 2019 when the
CBTC (Communications Based Train Control) transponders mounted midway between the running rails
along the line became covered by a light snowfall. Since
full cut-in during early 2019, the $600 million CBTC project has permitted higher speeds and closer train spacing on the 7, allowing NYC Transit to operate 29 trains
per hour, four more than under the previous manual
operation with the original wayside signals, with an ontime performance exceeding 90%. However, it appears
that even a coating of snow (less than one inch) inhibits
the ability of the track-mounted transponders to relay
information to passing trains. This was seen on December 2 and 11 when about an inch of snowfall snarled the
line. On December 11, eight trains became
”delocalized,” meaning that the CBTC system had lost
track of them when the trains could not receive data
from the snow-covered transponders. As a precaution,
all trains on the line were ordered to slow to a maximum
of 25 mph, half the normal maximum speed.
NYCT president Andy Byford has notified Thales, the
contractor that designed the CBTC on this line, that a
solution must be found by Saturday, December 14,
2019. Failure to do so could result in Thales being excluded from future CBTC contracts with NYCT. It appears that there may be a solution to this issue in the
form of a rounded top plastic cover over the vulnerable
(Continued on page 14)
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ALL R-179 CARS REMOVED FROM SERVICE
(From The New York Times, January 8, 2020)
An entire fleet of New York City’s newest
subway cars was abruptly pulled out of service on Wednesday after two recent episodes raised concerns that doors could open
while trains were moving, according to people involved in the transit system who were
told about the defects.
The Metropolitan Transportation Authority,
which runs the subway, did not provide details about the episodes that led it to sideline
the 298 cars, but officials said that no riders
had been injured.
Authority officials also declined to comment
on whether the problems would have allowed
doors to open while trains were in motion
until an investigation is complete.
The removal of the cars, which were being
used on trains on the A, C, J, and Z
lines, is a significant setback in the authority’s effort to modernize the subway system’s
antiquated infrastructure. It is also the largest
such equipment removal in recent years.
The new cars were supposed to replace
others that date to President Lyndon B. Johnson’s administration and are some of the oldest train cars in operation in the world.
The new cars, known as R-179s, were
bought as part of a problem-plagued, $600
million contract between the authority and
the Canadian manufacturing giant Bombardier that has raised questions about the
MTA’s oversight of its vendors.
Troubling signs emerged when the cars first
started to roll after multiple delays.
Transit workers complained that the R179’s speedometer was hard to see, that the
master controller used to drive the train was
uncomfortable and that the space between
cars was too narrow for some workers to maneuver in.
A more pressing concern for riders was that
1

the new cars broke down more often than
some older ones that had been in service
since the 1980s, according to authority data.
“As documented, the MTA has identified
repeated issues with Bombardier’s performance and finds this latest development unacceptable,” Andy Byford, the President of
the New York City Transit Authority, said in a
statement on Wednesday. “We intend to hold
the company fully accountable.”
The authority has hired an outside firm to
inspect the faulty cars and has replaced
them for now with others in its roughly 6,700car fleet. The move has resulted in trains
running less frequently on the J and Z
lines, officials said. It was unclear how long
the inspections would take.
“There is nothing more terrifying than the
idea of a door flying open when you’re leaning against it,” said Nick Sifuentes, the Executive Director of Tri-State Transportation
Campaign, an advocacy group. “But from a
safety perspective, it’s good that this is being
flagged now and can be rectified immediately.”
A Bombardier spokeswoman said on
Wednesday that the company’s own investigation of the cars, which prompted the authority’s action, showed that the doors had
not been properly calibrated by a supplier,
Nanjing Kangni Mechanical & Electrical of
China.
She declined to elaborate.
“We are now inspecting all of the R-179
cars and, where necessary, making adjustments to ensure the safe and reliable performance of the doors for the entire fleet,” she
said.
Modernizing the subway-car fleet has been
a priority since the system fell into crisis in
(Continued on page 2)
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cost.
The Authority has started to increase pressure on contractors like Bombardier that fail to comply with contract
terms, including adopting rules that would disqualify
them from doing business with the agency for five years
under certain conditions.
Transit advocates have welcomed the MTA’s push to
hold contractors more accountable, but many say that
those regulations are too harsh.
By automatically disqualifying a contractor, even when
a project is delayed or goes over budget for reasons
beyond the contractor’s control, the policy could make
some companies reluctant to work with the Authority.
That could create hurdles for the MTA’s effort to transform the subway because there is a relatively small pool
of companies that can meet the vast system’s needs.
It is “a blunt and ineffective tool to hold contractors
accountable because it discourages them from bidding
on projects in the first place,” said Rachael Fauss, a
senior research analyst at Reinvent Albany, a watchdog
group. “As the MTA seeks to lower its costs, it needs to
revise its regulations to create a fair debarment process
that does not limit competition.”

(Continued from page 1)

2017 and Governor Andrew M. Cuomo, who controls
the authority, declared a state of emergency.
The MTA’s contract with Bombardier has been troubled with delays and design flaws since the first R-179s
were delivered in 2016. Several cars were pulled from
service last January because of software defects.
The extent of the problems was outlined in an audit by
Scott M. Stringer, the City Comptroller, in December.
The audit faulted Bombardier for performance issues
and found that the Authority had not sufficiently held the
company accountable.
The audit determined that missed deadlines combined
with problems in the car’s design had delayed the contract’s completion by three years, costing the Authority
$35 million to keep old cars in service.
“Bombardier sold us lemons,” Mr. Stringer said in a
statement on Wednesday. “Straphangers need the MTA
to manage these contracts from the beginning.”
Because of the delays in delivering the cars, Bombardier agreed to give the Authority 18 extra cars at no

Karsten Moran photograph for The New York Times.
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THE GENESIS OF “DASHING DAN,” PART SIX—
ROUNDING OUT THE ‘TEENS ON THE LIRR
by George Chiasson
(Continued from December, 2019 issue)

EVENTS ON THE MONTAUK DIVISION
One lingering issue after the completion of Jamaica
Station was the elimination of several related grade
crossings. This was of particular concern on the
“Lower” (Queens) side of the Montauk Division main
line, where no less than six overpasses remained under
construction after the new station opened. Finally, work
concluded at Division (84th) and Central (85th) Avenues; Park Street (Hillside Avenue); a span doubling
across Lefferts (Boulevard) and Jamaica Avenues; and
Stewart (89th) Avenue by the Autumn of 1913, each
constructed of steel and almost rapid transit-like in nature. In fact, the accompanying variance in elevation at
the Stewart Avenue overpass had also forced closure of
the flag stop called “Shops” (as in Morris Park) during
May of that year, while new overpasses at Park Street
and Jamaica Avenue finally eliminated two longstanding BRT trolley crossings. A short steel viaduct
was also provided to raise the existing (1868) Richmond
Hill station above street level between Park Street and
Jamaica Avenue, and the Montauk Division main line
was placed on an elevated fill from Park Street to Division Avenue where it entered Forest Park. Meanwhile,
some 15 grade crossings remained in place west of the
improvement area associated with the Jamaica Station
project as far as Long Island City, including four more
intersecting trolley lines (Greenpoint Avenue, Flushing
Avenue, Fresh Pond Road, and Metropolitan Avenue).
Two other early grade crossings had previously been
eliminated in favor of (railroad) bridges at Collins Avenue (now 60th Street) and Grand Avenue in Maspeth,
probably as part of double-tracking the former Southern
RR of LI for the New York, Woodhaven & Rockaway
start-up in 1880. As of September, 1913, when the Jamaica elevations were considered to be “complete,”
stops on the Queens side of the Montauk Division main
line (east of the Long Island City terminal) consisted of
Penny Bridge, Haberman, Maspeth, Bushwick Junction
(Fresh Pond), Ridgewood, Glendale, and Richmond
Hill.
In a similar vein to the Atlantic Division, another
course of change that affected the Montauk Division
main line in Queens during this era was more to accommodate the New York Connecting Railroad, though it did
also benefit the LIRR. To grant the new railroad a
smooth and relatively level approach to the Hell Gate
Bridge through the swamps and highlands of what in
time became Middle Village, it was graded above the
pre-existing network of streets and three intersecting
Long Island Rail Road lines. These included the Montauk Division (ex-Southern, 1868), the Main Line (exNew York & Jamaica, 1861) and the North Side Division
(ex-New York & Flushing, 1854). With the Montauk Divi-

sion then still at grade where its intersection with the
New York Connecting Railroad was anticipated, the opportunity arose to unite improvements for both the new
and existing railway lines, as well as open a number of
new thoroughfares in the “raw” (undeveloped) lands
which then surrounded their rights-of-way. As things
evolved, the Montauk Division was undercut to a new
nominal grade all the way from Bushwick Junction to
68th Street (near the Ridgewood station), while 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 it
entered a tunnel underneath the Lutheran Cemetery at
Metropolitan Avenue. Between 1915 and 1918 a whole
new series of Montauk Division underpasses resulted
that were built to accommodate the expanded street
grid including Andrews Avenue (new), Collins Avenue
(later 60th Street, which had been an overpass), a duplex bridge at 60th Lane & Eliot Avenue (both new
roads), and another joint span to consolidate and eliminate the existing (and very busy) grade crossings at
Fresh Pond Road and Metropolitan Avenue, which included BRT trolley lines on each.
This also opened sufficient space for creation of the
massive Fresh Pond Yard, right in the middle of a settled, dense urban neighborhood, which was to be a vital
cog in operations of the New York Connecting Railroad
as it was the main point of traffic interchange between
the New Haven and Long Island railroads. Finally, to
avoid a messy grade-level encounter with the BRT’s
“Lutheran Line” (originally the Lutheran Rail Road short
line of 1881, it was integrated with the Myrtle Avenue “L”
in 1906 and lives on as the M train of MTA New York
City Transit in 2020), the Pennsylvania Railroad ultimately bore the cost during the summer of 1916 of elevating and relocating its Metropolitan Avenue terminus
about 50 feet eastward in deference to the New York
Connecting Railroad’s projected alignment. The PRR
also placed the new railroad itself on a somewhat elaborate steel truss bridge across the Montauk Division
(NYCRR span #35) while a revised track connection at
Fresh Pond Junction (later identified as a part of “FN”
Interlocking) wound around the new bridge’s southerly
base at the original (now slightly depressed) grade level. Sometime during the reconstruction process in 1915,
access to the passenger station at Bushwick Junction,
which was restored to its original “Fresh Pond” name by
1919, was modified to conform with the Montauk Division’s new “cut” (more of an external depression), being
attained by stairways and an overhead connecting
bridge off the Metropolitan Avenue side of the large duplex overpass, which was also designed to convey the
(Continued on page 4)
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house and connecting underpass, but as revealed
through the one rare photo of it that survives in 2020,
surrounding initial development was rather sparse. In
contrast the other new local station, called “High Bridge”
to differentiate it from the nearby Richmond Hill stop on
the Montauk Division, was added on June 28, 1916
where the Main Line crossed over Jamaica Avenue.
This well-established neighborhood locale was on the 4track section completed in September, 1910 between
the LIRR’s existing stops at Kew Gardens and Jamaica.
Its unremarkable and unfamiliar name was altered to
“Westbridge” in September, but its bigger identity crisis
as a viable transportation alternative was apparently
much harder to overcome, as in the long term neither of
these locations was able to generate enough passenger
traffic so as to become indispensable. Their relatively
anemic use evidently did not improve much even after
residential growth continued to materialize and commuting patterns emerged across Queens through the
1920s. Perhaps this was due to poor scheduling (Grand
Avenue was served by both Main Line and Rockaway
Beach Locals; the stop at Westbridge by Rockaway
Loop Locals and Main Line trains to Long Beach and
Hempstead). Maybe it occurred due to a lack of coordinated interchange with intersecting BRT trolley lines,
specifically the hectic Flushing-Ridgewood and Jamaica
routes, which respectively passed overhead at Grand
Avenue and underneath on Jamaica Avenue. Whatever
the case it may have been more symptomatic of
Queens’ oft-awkward position as a point of convergence
between its network of dependably thrifty, locally focused transit lines and its increasingly sophisticated,
commuter-oriented, and comparatively costly railway
system.

(Continued from page 3)

Metropolitan Avenue and Flushing-Ridgewood trolley
lines of the BRT over the Montauk Division.
EVENTS ON THE LIRR MAIN LINE
Aside from a long and obvious string of changes made
to the Main Line in accordance with the new Jamaica
Station, the second biggest transformation of the LIRR
in the years surrounding World War I was a continued
acclimation to Queens as it evolved into the nowfamiliar and spectacularly-diverse “Borough of Homes.”
First to materialize, due to the long-delayed addition of
the New York Connecting Railroad, was the final widening and replacement of the original right-of-way (as partially upgraded in 1907) from Remsen Lane (63rd
Drive), which encompassed the extension of all 6 tracks
originating at White Pot Junction as far west as Winfield
Junction, including a new overpass constructed at Maurice (51st) Avenue. Work was started on this particular
undertaking in March of 1912 and it was opened about
a year later, by June of 1913, thus completing the 4(and presentably) 6-Track Main Line overall but for the
portion to be later replaced by the “Woodside-Winfield
cut-off.” In light of the area’s emerging metropolitanization, two new local stations complete with high wooden
platforms, passenger shelters, and electric lights were
added in a somewhat speculative slant (albeit by
“popular demand”). One called “Grand Avenue” was
opened on July 1, 1913, actually being situated just
west of its namesake street between Calamus and
Kneeland Avenues in Elmhurst (on the railroad between
Woodside and Forest Hills). This was within the brand
new 6-track section built to accommodate the Glendale
cut-off with track-level access gained through a head

(Continued on page 5)
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line that is newly outfitted with modern computer-based
signaling systems – a major component of the current
and next MTA Capital Plan.
For the first time since 2013, on-time performance
(OTP) has registered above 80 percent for the sixth
straight month. November’s weekday OTP was 81.8
percent, a 17 percent improvement from a year ago
when it was 69.9 percent.
Weekday Major Incidents decreased 49.3 percent
from November, 2018, dropping from 67 to 34 in November, 2019. Furthermore, weekday train delays decreased 42.5 percent from past November, from 51,964
to 29,863.
Positive numbers were also realized in NYCT’s other
customer-focused metrics, including Service Delivered,
Additional Platform Time, Additional Train Time, and
Customer Journey Time Performance, as all metrics
were better than one year ago and better than their average performance over the past 12 months. Highlights
for November included:
● Additional Platform Time, which measures the average added time customers wait for trains compared
to the schedule: Time savings of 8 seconds, or a

(Continued from page 20)

November, 2019 month than in November, 2018. At the
end of 2018, the 7 line was upgraded to modern Communication-Based Train Control signaling.
This systemwide analysis of running times was performed for the first time during the past year using new
technology that enables officials to better track the locations of trains on the lettered lines, and the analysis of
new data by NYCT personnel. Subdivision “A” trains
have long been able to be tracked using a computerized train location system. Subdivision “B”, largely built
by different builders up to a century or more ago, has
long had far less data due to the lack of automatic, computerized recording of exact train locations at all times.
Over the past two years, NYCT has been working to
acquire better data about the movements of Subdivision
“B” trains using various innovations, including wireless
sensors and transmitters on tracks and trains. The technology is undergoing an ongoing refinement process for
greater and greater accuracy. Even more precise information about train movements is expected with each

(Continued on page 9)
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LONG ISLAND RAIL ROAD’S QUEENS TOWER CLOSES
By Jeff Erlitz
(Photographs by the author)

As of 12:01 AM on Saturday, January 11, 2020, the
Long Island Rail Road’s Queens Tower, located just
east of the Queens Village station, was no longer
staffed. Its controls and indications were transferred to
the Dispatcher’s office in Jamaica, known as Jamaica
Central Control. Queens had also controlled the entire
Hempstead branch since November 21, 1993.
Built during the Main Line grade crossing elimination
and four-tracking project from Hollis to Queens Village,
it was put into service around March of 1924.
Originally named QU for its telegraph call letters, the
tower had a 15-lever Union Switch & Signal Company
Model 14 interlocking machine. Four levers controlled
four upper-quadrant semaphore home signals mounted
up on two signal bridges and six color-light dwarf signals. Six levers controlled ten electro-pneumatic switch
machines and there were five spare levers. In those
days, most of the train movements were for Queens
Village local electric trains that relayed into and out of
the Belmont Park spur. QU Tower was renamed
Queens on April 23, 1937.
On October 17, 1957 the interlocking machine was
increased from 15 to 35 levers. Whether this was done
by installing a whole new machine or adding levers to
the existing machine is not known for certain. This was
done for a few reasons. On that date, a “controlled
manual block” signal system was installed on the middle
tracks, 1 and 2, between Queens Tower and Park Tower, two stations to the east in Floral Park. With this in
place, trains could be run east on the westbound express track or west on the eastbound express track. In
addition, three new single crossovers were added to the
interlocking, increasing flexibility.
Two months later, on December 19, 1957, the tower
two stations to the west at Hollis closed. This tower controlled the crossovers that provided a route from any of
the four Main Line tracks into Holban Yard, mostly used
by freight trains. Hollis controlled five single crossovers
and a single switch for the lead track into Holban Yard.
When it closed, all of the then-extant switches were removed and one new switch, at the east end of the Holban Yard lead track, well east of the Hollis station, was
installed, connecting the yard lead with eastbound local
Track 4. This one switch, the three home signals protecting it, and two additional signals governing moves
on the Holban Yard Lead track, were added to Queens
Tower’s control. In addition, one traffic lever was added
so that freights bound for Holban Yard from the east
could operate west on eastbound local Track 4. Lastly,

one lever was added for two electrically-locked handoperated switches on eastbound Track 4 at the Queens
Village team yard, just west of the station, and the Anchor Fuel siding in Bellaire. These two freight sidings
had trailing-point switches for the usual eastbound
trains on that track but with westbound trains now able
to operate on it, the electric locks added further signal
protection.
On December 12-15, 1960, Park Tower in Floral Park
closed in conjunction with the grade crossing elimination project in that village. This was the junction of the
Main Line and Hempstead Branch. A new set of crossover switches were built west of the Bellerose station to
essentially replace the interlocking that had been east
of the Floral Park station for that junction. Eight levers
were added to Queens Tower’s Model 14 machine to
handle the extra signals and switches.
On November 5, 1976, all those crossover switches
west of Bellerose, which were only 16 years old, were
reconfigured and replaced with a set of equilateral, relatively high-speed crossovers. These new crossovers
enabled trains to operate at 60 miles per hour through
the interlocking. For whatever reason, rather than reassign existing levers to control the new switches, an allrelay push-button control panel made by Quindar Electronics Incorporated was placed into service. This control panel was built with the provision to take over all of
Queens Tower’s functions, but I do not believe this ever
happened.
On November 21, 1993, Garden Tower (actually a
cabin rather than a full-sized tower) closed and its controls and indications were transferred to Queens. Garden controlled the end of double track on the Hempstead Branch east of the Garden City station. With that,
all of the wayside automatic block signals on the Hempstead Branch between Floral Park and Garden City
were removed from service with trains able to operate in
either direction on either track. I do not know what type
of control panel was installed in Queens Tower for this
function.
Sometime around 2008, the venerable US&S Model
14 interlocking machine and the Quindar control panel
were removed from service and replaced with computer
consoles using Alstom’s PTM Office Control System.
Queens and the Hempstead Branch are now controlled
from the Jamaica Central Control office using Railware,
Incorporated’s Dispatch X office control system.

(Continued on page 9)

8

ERA BULLETIN — FEBRUARY, 2020
Long Island Rail Road’s Queens Tower Closes
(Continued from page 8)

At 1:05 PM on January 9, 2020, the second-to-last day of “staffed”
operation, M-7 7683 (Bombardier Transportation, 6/2006) is seen
leading Huntington to Penn Station Train #1641 past the 96-year-old
Queens Tower.

US&S 43-lever Model 14 interlocking machine in Queens Tower,
March 1, 1978.

Indication panel (model board) of the Model 14 machine, March 1,
1978.

Quindar Electronics, Incorporated all-relay push-button control panel installed for the new “Bellerose” interlocking, March 1, 1978.
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platform-based mobile vacs and vacuum trains that
move around the system picking up trash. Year to date,
track debris fires are down from 321 to 238, and they
are down for the previous 12 months, from 377 to 258.
There are signs that the recent trend in improving performance is attracting customers back to the subway
system, according to the MTA. October, 2019, the most
recent month with confirmed data, had six days with
more than 6,000,000 customers on the subway, the first
time that has happened since December, 2016. October
was the fifth consecutive month of year-over-year weekday ridership increases, which also occurred in eight of
the past 10 months. October was also the third consecutive month of year-over-year weekend ridership increases, which also occurred in five of the past six
months.

(Continued from page 4)

10.3 percent drop from last year
Additional Train Time, which measures the average
added time customers spend on a train compared
to the schedule: Time savings of 21 seconds, or a
drop of 27.3 percent from last year
● Customer Journey Time: More than 83 percent of
customers completed their journeys within five
minutes of the scheduled time, compared to 79.2
percent last year.
A contributing factor to the reduction in delays has
been the significant progress made in reducing track
debris fires, which are significantly down since NYCT
started attacking this problem with new equipment in
2017. This has included clearing debris by using new
●

(Continued on page 14)
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by Ronald Yee and Alexander Ivanoff

The MTA issued a Request for Proposals (RFP) to
build the necessary infrastructure to permit internet connectivity in the BMT Canarsie Line’s 14th Street Tube
under the East River, between 1 Av in Manhattan and
Bedford Av in Brooklyn. The RFP was issued with a
closing date of January 13, 2020 to enable the awardee
to perform the installation work in conjunction with the
14th Street Tube rehabilitation project, minimizing service impacts on the riders. Transit Wireless already provides broadband internet connectivity and wireless service at all underground subway stations. A consortium of
AT&T, Sprint, T-Mobile, and Verizon provides broadband
connectivity for Metro-North Railroad in Grand Central
Terminal and the entire length of the Park Avenue Tunnel. Boingo will provide the broadband connectivity in
the Long Island Rail Road tunnels under Atlantic Avenue in Brooklyn and Queens and will also provide this
for the tunnels from Sunnyside, Queens to the new
LIRR terminal deep under Grand Central Terminal.
When last checked, only Verizon and Sprint customers
had wireless service in the Amtrak/LIRR East River tunnels from Sunnyside to Penn Station. (MTA, December
27, 2019)

the necessary parts are no longer in production.”
These engines use SCR (Selective Catalytic Reduction) and DPF (Diesel Particulate Filter) technology to
achieve EPA Tier 4 compliance.
The retrofit includes upgraded railcar HVAC systems,
installation of auxiliary power to reduce downtime, upgraded control and diagnostic features, and enhancement of the fire suppression system. NJ Transit said
these upgrades “will expand the useful life of existing
RiverLINE vehicles to 30 years.”
Total project cost, from design to installation to revenue service, is approximately $700,000. NJ Transit is
targeting a Spring, 2022 completion, and added that
“there will be no impact to service as the engines are
installed on the fleet.”
“NJ Transit service gets people out of cars and is one
the best ways to limit state-wide greenhouse gas emissions,” said NJ Transit President and CEO Kevin Corbett. “At the same time, these engines will help us reduce our carbon footprint and operating costs through
better fuel efficiency.” (Railway Age, January 14, 2020)

The LIRR postponed a plan to eliminate the sale of
cash fare sales on board its trains until 2021, when new
forms of payment will become available. In preparation
for the OMNY fare payment system becoming the primary means to pay fares, the elimination of cash fare
ticket sales by train crews was intended to simplify the
system and make the fare collection process more secure. However, for those riders who do not possess or
have access to credit and/or debit cards to pay their
fares aboard or prior to boarding the train, paying with Railway Age photograph
cash is their only option. (NBC-4 News, December 17,
2019)
During May, 2020, the MBTA will close its antiquated
New Jersey Transit is upgrading its RiverLINE DLRVs Green Line terminus at Lechmere to prepare for the
(diesel light rail vehicles) with power plants from Cum- shift in tracks to connect with the new $2.3 billion extenmins that adhere to current U.S. EPA (Environmental sion to Somerville and Medford. All Green Line trains
Protection Agency) Tier 4 emissions standards for non- will terminate at North Station until this portion of the
road engines. The River LINE fleet consists of 20 Swiss project is completed in April, 2021. Shuttle buses will
-built Stadler Rail GTW (Gelenktriebwagen, or operate between Lechmere and North Station. The new
“articulated railcar”) 2/6 DMUs (diesel multiple-units). Lechmere station will be on an elevated structure
The replacement engines are expected to reduce ox- across the road from the current terminus, with stairs
ides of nitrogen (NOx) emissions by at least 57%, lower and elevators leading to a waiting area. Concrete colparticulate matter (PM) by 90%, and result in fuel sav- umns for the new station have already been erected.
ings of 10% to 15%.
(Boston Globe, December 24, 2019)
The Cummins QSX15 (Tier 4/Final Stage IV), 675Following “critical feedback from riders, advocates and
hp/2,050-foot-pound-torque engines will replace the cur- policymakers,” the Massachusetts Bay Transportation
rent 15-year-old Tier 1 engines that, “in addition to being Authority has announced a revised Fare Transformation
less efficient than their replacements, have reached the program which it said would combine “meaningful imend of their useful life,” NJ Transit said. “Maintenance
(Continued on page 11)
costs and shop time continues to increase as many of
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provements” to existing payment systems with a phased
approach to the deployment of a new system “that better represents the needs of MBTA customers.”
Under the plan approved in December, the Authority
will “reset” a fare collection PPP (public-private partnership) contract with Cubic Transportation Systems which
had been announced in 2017. Completion of the roll-out
is now planned for 2024 rather than 2022, providing
more confidence in the delivery schedule, and the capital costs will be approximately $159 million more than
the $192 million originally envisaged.
The MBTA, rather than the contractor, will now be responsible for the placement of vending machines, and
to address the needs of low-income and infrequent riders, it will focus on sites which widen access rather than
have highest demand.
The overall program aims to provide vending machines that dispense CharlieCard smart cards, offer alldoor boarding on buses and surface stops along the
Green Line, and integrate the entire commuter rail network into the CharlieCard system.
To facilitate the revised plan, the MBTA has awarded
Scheidt & Bachmann a $49 million contract for the upgrading and life-extension of the fare collection systems
it supplied when the CharlieCard was introduced in
2006. This will include new vending machines, software
and hardware upgrades, additional retail sales terminals, and new handheld readers. It also establishes a
process for developing interoperability between Scheidt
& Bachmann and Cubic devices. (Railway Gazette International, January 16, 2020)
More than one million riders have traveled on the
Hartford Line since the commuter rail service opened in
June, 2018, Governor Ned Lamont announced January
16.
Ridership on the commuter line between New Haven,
Hartford, and Springfield has grown at a rate of 25 percent year-over-year, according to a press release from
Lamont’s office on January 16. The one millionth ride
occurred in late November. The Hartford Line is expected to exceed 750,000 passenger trips during its
second year, far more than the 666,960 originally forecast.
“Central and northern Connecticut should have had a
commuter rail line for decades – quite frankly it’s
astounding that it wasn’t until a year and a half ago that
the region finally got one, and these numbers show that
people want more options to travel by rail,” Lamont said
in a statement.
The busiest month for the commuter line was last November, when 70,551 riders used the service, followed
by 64,596 riders in December. Overall, the line has
seen 1,075,559 passenger rides in the past nineteen
months.
Lamont has proposed to expand the Hartford Line under his CT2030 plan, including adding a second line of
11

rail tracks north of Hartford to increase service frequency in the area, adding new stations in Enfield and Windsor Locks -- which would have a connection to Bradley
International Airport -- and installing digital displays at
each station to provide train time information.
“This new service is a huge win for the state,” said
Connecticut Department of Transportation (CDOT)
Commissioner Joseph Giulietti. "The Hartford Line helps
both the Connecticut economy by creating jobs and
spurring transit-oriented development, while at the
same time reducing greenhouse gas emissions and
traffic congestion on our highways.” (Hartford Courant,
via Mass Transit, January 17, 2020)
Miami-Dade has been presented with two choices for
a transit line linking Miami with Miami Beach. A threeyear study, “SMART Plan Review,” was conducted by
Parsons. It did not identify a clear winner between an
extension of the current MetroMover automated people
mover and a totally new monorail line linking downtown
Miami with South Beach as its future “Baylink” transit
route. The study concludes that an extension of the
fare-free MetroMover could attract up to 12,000 riders
per day. Charging a fare could reduce the ridership to
9,200, the same as what a monorail with a fare could be
expected to carry. Both MertroMover and monorail are
expected to cost $630-680 million to construct with the
monorail costing $7.2 million per year to operate vs $10
million for an extended MetroMover.
There are concerns on how a new line would physically connect to the existing MetroMover trackways in the
Government Center rail transit complex. The Parsons
study recommends that if the people mover option is
selected, the new line would connect to MetroMover at
the existing Museum Park station or a new station constructed on the former Miami Herald property that
Genting, a Malaysian gambling corporation, purchased
for $236 million in 2011. The proposed MetroMover line
would have two stations in Miami Beach, one at Lenox
Avenue and Fifth Street, and the other at Fifth and
Washington Avenues. A further extension of MetroMover two miles north to Miami Beach’s Design District, with
trolley and bus routes linking the line to the convention
center, is also among the Parsons recommendations.
The Parsons study recommended against a light rail
option operating in the median, or alongside, the MacArthur Causeway, concluding that it would cost more
than either the people mover or the monorail. Genting
plans to build a casino and resort on the Miami Beach
waterfront. They proposed the monorail option as the
Parson study was already underway. Bids are due on
March 17, in a contest held by Genting and partners for
a confidential proposal to use about $240 million in tax
dollars to build a for-profit monorail running between
South Beach and its parcel of land on the Miami waterfront. Genting would contribute $150 million toward the
overall cost of the project and Miami-Dade would pay
the monorail group operator a yet-to-be determined annual fee to operate the system. An extension of that
(Continued on page 12)
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monorail from Miami Beach to downtown Miami could
be a boon to their casino-resort, hence the added option
pushed onto SMART Plan Review. (Editor’s Note by Ron
Yee: This resembles an episode from the popular cartoon
“The Simpsons,” where their city was sold a monorail by a
crafty consultant-scam artist. Miami-Dade needs to exercise
extreme caution in the eventual selection of a mode of transit
for the BayLink transit route.) (Miami Herald, December
24, 2019)
The St. Louis Metro is changing the paint scheme on
its LRVs and buses. Three MetroLink LRVs featuring
the new colors entered service in December, 2019.
MetroBus also placed into service 26 new 30-foot Gillig Railway Gazette International photograph
buses that sport the new color scheme. The original
red, white, and blue paint scheme will remain on the
The award of a $798 million contract for Hitachi Rail
current car fleet for the immediate future as the new STS USA (formerly Ansaldo STS USA, originally Union
colors will be only be applied to new LRVs and buses Switch & Signal Company) to roll out Communicationthat replace the oldest vehicles of the existing car fleet. Based Train Control on the San Francisco Bay Area’s
This new look is also being applied to maps, schedules, BART metro network was approved by the operator’s
and bus stop signs. (Mass Transit Magazine, Decem- Board on January 9, along with projects to improve pasber 17, 2019)
senger connectivity and deploy security staff.
Replacing the existing fixed block signaling over the
California commuter operator Metrolink has held a next 11 years is expected to significantly increase caceremony to mark the $32 million rebuilding of the Van pacity.
“This will be a pivotal project in BART’s history,” said
Nuys station in Los Angeles under a two-year project
which is nearing completion.
General Manager Bob Powers. “We will now be able to
The station is on Metrolink’s Ventura Line, a Union eliminate aged and obsolete equipment. Modernizing
Pacific route which is also served by Amtrak passenger our train control system will help us to support future
services. During the rebuilding trains called at a tempo- ridership in the busiest sections.”
CBTC is one of the “big four” elements of the $3.5 bilrary platform.
The station has been rebuilt from a side platform to an lion Transbay Corridor Core Capacity Project, which
also includes 306 more Fleet of the Future cars, a
island configuration with longer platforms.
“The newly reconstructed Van Nuys station allows maintenance facility, and new substations.
Funding is coming from a variety of local, state, and
both tracks to be used simultaneously, increasing capacity, and provides safe access to the platform from a federal sources, including bonds approved by voters in
newly built pedestrian underpass, keeping trains and 2016 and the Federal Transit Administration’s capital
passengers separated,” explained Metrolink Board investment grant program.
The work will boost overall capacity by 45%, said Carl
Chair Brian Humphrey on January 16.
The State of California provided a grant of $31.1 mil- Holmes, BART’s Assistant General Manager for Planlion and the Los Angeles County Metropolitan Transpor- ning, Development & Construction. “This is critical because our trains are already crowded, and we anticipate
tation Authority $1 million.
The styling of the station is inspired by a General Mo- the average number of riders who travel transbay per
tors car factory which once operated nearby, including hour during the commute will jump to 30,000 by 2030.”
In addition to the main contract, Hitachi Rail has been
the “Chevelle Green” color scheme.
“It’s appropriate to look back to the industries that awarded contracts worth $82 million to supply CBTC for
helped the Valley grow and prosper in the past,” said the Silicon Valley Extension, funded by Santa Clara ValLos Angeles City Councilmember and Metrolink Board ley Transportation Authority.
BART is to work with wireless infrastructure firm Mobilmember Paul Krekorian. “Looking forward, our future is
linked to Metrolink service and the light rail line that is itie to improve mobile phone connectivity and provide
planned to connect here. This modernized station repre- seamless wi-fi at stations within four years and on the
sents an alternative to driving to help reduce traffic con- Fleet of the Future trains within five years. This will also
gestion and air pollution.” (Railway Gazette Interna- pave the way for mobile ticketing and personalized information services. Bluetooth technology will support
tional, January 17, 2020)
indoor navigation at stations.
(Continued on page 13)
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Through a multi-agency project, connectivity will also
be provided in the Muni light rail network’s Sunset, Twin
Peaks, and Central Tunnels within two years, and fiber
optic cable will be installed on BART and SFMTA rightsof-way to generate additional revenue.
“This digital railway project opens up the potential for
BART to offer world-class digital communication to our
riders and to modernize our business practices,” said
BART’s Chief Information Officer Ravi Misra.
The pilot six-month ambassador program to start in
February will increase the presence of uniformed personnel on trains to address passenger concerns about
safety and security. The ten ambassadors will be re- Metro Report International photograph
cruited from the BART Police Department’s Community
Service Officers, who will receive additional de- Darmstadt, Germany
escalation and anti-bias training. (Metro Report International, January 10, 2020)

Metro Report International photograph

Metro Report International photograph

Bombardier Transportation is to continue to maintain
the London Overground Class 710 Aventra electric multiple-unit fleet until July, 2035, under an agreement with
Transport for London which has moved the break point
in the manufacturer’s servicing contract from July, 2025
to July, 2035.
Bombardier said the change agreed in December,
2019 is worth approximately £185 million.
Maintenance of the fleet of 54 Aventra EMUs will continue to take place at Bombardier’s Willesden Depot in
North London.
After delays to delivery, the first Class 710s entered
passenger service in May, 2019. The units are now in
daily service on the Gospel Oak-Barking and WatfordLondon Euston routes, with operation on West Anglia
inner-suburban routes from London Liverpool Street
expected to follow soon. (Rail Business UK, January
17, 2020)

Stadler has won the first order for its next generation
of trams, with a €62 million deal to supply 14 vehicles to
Darmstadt operator HEAG Mobilo.
The trams will feature a driver assistance system with
traffic sign recognition, a new design of trucks to optimize the use of space and improve maintainability, and
an air conditioning system which will use CO2 as the
refrigerant to offer better environmental performance
than conventional refrigerants.
The low-floor vehicles will provide unrestricted access
to all seats from every door, with the large windows giving passengers clear views and, together with the high
ceilings, a feeling of spaciousness.
Designated Type ST15, the five-section unidirectional
trams for Darmstadt will be 43 meters long with 103
seats and a total capacity of 284 passengers. Entry into
service is planned from mid-2022 to October, 2024; ten
trams will replace a similar number of 30-year-old ST12
high-floor vehicles, and the other four will expand the
fleet. The contract includes options for up to 30 more
vehicles.
“It makes us proud to have placed our new and highly
innovative tram model in Darmstadt within such a short
time,” said Christoph Klaes, Stadler’s Head of LRV
Sales, when the order was announced on January 6.
Stadler will present details of its new tram concept at
(Continued on page 14)
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the InnoTrans 2020 trade fair in Berlin during September. Unfortunately, and for the first time, InnoTrans will
no longer be open to the general public. (Metro Report
International, January 6, 2020)
Chemin de Fer Nyon-Saint-Cergue-Morez (NStCM)
has awarded Stadler a contract to supply six two-car
electric multiple-units. Deliveries are scheduled between late 2021 and early 2022.
The 1,500v DC EMUs will be similar to four Abe4/8
units which Stadler supplied to the 27-kilometer-long
meter-gauge line in 2015.
They will have 91 seats including nine in first class, air
conditioning and a passenger information system, and
will meet the requirements of current Swiss accessibility
legislation. (Railway Gazette International, January
10, 2020)

da Transportation to supply 37 RegioPanter low-floor
160 km/h electric multiple-units between Spring, 2021
and the end of 2022.
Škoda Transportation was the only bidder to remain in
the tendering process after a lower-priced bid from
Stadler was excluded.
The KC6.65 billion contract signed on December 20,
2019 covers the supply and 30 years of maintenance of
31 four-car units with 333 seats and six two-car units
with 146 seats. The EU’s Cohesion Fund is meeting
85% of the cost, with the remainder coming from EIB
loans.
The EMUs will be used on Brno suburban routes S2
(Křenovice-Brno-Blansko-Březová nad Svitavou) and
S3
(Níhov-Tišnov-Brno-Vranovice/ŽidlochoviceBřeclav). The region is to call tenders this year for a
contract to operate the PSO-supported services once
the current 10-year deal with national incumbent ČD
(Czech National Railways) ends on January 1, 2023.
It is anticipated that the major domestic players including ČD, RegioJet, LEO Express, Arriva, and GWTR will
participate in the tender. (Railway Gazette International, January 16, 2020)
On Saturday evening, December 21, 2019, Israeli
Railways, Limited operated the inaugural run of its Tel
Aviv-Jerusalem high-speed express line with a VIP-only
train that departed Jerusalem’s Yitzak Navon station at
9:56 PM and arrived 34 minutes later in Tel Aviv’s Hagana station at 10:30 PM. Regular passenger services
commenced the next day with two trains per hour with
an intermediate stop at Tel Aviv’s Ben Gurion Airport.
The 57-kilometer (35.4-mile) route is served by multilevel push-pull trains powered by electric locomotives at
a maximum speed of 160 kph (100 mph). It has taken
18 years from the start of construction to the line’s
opening. A planned route that bypasses the airport
could reduce travel times between the two cities to a
mere 30 minutes. (Israeli Railways, Time Out Magazine, December 17, 2019)

Railway Gazette International photograph

Jihomoravský has become the first regional authority
to order its own rolling stock, placing a contract for ŠkoAround New York’s Transit System
(Continued from page 9)

In terms of customer satisfaction, NYCT’s Customers
Count survey saw a 13.1 percentage point improvement
in satisfaction for the third quarter of 2019 compared to
the same period last year, with the greatest improvements in waiting time, travel time, and unexpected delays.
ABOUT THE SUBWAY ACTION PLAN
The Subway Action Plan launched at the direction of
New York Governor Andrew Cuomo in July, 2017, and
was funded by the Governor, the Legislature, and the
city. With the goal of stabilizing and improving the 115year-old subway system, the plan’s extraordinary
measures have been critical to recent performance improvements. Since the Subway Action Plan launched,
14

MTA workers and contractors have:
● Cleared more than 80,000 street grates to prevent
ingress of litter and leaves that build up on the
tracks, causing fires and clogging drains
● Sealed more than 7,900 leaks to prevent water ingress that causes power and signal problems, deterioration of track and other equipment resulting in
unplanned service changes, delays, and track fires
● Installed 54 miles of Continuous Welded Rail across
the system, replacing jointed rail, which is more
prone to rail defects that delay trains
● Repaired more than 27,000 minor track defects that
if not repaired can cause delays
● Performed more than 180 miles of track rail grinding
to improve ride quality and reduce defects
● Completed more than 1,500 priority maintenance
(Continued on page 19)
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FIRST PHOTOS OF R-211 CARS

(Photographs from the MTA’s Flickr Website)

First R-211 car, 4256,
presumably at Kawasaki’s Lincoln, Nebraska plant.

A view of the open
gangway that will
be between cars
without operating
cabs.
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SOUTHWEST UNITED STATES
by Jack May
(Continued from January, 2020 issue)
(Photographs by the author)

WEDNESDAY, APRIL 12
After being disappointed because of the planned delays on the Gold line, and then taking my time photographing at Union Station, I finally decided to head out
to Santa Monica on the Expo Line. I still had the whole
afternoon ahead of me.
As mentioned before, the first part of the Expo Line,
from the Metro Center subway stop to Culver City, was
opened in 2012 (actually in two separate pieces). I rode
and photographed it a year later, so that section was no
longer new to me. After emerging from the subway portal and stopping at the Pico station, Expo trains continue along Flower Street past where the Blue Line turns
off onto Washington Boulevard. After running along the
side of the thoroughfare near the eastern edge of the
University of Southern California campus, the line
traverses a curving underpass to avoid conflicts with
some major streets as it reaches its Exposition Boulevard east-west alignment. Running between the USC
campus and Exposition Park (which hosts several museums and the Los Angeles Coliseum), the line basically follows the route of the long-abandoned Pacific Electric Santa Monica Air Line, the only major difference
being its first section, which runs along Flower Street
instead of with the original PE line to Long Beach and
San Pedro as far as Amoco Junction, where it turned
off. The Expo Line follows Exposition Boulevard, grade
separated here and there from a number of busy streets
on overpasses, and now continues past its previous
elevated terminal in Culver City. When Exposition
Boulevard peters out, in the area around the Palms station, the line enters a cut and inscribes a northwesterly
arc before resuming its westward trek along Exposition.
This is the most scenic portion of the line, in a neighborhood that is home to many millennials who no doubt
provide a good amount of patronage.
I should mention that except for its inner portion, Exposition Boulevard is not a major thoroughfare, nor is it
continuous, so the light rail route, which is pretty much
a straight line except for the aforementioned brief section west of Palms, also runs along streets named Jefferson Boulevard and National Boulevard, which occupy
parts of the Exposition Boulevard alignment. Its right-ofway finally cuts across some scrub land and the line's
last mile, as it approaches the Santa Monica terminal, is
in the center of Colorado Avenue. The maintenance
facility is south of the tracks between the Bundy and
Bergamot stations, near the western end of the line.
The final section of the line, from Culver City to Santa
Monica, opened on May 20, 2016, a little less than a
year before this trip. Santa Monica, with a population
just short of 100,000, was originally a beachfront resort
city, and remains a tourist destination. As such it is a

major traffic generator for the line. The station is just a
quarter of a mile from the Santa Monica Pier (which juts
out into the Pacific Ocean) and is across the street from
Santa Monica Place, a large open-air shopping mall
that partly separates the terminal from the shoreline.
Light rail service operates every 6 minutes during peaks
and every 12 minutes between the rush hours, and on
Saturdays and Sundays. Trains take 47 minutes to cover the 18-mile, 19-station line from end to end.
Expo's ridership is currently close to 60,000* on weekdays (*all ridership numbers in this article refer to average
weekday totals for the year 2017), which makes it the second busiest on the light rail system (only the Blue Line
is higher, with about 72,000). Thus I don't think I would
be wrong in characterizing it as very popular, which is a
sharp contrast to the Pacific Electric Santa Monica Air
Line interurban route — that it eventually duplicated
over virtually the same alignment. Although it was relatively direct, the Air Line was not the interurban system's busiest route to Santa Monica, perhaps because
of its single track and poor service. The other Pacific
Electric routes to Santa Monica were the Venice Short
Line (abandoned 1950), which was the most popular,
and the Santa Monica extension of lines that ran to
Beverly Hills, which reached the ocean via Sawtelle
(West Los Angeles). The Sawtelle Line bit the dust in
1940. The Venice Short Line, which primarily ran on
private right-of-way along Venice Boulevard, reached
that thoroughfare from Downtown L.A. via Hill Street. It
crossed the Air Line at virtually the same location as
today's Expo Line Culver City station, and attained the
coast about 2½ miles south of Santa Monica, before
turning northwest through Ocean Park to get to the pier.
PE's fleet of PCC cars briefly served the Venice Short
Line. The other route, through Beverly Hills and Sawtelle, followed the Venice Short Line until Vineyard,
where it turned to the northwest. Another way cars got
to Beverly Hills was via Hollywood, but that route may
have even been slower, either due to being roundabout
or because of traffic congestion (access to Santa Monica on the final segment through Sawtelle also was subject to street congestion). As a result, there was no really fast way to get from downtown Los Angeles to Santa
Monica, and passenger traffic was not concentrated on
any of the routes. (In addition, passengers could reach
Santa Monica via the Los Angeles Railway P/Pico
streetcar line with a transfer to a local City of Santa
Monica bus at Rimpau loop — at least after 1928.)
The Air Line lost its passenger service in 1953, but
dieselized freight operations lasted for at least two more
decades, which in hindsight was amazingly serendipitous, as it allowed the right-of-way to be preserved for
(Continued on page 17)
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the Expo Line, the Southern Pacific finally selling it in
1991. Between 1931 and 1953 only one round-trip was
operated on the line each day, a so-called franchise run,
inbound to L.A. in the morning and out in the afternoon.

Thus one could say that light rail has brought about an
incredible gain in patronage, as the number of passengers that rode the line daily in the 1940s/early '50s was
about 50, and now there are 60,000.
Our first series of photos cover the Santa Monica end
of the line.

I certainly agree with this sentiment, posted on the south side of the Santa Monica terminal.

Two scenes inside the Santa Monica terminal, whose entry is controlled by fare turnstiles. Based on the signage shown, you may think there
are four platforms, but there are only three — no Platform 2. Upon entering the terminal the operator turns off the destination signs or sets
them to display "Not in Service" until the unit is ready for boarding. The left photo features a pair of Kinkisharyo P3010 trains (2014), while
the right one shows a Nippon Sharyo P865 (1990) painted in Metro's new color scheme.
(Continued on page 18)
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Colorado Avenue at 6th Street, where an outbound Kinkisharyo
train has just taken the crossover that will allow it to terminate at
Downtown Santa Monica's south platform. Note how the tracks are
separated from motor traffic by slightly raised concrete curbing —
this is the closest the line gets to traditional street running. The lit
"Train" warning adds to the signs prohibiting turns. The overhead
looks like it could do the job even if it were a bit less prominent.

A 3-car train of Nippon Sharyo P865s, in an older color scheme,
turns off private right-of-way onto the center of Colorado Avenue
just prior to its 17th Street stop. The intersection is protected by
normal traffic signals.

Some artistic views along the Expo Line?

Above and below: Close up views of Expo Line platform decorations
that pay homage to the predecessor Pacific Electric Railway.

A title photo for the Los Angeles Metro system,
showing "Metro," "Los Angeles" along with a Pacific
Electric emblem embedded in the concrete platform
at Bundy station. Just like traditional interurbans,
the destination signs of the Kinkisharyo cars display
"Santa Monica" and "Los Angeles," rather than major
street intersections.

(Continued on page 19)
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Working our way eastward we see two views on either side of the Palms station.

A westbound train of P3010s from the center platform at the Bundy
station. The building at left hosts a Bed, Bath & Beyond store with a
parking deck on top. A bicycle path separates the right-of-way from
Exposition Boulevard.

A westbound train is shown leaving the elevated Culver City station, formerly the terminal of the Expo Line. The photo was taken
from a parking lot serving a CVS drug store that fronts on Venice
Boulevard, basically where the Pacific Electric Santa Monica Air Line
and Venice Short Line once crossed.
(Continued next issue)
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and repair tasks to improve reliability of signal and
switch equipment
● Rebuilt and modernized more than 430 signal stops
to be moisture-proof and avoid service interruption
● Repaired door control units on over 1,000 cars in
the oldest fleets to improve the reliability of this critical component that causes 40 percent of car breakdowns.
● Completed a deep cleaning initiative of more than
100 subway stations
● Enhanced 217 stations via a focused cleaning and
repair campaign led by group station managers
The Save Safe Seconds Campaign was launched in
2018 as part of MTA NYCT President Andy Byford’s
Fast Forward Plan directive to improve subway service,
particularly by focusing on the root causes of delays.
Personnel have been engaged to help come up with
ways to immediately improve subway performance and
reduce delays, simply and affordably (or even at no
cost) through better operating and service practices.
The campaign has led to the intelligent and focused
management of day-to-day train operations, including
the repair of faulty speed-regulating signals, increase of
speed limits, and new instructions to Train Operators, in
such a manner that allows for the safe increase of train
speeds and, in turn, safely making subway trips take
less time for customers. The campaign is led by NYCT’s
Department of Subways Senior Vice President Sally
Librera, in a partnership with NYCT’s labor partners,
with the efforts of thousands train crew members and
other front-line NYCT employees.
Eighth Avenue Line CBTC Contract Awarded
After several months of delay, the MTA awarded con19

tract S-48006 to L.K. Comstock & Company. Under this
$245.8 million contract, Comstock will install Siemens
Mobility’s Communications-Based Train Control system
and undertake other equipment enhancements on the
IND Eighth Avenue subway corridor.
The contract announced on January 13 covers the
local and express tracks between 59th St/Columbus
Circle in Manhattan and High Street in Brooklyn, which
are used by the A, C and E services. The corridor
includes some of the busiest station complexes on the
network, including Columbus Circle, the Port Authority
Bus Terminal, Penn Station, and W. 4th Street.
The CBTC will interface with that being installed on
sections of the E under the Queens Boulevard signal
modernization project and will mean the entirety of Line
E will be using CBTC.
This is expected to increase capacity, performance
and reliability, and will also enable the provision of realtime train arrival information.
The contract covers the interlockings at 30th and 42nd
Streets, power supplies, zone controllers, cables, fire
suppression, HVAC, lighting, and equipment housings.
The project will be New York City Transit’s first to use
axle counters instead of track circuits, which is expected
to reduce delays and maintenance costs.
The contract has been placed under the MTA’s new
approach of “bundling” work with the aim of minimizing
disruption to services. “The new MTA is customercentric and delivering projects better, faster and cheaper”, said Janno Lieber, head of the Construction & Development Department which the MTA has formed to
handle capital projects. “We are bundling projects in
order to minimize impacts on customers and this project
will be our biggest effort yet.”
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Around New York’s Transit System
R-42s Retired (Temporarily)
The R-42 class subway cars made their supposedly
(see page 1) final passenger runs on Monday, December 30, 2019, departing Broad St at 10:12 AM on the
consist’s second trip of the morning. The final consist
was: N-4798-9/4817-6/4830-1/4825-4-S. Upon arrival at
Jamaica Ctr-Parsons-Archer at 11:08 AM, the train was
taken out of service and deadheaded to East New York
Yard and the R-42 class was officially retired. According
to SubChat sources, two eight-car trains have been reassigned to work train service at 207th Street Yard
(4800-1/4812-3/4820-1/4834-5), eight cars assigned to
Coney Island Yard (4794-5/4802-3/4808-9/4838-9), and
four cars laid up to Pitkin Yard (4826-9). Except for the
16 cars designated for work service, it is assumed that
the balance of the former 50-car fleet of R-42s will be
designated for scrapping via 207th Street Yard. (Editor’s
Note by Ron Yee: It is also rumored that upon complete acceptance of the 318-car R-179 order, the 222 remaining R-32
cars will also be retired, possibly as early as April.)
Astoria Boulevard Station Reopens
On the evening of Wednesday, December 18, 2019,
the Astoria Blvd NW station on the BMT Astoria Line
was reopened after a nine-month closure for reconstruction, several weeks earlier than originally scheduled. However, while the station was opened, it is only
functional as a basic station. Many of its eventual amenities, such as four new elevators to permit full compliance with Americans with Disabilities Act (ADA) requirements, will be installed by construction crews still working to complete the full renovation and rebuilding project
by Fall, 2020. The reconstruction project has already
brought new LED lighting, platforms and canopies, four
new mezzanine-to-platform stairways, and a new mezzanine raised in height to provide greater vertical clearance for trucks passing on the street below. Hopefully,
this will reduce the number of impact strikes of the kind
that resulted in structural damage to the elevated structure over the past few decades. The station’s column
foundations at street level have also been strengthened.
Artwork has been installed on the mezzanine and stairways. Construction crews will continue working to add
four new elevators (two street to mezzanine, two mezzanine to platform) and other accessibility features, new
benches, finished platform stair enclosures, digital information signage, and two street-to-mezzanine stairways;
all while the station is in use.
Subway Performance Improves
Per Mass Transit Magazine (December 17, 2019),
new subway statistics show continued performance improvements thanks to the sustained success of the Subway Action Plan and the Save Safe Seconds campaign,
according to an announcement from MTA New York City
Transit.
The MTA says running times were faster on every line
in November, 2019 compared to a year ago, meaning
20

trains are getting through the system more quickly,
shaving minutes off many trips. The running times metric uses new technology to better track the locations of
trains in large parts of the subway system.
“This new metric we’re talking about today, running
times, is yet another meaningful way to quantify what
the 50,000 employees of New York City Transit have
been working so hard to achieve: months of sustained
improvement in service,” said MTA NYCT President
Andy Byford. “We have much more work to do to deliver
the service that New Yorkers need and deserve; the
consistency that we have achieved shows the Subway
Action Plan and the Save Safe Seconds campaign laying a strong foundation for the major improvements we
expect from upgrades that are part of the next MTA
Capital Plan.”
Sally Librera, MTA NYCT Senior Vice President for
Subways, added, “I am hugely encouraged by the consistent and sustained improvements we are seeing
across all subway performance metrics, reflecting significantly improved service for our customers. By improving our ability to measure service in different ways, we
are now able to better pinpoint areas for improvement,
as well as identify gains being made, such as the improving run times through the system meaning customers are getting where they need to go faster.”
Overall subway performance continued its steady improvement In November, 2019, with preliminary data for
the month and for the average of the past 12 months
showing every weekday metric better than it was in November, 2018.
“The data doesn’t lie. Subway service is demonstrably
better, more customers are taking the subways and the
service continues to improve each month thanks to the
hard work of our employees and smarter operations,”
said MTA Chairman and CEO Patrick J. Foye. “I am
proud of everyone at New York City Transit for their
dedication and laser focus in improvements that have
yielded these results that prove our subway service has
truly turned around.”
Compared to 2018 and 2017, trains are taking less
time to go from terminal to terminal on every line of the
subway system today, shaving minutes off many trips.
Overall, Subdivision “A” trains (the numbered lines) are
running close to 4 percent, or about two-and-a-half
minutes, faster than last year, and close to 6 percent, or
about three-and-a-half minutes, faster than in 2017. On
Subdivision “B” (lettered lines), trains are running about
2 percent, or about one-and-a-half minutes, faster than
2018, and close to 3 percent, or about two minutes,
faster than in 2017.
The biggest improvement on any line in 2019 is on the
7 and & Express, whose running times were, respectively 9.2 percent (three-and-a-half minutes) and 10.5
percent (more than four-and-a-half minutes) faster In
(Continued on page 4)
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The R-42s are seen at Hammels Wye on the last trip northbound from Far Rockaway-Mott Av to Inwood-207 St.
Marc A. Hermann photograph

MTA New York City Transit retired the last
remaining R-42 subway cars from service
today, ending a 51-year run. The cars have
been used on two dozen lines, each traveling
more than seven million miles. They had a
memorable role in an iconic car-vs.-train
chase in the classic 1971 film French Connection.
The final run followed a send-off ceremony
at the New York Transit Museum, and was
scheduled to proceed through a final trip on
the A line from Euclid Av to Far Rockaway
to 207 St, before returning to Euclid Av to
close its doors for the last time. Subway en1

thusiasts joined MTA Chairman and CEO
Patrick J. Foye and NYC Transit President
Andy Byford riding the last R-42 in passenger service.
“These cars have served the MTA well as a
reliable fleet over the last 50 years,” said Sally Librera, Senior Vice President, Department
of Subways for New York City Transit. “As
technology advances, we’re looking to modernize our fleet of subway cars to best serve
New Yorkers.”

(Continued on page 2)
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nents that are required to operate a train. The cars that
were retired today traveled an average of 400 miles a
day. They were kept in good repair by senior mechanics
with longtime experience maintaining R-42s.

R-42s Make Their Final, Final Run
(Continued from page 1)

ERA member Bill Wall, of Rapid Transit Operations, speaking at the
Farewell ceremony in the Transit Museum before the last runs in
revenue service.
Jessie Mislavsky photograph

“Two of the R-42 cars will continue to live here at the At 59 St-Columbus Circle.
Transit Museum, where they will be used to educate the Patrick Cashin photograph
public about the city’s mass transportation history, and
visitors will get the chance to come aboard and travel
The R-160 fleet is replacing most of the R-42s. A maback in time," said Transit Museum Director Concetta jority of the R-42 fleet was retired between 2006 and
Bencivenga.
2009, and most of those cars were submerged in the
R-42s were built by the St. Louis Car Company and Atlantic Ocean to form artificial reefs. After the reefing
were the first cars received by the newly branded MTA program ended in April 2010, retired R-42s were sent to
in 1969, eventually totaling 400 cars in the NYC Transit Sims Metal Management to be scrapped.
fleet. The first cars were used on the BMT Broadway
The remaining R-42s will be replaced by the newest
Line in N service. Along with the R-32, the R-42 is the NYCT subway cars, including R-179s that were recently
only post-war car to reach the 50-year service mark. placed into service, and R-211s (when those cars are
delivered). (MTA Press Release, February 12, 2020)
The R-32 still runs on the A and C.

The R-42s at 181 St.
Patrick Cashin photograph

Railfan mayhem ensues at Euclid Av, beginning and end of the last
runs.
Marc A. Hermann photograph

These were the first cars in the New York City subway
to arrive in service completely air-conditioned. The R-42
was the last car type to be designed as “married pairs,”
which means every two cars are semi-permanently
linked together in order to reduce the number of compo-

2

ERA BULLETIN — MARCH, 2020

LIRR MAIN LINE THIRD-TRACK PROJECT UPDATE
by Jeff Erlitz
(Photographs by the author)

On Monday, February 3, the Long Island Rail Road
permanently closed the New Hyde Park Road grade
crossing in the village of the same name. Along with the
road closure, the station’s platforms were relocated
about 1,000 feet west of their former location to the
west side of the S. 12th Street grade crossing.
This makes the third grade crossing that has been
closed as part of the Main Line Third Track project. The
previous two were at Urban Avenue in New Cassel and
Covert Avenue, also in New Hyde Park.
Earlier plans called for a temporary grade crossing to
be constructed, as New Hyde Park Road was the busiest of all of the existing grade crossings. Apparently, it
was determined that the established road detours
(including the n23 bus route) would not be an excessive
burden on the community so it was deleted from the
task list. This will, however, make the construction of the
new road underpass quite a bit easier by not having the

temporary roadway “in the way.”
As construction progresses, and the new bridge is
rolled into place later this year, the right-of-way will get
raised roughly four feet at the point where it crosses the
road, just as has been done at the two closed crossings
already mentioned. Along with excavating out from underneath, this will provide for the 14-foot roadway clearance, standard for all of the new underpasses on this
project. This is why the station platforms needed to be
temporarily relocated.
The new underpass will be the longest one yet constructed, providing five traffic lanes and two pedestrian
sidewalks. That fifth lane will be for a dedicated southbound left-turn lane. Both Urban Avenue and Covert
Avenue have two traffic lanes and one sidewalk. The
new underpass at New Hyde Park Road should be
open for traffic this summer.

On the last day of service at the “old” New Hyde Park station,
2/2/2020, M-7 7490 (Bombardier Transportation, 9/2005) leads
#7706 from Penn Station to Huntington.

M-7 7191 (Bombardier Transportation, 11/2003) is leading #7707
from Huntington to Penn Station at the “old” New Hyde Park station facilities.

M-7 7228 (Bombardier Transportation, 1/2004), in charge of #7708
from Penn Station to Huntington, leaves the New Hyde Park station
and crosses New Hyde Park Road for the last time for this particular
train. The street was closed at 3 AM the following morning.

The temporary station platforms at New Hyde Park, on the first day
of service, 2/3/2020. In the distance, about 1,000 feet to the east,
are the now-abandoned original platforms.
(Continued on page 4)
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M-7 7018 (Bombardier Transportation, 12/2002) is on the front of
#2050 from Penn Station to Ronkonkoma, 2/3/2020.

C-3 5001 (Kawasaki Rail Car, 12/1998) leads (with DE-30AC 404
(EMD, 8/1998, s/n 936423-5) pushing from behind) #651 from Port
Jefferson to Jamaica, 2/3/2020.

Around New York’s Transit System

by in-house forces.
OMNY Coming to the 25 and 6 Lines in the Bronx
On February 2, the next group of stations set to receive the OMNY contactless fare payment system during the month of February were announced. All seventeen stations on the IRT Pelham Line and nineteen stations on the IRT White Plains Road Line are included in
this batch. This brings the total number of stations that
have OMNY to more than 180. The entire subway system and all MTA buses remain on pace to receive OMNY by the end of the year.
The OMNY system has recorded more than 7 million
taps since its pilot phase debuted at a small number of
stations along the Lexington Avenue Line in late May of
2019. Customers from 129 countries and every single
continent other than Antarctica have already used the
system.
Elevators Being Replaced at 191 St 1
On February 1, all four elevators at the 191 St 1 station were removed from service to allow their complete
replacement. This is part of the larger project to replace
all of the elevators at the “deep” stations in Washington
Heights. The work will replace the existing elevators
and upgrade communications, security, and fire alarm
systems. The projects mark the first time that the elevators and component systems at the stations have been
replaced in their entirety.
In this case, a big difference is that the station is remaining open during construction. While there will be no
access to St. Nicholas Avenue, access through the pe-

(Continued from page 20)

gram that is making 70 subway stations accessible in
accordance with the Americans with Disabilities Act,
including Nostrand Avenue.
The Nostrand Av AC station is the 79th busiest station in the subway system, with turnstiles recording approximately 17,500 customers entering each weekday.
Average weekday ridership at this station has grown
about 15% over the past decade.
Other recently opened long-closed subway entrances
include:
● Two entrances at the southern end of Metropolitan
Av G, at Union Avenue and Hope Street/Powers
Street, reopened in February, 2019
● The Seventh Avenue entrance to 8 Av N was reopened in February, 2019 as part of a station renovation
● The two entrances at the eastern end of Hewes St
J/ZM, at Broadway and Hewes Street/Montrose
Avenue, reopened in November, 2018
● The two entrances at the eastern end of Flushing
Av J/ZM, at Broadway and Fayette Street, reopened in July, 2017
The Bedford Avenue entrance was closed more than
30 years ago during a period of concerns about crime.
The project is expected to cost $2 million. Of that total,
$1.25 million will come from MTA New York City Transit;
$500,000 is being provided by Assembly Member Tremaine Wright; and $250,000 is being provided by Senator Velmanette Montgomery. All work will be performed

(Continued on page 8)
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NEW YORK CITY SUBWAY CAR UPDATE
Subdivision “A” News
Linked R-62As 1901-5 were restored to the 6 as of
September 16, 2019, after toiling through the warm
months while they were assigned to summer refuse
trains. A belated IRT fleet modification resulted after the
long-term closure of 42 St Shuttle S Track 1 on August
16, 2019 where single R-62A cars 1908 and 1910 were
permanently shifted back to Livonia when they were
removed from work service at Corona. This is said to be
a temporary status given that another assemblage of
single R-62As will be transferred to Westchester 6
sometime in 2020, including 1908 and 1910 as middle
cars in some form. Nevertheless, 1908 was already
used on the Shuttle S for a few days in later October,
being part of this four-car consist on Track 3: 19211922-1908-1925. Of particular note in this instance was
the edit of cab car 1925 from the usual three-car lashup to allow the addition of 1908, while the other “middle”
single car (1922) continued to exhibit its “Cuomo” modified interior as has now been in operation for two years.
Meanwhile, single car 1910 remains in limbo at Livonia
as of mid-December, 2019, wherein its interior has been
perceptibly soiled given that it was used in work service
in Queens over the last year and a half.
While up to 30 cars long-assigned to the 1 have
been ensconced on 6 service for 5½ years, one 10-car
set (2466-75) was finally able to be sent “back home”
on December 29, 2019. The lower of those five were
already being re-marked with the red number plate
stickers of its 240th Street facility within a couple of
weeks. By contrast, 2471-5 had managed to retain the
green number stickers that it had acquired during its
time at Westchester (since 2017) through early February of 2020. As the New Year came to order on January
3, this small move enabled that the single long-“loner”
Kawasaki R-62 train being farmed out to the 1 (most
recently consisted as 1411-5 with 1591-5) could be returned to its own territory of the 3 based at Livonia.
This obvious quirk within the IRT assignment had first
been observed during the earliest stages of R-188 arrivals to the 7 in August, 2013, as part of the various
secondary transfers which were required to support the
gradual withdrawal of then-R-142As from the 6.
Subdivision “B” News
As of December 15, 2019, there were 308 out of a
total of 318 R-179s delivered to NYCT. Five-car R-179
units 3283-7 were delivered at the end of July. Following afterward were 3288-97 in August; 3298-3307 in
September; and then 3308-27 in October to complete
that part of the order’s numeric grouping. The balance
of the contract then reverted to match the numbers of
the first 40 five-car sets as were started with pilot train
3010-9, which had originally been delivered by Bombardier Transportation in September, 2016. As such
cars 3020-9 were then delivered during November, being succeeded by 3030-9 through the middle of December. The arrival of the last ten R-179s were expected to

be delivered to 207th Street Shops by December 27,
with the total contract then (at last) to be completed and
on NYCT property by the end of 2019.
The fifth, 10-car R-179 train on the A (3268-72 and
3278-82) was slightly jumbled after being delayed by
the time it entered passenger service on August 22,
2019. As it turned out there was also just one more secondary transfer of R-46s (5870-7) from Pitkin A to Jamaica FR on August 24. The remainder of that tangled R-179 set became the sixth A consist (3273-7 and
3283-7) starting on September 12. After that point the
next four R-179 trains were again set up in consecutive
numbers: the seventh was 3288-97 on October 18; the
eighth being 3298-3307 on November 2; the ninth as
3308-17 on November 18; and most recently 3318-27
as the tenth on December 13. When acceptance of the
remaining 5-car sets is completed in early 2020, there
will be thirteen final 10-car R-179 trains in service on
the A.
A long-awaited fleet swap was begun on December 3,
2019 when the first of 24 R-46s (5582-5, 5654-7, 567881, 5686-9, 5746-9, and 5814-7) were transferred from
Jamaica FR to Coney Island, where they immediately
began service on the GNQW through that week. As
more of the R-46s are soon relocated to Coney Island
they will likely be commonly found on the G and N just
about any time, as well as on the W during weekdays.
As additional R-46 trains then turn up at Coney Island
during the coming weeks and months through the winter of 2020, they will likely be employed also on the B
and Q in peak hour times. Whereas 396 of the R-46s
that were assigned to Jamaica will be dislodged and
sent to Coney Island through the next few months, all of
the 750 surviving R-46s will have been completely reassigned for the first time since they were delivered between 1975 and 1978, and many have been running
constantly on the Queens IND lines (E, EE, F, GG,
G, N, and R) for just short of 45 years!
Specified to balance out the other side of this “swap”
were 20 R-160A-2s (9248-57, 9268-72, and 9458-62)
that were concurrently transferred (back) to Jamaica for
use on the EF and sometimes R, after they had been
assigned to Coney Island since the fall of 2017. At that
time 70 “standard” R-160A-2s were employed on the
NQW to counterbalance the so-called “Cuomo” R160s that were quickly sequestered at Jamaica but had
initially been assigned at both Jamaica and Coney Island. As a result, all 95 various cars of this scattershot,
modified group were gathered to be completed as
quickly as possible. The two trains returned to Jamaica
on December 3, 2019 were not expected to be left intact very long, whereas all 745 of the R-160s that have
been assigned in Queens are deployed as a universal
fleet that can be made to as many as 74½ intermixed
10-car trains. The general exception in the operational
(Continued on page 6)
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technical difficulty. Thereafter, the whole R-179 acceptance protocol was looked at through “new eyes” (at
least on paper), focusing on the cars’ troublesome door
operational systems, among other troubles. A quickly
assembled “Go Team” composed of Transit’s own managers and its consultants were then able to complete
this leviathan task within a two-week period, carrying it
out round-the-clock. As necessary reviews, comments,
and modifications were incorporated, the next step was
to restore the 298 accepted cars to service, in an orderly manner that contravened their inactive state almost
as abruptly as it was put in effect on January 8. Ergo, in
sequence the 88 R-179s based at 207th Street (31503237) were returned to the C on January 22; the 110 at
Pitkin (3010-29, 3238-3327) on the A January 23; and
finally the 100 at East New York (3050-3149) on the J/
Z on January 24. Meanwhile, the final two unaccepted
10-car trains were somewhat set aside, if only for a
short while during the cars’ unexpected winter vacation.
Their delivery processing and testing was resumed by
January 14, with the twelfth R-179 (3030-9) train finally
entering A revenue service on February 7, 2020.
A rumor had begun to circulate that at least some of
the Phase I R-32s (and perhaps all R-42s) were soon to
be retired by the summer of 2019. As might be recalled,
there were rarely more one than or two R-42 trains being operated on the J/Z since the previous February,
where no more than 16 of the surviving 50 cars were
accumulating noteworthy mileage. Action to begin
wholesale withdrawal of the (semi-active) R-42s was
discovered on December 20, as delivery of the last R179s were timetabled for the end of calendar year 2019.
On that date, while the usual one or two R-42 trains
were still appearing during rush hours on the J/Z, 20
of the other remaining 34 (4792-3, 4800-3, 4808/9,
4812-3, 4820-3, 4826-9, and 4838/9) were suddenly
retired. Further, four of the other R-42 pairs (4788-9,
4814/5, 4832/3, and 4836/7) were then laid up with various ailments and planned repair work on them was halted. By the following Monday (December 23) one of the
two remaining revenue trains along with another four
spare cars (altogether 4794-7, 4804-7, 4810/1, and
4834/5) were also sidelined, leaving only one active
train for J/Z service (N-4824/5-4831/0-4816/7-4799/
8-S) , plus one spare pair (4790/1).
So, as this status remained quo through the Christmas
holidays, that train then probably became the most
sought-out consist on the New York subway system,
second to the ongoing NYCT Holiday Special of R-1 to
R-9s that was then making its weekly tours on the IND
between Thanksgiving and New Year’s. As it turned out,
this “last R-42 train” was found making a handful of
evening rush hour trips between Broad Street and Jamaica Center on December 26 (J) and 27 (Z). It then
was held back for one last “event” (meaning in terms of
media and customer availability) for another tour during
the morning rush hour of Monday, December 30, starting its “final” journey by departing from beneath the fi-

scheme for the R-160s at Jamaica is a preferable requirement that all of the “Cuomo” cars be assigned to
the E (with a few wandering to the F as well).
Over the past three years, cab and electronic data
equipment has continued to be installed on 1,566 R160s to support the long-running Queens Boulevard
CBTC project. Ultimately included are 745 R-160s modified at Jamaica, as well as 276 East New York-based
R-160As (8377-8652 and 9943-74) to be used on the
M in the future but will not able to operate on the L
unless in by-pass mode. Pre-existing CBTC equipment
for the Canarsie Line, which has its own variant, is being retained on the 212 R-143s and R-160As 8312-76.
Those 276 have been generally assigned to the L
since at least 2007, but neither are they expected to be
used on the M when required. Finally, equipment for
the Queens Boulevard CBTC is also being installed on
all 545 of the Coney Island R-160s assigned to the
NQW for almost 13 years. All will eventually be transferred to Jamaica for future use on the EFR by the
time the Queens Boulevard CBTC project is expected to
be completed in 2021 or 2022. Whatever equipment will
be so assigned would not afterward be moved elsewhere unless operated on by-pass and controlled only
by a historic block-type signal system. Conversely, other
(non-modified) equipment would not be able to be reassigned to the Queens Boulevard route unless they are
modified with the exact same CBTC system as that
soon to be on the Queens Boulevard Line. Otherwise,
other equipment would only be able to operate on bypass, while controlled by the (partial) back-up block signals which are retained.
As predicted earlier, the last two 5-car R-179 sets
(3040-4 and 3045-9) had arrived at 207th Street Shops
on December 27, 2019, completing the entire order at
the amended total of 318 units. While the eleventh R179 10-car train (3020-9) was placed into revenue service on December 23, few onlookers were probably
then able to anticipate the “shocking” turn of events that
transpired when all accepted 298 cars were removed
from revenue service within hours during the early
morning of January 8. Details of the resultant “wrinkles”
which then frustrated certain portions of the subway
system (such as temporary service cuts, with most obvious being the temporary suspension of rush hour Z
service) naturally fed a bit of chaos into Car Equipment’s daily rigors. On the other hand, NYCT had been
keeping up with programmed maintenance of the R-32
and R-42 fleets and as a result were capably able to fill
their back-up role during the R-179s’ unsteady delivery
phase. This made the system’s oldest cars immediately
available for full-time passenger service when most
needed, just as they had been dependably “moving the
millions” for the past half century.
As for the R-179s, NYC Transit had no choice but to
review the fleet’s entire inventory of ongoing issues after several had developed a questionable history of

(Continued on page 7)
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against the Phase I R-32s fleet of 222, which remained
since their last major SMS effort in 2013. As things transpired, just one pair had (3878-9) been held back at
207th Street since March, 2018, effectively being converted to a spare parts supply for the remaining 220
cars used in daily A and C service. One additional pair
(3454-5) was removed in early December due to troubles of its own, leaving 218 R-32s behind until there
seemed to be a major decision that the R-32 fleet was
to be significantly reduced in quantity, though not in as
drastic a way as the R-42s. At that point a commonly
recognized quantity of R-32s to be retired was 80. To
add more to this debate, NYCT had completely dismissed the limited assignment of “full-length” R-46
trains on the C by December 16, 2019. Immediately
after the last of the R-179s had been delivered there
were suddenly 20 Phase I cars retired on January 3,
2020 (3404/5, 3410/1, 3424/5, 3452-5, 3484/5, 3496/7,
3698/9, 3878/9, and 3900/1), anticipated as part an effort of up to 20 cars across four weeks to be readied for
disposition, providing evidence of the expected 80 cars.
As with the R-42s, these plans suddenly went acropper as all 298 of the accepted R-179s were very
suddenly removed from passenger service on January
8. This happening (naturally) not only forced all of remaining 202 Phase I R-32s to be retained for revenue
use in their usual A and C assignments, but also required that 10 of those 20 R-32s (3410/1, 3424/5, 34525, and 3484/5) which had been sequestered the previous few days at 207th Street Shops to be
“processed” (stripped) instead restored to service later
that same morning. In truth, unexpected technical difficulties forced four of those ten to be removed from use
almost immediately (3424/5 and 3452/3) which then
yielded an interim fleet of 208 during the rest of the R179 fleet outage, during which time the R-32s became
the entire rolling stock type used on the C, in addition
to several (perhaps a half dozen) trains which continued
to “fly the flag” on the A.
After the R-179s were put back in A revenue service,
an immediate dearth of R-32s was consequently noted
after January 24 from zero to two trains surviving on
weekdays. Concurrently, the use of Phase I R-32s on
the C was cut back to its customary half of the C, with
the R-179s again providing the balance of daily equipment requirements. The very next week, the retirement
process of Phase I R-32s was accelerated in an aggressive manner, with these 24 cars being eliminated from
the fleet on January 27 (3383/3890, 3384/5, 3440/1,
3471/3658, 3472/3, 3522/3, 3578/9, 3618/9, 3624/5,
3682/3, 3806/7, and 3870/1); then 38 more on January
30 (3406/7, 3419/3740, 3426-9, 3436/7, 3518/9,
3548/3593, 3586/7, 3590/1, 3610/1, 3650/3767, 3660/1,
3728-31, 3770/1, 3822/3, 3872/3, 3876/7, and 3896/7);
and finally, a “to date” quantity of 16 (3354/5, 3416/7,
3454/5 (again), 3484/5 (also, again), 3688/9, 3732/3,
3774/5, and 3888/9) for an overall quantity of 92. As of
February 7, 2020, the active fleet of 130 Phase I R-32s

nancial world’s most famous corner, Broad and Wall
Streets, at 10:12 AM. After it finished an otherwise unexciting trip at Jamaica Center, the “last of the R-42s”
was then sent light back to a lay-up at East New York
and so was to be the series’ erstwhile conclusion, apropos perhaps after their 50-year utilitarian career of battling a hard life while carrying (and cooling) billions of
passengers around quite literally all corners of the nation’s biggest subway from Far Rockaway to Coney Island to Norwood in the Bronx and everywhere between.
It was not long before some of the R-42s were already
taken for work service at Coney Island and 207th
Street, while most then remained in storage at East
New York, plus four cars at Pitkin, until what appeared
to be the inevitable end, followed in time by their removal from NYCT property. Lo and behold, during the early
morning hours of January 8, 2020 (as described above)
the entire R-179 fleet was annulled from service, at
which point all available R-42s were summoned again
to East New York instantly, with 42 then operational
(excepting the eight already not available on December
20) placed in the regular (all-day) rotation of J/Z service—not just rush hours but also middays, evenings,
and weekends as days of yore by that Friday, January
10: 4790-4813, 4816/7, 4820-31, 4834/5, and 4838/9.
Onward the R-42s rumbled day in and day out (with
videos of many a railfan as well being accumulated
close at hand). As a bonus the “oldest” pair of R-42s
(4788-9), which had borne some electrical damage before their “retirement,” was repaired to be returned to
revenue service (as it turned out) during the cars’ final
day of January 23. This was also just in time for the R179s assigned to the J/Z “completely” reinstated on
the morning of Friday, January 24. By the following
weekend, once again all 50 of the idled R-42s had been
dispersed around the system as listed and were, well,
gone:
Stored, East New York: 4792/3, 4804/5, 4808-11,
4814/5, 4822/3, 4828/9, 4832/3, 4836/7
Stored, Fresh Pond: 4800/1, 4812/3, 4820/1, 4834/5
Stored, Pitkin: 4788/9, 4794/5, 4802/3, 4838/9
Work Service, Coney Island: 4798/9, 4816/7, 4824/5,
4830/1
Work Service, 207th Street: 4790/1, 4796/7, 4806/7,
4826/7
On February 9, there was a sudden official-appearing
flyer online which announced NYCT’s special of its own,
an R-42 “Farewell” trip to be made on the A (end to
end) on Wednesday, February 12. It appears that our
description of these festivities will have to wait for other
on-the-spot reporters as they happen. Hopefully next
time, and if nothing else, remember that the Transit Museum’s “TOMM” (Train of Many Metals) includes one
pair of Morrison-Knudsen-overhauled R-42s (4572-3)
which has since 2011 logged a fair number of miles itself as a “rolling exhibit.”
Similar to the R-42s, there was little hint through the
second half of 2019 that anything had happened

(Continued on page 8)
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serve page space. It should be added that the specifics
of each equipment movement were not always specified, as some transfer moves were arranged in advance
but not executed for up to 48 hours:
January 4, 2020: R-160Bs 9148-52, 9198-9202, 911822, 9478-82 (20) NQW to EFR. R-46s 5534-7,
5566-9, 5590-3, 5842-5 (16) FR to GNW, sometimes Q
January 9, 2020: Due to the R-179 suspension, R-46s
5596-9 and 5602-5 (8) temporarily transferred FR to
A (Pitkin)
January 18, 2020: R-160Bs (Siemens) 8893-7, 9013-7
(10); R-160Bs 9173-7, 9183-7, 9208-17, 9233-7, 925862, 9443-52, 9453-7, 9463-77 (60) NQW to EFR.
R-46s 5622-5, 5658-65, 5714-7, 5730-3, 5758-61,
5790-3, 5810-3, 5862-9, 5874-7 (44) FR to GNW,
sometimes Q
January 24, 2020: To support the fleet loss of R-160s at
a potentially faster rate than the equivalent number of
R-46s could be traded, R-68s 2768-71 (4) were transferred from D (Concourse) to BGNW
January 25, 2020: R-160A-2s 8653-7, 8663-7 (10); R160Bs 9103-7, 9113-7, 9163-7 (15) NQW to EFR.
R-46s 5490-3, 5530-3, 5538-41, 5562-5, 5650-3, 57703, 5846-9 (28) FR to GNW, sometimes Q
January 28, 2020: R-46s 5586-9, 5602-5 (8) were reassigned from A (Pitkin) to GNW, sometimes Q
January 30, 2020: To support the fleet loss of R-160s at
a potentially faster rate than the equivalent number of
R-46s could be traded, R-68s 2772-5 (4) were transferred from D (Concourse) to BGNW
February 1, 2020: R-160A-2s 8668-92, 8698-8712 (40)
NQW to EFR. R-46s 5494-7, 5518-21, 5542-5,
5594-7, 5682-5, 5726-9, 5738-41, 5778-81, 5826-9,
5870-3 (40) FR to GNW, sometimes Q
February 8, 2020: R-160A-2s 8658-62, 8693-7 (10); R160Bs 8713-27, 8738-42, 8763-7, 8783-92, 8798-8822
(60) NQW to EFR. R-46s 5486-9, 5502-5, 5522-5,
5558-61, 5614-7, 5626-9, 5642-5, 5666-9, 5722-5,
5766-9, 5774-7, 5786-9, 5794-7, 5838-41 (56) FR to
GNW, sometimes Q

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

was continuing to carry about half of the C line, with
little more than a “token” exhibition as a train or two on
the A.
While the anticipated pace of the great equipment (R46 and R-160) swap between Coney Island and Jamaica was the subject of great apprehension among some
of the New York Subway’s “faithful” through the rest of
December, 2019, little news was found to satiate their
curiosity all the way through the holiday season. Otherwise, the only occurrence of note was the effectively
undocumented initiation of CBTC operation on the IND
Queens Line’s local tracks between Jackson HtsRoosevelt Av and Forest Hills-71 Av on December 23
(and then only during midnight hours, as advertised).
The same date, a “fourth” R-46 train (another eight
cars) previous from Jamaica was found on the N and
W (5546-9, 5674-7) with no new R-160s offered for
trade, but what was noticed over the holiday weeks
were a definite uptick in the presence of R-160s on the
R, a frequency which could no longer be described as
“sometime” by the end of that month.
The main “event” for what could be (if not one of) the
largest single rolling stock transfers in the history of the
New York rapid transit system was launched on the earliest opportunity on January 2, which has produced the
ongoing swap of several trains between facilities virtually every weekday since. In sum, this undertaking has
through February 7, 2020, wrought no less than 28 separate moves across 36 days encompassing the relocation of 215 CBTC-equipped, 60-foot R-160s from Coney
Island (NQW) to Jamaica (EFR) in exchange for
192 75-foot R-46s from Jamaica (FR) to Coney Island
(where they have been used most commonly on the
GNW, with an occasional venture to the Q). Queens
CBTC-based fleet exchange summaries are being prepared every Saturday during this process. All basic
transfers between Coney Island and Jamaica are exhibited below in consolidated format as shown in the date
of each progress report, with side notes added to conAround New York’s Transit System

strong results and demonstrated the potential for UWB
positioning technologies to integrate seamlessly with
Communications-Based Train Control (CBTC) to improve system reliability and the speed of delivery for
upgraded signaling systems. The initiative and partnership are the result of the MTA’s Genius Transit Challenge first launched in 2017.
In March, 2019, NYC Transit awarded Thales, in partnership with Piper Networks, a contract for a UWBbased Train Control System Pilot Program on the 7
line. At the same time, NYC Transit awarded Siemens,
in partnership with Humatics, a contract for a UWBbased Train Control System Pilot Program on the L
Line. The scope of the pilot was to prepare the new

(Continued from page 4)

destrian tunnel to Broadway will remain open.
191 St is listed on the U.S. Register of Historic Places
and is the deepest subway station in New York City at
173 feet below ground.
Ultra-Wideband
Technology
Pilot
on
IRT
Flushing and BMT Canarsie Lines Successfully
Demonstrated
The nine-month pilot of ultra-wideband (UWB) technology on the Flushing 7 and Canarsie L lines to
modernize the signal system has been deemed a success.
Thales and Piper conducted the work along the 7
line. They completed the nine-month pilot program with

(Continued on page 15)
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are currently being installed at the Murray Hill and Floral
Park stations.
The new elevators are located each on the eastbound
and westbound platforms, which also have new, yellow
tactile warning strips. There are also four new staircases, two at each platform. Both platforms are FiberReinforced Polymer (FRP) which is lighter than concrete and more resistant to salt, making it less susceptible to the effects of weathering and degradation in severe environments.
Technological advances at the station include digital
information displays which enable the LIRR to target
messages concerning the Nostrand Avenue station and
to communicate with passengers about train departures
and connections for travel. MTA Help Points will be installed this spring, putting customers in touch with LIRR
personnel via an interactive communications device.
MTA Arts & Design commissioned multidisciplinary
artist Derrick Adams, who has a studio just blocks from
the station, to create Around the Way. The laminated
glass artwork consists of 85 panels that span the length
of the newly rehabilitated platforms and extend on to the
four new pedestrian bridges.
"As a longtime resident, I was inspired to create this
work as a response to the vibrant cultural surroundings
and diverse population which I see in motion on a daily
basis. The figures fuse with architecture and nature as a
representation of the progressive impact left by generations of growth. These hybrid structures represent the
many important components which reside together to
form a thriving community,” said Derrick Adams. (MTA
press release, January 31)

The Metropolitan Transportation Authority (MTA) announced that it has awarded a contract to an engineering firm to begin studying the feasibility of initiating passenger service to a freight-only rail line running from
Bay Ridge/Sunset Park, Brooklyn, through to Astoria,
Queens. The southern part of the line is owned by MTA
Long Island Rail Road and used exclusively for freight
trains operated by the New York & Atlantic Railway. The
northern part is owned by CSX Transportation, a freight
railroad.
The study will evaluate the potential for subway, commuter rail, light rail, or bus service that would operate in
conjunction with existing and planned freight rail service
to help residents travel within Brooklyn and Queens and
create a potential for reverse commutation to suburban
destinations.
New transit service could offer potential connections
or transfers to intersecting subway lines and the LIRR.
The line is nearly 16 miles long and runs from the New
York Harbor waterfront to Astoria via Midwood, East
New York, Brownsville, Bushwick, Glendale, Middle Village, and Elmhurst. It crosses or nears 19 subway lines
and the Long Island Rail Road.
Tom Wright, President and CEO said: “Regional Plan
Association is thrilled that the MTA is moving forward on
this study, which is the crucial first step to realize our
Triboro vision. Transit service on the Bay Ridge Line
would not only provide better transit service between
the outer boroughs but also cut construction and acquisition costs since the rail tracks are already there. This
study will build on our initial concept, and evaluate cost,
feasibility, among other issues, to help push the project
forward. We are excited to keep working with the MTA
and all other partners on this.”
The MTA has awarded the contract, valued at $1.3
million, to engineering firm AECOM, who will work with
subcontractor WSP. (MTA press release, January 22)

The list of construction firms deemed qualified to submit proposals to design and build Metro-North’s Penn
Access Project was announced on February 11. The
project will bring Metro-North Railroad service into Penn
Station by 2023 and create four new stations (Hunts
Point, Parkchester/Van Nest, Morris Park, and Co-op
City), fully accessible under the Americans with Disabilities Act, in the east Bronx.
Penn Station Access is expected to draw new riders to
public transit and generate major time savings for existing Metro-North customers. The MTA anticipates up to
50,000 customer trips will be made per day on the new
route, including up to 20,000 who start or end at the four
new stations in the Bronx.
Customers who travel between the east Bronx and
Penn Station can save up to 45 minutes of travel time
over current alternatives. Customers who travel between the east Bronx and New Haven Line stations can
save up to 80 minutes of travel time over current alternatives. Metro-North customers who travel between
existing New Haven Line stations and Penn Station

MTA Long Island Rail Road President Phil Eng officially opened the newly rebuilt Nostrand Avenue station on
January 31. The two-track elevated station features two
new ADA-accessible elevators, platform canopies, new
tactile warning strips on both platforms, and a new art
glass installation created by a local artist. Construction
on the project began in 2017 and cost $28.1 million.
The station, which is located at Nostrand and Atlantic
Avenues in the Bedford-Stuyvesant section of Brooklyn,
was originally built in 1903 and then rebuilt in 1977 and
serves approximately 1,217 weekday riders. It is on the
Atlantic Branch with direct access to Jamaica Station
going east and Atlantic Terminal going west.
Out of the Railroad’s 124 stations, 85%, or 106, stations are accessible, including, Nostrand Avenue. There
will soon be two more accessible stations as elevators

(Continued on page 10)

9

NEW YORK
BULLETIN
OCTOBER,
2000
ERADIVISION
BULLETIN
— MARCH,
2020
Commuter and Transit Notes

press release, February 11)

(Continued from page 9)

The Federal Transit Administration (FTA) has raised
the rating on New Jersey Transit’s proposed Portal
North Bridge replacement project to "medium-high" priority, effectively making it eligible for federal funding.
In September, 2019, NJ Transit submitted to the FTA a
revised financial plan based on federal recommendations to allocate more local money to the project and
keep costs in check, NJ Transit officials said in a press
release.
Since then, NJ Transit and state officials doubled the
share of local funding that would be contributed toward
the project, increasing the state’s contribution from $300
million to $600 million.
With higher rating, the project inches closer to a full
funding grant agreement.
NJ Transit’s 109-year-old swing span bridge over the
Hackensack River is a frequent source of train delays
on the Northeast Corridor between Newark, New Jersey, and New York Penn Station.
The bridge regularly opens to allow for marine traffic
to pass, with each opening causing delays for NJ Transit and Amtrak trains. When the bridge fails to properly
close, the delays affect tens of thousands of riders, NJ
Transit officials said.
The Portal North Bridge replacement is designed as a
high-level, fixed span bridge that will allow marine traffic
to pass underneath without interrupting rail traffic.
Once full construction begins, the bridge replacement
is expected to be completed in five years. (Progressive
Railroading, February 12)

(who now connect to subways to complete this trip) are
projected to save 16 minutes each way.
The project is using the innovative “design-build” process in which a single firm or consortium is responsible
for both the design and construction of a project. This
process puts competitive pressure on bidders to harness innovation to identify faster ways to complete projects, and mitigate the impacts of construction, with the
final contract imposing financial penalties for failure to
adhere to a strict project timetable. This process incentivizes faster construction, places the risk for cost overruns on the contractor, and rewards contractors for reducing impacts on local communities and commuters.
Design-build has been used successfully in projects
such as the new Mario M. Cuomo Bridge and the LIRR
Expansion Project.
The qualified design-build entities will be invited to
enter a competitive solicitation process in which a request-for-proposals will highlight the project’s emphasis
on meeting project milestone dates and minimizing local
community impacts of construction, among other priorities. No contract will be awarded until after the environmental review process is concluded, a formal “Finding
of No Significant Impact” is issued by the Federal Transit Administration (FTA), and the contract is approved by
the MTA Board. Contractors will be expected to include
in their bids specific efforts to reduce the impacts of
construction:
The qualified consortia announced today include:
● Halmar International, LLC/Railworks, JV (Ove Arup
& Partners P.C., Lead Designer)
● Skanska ECCO III Penn Station Connectors, JV
(AECOM USA, Incorporated, Lead Designer)
● Tutor Perini/O&G, JV (Parsons Transportation
Group of New York, Incorporated, Lead Designer)
An informational open house was held in October,
2019 for potential applicants, including minority and
women-owned businesses, to educate them about the
project. The bidders above were evaluated and selected
by a team of expert reviewers consisting of personnel
from the Metropolitan Transportation Authority, LIRR,
Metro-North and Amtrak. Experts in procurement, engineering, construction, environmental analysis, law, finance and community outreach analyzed each bidder’s
statements of qualifications according to criteria including:
● Experience in projects of this scale
● Past performance with a record of quality and completion of projects on time and within budget
● Qualified personnel who have successfully managed all aspects of similar projects
● Commitment and ability to minimize construction
impacts
● Financial strength and capability
● Diversity practices
Metro-North Penn Station Access is fully funded under
the MTA’s 2015-9 and 2020-4 Capital Programs. (MTA
10

Soon, some SEPTA riders will be able to see in real
time when trains are arriving, on time or otherwise.
SEPTA is in the process of implementing real-time
countdown clocks at every subway and trolley stop. The
project is part of a larger modernization project that began under the regime of former General Manager Jeff
Knueppel.
SEPTA spent about $6 million adding cellular modems
to its buses and trolleys, to provide location data that
could be used in real time on the SEPTA app. The new
data could be refreshed every 30 seconds, an improvement from updates every three to seven minutes.
Subway trains require a different approach since they
run underground, which leads to signal interference.
The information would have to come from the train
tracking system that feeds back to the centralized traffic
control system at SEPTA headquarters.
But each line — Broad Street, Market-Frankford, and
trolley — relies on a different system to track vehicles.
So, SEPTA contracted Alstom SA, a company whose
system is used on the Market-Frankford Line, to unify
the three trackers. Once the new system is in place,
real-time information can be sent out to the stations via
the signs.
(Continued on page 11)
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SEPTA expects to have countdown clocks in all Broad
Street Line stations by November. Signs on the MarketFrankford and trolley lines will go up in 2022. (PlanPhilly
via WHYY-FM, February 18, 2020)
SEPTA will introduce a new schedule for the MarketFrankford Line beginning February 24, designed to add
more train service in the early evenings.
MFL trains will arrive every six minutes on weekdays
from 6-7 PM — an improvement from the current schedule, which has the subway arriving every 10 minutes.
From 7-8 PM, service will change to a train every eight
minutes, down from every 10 minutes.
SEPTA spokesperson Andrew Busch said that the ridership numbers are increasing in the evening, a trend
that could reflect altering work habits as well as other
cultural and economic factors.
The schedule change will begin at the same time as
another big service change to the line — the end of the
long-running A and B skip-stop system at rush hour.
During peak hours, from 7-9 AM and 4-6 PM, MFL trains
will now stop at every station every four minutes.
Busch said both changes were designed to address
congestion issues on the growing line. He said that population growth in parts of West Philly and Fishtown has
generally led to more crowded trains and platforms —
often at stations tagged for skip-stop service years ago.
Average weekday ridership at the four busiest A-B stops
increased by 26% between 1996 and 2016. (PlanPhilly
via WHYY-FM, February 4)
The iconic trolley cars that have crisscrossed most of
Girard Avenue for nearly 15 years are going away for
upwards of 18 months.
SEPTA officials said that buses replace the trolleys
along the entirety of Route 15 as of Sunday, January
24. The route, which runs from Port Richmond to Haddington, is the transit agency’s sole remaining surfaceonly trolley line.
Scott Sauer, SEPTA’s assistant general manager of
operations, blamed multiple PennDOT highway construction projects for the interruption, which have already led to bus substitution along the eastern portion
of the trolley line, near Interstate 95.
However, maintenance issues also play a role in the
agency’s decision. Sauer said that just four out of 18 of
the route’s 1940s-era PCC-II cars are in a state of repair needed to pass internal mechanical inspections.
While he offered no single explanation for the poor condition of the fleet, he noted problems with rusted chassis and other issues with the 73-year-old car bodies.
Sauer described the 12- to 18-month service interruption as a chance to bring the PCC II cars back to a state
of good repair.
Sauer said SEPTA had notified operators of the
change but acknowledged the agency had not notified
the general public. More than 8,200 riders on average
use the route each day, according to a June ,2019 SEPTA report.
11

Trolley service on Girard Avenue was first suspended
in 1992, as part of a series of controversial SEPTA
budget cuts, and the line has faced a rocky journey ever
since.
More than 100 cars were taken out of regular service
on Route 15 and two other legacy surface routes ––
Erie Avenue’s Route 56 and the lengthy Route 23Germantown, which cut a 13-mile course across the city
–– following the 1990s-era budget cuts. Buses replaced
these trolley routes, although SEPTA officials asserted
at the time that they planned to restore service on all
three lines using modern “light rail vehicles” by 1996.
Ultimately, regular trolley service returned only to the
8.2-mile-long Route 15, the shortest of the trio, following
years of political pressure from figures like former Governor Ed Rendell.
However, rather than acquiring modern light rail vehicles, SEPTA eventually opted to rebuild 18 historic cars
similar to those that had long plied the route, at a cost of
some $88 million. The current green-and-tan cars returned to Girard in 2005, nearly a decade later than first
promised.
Joe Coccio, Secretary-Treasurer with the Transit
Workers Union Local 234, which represents most of
SEPTA’s drivers and other blue-collar workers, blamed
the current suspension on both deferred maintenance
and the broader delay of SEPTA’s trolley modernization
plans.
Officially, SEPTA maintains that it is still planning to
spend at least $1.3 billion on a modernization project
that would bring 21st century light rail vehicles to five
subway-surface trolley lines in West Philadelphia and
Route 15. This plan would see the installation of more
raised platforms along routes and swap older cars in
favor of larger, ADA-accessible vehicles featuring multidoor boarding and deployable ramps.
While light rail service is costlier to operate than bus
service, a June, 2019 study of Route 15 from the Delaware Valley Regional Planning Commission found that
“modern trolleys can offer significant travel time savings
within the study area, and even greater travel time savings when prioritized in a dedicated right-of-way.”
Still, some riders fear the failure to restore other surface lines cut in the 1990s and the repeated disruptions
to Route 15, including the impending suspension, could
spell the end of trolley service along Girard Avenue.
While SEPTA officials assured riders the trolleys will
return, the transit advocacy group 5th Square launched
a petition preemptively demanding their restoration. Ben
She, a 5th Square transit advocate, also worried that
“since the buses are smaller than the trolleys, there
might be risk of overcrowding if service gets too unreliable with the buses.”
With ridership in the city on a downward trend, She
also said running buses on the line created a
“precarious situation” for the authority. “Causing more
disruption doesn’t help” falling ridership, She said.
“SEPTA needs to find stability and continue improvements for the line.”
(Continued on page 12)
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Line extension in three years. In 2018, a $20.9 million
contract was issued to HNTB Corporation for final environmental review and preliminary engineering work.
Last year $310 million was approved to match federal
funding.
“CTA is committed to ensuring that every community
has access to public transit, and we are focused on following the federally required process to make that a
reality,” CTA President Dorval Carter said in a statement. (Railway Track & Structures, February 11)

(Continued from page 11)

Further, in 2018, the authority commissioned transit
consultant Jarrett Walker to author a bus optimization
report that recommended abandoning Route 15 trolley
service in favor of a high-frequency bus line, among
other findings. The report cited the streetcars’ inability to
bypass double-parked cars and other obstacles in narrower portions of the route.
Sauer insisted these fears were overblown and pointed out that the agency was in the process of restoring a
trolley loop and tracks on the eastern portion of Route
15 that had been disrupted by I-95 construction.
“They’ll be back. I get it, I’m a trolley guy, too. I know
how people feel about them,” Sauer said. “This is Philadelphia and we love our trolleys.”
Yet fans of the refurbished World War II-era trolley
cars, unique among SEPTA’s fleet of vehicles, weren’t
taking any chances. Some users on the Philadelphia
Metropolitan Area Transit Scene Facebook group posted videos depicting themselves taking “last rides” on the
Route 15 cars. “Hopefully a few go to trolley museums,”
wrote Douglas Diehl, a group administrator. (PlanPhilly
via WHYY-FM, January 26)

A southbound Red Line train is seen approaching the 95th/Dan Ryan
terminal in the median of the Dan Ryan Expressway.
Railway Track & Structures photograph

PCC-II 2332 on Girard Avenue.
PlanPhilly photograph

The hope that Chicago Transit Authority’s (CTA) Red
Line may run a little deeper in the future has not faded
one bit. The CTA Board has decided to look into extending the Red Line from 95th Street to 130th Street and
approved $38 million for an environmental impact statement.
The last time the famous “L” line was stretched was
back in 1993 with the Orange Line. Total cost for the
Red Line extension could be as much as $2.3 billion.
T.Y. Lin International Great Lakes will handle the $38
million job, which also includes planning and preliminary
engineering for the project.
This is the third investment CTA has made for a Red
12

A plan to restart the scuttled Loop Trolley ran into big
trouble when Bi-State Development Agency commissioners failed to endorse taking over the line. No vote
was taken on a motion to advance a plan by the agency's President and CEO, Taulby Roach, to have Bi-State
manage the 2.2-mile streetcar line for four years as part
of its Metro transit system.
Following the commissioners' move, Roach said, "I
have no further way to move it forward," adding that he
has no plans to retool his proposal to try to win their
support. "We've worked...to come up with the best plan
that we could at this point," he told reporters. "But right
now, it's just not good enough to reach approval of my
Commissioners." It was not clear if there is any other
path forward to revive the trolley, which shut down in
December, 2019 after running for only about a year
amid a string of financial and operating problems.
If the trolley remains closed, the Regional Administrator for the Federal Transit Administration, Mokhtee Ahmad, confirmed at Friday's meeting that his agency likely would file suit to try to recover about $25 million in
federal money that helped build the line. The suit would
be filed, he said, against the special sales tax district set
up to fund the line and the East-West Gateway Council
of Governments.
Asked by a Board member whether his agency had
ever tried to claw back grant money previously, Ahmad
said "we came close" once in another part of the country. "A letter was sent, and the parties involved...did
(Continued on page 13)
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come around and complete the project," he said.
Roach, when asked by reporters what would happen
next with the trolley, said that is a question for the special sales tax district set up to help fund the line. Roach
is on the Board of the tax district with St. Louis Mayor
Lyda Krewson, St. Louis County Executive Sam Page,
University City Mayor Terry Crow, and Joe Edwards, the
businessman who for decades has been the prime mover behind the $51.5 million trolley project.
Krewson's spokesman, Jacob Long, in a text said only
that "we will continue to work to explore solutions that
are least detrimental to the region and try to minimize
any potential negative ramifications of today's decision."
That is an apparent reference to Roach's warning that
defaulting on the federal trolley grant could harm the
region's chances of winning future federal discretionary
aid for transportation projects. Asked by Bi-State Commissioner Derrick Cox about that at a meeting, Ahmad,
the federal official, said a default "certainly would be a
factor that would be there."
"What do you think you (the federal agency) would do
given the fact that you have this litigation going on and
an application comes in from St. Louis for a discretionary grant?" Ahmad asked. "I'll leave that up to you to
answer." Page declined to comment on the Bi-State
rejection. His spokesman, Doug Moore, referred a reporter to a statement Page released on Tuesday saying
he was reassured that no additional county funds would
be spent on the trolley. Crow said that "while it is too
early to know what will come next for the Loop Trolley,"
University City is open to being part of any conversations with the sales tax district and regional partners "as
we move forward."
Edwards said he was surprised at the move. "I hope
this isn't the end; I hope this is a pause and that they
will reconsider," he said. He said he remained optimistic
that something could be worked out. But John Meyer,
president of the nonprofit Loop Trolley Company, said
the Bi-State Board's decision to reject the plan marked
"a dark, sad day for the St. Louis region." Meyer applauded Krewson for supporting Roach's plan, which
would have used $1.9 million in unspent Bi-State federal grant money to cover shortfalls. But Meyer said he
was "extremely disappointed in the rest of our leadership" regionally. The company had operated the trolley,
which ran from the western end of the Delmar Loop
commercial area in University City to the Missouri History Museum in Forest Park.
Although Friday's meeting was technically of two committees of the Bi-State Board, nine of the 10 board
members took part — sending a clear signal of the
Board's view of the proposal. The unsuccessful motion,
made by Board member Rose Windmiller, an associate
Vice Chancellor at Washington University, would have
sent the issue on to the full Board for final action next
month. It failed to get a second.
Roach's plan, disclosed earlier this week, would have
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used unspent balances from previous federal grants to
get the moribund trolley back in service and able to sustain itself. He said by 2025 to 2027, depending on the
rate of growth, projected increases in sales tax district
collections would result in the trolley sustaining itself
without more outside aid. Roach, at the request of
Krewson, Page, and others, said he had worked closely
with Ahmad to come up with a plan. But Bi-State Board
members, particularly those from Illinois, raised various
concerns Friday.
Cox and Justin Zimmerman, both from Madison County, complained that the trolley route duplicates existing
service offered by MetroLink and a Metro bus line.
"Many in the public, including me, don't believe it's
transit," said Cox, who took part by telephone. "That's
why it doesn't have the ridership."
The two also said the unspent Bi-State grant money
would be better going to Bi-State's own capital needs.
Herb Simmons, a St. Clair County member, asked why
there has not been written support for a Bi-State takeover from St. Louis, St. Louis County and University City
officials. Zimmerman added that there also had not
been any votes of endorsement from elected Boards in
those areas. In response, Roach said Krewson would
issue such a letter if asked but that "I've fallen short of
getting a letter of support" from Page. Board Chairman
Michael Buehlhorn of Swansea called the idea "a bad
business plan" and said that he worried what would
happen if sales tax projections are not reached at the
end of the four-year period.
Windmiller, a St. Louis County member, expressed
concern about agreeing to a plan for four years instead
of setting yearly ridership and financial benchmarks that
could be reviewed annually by the Bi-State Board.
County Council chairwoman Lisa Clancy, D-5th District,
said later in a text that she supported the Board's decision and that "it sounds like the commissioners are
clear on the priorities for Bi-State and for the community
served." Two council Republicans, Ernie Trakas of the
6th District and Mark Harder of the 7th, also hailed Friday's action. Trakas said there is no community support
for spending any more general tax money on the trolley,
local or federal. He suggested that trolley boosters instead seek money from the regional Convention and
Visitors Commission as a tourist attraction.
Harder thought that the trolley still had a chance and
suggested it could be taken over by a private enterprise.
"If someone else has other ideas on how to save this
thing, let's hear it, but the taxpayers shouldn't be on the
hook for this amusement." (St. Louis Post-Dispatch,
January 27)

California Assemblyman David Chiu has put forward a
bill which would require all 27 transit agencies throughout the San Francisco Bay Area’s nine counties to create a “seamlessly integrated public transport system.”
The Bay Area Seamless Transit Act, filled on February
4, proposes that agencies standardize their bus fares
and use the same regional transit map, smartphone
(Continued on page 14)
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year. The three sections of the seven-mile Purple Line
extension are expected to open in 2023, 2025, and
2027, respectively.
"This new transit line, when fully constructed, will revolutionize the ability to connect the Westside with the rest
of Los Angeles County’s growing rail and bus networks,"
said LA Metro Chief Executive Officer Phillip Washington. (Progressive Railroading, February 12)

(Continued from page 13)

apps, and Clipper card payment technology.
Currently, local agencies have separate end-user systems with very little overlap.
The legislation would “implement immediate, achievable steps to move toward a more seamless rider experience” to require agencies to classify “youth”, “senior”,
and “low-income riders” in the same way and apply the
same discounts for passengers transferring from one
line to another.
The Democrat’s bill is an effort to increase ridership
levels in the San Francisco Bay Area, where ridership
dropped 5.2% between 2016 and 2018. Currently, only
3% of all trips in the Bay Area are made on public
transport.
“Agencies build transportation infrastructure separately, which can make transferring from one operator to the
next difficult,” Chiu said. “Navigating our disjointed
transit system can be an intimidating and frustrating
experience for riders, which leads to less transit ridership overall. We need to put riders first and take steps
to make our transportation system reliable, convenient,
and intuitive.”
The proposal coincides with the Faster Bay Area
Transportation Tax ballot measure currently proposing
investments of $100 billion in transport projects over the
next 40 years. (Metro Report International, February
7)
Los Angeles County Metropolitan Transportation Authority (LA Metro) officials yesterday announced the
agency has moved closer to receiving a $1.3 billion federal grant to help fund the third and final phase of its
Purple Line subway extension.
The U.S. Department of Transportation (USDOT) has
sent the full-funding grant agreement to Capitol Hill for a
30-day review period, the last step before the Federal
Transit Administration (FTA) and LA Metro sign the
agreement, LA Metro officials said in a press release.
The agreement will be delivered under the FTA's Capital Investment Grant Program, also known as New
Starts. The grant is a stand-alone agreement, with no
required loans for LA Metro to pay back as in previous
funding agreements for Sections 1 and 2 of the Purple
Line extension, LA Metro officials said.
The overall cost for the project's final section is $3.6
billion, with remaining funds coming from LA Metro’s
voter-approved transportation sales tax measures.
The segment is considered one of Los Angeles County's most critically needed public transit projects: a subway under Wilshire Boulevard that will connect downtown Los Angeles and Westwood with service en route
to the Miracle Mile, Beverly Hills, and Century City, LA
Metro officials said.
LA Metro is building the subway's first two sections
and has begun some initial preparatory construction
activities for Section 3 between Century City and Westwood. Major construction is expected to start later this

Beginning March 30, continuing Réseau express métropolitain (REM) construction will lead to the closing of
the Mont-Royal Tunnel used by commuter trains from
the Deux-Montagnes and Mascouche Lines. The Québec government, Autorité régionale de transport métropolitain (ARTM), Mobilité Montréal and the transit authorities have announced the transitional network that
will be implemented during the work:
● The Deux-Montagnes Line will terminate at the Bois
-Franc station
● The Mascouche Line will terminate at the Ahuntsic
station
● Fare pricing measures: free rail shuttle and bus
shuttle between Bois-Franc and Côte-Vertu. In addition, users of the Deux-Montagnes line will have
four months of free metro to test the measures
The Réseau express métropolitain (REM) is a new
automated light rail network. It will include 26 stations
and span the greater Montréal area with 67 kilometers
of tracks–by comparison, the current metro network is
71 kilometers long. The service will be much more frequent than the current commuter rail service, as frequent as 2½ minutes on the downtown segment. The
first trains are expected to start running in 2021 from the
South Shore to Bonaventure-Central Station. Then, the
other branches of the network will be gradually put into
service in 2022-2023.

The refurb
Deutsche Ba

The Réseau express métropolitain completed network. Heavy gray
lines are current Metro routes and thin gray lines are remaining
commuter rail routes.
Réseau express métropolitain photograph
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Helsinki transport operator HKL has awarded CAF a
(Continued on page 15)
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€39.9 million contract to supply a further five four-car
M300 metro trainsets and provide spare parts over their
expected 40-year life.
The additional M300 sets are scheduled for delivery
from CAF’s Zaragoza plant in 2022, providing an increase in capacity to handle the forecast increase in
ridership when the Matinkylä-Kivenlahti second phase
of the Länsimetro extension opens in the early 2020s.
CAF has previously supplied 20 M300 trainsets in
2016-7. They are 90 meters long, with wide gangways
and a capacity of approximately 575 passengers.
The latest order, finalized in late January, will take the
metro fleet to a total of 50 trainsets, including six M200
and 19 M100 sets.
HKL and CAF have also agreed to modify the existing
M300 units to improve the ergonomics of the cabs. The
cabs were designed for temporary use pending a
planned switch to unattended operation; however, the
automation project was subsequently put on hold in the
face of mounting technical difficulties.
The layout of the controls will now be modified, and
the driver’s seat will be replaced with a design offering a
greater range of adjustments as well as the option to
operate the trains while standing. (Metro Report International, February 6)
German Rail (DB) presented the first of 17 refurbished
former Westbahn Stadler Kiss double-deck EMUs at

Berlin Hauptbahnhof (Main Station) on February 6
ahead of the introduction of nine trains on the RostockBerlin-Dresden inter-city route on March 8.
DB confirmed the purchase of the seven class 4010
six-car Kiss 1 and 10 class 4110 four-car Kiss 2 vehicles in July. The trains will support a two-hour interval
service on the Rostock-Berlin-Dresden route, which was
due to be served by 69 IC2 inter-city push-pull trains on
order from Bombardier. However, DB suspended delivery of the remaining 25 trains last week after a series of
reliability issues reportedly caused by software-related
problems.
Expansion of the Rostock-Berlin-Dresden service is
part of DB’s “Strong Rail” strategy to double longdistance passenger rail journeys to 260 million customers per year. The purchase of the Kiss Fleet is part of
an €8.5 billion investment in DB’s long-distance fleet,
which as well as the IC2, also includes orders for additional ICE 4 trains and intermediate vehicles from Siemens, a contract with Talgo for 100 long-distance trains,
and new tenders for 30 high-speed trains and 90 highspeed EMUs.
Westbahn CEO Dr. Erich Forster told IRJ that the
company decided to sell the trains because the economic conditions for the purchase of the Kiss 1 trains in
2009 at the height of the economic crisis were no longer
favorable for the open-access operator. Westbahn subsequently ordered further Kiss EMUs from Stadler, the
first of which will be delivered in 2021.
The 200-kilometer-per-hour refurbished four-car
(Continued on page 19)
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platform for safety certifiability, and it consisted of nine
months of testing and collecting 2,500 hours of operational data. An automated data upload facility at Corona
Yard has allowed for cloud-based processing of all collected sensor data from the 7 line, which could then be
compared with data from the Communications-Based
Train Control (CBTC) system and a LIDAR-based
“ground truth” digital map.
As part of the pilot program, four trains on the 7 line,
which is one of two lines in the system already
equipped with CBTC, have been outfitted with the Thales CBTC system that integrates Piper’s UWB technology. Four trains on the Canarsie Line were outfitted with
Siemens’ CBTC system that integrates Humatics’ UWB
technology.
The demonstration, which took place on the express
track of the 7 line between the 61 St-Woodside and 40
St stations, showed the potential of an even more precise positioning system, UWB, to improve system performance and recovery. The pilot proved it could also
help accelerate the implementation of CBTC. Additionally, because UWB technology is installed off the tracks
rather than on the tracks, it could be considerably easier
for NYCT personnel to maintain in the long term and cut
15

down on delays stemming from malfunctioning equipment on the tracks.
Key advantages of the UWB pilot include:
● Rapid implementation, achieved through a reduction of train-borne equipment by removal of undercarriage installation, which would enable the modernization of aging subway infrastructure on an accelerated timeline
● Increased train positioning accuracy, achieved
through utilization of modern onboard sensors including UWB radios, which could contribute to fewer
and shorter service delays for passengers
● Accelerated start-up position initialization, enabling
a train to initialize and switch to Automatic Train
Operation (ATO) faster than current-generation
CBTC systems
To help accelerate the modernization of the signaling
system, NYC Transit has announced a third vendor,
Mitsubishi Electrical Power Products, to qualify as a
CBTC supplier. Mitsubishi successfully completed, within budget, a development and safety certification program awarded in September, 2015.
It remains to be seen whether or not UWB technology
will be used in any of the upcoming CBTC contracts,
like Queens Boulevard East (Kew Gardens-Union Tpke
to Jamaica-179 St and Jamaica Center-Parsons/
Archer).
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SOUTHWEST UNITED STATES
by Jack May
(Continued from February, 2020 issue)
(Photographs by the author)

FRIDAY, APRIL 14
This was the first day after the completion of the track
work on the Gold Line, and I hoped service would be
back to normal, which meant base headways of every
12 minutes, increased to 7 for rush hours — and it
turned out operations were indeed trouble-free on this
beautiful day. After adding a new day ticket to my TAP
card I followed the same itinerary that I tried two days
earlier, and found myself at Union Station before 10:00.
I boarded a two-car train of new Kinkisharyo cars and
rode it all the way to the terminal just beyond Azusa (49
minutes), which gave me the opportunity to plan my
photography of the extension from Sierra Madre. The
ride was speedy and smooth, and gave me a full appreciation of the line's ambience.
This side of the Gold Line continues to be my favorite
Metro light rail route for a number of reasons, but mostly because of its varied and attractive rights-of-way,
which are now augmented by this extension. When I
joined the hobby in the late 1950s and widened my horizons, I quickly learned that the electric streetcar (and its
evolutionary followers) was the most flexible mode of
transit, able to take advantage of all sorts of infrastructure, including streets, reservations in the center and
side of roads, cross-country through fields and woods,
elevated, underground, and so on, and able to share
rights-of-way with motor traffic as well as full-sized railways, both alongside and even on the same tracks.
Here is my attempt at describing this most interesting
line. With its platform elevated at Union Station, the line
climbs further on high concrete pillars to the Chinatown
station, whose architecture and decorations are styled
accordingly, and which affords a panoramic view of the
city. It then sinks to ground level, crosses the Los Angeles River and joins the former right-of-way of the
Atchison, Topeka & Santa Fe Railroad in a general
northeastern direction. It is a curving right-of-way, which
includes a section of Marmion Way, where the line runs
for about half a mile in the center of a residential street
with parking and sidewalks. Here the line's roadbed is
paved and slightly raised above the street, with a fence
separating the two tracks, so it is ostensibly on reservation. Motor traffic is allowed to briefly encroach, especially when backing out of driveways. On this section
light rail cars are limited to speeds of 20 mph. I suspect
that the previous AT&SF rails were on prw with narrow
paved alleys on both sides. The Highland Park station is
at the end of this short section, and then the line begins
to run over a more traditional rail right-of-way, which
takes it through beautiful Arroyo Seco Canyon, where it
crosses the original Pasadena Freeway via an exAT&SF high trestle. It then continues to follow the route
of the former Super Chief toward Pasadena, stopping in
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the heart of South Pasadena's attractive retail center.
This is an upscale city that is the home of the line's original NIMBYs; both it and the Highland Park stop were
once Santa Fe Railroad stations, although almost all of
the road's varnish made their first stop outside Los Angeles at Pasadena; this station has been preserved as
a restaurant, La Grande Orange Cafe, just north of the
Gold Line's Del Mar stop. The line between South Pasadena and Pasadena is quite verdant and crosses under a number of bridges from which I took photos on
previous trips.
Pasadena is a diverse city with about 140,000 residents, most famous for the Rose Bowl football game
and Tournament of Roses parade, as well as the Norton
Simon art museum and plenty of Victorian architecture.
Notably, as the line cuts through this city, it runs through
a building, as well as traversing a half-mile long subway
(which includes the Memorial Park station) to end up in
the center of the east-west I-210 Foothill Freeway; there
are three stations here, the last being the original terminal, Sierra Madre Villa. The line up to this point is just
under 14 miles long (from Union Station) and opened
on July 26, 2003.
Now onto the new line, the Foothill extension, which
added 11.5 miles and 6 more stations when it opened
on March 5, 2016. It runs in a predominantly east-west
direction through the San Gabriel Valley on traditional
railroad right-of-way just south of the mountain range,
and for now ends in Azusa (although groundbreaking
recently occurred for an extension of 12½ miles more
along the same Santa Fe line to Montclair). After Sierra
Madre, the Gold Line leaves the Foothill Freeway via a
bridge, and runs through Arcadia, Monrovia, and Duarte, with a single station in each town. Its maintenance
and storage yard is between the Monrovia and Duarte
stations. After Duarte, and just short of the next stop,
Irwindale, the right-of-way widens significantly as it is
joined by a third track and ancillary facilities used for
freight service. The freight trackage extends eastward
beyond the end of the current electric line and even its
future extension to Montclair, as far as San Bernardino,
where the BNSF mainline is reached. That line is now
owned by the Southern California Regional Rail Authority (operator of Metrolink), and I am not sure if trackage
rights for freight service are held by Union Pacific or
BNSF — or both. At Irwindale the freight trackage from
San Bernardino turns south to Baldwin Park over what
appears to have been Southern Pacific track and may
still be owned by the Union Pacific (thereby providing a
connection to the national railroad system at both
ends). The light rail line has two further stations, Downtown Azusa and its terminal, APU/Citrus College. After
(Continued on page 17)
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Arcadia it operates parallel, but just south of the former
Pacific Electric Glendora Line, which was abandoned in
1951. Beyond the terminal APU/Citrus, the former Santa
Fe becomes single track, but just before it reaches
Claremont it widens to host the current Metrolink San
Bernardino commuter line. Thus it appears that the
forthcoming light rail extension to Montclair, the existing
Metrolink line to San Bernardino, and freight service will
share the same right-of-way, which should be rather
interesting. I should also point out that the Pacific Electric's San Bernardino interurban, abandoned in 1941,
shared a short portion of its route with the Santa Fe for
a few miles east of Claremont. Thus I consider it somewhat ironic that both parts of the entire 24-mile-long
Foothill extension will operate parallel to the abandoned
PE lines to Glendora and San Bernardino. It is not the
same as the Blue Line to Long Beach mostly using the
exact same Pacific Electric right-of-way, but pretty much
similar to me.
Please pardon the following sermon, which some may
possibly consider subversive opinions and superfluous
information. With current light rail fares being significantly less than those charged on Metrolink, and service on the traction line being considerably more fre-

quent, there is already a controversy about the Gold
Line snatching passengers away from the commuter
line, especially because they are operated by separate
and competing agencies. Rightly so, as in my opinion,
traditional steam/diesel commuter service is a quick and
effective, but cheap and dirty, way to serve potential
riders, and may well be too weak in corridors where
there will be a high demand. If all-day frequent service
is needed, I believe that the interurban solution, now
called light rail, is much more desirable. Thus I have
always thought that in the days before the advent of
massive subsidies for suburban rail service, it was a
catastrophe that superior lines with excellent center city
distribution, like the Chicago, Aurora & Elgin and the
Chicago, North Shore & Milwaukee, fell victim to parallel
unelectrified railroads.
Back to the narrative. I arrived at the end of the line in
Azusa at about 10:45, some 49 minutes and 18 stops
after Union Station, and began to take photographs,
working my way westward back toward Los Angeles as
the day proceeded. The photos below and their captions describe the remainder of my trip.
My photos at the outer terminal, APU/Citrus College,
are not interesting enough to display here, as opposed
to those at the next stop, Downtown Azusa.

Two photos from the inbound platform at the Downtown Azusa station. The left view is centered on the former AT&SF Azusa railroad station, which was built in 1887, but totally reconstructed in 1946. The Santa Fe's blue box logo is prominently displayed on the corner of the
building. The right photo shows one of the two Spanish colonial-style arches placed above the ramps leading to the platforms. Looking
through the archway, we see the rear of an inbound Breda train and the signals for the Azusa Avenue grade crossing.
(Continued on page 18)
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An inbound train of Breda P2550 cars pauses at Downtown Azusa
station. The Target store in the background contains a CVS drugstore and a Starbucks — and is a major traffic generator for the line.

A spanking new train of Kinkisharyo P3010 LRVs approaches the
Gold Line's Downtown Azusa station. Note the width of the rightof-way, which includes a track for freight trains at left. The photo
was taken when I accidentally on-purpose got caught inside the
Azusa Avenue grade crossing when the gates went down. After this
happened a few more times I was approached by a local police
officer who told me I was acting in an unsafe manner. I promised I
would not do it again.

My next stop was the Duarte/City of Hope station, the location of a
famous cancer hospital. An outbound train of Breda cars stops at
the center platform.

The old Santa Fe depot is located east of the Gold line station. It is stated for restoration to its former glory in the near future and it will
house a cafe, at least according to one of the posters posted at the stop. Note that Monrovia is east of Irwindale, and therefore the right-ofway contains only the two Gold line tracks.
(Continued on page 19)
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Two photos from the parking deck at Arcadia station, featuring the beautiful San Gabriel mountains behind Breda cars.

Upon heading back to Union Station, I broke the journey in South Pasadena for a late lunch — and a photo.

An inbound three-car train of Bredas slows down through a gateprotected intersection as it reaches its stop at South Pasadena.

(Continued next issue)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED FEBRUARY 7, 2020

The following is different from the assignment that appeared in the January, 2020 issue:
LINE
C

AM RUSH

PM RUSH

72 R-46, 72 R-179

64 R-46, 72 R-179

Commuter and Transit Notes
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EMUs feature Wi-Fi, a reservation system, modern passenger information systems, and storage space for luggage and eight bicycles. Each train has 300 seats and
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possess panoramic windows on the upper deck while
passengers can purchase drinks and snacks in two
onboard cafes. Wheelchair access is possible via a
ramp and there are two wheelchair spaces as well as
an accessible toilet. (International Railway Journal,
February 7)
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Around New York’s Transit System
Second New Entrance at 1 Av L Station Opens
On February 10, the second of two new entrances to
the 1 Av L station opened to the public. This one is on
the north/8 Av-bound side at the northwest corner of
Avenue A and E. 14th Street. This opening follows the
opening of the entrance to the station’s Brooklyn/southbound platform at the southwest corner of Avenue A and
E. 14th Street in November, 2019.
The 1 Av L station saw a 60% increase in ridership
between 2000 and 2018. The expansion and new entrances at the station will significantly benefit the nearly
21,000 weekday customers who currently use the station.
Improvements at 1 Av L include:
● Two new platform-to-street ADA elevators, one on
either side of E. 14th Street near Avenue A. They
continue to be ahead of the original schedule, and
are estimated to open summer 2020
● Two new street entrances, each 7½ feet wide
● New fare control area, adding 600 square feet to
the station
● Rebuilt infrastructure of the original entrances on
First Avenue
● New wall tile, energy-efficient lighting, and new turnstiles
● New substation near Avenue B to power more
trains, one of three for the Canarsie Line
The revised construction schedule at 1 Av was designed to open the new entrances to the public as soon
as they are ready, with temporary finishes, then close
the original entrances for reconstruction in a phased
schedule. Two entrances will be open at all times at the
1 Av station. Currently, the First Avenue south entrance
is closed for reconstruction and the Avenue A south entrance is opened for Brooklyn-bound travel.
With the opening of the new entrance at Avenue A
north, the First Avenue north entrance was to close for
reconstruction on February 15, 2020. The phasing
schedule for the entrances at the station is as follows:
● February 10, 2020: New permanent Avenue A north
entrance opens with temporary finishes
● February 15, 2020: Existing First Avenue north entrance closes for structural reconstruction
● April/May, 2020: First Avenue south entrance completed and reopened; Avenue A south entrance will
temporarily close for final finishes. First Avenue
north entrance completed and reopened; Avenue A
north entrance will temporarily close for final finishes
While both the First Avenue north and south entrances
are closed as of Saturday, February 15, 1 Av L customers are advised to:
Weekdays: For 8 Av-bound travel, use the entrance on
the north side of Avenue A and E. 14th Street
Weekdays: For Brooklyn-bound travel, use the entrance
on the south side of Avenue A and E. 14th Street
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Weekends and weeknights after approximately 9:45
p.m.: Use the Avenue A north entrance for trains in both
directions.
Free Transfer Extended and Permanent Connector
To Be Constructed Between Livonia Av and Junius
St Stations
It was announced on February 7 that the free MetroCard transfer between the L at Livonia Av and the 3
at Junius St in the Brownsville/East New York neighborhoods in Brooklyn will be extended indefinitely. This has
been in effect for the past nine months during the ongoing construction on the L line. In addition, it was announced that a permanent connector will be constructed
linking the two elevated stations, which are less than
1,000 feet apart, under a single facility. Passengers currently have two hours to make the MetroCard activation
for the free transfer between the two stations.
The MTA allocated $38.4 million in the 2020-4 Capital
Program for the project and has spent $400,000 as part
of the 2015-9 Capital Program for pre-design activities
related to implementation of the permanent walkway.
The project will be designed and awarded in combination with a companion ADA accessibility project at the
Junius St station that will include new ramps and elevators.
The ADA accessibility project at the Livonia Av station
was included in the 2015-9 Capital Program and was
expected to be awarded in February with construction to
begin in the first quarter of 2020.
Bedford Avenue Entrances to Nostrand Avenue
AC Station to Reopen
In other station accessibility news, it was announced
on February 8 that work to reopen the closed Bedford
Avenue entrances to the Nostrand Av AC station on
the IND Fulton Street Line in Brooklyn will start by the
end of the year. The entrances will provide the station
with a direct connection to the northbound B44 Select
Bus Service, reduce crowding as trains depart from the
station, provide a free in-station transfer between the
northbound and southbound platforms, and better connect the station with destinations west of Arlington
Place. The entrances, at the northeast corner and
southeast corner of Bedford Avenue and Fulton Street,
are more than 1,000 feet to the west of the currently
open entrances at the corners of Fulton Street and Nostrand Avenue, or nearly a quarter mile.
Inside the station, workers will scrape and repaint areas of the station that have been closed to the public for
more than 30 years, repair and replace tile, rehabilitate
stairways, and install lighting and turnstiles. On the
sidewalk level, workers will install sidewalk entrances in
accordance with New York City Transit design standards. Additionally, the announcement comes as the MTA
is undertaking the unprecedented 2020-4 Capital Pro(Continued on page 4)
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CORONAVIRUS PANDEMIC CURTAILS RAIL
SERVICES ACROSS THE COUNTRY
by Jeffrey Erlitz and Ronald Yee
(Photographs by Subutay Musluoglu)

The world has been gripped by a viral pandemic, the likes of which we have not seen in our lifetimes. The nearest comparison in this country
would probably be the 1918 Pandemic, which
claimed 675,000 lives in this country alone. As of
March 28, the death toll in the United States is
2,112 (with 775 in New York City alone as of the
evening of March 29). Still, we are all affected by
this in our daily lives. This pandemic has disrupted the global economy and travel of all kinds.
Needless to say, it has had a profound negative
impact on public transportation here and around
the world. Most rail services have settled on a
Saturday, or weekend, service. Some services are
still charging fares, and some are now fare-free.
Read on for all the details and above all, please
stay safe.

Copyright © 2020 ERA

This Month’s
Cover Photo:

In the twilight of their nearly
40-year career, an 11-car
set of R-36s (and single R33) are seen approaching
the 82 St-Jackson Hts station on the 7 Flushing Line
on 7/8/2002 (Jeff Erlitz photo)
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Until March 24, all rail operations operated
by the MTA (the Long Island Rail Road, Metro-North Railroad, New York City Transit
(NYCT) subways and buses, Staten Island
Railway, and MTA Bus Company) continued
to operate on their normal schedules and the
trains with their regular consists. However,
on March 24, due to a shrinking workforce,
some service and route adjustments were
made at NYCT Subways and the Staten Island Railway. (Ronald Yee, March 24)
Effective March 17, 2020, in response to
the coronavirus crisis, cash was no longer
accepted for the purchase of tickets from
train crews or ticket offices on the LIRR and
Metro-North Railroad. Customers were encouraged to use credit/debit cards or MTA
eTix. Lost and Found offices on both railroads were also closed until further notice.
1

(CT Post. March 17)
At the MTA’s March 25 Board meeting,
MTA Chairman and Chief Executive Officer
Patrick Foye reported a series of unprecedented statistics illustrating the coronavirus
pandemic’s effects on the MTA’s network. As of March 24, daily ridership on the
Long Island Rail Road (LIRR) was down
70%, while on Metro-North Railroad (MNR) it
was down a shocking 90%. The numbers at
New York City Transit (NYCT) were no less
stark, where daily ridership was down 87%.
To drive this point home, he stated that on
Monday, March 22 there were approximately
700,000 collected fares on the subway. This
is a staggering figure, when considering that
just this past October the MTA had touted
that subway ridership on a typical weekday
had climbed back up to 6 million passengers
a day, following three years of hard work and
effort to improve subway performance. On
then on Saturday, March 28, Foye reported
that he himself had tested positive for the
coronavirus, and was self-isolating at
home.
An operational change was made by NYCT
Bus starting Monday March 23, where Select
Bus Service (SBS) and regular local buses
load and unload all passengers through the
rear doors to reduce the exposure of the bus
operator to the coronavirus. Only passengers
requiring handicapped access will board and
disembark via the front door, where the access ramp is located. While fares through a
proof-of-payment ticket continue to be required and spot-checked by fare inspectors
(Continued on page 2)
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●

(Continued from page 1)

●

on the SBS routes, fare collection on the local bus services has effectively ceased, exacerbating the farebox
revenue loss issues from the coronavirus. (New York
Post, March 20)
As this edition of The Bulletin goes to press, NYCT
Subway made some significant changes to its services
due to staffing shortages stemming from employees
being removed from the workforce due to possible exposure to the coronavirus. It mainly consists of the elimination of express services and duplicative routes. In
summary:
● Expresses become locals: No express services on
the 4567. The D train will make local stops in
the Bronx , while continuing to operate express in
Manhattan and Brooklyn. The F train will make all
local stops in Brooklyn (F express in Brooklyn suspended) and Manhattan but continue to operate
express in Queens. N trains will make the local
stops in Manhattan but continue to operate as an
express in Brooklyn and J trains will make all
stops.
● Lines Not Operating: The BWZ lines are suspended. As an alternative to the B, use CDQ
services. The NR lines replace the W line and the
J replaces the Z line. 5 trains will operate as a
shuttle service between E. 180 St and Dyre Av in
the Bronx, No 5 service south of E. 180 St, all of
Manhattan, and to Brooklyn College/Flatbush Av. E
trains will no longer supplement F services to 179
St/Hillside Av; all trains will terminate at Jamaica
Center. Lastly, A
trains will only operate to Lefferts
Blvd and Far Rockaway. Customers to Rockaway
Park will need to transfer to S train shuttles at
Broad Channel. (NBC News, March 24)

●

(dual-mode service)
Leave Oyster Bay 6:51 AM, local stops to Mineola,
Jamaica, arrive Penn Station 8:10 AM (dual-mode
service)
Leave Penn Station 5:07 PM, Jamaica, Mineola,
Hicksville, local stops to Port Jefferson (dual-mode
service)
Leave Penn Station 5:31 PM, Jamaica, Mineola,
local stops to Oyster Bay (dual-mode service)

As of press time, Metro-North Railroad (MNR) has
reported that its ridership has been reduced by over
90% from the effects of the coronavirus pandemic.
On Friday, March 27, the planned schedule change for
March 29 that was expected to remain in effect until
October 4 to facilitate planned capital and construction
programs, was shelved. In its place, starting March 27,
a special temporary timetable was placed into effect.
Essentially, it is an hourly schedule for all three lines,
Hudson, Harlem, and New Haven. On weekdays, trains
are added during the peak periods filling in the gaps
and creating a roughly half-hour headway service. The
September 29, 2019 schedules were extended by one
day to cover the entire weekend of March 28-29, 2020.
● On the Hudson Line, trains generally depart Poughkeepsie at :46 or :52 after each hour and connect at
Croton-Harmon with locals departing generally
at :56 after the hour. During the peak period, additional trains leave Poughkeepsie at :24 after the
hour and its Harmon connection departing :32 after
the hour. Outbound, trains to Poughkeepsie depart
at :45 after the hour and Harmon locals depart
at :20 after the hour. During the peak periods, additional trains operate to fill in the hour departing GCT
to Poughkeepsie at :14 after the hour and to Harmon at :49 after the hour. On weekends, a basic
hourly headway schedule without the added peak
period trains are operated all day and evening.
● On the Harlem Line, southbound trains depart
Southeast at :04 after the hour and connect with
local trains at North White Plains (NWP) departing
at :58 after the hour. During peak periods, an additional Southeast departure at :29 after the hour fills
in the hour-long gaps and two locals departing NWP
at :28 and :48 after the hour (:28 for reverse peak
services) provide three trains per hour peak period
service. Service between Wassaic and Southeast
operates only Monday through Fridays with no train
service on weekends. Northbound, trains to Southeast depart GCT at :10 after the hour and local
trains to NWP depart GCT at :42 after the hour.
During the afternoon peak added trains to Southeast depart GCT at :39 after the hour and to NWP
at :16 and :32 after the hour (:16 for the morning
reverse peak).
● On the New Haven Line, westbound out of New
Haven, a roughly 30 minute headway service is provided with the period 8 AM-1 PM and after 6 PM
where only hourly service is provided. Trains depart

Effective March 24, Staten Island Railway (SIR) trains
operate on 20-minute headways during the peak hours,
making all stops. Express services are cancelled.
Weekday off-peak headways remain at 30 minutes and
overnight services operate hourly. (MTA press release,
March 24)
Effective March 27, the Long Island Rail Road started
operating on a slightly enhanced Saturday schedule,
seven days a week. The following six extra trains are
operating in addition to the regularly scheduled trips:
● Leave Babylon 5:00 AM, local stops to Lynbrook,
Jamaica, arrive Penn Station 6:16 AM
● Leave Ronkonkoma 5:00 AM, local stops to Hicksville, Mineola, Hillside (for employees), Jamaica,
arrive Penn Station 6:21 AM
● Leave Port Jefferson 6:00 AM, local stops to Hicksville, Mineola, Jamaica, arrive Penn Station 7:52 AM

(Continued on page 3)
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ules until further notice:
● Weekdays: 10-minute headways 6 AM-9:30 PM,
then less frequent with a base headway of 35
minutes midnight-5 AM
● Saturdays: 20-minute headways 7:20 AM-midnight,
less frequent overnight with a 35-minute headway
● Sundays: 35-minute headways 9:50 AM-9:40 PM,
35-minute headway after 10 PM
(PANYNJ website, March 29)

(Continued from page 2)

New Haven around :37 after the hour with added
peak and reverse-peak trains departing New Haven
at 5:13 AM, 6:19 AM, and 7:17 AM. Additional inbound trains depart New Haven at 1:17 PM, 2:17
PM, 3:17 PM, 4:17 PM, and 5:17 PM. Westbound
out of Stamford, local trains depart at :58 after the
hour with added peak period trains at 6:28 AM local,
6:54 AM Greenwich-Larchmont zone express, and
7:28 AM local before operating hourly until 2:28 PM,
3:28 PM, 4:28 PM, 5:28 PM, and 6:28 PM. Eastbound, trains to New Haven depart at :02 after the
hour with added trains at 7:34 AM and 8:34 AM and
again at 3:34 PM, 4:34 PM, 5:34 PM, 6:34 PM, 7:34
PM, and 8:34 PM. Stamford locals depart on a pattern of :36 after the hour with added peak and reverse peak period trains departing GCT at 7:05 AM,
8:05 SM, and 9:05 AM; then for the PM Peak, 4:05
PM, (4:55 PM and 5:30 PM zone expresses RyeStamford), 5:05 PM, 6:05 PM, and 7:05 PM.
● The New Canaan Branch operates hourly shuttles
to Stamford, the Danbury branch only has one
through train to GCT per weekday (#3809 westbound and #3840 eastbound), and the Waterbury
Branch is mostly unchanged (7 inbound and 6 outbound trains). The weekend hourly service schedules for all 3 lines took effect starting Saturday, April
4. (Metro-North Railroad press release, March 26)
All Metro-North Railroad ticket offices, including Grand
Central Terminal, closed beginning Monday, March 23
as a precaution to protect ticket office employees from
the coronavirus pandemic. All customers are directed to
utilize the ticket vending machines at every station or
MTA eTix via their smartphones. (Metro-North Railroad
press release, March 21)

Beginning Friday March 20, NJ Transit reduced the
service frequencies of its commuter rail operations to be
more in line with the greatly reduced ridership levels
during the coronavirus pandemic. With exception of the
Atlantic City Line, all commuter rail lines began operating on an enhanced weekend schedule, including the
Port Jervis and Pascack Valley Lines serving MetroNorth Railroad stations in New York State. There were a
couple of exceptions: The Gladstone Branch will operate on weekdays only and eight extra trips will be operated on the Morristown Line between Dover and Hoboken on weekdays. NJ Transit Bus, Hudson-Bergen Light
Rail, Newark Light Rail, and the RiverLine will continue
to operate on their normal weekday schedules.
On March 25, NJ Transit further scaled back its services to reflect the lowered ridership. NJ Transit commuter rail service operated on a Presidents Day holiday
schedule with a few select trains added to handle demands that may exceed its capacities. RiverLine operates on a Sunday schedule, Newark Light Rail operates
on a Saturday schedule, and Hudson-Bergen light rail
continues to operate on its normal weekday schedule.
(NJ Transit press release, March 19; NBC News, March
24)

CDOT Shoreline East (SLE) services were reduced to
a weekend schedule seven days per week starting
Monday, March 16. On weekdays, four additional trains
will enhance the weekend schedule with the addition of
Train #3609 departing New London at 5:24 AM, #3615
departing Old Saybrook at 7:48 AM, #3647 departing at
Old Saybrook at 4:27 PM, and #3630 departing New
Haven at 3:25 PM. In addition, through train service between Old Saybrook, New London, and Stamford had
been discontinued and Amtrak ceased cross-honoring
SLE multi-ride tickets aboard its limited number of trains
after having discontinued 40% of them. On the Hartford
Line, a Saturday schedule went into effect and customers were informed that two Amtrak trains on the line,
#143 departing Springfield at 6:00 AM to New Haven
and #146 departing New Haven at 9:54 PM would no
longer operate. (CTRail press release, March 16)

In response to decreased ridership levels, Amtrak reduced its operation on weekdays to an enhanced Saturday schedule that will provide 40% of the original weekday schedule and capacity. At first, the railroad eliminated its three non-stop ACELA Express services between
New York and Washington, D.C.; that was during the
week of March 8. Subsequent service reductions were
placed into effect as ridership dwindled. Amtrak is utilizing this period to deep clean its trains. A summary of
Amtrak service adjustments is listed below:
Reduced Frequency Services
● Northeast Corridor — Regional trains only at 40% of
normal service, all ACELA services suspended.
● Downeaster (Boston MA-Brunswick ME)
● Hartford Line (New Haven CT-Springfield MA)
● Valley Flyer (New Haven CT-Greenfield MA)
● Empire Service (New York City-Niagara Falls, NY)
● Ethan Allen Express (New York City-Rutland VT)
● Piedmont (Charlotte-Raleigh NC)
● Hiawatha (Chicago IL-Milwaukee WI)
● Wolverine (Chicago IL-Pontiac MI)
● Illini/Saluki (Chicago-Carbondale IL)
● Illinois Zephyr/Carl Sandburg (Chicago-Quincy IL)

Effective March 29, 2020, PATH modified its sched-

(Continued on page 4)
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The SEPTA website (www.septa.org) offers exact times
and schedules (SEPTA, March 27)
PATCO closed four stations 24/7 in response to the
crisis: Ashland (riders are encouraged to use the Lindenwold or Woodcrest stations), Westmont (riders are
encouraged to use the Haddonfield or Collingswood
stations), City Hall (riders are encouraged to use the
Broadway station), and 12/13th & Locust Street (riders
are encouraged to use the 9/10th or 15/16th & Locust
Street stations). This allowed crews to focus their cleaning efforts on the nine remaining stations of the Lindenwold Line. Starting Saturday, March 28, weekday trains
operate on 20-minute headways 5 AM-11:59 PM, every
30 minutes 4 AM-5 AM, and hourly between midnight
and 4 AM. On Saturdays, a 30-minute headway operates 5 AM-11:59 PM and hourly from midnight-5 AM. On
Sundays, service is only hourly all day. (PATCO press
release, March 26)

(Continued from page 3)

●
●
●

Lincoln Service (Chicago IL-St Louis MO)
Capitol Corridor (San Jose - Sacramento CA)
Pacific Surfliner (San Diego-San Luis Obispo CA)

Modified Services
Adirondack — NYC to/from Albany only, no service
north of Albany toward Montreal.
● Maple Leaf — NYC to/from Niagara Falls NY only,
no service into Canada
● Cascades — (Eugene OR-Seattle WA only) No service north of Seattle
Suspended Services
● Acela (Boston-Washington, D.C.) (March 22-May
31)
● Keystone Service (NYC-Harrisburg PA)
● Pennsylvanian (NYC-Pittsburgh PA)
● Pere Marquette (Chicago IL-Grand Rapids MI)
● Winter Park Express (Denver-Winter Park Resort
CO)
Please refer to the Amtrak.com website for details on
these and all other routes. Sleeping car services appear
to have been suspended and dining options may be
subject to change during the pandemic.
●

WMATA Metrorail, despite losing 85% of its normal
ridership due to coronavirus, continued to operate fulllength eight-car trains to facilitate social distancing (sixfoot separation between all passengers). The only
changes were the closures of the Arlington National
Cemetery and Smithsonian stations with trains operating through without stopping, starting Thursday, March
19. This change was attributed to the need to reduce
tourist and visitor crowds seeking to view the famous
seasonal cherry blossoms at both locations. On weekends, all lines continued to operate trains between 8 AM
and 11 PM but on a 30-minute headway. (WTOP, March
20)
As this issue goes to press, WMATA issued a new
operating plan with weekday service running every 30
minutes from 5 AM-11 PM and weekend service from 8
AM-11 PM. 19 stations were closed with some redundant entrances to other stations closed to conserve
cleaning supplies and enable the remaining employees
not afflicted with the virus to focus on keeping the rest
of the system open. In addition to the Smithsonian and
Arlington National Cemetery stations that had already
been closed the previous week, the 17 additional stations closed are: Archives, Cheverly, Clarendon, Cleveland Park, College Park, East Falls Church, Eisenhower
Avenue, Federal Center SW, Federal Triangle, Greensboro,
Grosvenor-Strathmore,
Judiciary
Square,
McLean, Morgan Boulevard, Mt. Vernon Square, Van
Dorn Street, and Virginia Square. (WMATA, March 23)
Finally, as of March 30, the first and eighth cars of
Metrorail trains were isolated to protect the train crews.
(Member Steve Erlitz, March 29)

MBTA reduced its service headways March 16 in response to an expected decrease in ridership. Red Line
headways are every 14 minutes on each of the Ashmont and Braintree Branches, providing a seven-minute
headway between JFK/UMass and Alewife. Green Line
B,C, and D Branch trolleys continued to operate on 713-minute headways, with more frequent service along
the Green Line’s trunk line into downtown. However, it
was forced to restore some of the service on Wednesday, March 18 on the Blue Line and the E Branch of the
Green Line when demand exceeded the ability of the
reduced service to cover. (Boston Globe, March 17)
SEPTA adjusted its rail services to accommodate the
reduced ridership levels during the coronavirus pandemic beginning Sunday, March 22. It began operating
its Regional Rail service on a reduced weekday schedule and its Broad Street, Market-Frankford, Norristown
High Speed Line, and Subway-Surface Lines and suburban trolleys to Media and Sharon Hill on a Saturday
schedule until further notice. (SEPTA press release,
March 18)
As this issue goes to press, SEPTA further reduced its
services from a Saturday schedule to an “Essential Service Schedule” which called for service on most regional
rail lines to operate every two hours starting Sunday,
March 29 with exception of the Airport Line, which operates hourly. Twelve of the 13 regional rail lines are operating seven days a week, the exception being the Cynwyd Line, which operates Monday through Friday only.

Metro-Dade Transit suspended the collection of fares
on its trains and buses starting Sunday, March 22. TriRail commuter rail service remained unchanged while
Brightline reduced its services slightly, nine trains in
each direction on weekdays, eight on weekends. (ERA
member Fernando Zavala, March 21)
(Continued on page 5)
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coronavirus travel restrictions, SFMTA closed the MUNI
Metro and suspended all light rail operations systemwide and replaced them with buses starting March
30, 2020. MUNI Metro stations were all closed down.
Access to BART was maintained between Civic Center
and Embarcadero. Customers looking for J, K/T, L, M,
and N line services were advised to board the replacement bus services at the same bus stops utilized by
early morning Metro bus services. The E and F historic
streetcar lines as well as the three cable car lines were
suspended in early March as the Operators could not
be safely shielded from potential infection by the virus.
(KRON-TV4 News, March 26)

Coronavirus Curtails Rail Services Across the
Country
(Continued from page 4)

On March 25, Brightline announced that it was suspending all services until further notice, citing a lack of
ridership and the need to contribute toward the effort of
travel restrictions throughout its service area. The last
train operated was the 5:50 PM out of Miami Central.
Work will continue on the line’s high-speed extension
from West Palm Beach to Orlando. (Virgin Rail, March
25)
Milwaukee, Wisconsin
The Milwaukee Streetcar curtailed its operations, cutting its service hours from 5 AM-midnight to 7 AM-9 PM
and increasing headways from 15 minutes to 20
minutes, similar to a Sunday schedule. This will also
enable crews to deep-clean the cars to limit the spread
of the coronavirus. (Bizjournals.com, March 23)

Below is a summary of the known status of other rail
operations around the nation:
● ACE “Altamont Corridor Express” — Three round
trips per day and no Saturday service
● BART — normal service except for the suspension
of Yellow Line extra trains between Antioch and
SFO International Airport
● Caltrain—Reduced service to 42 trains, still operating on weekends
● Capitol Metro (Austin TX commuter rail) — Saturday and late night Friday services canceled
● Coaster—Service reduced 50%, no weekend service
● Denton County, Texas—Normal service
● Denver Regional—Normal service
● Las Vegas Monorail — all service suspended until
further notice
● MARC (Baltimore/Washington) — Operating at 60%

The Northern Indiana Commuter Transit District
(NICTD) issued new schedules on Monday, March 23
for its weekday services to reflect the dramatically lowered ridership levels since the coronavirus pandemic hit
the USA. Weekend service is unchanged while weekday service will be essentially the weekend schedule,
augmented with two additional westbound morning
peak period trains and two additional eastbound afternoon/evening peak period trains. (South Shore Line/
NICTD press release, March 18)
In response to dramatically lowered ridership from the

(Continued on page 6)

Grand Central Terminal concourse on Friday, March 20 at 6:26 PM.
On an average weekday, over half a million people pass through
GCT, and if this had been a regular Friday at this time there would
be thousands of people in this view, either rushing to catch a train
home for the weekend or casually enjoying the many retail stores,
bars, and restaurants in the terminal. But this was not a regular Friday, as the global coronavirus crisis has severely affected MetroNorth Railroad, reducing daily ridership by 90%. This scene would be
more typical of a very late weeknight at around the terminal’s closing time of 2 AM.

The Grand Central platforms of the 42 St Shuttle on Friday, March 20
at 6:39 PM. An R-62A set on Track 4 is about to start its run to Times
Sq, with barely anyone aboard.

(Continued on page 6)
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A few minutes later, another R-62A set has just arrived on Track 3 at
Grand Central, with just a handful of passengers disembarking. The
blue hoarding barrier on the left blocks off Track 1, out of service for
the ongoing reconstruction of the 42 St Shuttle.

As work continues on the expansion/rehabilitation of the Grand
Central subway station's Lexington Avenue Line mezzanine and
platforms, on Friday, March 20 at 6:33 PM there is not a soul in sight
in this view of the recently opened expansion of the central mezzanine. NOTE - We hope to revisit the Grand Central station soon and
provide a detailed update on the work that will be wrapping up
later this year. A lot has happened since we last discussed the project in the July, 2018 Bulletin, as you can see!

The Lexington Avenue Line mezzanine at the Grand Central station
is usually a chaotic scene during the PM rush hour. The impact of the
global coronavirus crisis is clearly obvious on Friday, March 20 at
6:44 PM in this view of the southern part of the mezzanine that has
yet to be rehabilitated.

Another view of the Lexington Avenue Line mezzanine at the Grand
Central station, with just a single passenger exiting in the far background.

●
●
●
●
●

capacity
Metra (Chicago) — Service reduced by half
Metrolink (Los Angeles) — 30% reduction in service
Music City Star (Nashville) — Reduced schedule
MCDOT (North Carolina) — Four trips suspended
New Mexico Rail Runner Express (Santa FeAlbuquerque-Belen NM) — service suspended
through April 3

●
●
●
●

New Orleans Streetcar — operating on a reduced
Saturday schedule
Northstar (Minneapolis) — Regular service, pending
a decision on April 1
PATCO (Philadelphia PA-Lindenwold NJ) — operating on a reduced weekday and weekend schedule
PATH (New Jersey) - Operating on a weekend
(Continued on page 7)
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A couple minutes later the situation downstairs on the Flushing Line
platform was just slightly better, as a handful of passengers wait for
their 7 train.

The Flushing Line’s northbound platform at 74 Street-Broadway is
rarely free of crowds, even late at night, but it is relatively quiet
on Friday, March 20 at 7:21 PM as a 7 pulls out to continue its run
to Main Street.

Meanwhile, down below on the northbound platform of the Queens
Boulevard Line’s Roosevelt Avenue station, the story is the same.

The interior of R-46 5805 on a Forest Hills-bound R. A single R-46 car
can easily carry well over 200 passengers seated and standing, but
on this Friday at the tail end of the PM peak period, on one of the
busiest lines in the system, only seven passengers are aboard this
car, including the photographer.

●
●
●
●
●
●
●
●

schedule
SMART (Larkspur-Santa Rosa CA) — canceled
select weekday trains and all weekend services
Sound Transit (Seattle) — Regular service
Sunrail (Orlando) — Regular service
TexRail (Fort Worth) — Reduced service, no fares
collected
Tri-Met (Portland) — Reduced service
Trinity Railway Express (Fort Worth) — Reduced
service
Virginia Railway Express – Service reduced 50%
GO Transit — Canceled service between Niagara
Falls and Saint Catherines, Ontario on the

Lakeshore West Line and express rush hour trains
on the Lakeshore West and Kitchener Lines. Trains
on the Stouffville and Barrie lines are skipping select station stops
(Al Holtz, March 22)
Major cuts to metro, rail, and bus services were announced by Transport for London on March 18, with the
operator explaining that Mayor of London Sadiq Khan
had asked it to focus on enabling “critical workers to
make essential journeys” during the Covid-19 pandemic.
(Continued on page 11)
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CANARSIE LINE UPDATE - SECOND NEW AVENUE A
ENTRANCE OPENED AT 1 AVENUE L STATION
by Subutay Musluoglu
(Photographs by the author)

On Monday, February 10, 2020, MTA New York City
Transit (NYCT) opened the second entrance to the 1
Avenue L station at Avenue A on the north side of E.
14th Street. The new entrance, which is adjacent to the
Stuyvesant Town housing complex, is comprised of two
stairs down to the 8 Avenue-bound side of the Canarsie
Line. Work continues on an elevator for ADA access,
which is expected to be completed sometime later this
Spring.
With the opening of this new entrance, the original
entrance to the 8 Avenue-bound side at 1 Avenue with
two stairs at the northeast corner of E. 14th Street was
closed on February 15 for rehabilitation and will reopen
later this Spring.
This follows the November 4, 2019 opening of the new
set of two stairs across E. 14th Street on the southeast
corner with Avenue A which serve the Brooklyn-bound
side. The original entrance at 1st Avenue for the Brooklyn-bound side has been closed for rehabilitation since
November 11 and will also be reopening later this
Spring, along with the new elevator for that side. This
work was described in great detail in the December,
2019 Bulletin.
Work continues on the rehabilitation of the Canarsie

Line's 14th Street Tubes under the East River to remedy damage caused by Superstorm Sandy in October,
2012. The project was on pace to wrap up in April, and
though the MTA announced at its abbreviated Board
meeting on March 25 that this work continues, it is possible it could slip due to the disruption caused by the
global coronavirus pandemic.
A water main break in the early morning hours of
Wednesday, March 4 at the intersection of Driggs Avenue and N. 7th Street in Brooklyn did have an impact on
the work to expand and rehabilitate the Bedford Avenue
L station. Two new street stairs are being built at that
intersection to an expanded mezzanine, from where a
new second stair has been built and opened to the platform below. Water and debris flooded the work area,
forcing the contractor to suspend work and perform
cleanup operations. On the northeast corner of Driggs
Avenue and N. 7th Street, one new stair facing north on
Driggs Avenue has been open since last year, and one
of the 1924 stairs facing east on N. 7th Street has been
rehabilitated and reopened. Meanwhile, on the southeast corner the second 1924 stair facing east on N. 7th
Street is still closed while work continues on the second

NYCT opened the second new entrance to the 1 Avenue L station
at Avenue A on the north side of E. 14th Street on February 10, 2020.
Two new stairs and a yet-to-be-completed elevator serve the 8 Avenue-bound platform. This new entrance was built on the traffic island that separates the main road of E. 14th Street from the service
road to the Stuyvesant Town housing complex, which is behind the
camera. The stair in the right foreground is a single-width stair west
of the elevator, while a double-width stair located east of the elevator is hidden behind the construction fencing in the left background.
Across E. 14th Street, the new entrances to the Brooklyn-bound platform opened on November 4, 2019 and are obscured by traffic in this
view. All photos were taken on March 4, 2020.

A closeup view of the new single-width stair, west of the new elevator. Note the unique style of railing, which may be temporary pending final finishes.

(Continued on page 10)

(Continued on page 9)
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A closeup view of the double-width stair. In the background across
E. 14th Street, the new entrance to the Brooklyn-bound platform,
open since last November, is behind the green construction barrier.

Looking down the new single-width stair. This is the only stair at
Avenue A to double back on itself.

A view of the fare control area at the platform level, looking back
towards the landing of the double width stair. Behind the camera is
the part of the fare control area that is in front of the elevator landing. Note the “new” mosaic tile band located horizontally along the
left wall above the MetroCard Vending Machines, as well as on the
column adjacent to the emergency exit gate. This tile band is a recreation of the Dual Contracts era work of the architect Squire Vickers.

Looking down the new double-width stair.

(Continued on page 10)
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An up-close view of “new” mosaic tile band, which is a fairly decent
recreation of the tile band installed in 1924 along both platforms,
though not an exact reproduction. The pattern is slightly different
and appears to have a duller gloss and lighter color tone. The tile
work of the architect Squire Vickers can be found throughout the
city in a majority of the underground stations built during the Dual
Contracts era.

A view of the turnstile fare array from the platform side. Note the
manner in which the new emergency gate has been installed, possibly as a penetration between two original structural columns. And
just beyond the turnstiles, note the blue construction barrier, which
lines up directly with the part of the fare control area that is in front
of the elevator landing. An additional gate and possibly additional
turnstiles may be installed there.

At the other end of the 8 Avenue-bound platform, a peek through
the construction barrier offers a glimpse of the work to rehabilitate
the original 1924 mezzanine and stairs up to the northeast corner of
First Avenue and E. 14th Street. This work has been ongoing since
February 15 and the entrance is anticipated to reopen later this
Spring.

Up on the street at the southeast corner of First Avenue and E. 14th
Street, work is ongoing behind the construction barrier to rehabilitate the two stairs and the mezzanine to the Brooklyn-bound platform. This entrance closed on November 11 and will also reopen
later this Spring.

new stair. It was this location which was affected by the
water main break.
There was no impact at the Bedford Avenue end of
the station, where work continues on an expanded mezzanine, a new elevator between the street and mezzanine, and a new elevator from the mezzanine to the

platform. Work has already been completed there on
two new stairs from the mezzanine to the platform, and
two new street stairs on Bedford Avenue. The two original 1924 stairs facing east on N. 7th Street are being
reconstructed and will reopen later this year.
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NEW YORK CITY SUBWAY CAR UPDATE
Subdivision “A” Note
During the middle of February, single unit R-62A 1910
had finally shown up in passenger service on Track 3 of
S (the Grand Central Shuttle) in the middle of existing
cab cars 1921 and 1925 coupled also with “Cuomo”
single unit 1922. This car had been set aside from use
after its initial assignment to work service when the last
remaining R-62As were withdrawn from 7 service on
March 30, 2018 and had been noticeably cleaned after
it completed a programmed maintenance servicing at
207th Street Shops.
Subdivision “B” Notes
The very last (10-car) R-179 train, 3040-9, was entering its final stage of acceptance trial (i.e. “burning in”)
during the week of March 9.
These 16 additional Phase I R-32s had been retired
as of February 15 to leave 106 cars in service: 3376/7,
3445/3468, 3446/7, 3500/1, 3574/5, 3628/3669, 3716/7,
3738/9. Eight more had been removed at February 22,
which left 98 R-32s: 3442/3, 3550/1, 3718/9, 3818/9;
while through March 3 these further 16 units (3388/9,
3438/9, 3670/1, 3772/3, 3782/3, 3828/9, 3886/7,
3912/3) had been retired to bring the surviving fleet of
R-32s down to a total of 84 as of March 7, 2020. Pair
3818/9 was suddenly sighted on the C for a couple of
days on March 3-4, but by the end of that week was
back in stir where they remained as of March 14. On
March 12 there was another contraction of the R-32
fleet down to just 58 survivors with the retirement of
these 24 cars: 3360/1, 3380/1, 3394/5, 3400/1, 3430/1,
3432/3, 3444/3777, 3706/7, 3792/3, 3834/5, 3932/3,
and 3938/9. As a coincidence, Friday, March 13 was the
first weekday in recent years when there was no R-32
equipment used at all on the A. While retirements of
the R-32s accelerated, a train or two of Pitkin-based R46 trains from the A once again began to turn up on
the C seven days a week as of February 24. This
quantity had built up to as many five in a single rush

hour as of March 14.
Continuing below is our chronicle of the ongoing
equipment “swap” between Coney Island and Jamaica
as described previously. Transfers are again exhibited
in consolidated format as shown in the date of each progress report, with side notes added to conserve page
space.
February 15, 2020: R-160Bs 8733-7, 8748-62, 87937, 8823-32 (30) NQW to EFR. R-46s 5550-3, 557881, 5698-5701, 5742-5, 5762-5, 5782-5, 5830-3 (32)
FR to GNW, sometimes Q.
February 21, 2020: Use of R-46s was discontinued on
the F at the end of the day. Regular use of R-46 trains
was begun on the Q.
The morning rush hour “Special” operating for most of
the past three years as an R from 95 St to 96 St/2 Av
and back to Coney Island as a Q had habitually used a
Jamaica-based R-46. Since January, 2020 it has been
regularly assigned a Jamaica R-160 with increasing
frequency, and as of this date had become a “reversed”
anomaly to the Brighton Line.
February 22, 2020: R-46 5670-3, 5806-9 (8) R to
GNQW.
February 29, 2020: R-160Bs 8728-32, 8743-7, 876872, 8778-82, 8833-7 (25) NQW to EFR. (Siemens)
R-160Bs 8858-67, 8878-82, 8883-7, 8928-32, 8948-57,
8963-67, 8973-77 (40) NQW to EFR. R-46s 54825, 5554-7, 5598-5601, 5618-21, 5634-7, 5646-9, 56903, 5706-13, 5718-21, 5850-7 (48) R to GNQW.
March 7, 2020: (Siemens) R-160Bs 8843-57, 8868-77,
8898-8902, 8903-12, 8918-27, 8943-7, 8958-62, 896872, 8983-7, 8988-92, 8998-9002 (80) NQW to EFR.
R-46s 5510-7, 5526-9, 5606-13, 5630-3, 5638-41,
5694-7, 5702-5, 5750-7, 5798-5801, 5818-25, 5834-7,
5858-61 (64) R to GNQW.
There was no further yet updated information after
March 14, 2020.

Coronavirus Curtails Rail Services Across the
Country

TfL says it is aiming to “provide a service for critical
workers to get to where they need to,” while trying to
minimize overcrowding. It will provide a 4-minute headway on Underground lines within Zone 1, but warns that
this may be further reduced if staff availability falls. Bus
routes will be reduced to a Saturday service, but the
night bus network will continue, to provide reliable travel
for critical workers.
Transport Commissioner Mike Brown said, “The advice from government is clear – people should now only
be making journeys that are absolutely essential. We
and our staff are doing everything we can to ensure that
people who need to make essential journeys can continue to do so.”
“London will get through these extraordinarily challenging times,” insisted Khan. “Ensuring the capital’s

(Continued from page 7)

Up to 40 London Underground stations will be closed
until further notice, while services on the Waterloo &
City Line will be withdrawn completely from March 20.
The “Night Tube” and “Night Overground” services that
normally run on Friday and Saturday nights will also be
suspended, allowing staff to be redeployed to boost the
resilience of regular operations.
Services on other Underground lines, London Overground, TfL Rail, the Docklands Light Railway, and London Trams, will see a gradual reduction in frequency
from March 23, reflecting government calls for people to
minimize non-essential travel.
11

(Continued on page 15)

NEW YORK
DIVISION
BULLETIN
OCTOBER,
2000
ERA
BULLETIN
— APRIL,
2020

Commuter and Transit Notes
by Jeffrey Erlitz and Ronald Yee
The Long Island Rail Road issued a new timetable on
March 9, 2020. Amtrak has shifted its “state-of-goodrepair” trackwork in Penn Station from the tracks utilized
by the LIRR to lower-numbered tracks the LIRR does
not utilize. This permitted the services to and from Penn
Station that had either been suspended or rerouted to
other terminals to be restored. On the Montauk Branch
to Babylon, the 6:56 AM train from Wantagh that had
been diverted to Atlantic Terminal was returned to Penn
Station. The 7:41 AM train from Merrick that terminated
at Jamaica, now operates 3 minutes earlier and returns
to Penn Station. The 8:25 AM train from Freeport to Atlantic Terminal resumed operation to Penn Station. The
5:35 PM reverse peak train from Babylon to Penn Station dropped its stops at Kew Gardens and Forest Hills
as the train that had provided the service resumed Penn
Station operations and was no longer being diverted.
The 8:03 AM from Babylon no longer stops at Forest
Hills for the same reason. Eastbound, the 5:36 PM train
from Penn Station to Babylon resumed express operation with Massapequa as its first stop, the 5:43 PM train
from Atlantic Terminal returned to its original departure
time of 5:45 PM. The 7:02 PM from Hunterspoint Avenue to Freeport, a temporary replacement service, was
discontinued. On the Port Jefferson Branch, the 5:06
PM express train to Syosset, Cold Spring Harbor, and
Huntington was restored to the schedule. With its return, the 5:33 PM from Penn Station to Cold Spring Harbor has been cut back to its normal Hicksville terminal.
Weekday off-peak and weekend schedules were adjusted 3 minutes earlier in the eastbound direction and
westbound trains moved either 4 minutes earlier or 8
minutes later to accommodate the LIRR Main Line Third
Track expansion project between Queens Village and
New Hyde Park. On the Port Washington Branch, the
5:50 PM train from Penn Station to Great Neck is restored to the schedule, the temporary extra eastbound
train departing Penn Station at 3:40 PM to Great Neck
will operate on holiday eves only. Lastly, the former 6:47
PM reverse peak train from Great Neck to Penn Station
departs 3 minutes earlier at 6:44 pm. (LIRR schedule
change postings, March 6)
On March 2, after much delay, the signals for the new
interlocking at Massapequa on the Montauk Branch
were placed in service. This interlocking also contains a
new center, pocket track but the three new switches to
get to it are not yet in service.
Coronavirus aside, the planned schedule change for
March 29 was still to occur in order to facilitate planned
capital and construction programs still expected to get
underway. This new schedule is expected to remain in
effect until October 4.
On the Hudson Line, minor 1-2-minute adjustments to
12

improve on-time performance (OTP) and time slotting
into and out of Grand Central Terminal (GCT) were applied to the schedules of trains #705, 805, 709, 755,
851, and 796 on weekdays and #8776 and 8876 on
weekends. The Breakneck Ridge station will be closed
on weekends and has been withdrawn from the stopping patterns. On the Harlem Line, weekday trains currently terminating or originating at Crestwood are extended to operate to/from North White Plains; Crestwood, Scarsdale, and Hartsdale station stops will be
eliminated for trains #627, 631, 635, 683, and 685. Train
#637 will add a North White Plains station stop to match
it with the rest of the off-peak pattern. On weekends,
North White Plains local trains are truncated at Crestwood to facilitate trackwork on the switches at CP121.
Hartsdale, Scarsdale, and Crestwood stops are added
to Southeast service trains to replace the stops from the
aforementioned truncated trains and provide connectivity for station stops south of Crestwood. There are also
some 1-5-minute adjustments to improve time slotting
and OTP for trains #920, 926, 542, 642, 615, 917, 519,
523, 637, 983, 595, 597, 615, On the New Haven Line,
various 1-2 minute adjustments will be done to most
weekday and weekend trains. Lastly, minor adjustments
were made to other trains improve time slotting into and
out of GCT, improve OTP and branch line equipment
turns. The 19 pre-holiday special trains for the Memorial, Independence, and Labor Day weekends are included in the schedule folders. Special timetable folders will
be issued for Yankee Stadium services as well as U.S.
Open Golf Tournament at the Winged Foot Country
Club at Mamaroneck. All of this is predicated on a quick
return to normalcy post-Coronavirus pandemic, which
remains to be seen. (Metro-North Railroad press release, March 19)
Metro-North Railroad announced that starting March
14, Positive Train Control (PTC) was in effect over the
entire length of the Hudson and Harlem Lines. In addition, seven miles of the New Canaan Branch of the New
Haven Line has had PTC in effect since December,
2018 as part of the original demonstration of functional
PTC required of each rail operator to the FRA. PTC
coverage now covers 189 route miles or 68% of MetroNorth Railroad’s mileage. The railroad is on schedule
toward equipping the 62 miles of the rest of the New
Haven Line with PTC by the end of 2020. (Metro-North
Railroad press release, March 17)
Siemens Mobility announced a further contract to provide 15 S200 light rail vehicles to Calgary Transit on
February 25.
They will be built at Siemen’s Sacramento facility to
replace CTrain’s U2 LRVs, which have operated since
(Continued on page 13)
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the 1980s.
The order is in addition to the 63 S200s ordered in
2013 for C$200 million, which have already been delivered.
According to Calgary Transit, the design of the LRV
front is inspired by an ice hockey goalkeeper mask. It
was chosen by city residents ahead of designs inspired
by the Bow River and a buffalo. (Metro Report International, February 26)

Following the public consultation, TfL has opted for
Route 2 from Sutton to Colliers Wood, and for a tramway.
While responses showed higher support for the South
Wimbledon option, TfL said Colliers Wood offered the
greatest transport benefits, would be the most effective
for supporting regeneration and new homes, and would
be easier to build.
A tramway would be more expensive than BRT but
attracted much greater support. It would also offer
greater transport benefits, enable more new homes,
and have greater potential for attracting funding.
A funding package now needs to be developed before
further planning is undertaken. TfL is continuing to work
with the London boroughs of Sutton and Merton to explore options and is also considering how to access national funding.
It cautioned that if there were a “substantial delay” in
securing funding then the decision to opt for a tram
would need to be reviewed in case any factors had
changed. (Metro Report International, February 17)

The first of 16 Stadler Pankow trams for the light rail
line under construction in Odense was delivered on
February 20, with Mayor Peter Rahbæk Juel watching
the vehicle being unloaded from the truck that brought it
from Berlin.
The DKr336 million order for the 29.2-meter-long,
2.65-meter-wide Variobahn trams weighing 40.8 tons
was announced in May, 2017.
They will be delivered with the exteriors completed,
but fitting-out of the interiors will be undertaken at muThe 5.5-kilometer Manchester Metrolink light rail exnicipal
project
promoter
Odense
Letbane’s tension to the Trafford Centre shopping complex was
Munkebjergvej Depot. Each tram will have 60 seats and opened for revenue service on March 22, around two
a capacity of 193 passengers.
months ahead of the original target date.
The trams will carry names selected by the public on
the theme of “Travelling is to live,” with one named after
a local type of cake.
The 14.5-kilometer light rail line is being built at an
overall cost of DKr3 billion at 2014 prices, with the
opening scheduled for Fall, 2021. It will run between
Tarup in the northwest of the city, the railway station,
Syddansk Universitet, a hospital site, and Hjallese in the
south, with 26 stops.
Services are to be operated under a DKr1.2 billion 15year contract awarded to Keolis, which operates the
buses in Odense as well as light rail services in Aarhus.
Trams will run every 7½ minutes in the peaks and typically every 15 minutes off-peak, with a maximum speed
of 70 kilometers per hour and an end-to-end journey Trafford Centre, terminus of the new Metrolink route, is served by
time of 42 minutes. The fare system will be integrated trams running as far as Cornbrook.
(Metro Report International photograph)
with the buses, and ridership is forecast at 10 to 11 million passengers per year. (Metro Report International,
Built by the MPact Thales consortium at a cost of
February 21)
£350 million, the line mostly runs on segregated alignment, diverging from the Eccles/Media City route at PoTransport for London has announced its preferred mona. It serves six new stops at Wharfside, Imperial
route option for the proposed extension of the London War Museum North, Village, Parkway Circle, EventCity,
Trams network to serve Sutton, along with the use of and Trafford Centre, bringing the Metrolink network to a
total length of 103 kilometers and 99 stops. The line is
light rail rather than bus rapid transit.
Public feedback had been invited on three possible initially being served by a shuttle between Cornbrook
and Trafford Centre, operating at 12-minute intervals in
routes and the use of trams or BRT.
Two tram or BRT route options follow the same mainly common with other Metrolink routes. (Metro Report
on-street alignment from Sutton to the Morden area, International, March 22)
and then split to terminate at either South Wimbledon or
Colliers Wood.
A 5.5-kilometer extension of Bordeaux tram Line D
A third option would involve conversion to light rail of was opened on February 29, connecting Mairie du
the Sutton-Wimbledon suburban railway, which is cur- Bouscat to Eysines Cantinolle. The €250 million project
rently used by Thameslink commuter services, with
(Continued on page 14)
trams continuing on-street to the Sutton town center.
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included nine stops and two parking lots. Line D now
runs 9.8 kilometers from Carle Vernet to Eysines Cantinolle, including 4 kilometers that are shared with Line
C.
A further extension of Line D northwest towards Le
Taillan-Médoc and Saint-Médard-en-Jalles is currently
being planned, with a target opening date of 2024.
(Editor’s Note by Jeffrey Erlitz: This extension to Eysines
Cantinolle came quickly on the heels of the opening of the
first section of Line D on December 14, 2019, just three Stadler’s proposed design for both small (left)- and large (right)months ago.) (Metro Report International, March 3)
profile subway cars for Berlin.
(Metro Report International photograph)

Compagnie des Transports Strasbourgeois exercised
a further option on March 3 to order more Alstom Citadis trams.
The final option in a 2014 framework contract for up to
50 vehicles covers a further 17 trams valued at €52 million. This will bring the number of Citadis vehicles operated by CTS to 80, following the first order placed in
2003.
The 45-meter-long trams will be assembled at La Rochelle, with traction motors from Ornans, traction equipment from Tarbes, electronics from Villeurbanne, and
bogies from Le Creusot and Salzgitter. Each will be able
to carry up to 288 passengers.
Like the 10 cars ordered in 2017, the 17 additional
trams will be certified under Germany’s BOStrab regulations in order to operate on the cross-border Line
D ,which connects Aristide Briand with the German town
of Kehl.
With this new order, CTS is the French customer that
will own one of the largest Citadis tram fleets. (Metro
Report International, March 3)
Stadler announced on March 20 that it had won an
order to supply up to 1,500 metro cars to Berlin operator
BVG. The framework agreement has a nominal value of
€3 billion and includes the supply of spares over a period of 32 years.
Reports emerged last year that Stadler had been selected as preferred bidder for a fleet renewal contract
covering several U-Bahn lines. However, a formal announcement was delayed amid objections from a rival
supplier, understood to be Alstom.
“After one of the unsuccessful bidders had initiated a
review procedure, the Berlin Higher Regional Court rejected this appeal in the last instance. This clears the
way for the formal award of the contract and thus for the
binding order,” the Swiss supplier said.
Part of the framework contract is a fixed minimum order quantity of 606 cars. From 2022, Stadler will deliver
376 cars in two- and four-car formations for both the
small and large profile lines. A further 230 cars would
then follow at a later date. Future options cover the supply of another 894 vehicles in the longer term.

BVG has designated the cars as the J/JK series, following on from the I/IK design already supplied by
Stadler and used on lines U1, U2 and U5. The J/JK fleet
will feature a series of design tweaks, including modifications to the depth of door pillars to accelerate passenger flow at stations and a revised approach to locating
interior passenger information screens to ensure they
are more visible through the car.
The fleet is to be produced at Stadler’s Pankow assembly plant in Berlin, where the company is to invest
€70 million including construction of a new production
hall and enhanced amenities for staff.
“We are very proud to have won one of the largest
delivery orders to date in Europe and to be able to carry
it out for Berlin in Berlin”, said Jure Mikolčić, CEO of
Stadler in Germany. “We have decided to move ahead
with planned investments in the Stadler location in the
German capital in order to create an optimal base for
the execution of this major project.” (Metro Report International, March 22)
Modertrans delivered the first of 10 single-section
trams to Tramwaje Śląskie (Silesian Tramways) on February 12.
The low-floor vehicle is one of two bidirectional trams
and eight unidirectional ones expected to operate in
Katowice by the end of June, 2020.
The 29 million złoty contract was co-funded by the EU
and signed in March, 2018, and it includes options for
five more unidirectional trams. (Metro Report International, February 17)
The first of 12 Durmazlar Panorama trams was delivered to Olsztyn on February 14.
The low-floor vehicles were ordered from the Turkish
manufacturer in August, 2018 at the cost of 107.9 million złoty and will operate on the 6-kilometer extension
of the city’s tram network from the Wysoka Brama
Branch to the Pieczewo district, which is being built at a
cost of €82 million with EU co-financing.
Each standard-gauge, 600-volt d.c. five-section tram
is 33 meters long and 2.5 meters wide, with four double(Continued on page 15)
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leaf and two single-leaf doors per side and a capacity of
210 passengers, including 40 seated.
The second tram is expected to arrive next month,
and the remaining 10 by the end of the year.
The contract includes an option for a further 12 vehicles.
(Editor’s Note by Jeffrey Erlitz: Olsztyn’s tramway network,
which is composed of three lines, opened on December 19,
2015 and is the newest tramway operation in Poland. Olsztyn’s original tramway network existed from 1907 to 1965 and
was meter-gauge.) (Metro Report International, February 18)
Suburban operator SKM Warszawa has awarded
Newag a contract to supply 21 electric multiple-units by
November 30, 2022.
The order covers 15 trainsets between 85 and 95 meters in length and six between 70 and 77 meters long.
They will be used to increase capacity on SKM’s network, with ridership having increased 16.5% year-onyear to reach nearly 22.05 million passengers in 2019.
The EMUs will be accessible for passengers with reduced mobility, and equipped with air-conditioning,
CCTV, a modern passenger information system, ticket
vending machines, wi-fi, USB charging points, and a
defibrillator.
Newag bid 667.9 million złoty for the contract, which
includes a 48-month warranty period, staff training, and
seven years of maintenance.
In October, 2019 SKM canceled a 310.5 million złoty
contract signed in May, 2018 for Pesa to supply eight
five-car and five four-car Elf2 EMUs, citing the supplier’s
failure to meet the delivery deadlines. SKM said the delivery schedule had been one of the more important criteria in its selection of Pesa over Newag; the manufacturer had committed to delivery of the first 10 trainsets
by the end of 2019 but failed to meet this deadline.
SKM will also lease two 14WE EMUs from Industrial
Division for use on Route S1 until the end of 2021, with
an option to extend the lease to the end of 2022. These
units will be equipped with ticket vending machines and
validators before entering service with SKM. (Metro
Report International, March 4)
The Ministry of Regional Development & Public Ad-

ministration has awarded Polish manufacturer Pesa a
€38.5 million contract to supply 16 trams to the city of
Iași on February 5.
The five-section low-floor Swing 122Na vehicles will
be 30.5 meters long with a capacity for 239 passengers,
58 seated.
The first trams are expected to enter operations by
early 2021.
In 2019, Turkish supplier Bozankaya was awarded a
contract to supply 16 trams to Iași. (Metro Report International, February 17)
Following authorization by notified body CETREN on
March 13, test running is set to begin this month along
the full 24-kilometer length of the tram-train route between Chiclana de la Frontera and Cádiz.
Initially planned to open in 2017, the tram-train project
covers construction of 14 kilometers of 1,668-millimeter
gauge tramway in the towns of Chiclana and San Fernando, plus adaptation of 10 kilometers of ADIF tracks
to enable tram-trains to share the main line to Cádiz.
Initial commissioning tests have already taken place
over an 800-meter stretch of the line around the junction
at Rio Arillo where the tramway meets the main line.
These have focused on the handover between the
CAS-E train protection system used on the street running section and the ASFA train control used on the national network, as well as the changeover between the
tramway’s 750-volt d.c. power supply and ADIF’s 3,000volt d.c.
The Andalucía regional government ordered seven
tram-trains from CAF to operate the service, which is
now expected to start in 2021. Each three-section Urbos LRV is 38 meters long and 2.6 meters wide and
features enhanced crashworthiness for main line running. (Metro Report International, March 16)
A 1.4-kilometer southern extension of the VitoriaGasteiz tram network opened on February 15.
The meter gauge extension runs from Angulema stop
to Unibertsitatea Universidad via the stations of Florida
and Hegoalde. The section between Hegoalde and Unibertsitatea Universidad is single-track.
A 2.5-kilometer extension is planned to open this year
connecting Florida station to Salburua, adding five new
stops and turning the Y-shaped network into an Xshape configuration. (Metro Report International, Feb(Continued on page 19)

Coronavirus Curtails Rail Services Across the
Country

safe.” (Metro Report International, March 19)

(Continued from page 11)

critical workers can move around the city will be crucial.
I’m urging Londoners to only use public transport for
essential journeys. Everyone should follow this and the
other advice to help keep themselves and each other
15

Transport for Greater Manchester and operator KeolisAmey have introduced a revised timetable across the
whole network, reflecting reduced usage and anticipated staff shortages during the coronavirus outbreak.
(Metro Report International, March 22)
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SOUTHWEST UNITED STATES
by Jack May
(Continued from March, 2020 issue)
(Photographs by the author)

Here are some additional photos I took in Los Angeles.
For the most part, the last group comes from late in
the day, Friday, April 14, after I came back from riding
the Gold Line to Azusa and realized I still had some additional time for photography. I covered the combined
Blue and Expo Line trackage leading from the subway
portal toward the junction of the two routes, and then
slightly further. During the previous days I saw few Siemens units on the Expo Line and none at all on the
Gold Line, so almost all of the photos reproduced in the

first three sections of this report were of Kinkisharyo,
Breda, and Nippon Sharyo cars. I suspect most of the
service on the Green Line, which I did not get to ride on
this trip, is provided by the Siemens cars, and in addition, I saw some of them out for the rush hour on the
Blue Line. As for the Breda cars, there were a large
number of photos of them running on the Gold Line in
part 3.
But first...a look at both ends of the Expo/USC station,
which I finally got around to photographing.

Expo Line trains consisting of Kinkisharyo cars are shown in the vicinity of Exposition Park in both photos. Looking westward along Exposition Boulevard the left view shows an inbound train about to enter the Expo/USC station. The thoroughfare has a sufficiently wide center
reservation to blend in with the greenery of the park at left and the grounds of the USC Marshall School of Business at right. The right photo, of an outbound train exiting the underpass from Flower Street to Exposition Boulevard, was taken from Figueroa Street, a major thoroughfare that first runs parallel with Flower, where it constitutes the eastern side of the USC campus.

Here are some photos working southward from the subway portal. For the sake of continuity I am including one
that was taken a few years ago (the first one on the next page).
(Continued on page 17)
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With Flower Street at the left, a train of Nippon Sharyo cars, en
route to its Metro Center terminal at 7th Street, proceeds down the
grade into the five-block long subway from 12th Street. Part of the
Los Angeles skyline is prominent in this view.

The purpose of these two photos is to show that the oldest Los Angeles LRVs are currently running in three different color schemes. These
Nippon Sharyo P865 cars, built for the Blue line's opening in 1990, are now in the process of being taken out of service as additional
Kinkisharyo units are delivered. 104 is one of just a few painted in the system's new color scheme, which was described by its creators as
containing "bold reflective yellow markings and white super-graphics overlaid onto painted cool greys." (Is my hair a cool grey?) The two
other liveries are shown in the photo at right of two trains passing just south of Cameron Street, below the Pico station. The silver paint
scheme is newer than the white one, which replaced the original colors of the cars. The first livery was traction white with three stripes in
different shades of blue and one in the deep red of Pacific Electric. Also, many readers remember that two cars were temporarily painted in
PE red (I took slides of them, but have not scanned them). To see the P865s in older colors, try Dave's Railpix (http://
www.newdavesrailpix.com/odds/ca/ca1.htm#lablue), where views supplied by Bill Volkmer and Chris Carson are available.

Three-quarter views of the newest and oldest cars on the Los Angeles light rail system with part of the L.A. skyline in the background. A
train of Kinkisharyo P3010s (2013) approaches Pico Boulevard and the Pico station in the left view, while at right, a train of Nippon Sharyo
P865s (1990) is shown almost in the same spot. Both carbuilders are based in Japan.
(Continued on page 18)
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Finally, two views of Siemens P2000s, built in 1996. The left photo shows an outbound Blue Line train on Washington Boulevard just beyond Central Avenue (note the mural), while the right one (shown in the same location as several above) indicates that these units too
operate in two different paint schemes, the original white having been subsequently painted over in silver.

I eventually took an Expo train back to Culver City,
where I was picked up by Sig, Cathy, and Clare, and we
went over to the Hertz office to get our car for the next
10 days. The agency was attached to a Volvo dealership, and rather than getting the Chevy Impala dis-

played on the internet, we ended up with a Volvo S60
for the trip. It was a fine car, but it took a little time and
effort to get used to the buttons and controls.
Next: A day trip to San Diego.
(Continued next issue)

Around New York’s Transit System
Fatal Fire
123 stations. A third fire, at 116 Street 23, was
On Friday, March 27 at approximately 3:14 AM a started on the street level. All of them may be related to
smoke and fire condition was reported inside a north- the fatal fire. The New York Police Department is conbound 2 train as it was approaching the Central Park ducting a criminal investigation.
North (110 St) station, with the train crew eventually
reporting heavy black smoke issuing. The Train Operator may have been blocked by intense smoke (and possibly flames) at the very narrow north end of the platform. He may have had no recourse but to descend to
the track and head north towards the 116 Street station,
looking for an emergency exit. He was removed to a
nearby hospital where, very sadly, he was later pronounced deceased. The train’s Conductor and an additional Conductor who was on board assisted the passengers in exiting the train and the platform. FDNY removed additional customers from a northbound 3 train
that was behind the incident train. FDNY treated customers for injuries.
The fire started in the second car of the train, in R-142
6347. It has already been determined that the fire was
caused by an act of arson. Video of the potential arsonist was captured on the surveillance cameras at the 96
Street 123 station. Earlier this same day, fires had New York Fire Department photograph
(Continued on page 19)
been started at both the 86 Street 1 and 96 Street
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NYC Transit President Andy Byford Resigns
Lost in the rush to produce last month’s Bulletin was
the news that New York City Transit President Andy
Byford had resigned his position. This occurred on
Thursday, January 23 in a letter to New York Governor
Andrew M. Cuomo that was made public. In it, President Byford stated that his last day of service would be
Friday, February 21.
On February 25, the MTA announced that Sarah E.
Feinberg, MTA Transit Committee Chair and former
Federal Railroad Administrator (FRA), would be interim

President of New York City Transit. Previous to her position at the FRA, Feinberg served as the Chief of Staff
for the United States Department of Transportation.
From 2009-10, Feinberg served in the Obama Administration as Special Assistant to the President and Senior Advisor to White House Chief of Staff Rahm Emanuel. Before that, she served on the Amtrak Board of Directors, and currently serves on the StoryCorps Board
of Directors and the NHP Foundation Board of Directors. Feinberg is a native of Charleston, West Virginia,
and she and her family reside in New York City.
Feinberg's first day as NYCT President was Monday,
March 9.

Commuter and Transit Notes
Due to a formatting error, this photograph was inadvertently dropped from the March issue’s piece in Commuter and Transit Notes about Berlin, Germany.

(Continued from page 15)

ruary 17)

The refurbished EMU was presented at Berlin Central Station.
(Deutsche Bahn photograph)
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This photo was taken looking about due north at the 1892 LIRR Flatbush Avenue Terminal building on Flatbush & Atlantic Avenues. The column
on the left is supporting the Fifth Avenue Elevated at its Atlantic Avenue station. The steelwork across the top of the picture is the connection
between the BRT and Long Island Rail Road to enable service from Sands Street to Rockaway Park and Rockaway Junction (Hillside). Service started May 24,1899 and ended in 1905. The track connection was removed 10/1921. This photo is from a large series of pictures taken before construction started on IRT Contract 2, the extension from Brooklyn Bridge to Atlantic Avenue. This picture was taken 4/8/1904 and shows “existing
conditions."

PRE-CONTRACT 2 PHOTO AT LIRR ATLANTIC TERMINAL
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In a scene long-gone from
old-town Brussels, Belgium, Standard motor 1263
(Tramways Bruxellois, 1936)
is operating on the 28 route
to St Lambert at the
Rue du Marché aux Poulets
stop on 8/13/1968
(Photographer unknown,
from Eurotrams listserver)
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FORMER ACTING LIRR PRESIDENT
RAYMOND KENNY PASSES AWAY
Former Acting LIRR President Raymond
Kenny, a Lindenhurst resident whose childhood fascination with trains led to a railroading career that spanned a half-century, died
April 18 from complications of COVID-19, his
family said.
His family said Kenny was admitted to
Good Samaritan Hospital Medical Center
about a week earlier with symptoms of the
coronavirus, and later tested positive and
was put on a ventilator. Kenny, who most
recently headed rail operations for NJ Transit, was 69.
In a 2014 interview, Kenny said he became
interested in the LIRR while riding the train
between his Cedarhurst home and Molloy
High
School
in
Queens. He began
working at the railroad
as a summer ticket
clerk in the early
1970s, while pursuing
a bachelor's degree in
business administration from John Jay
College. After graduating, he was hired
full-time on the management side of the
LIRR as a junior industrial engineer.
Kenny worked in
Kenny.
various management Raymond
Railway Age photograph
roles until being promoted in the early 2000s to Chief Transportation Officer. When then-LIRR president
James Dermody retired in September, 2006,
Kenny served as Acting President for ten
months. In the role, Kenny was charged with

1

leading the railroad’s response to the concerns raised by a Newsday investigation
about the dangers of wide gaps between
trains and station platforms.
"I was not stressed, because I had a lot of
help. Everybody was pulling the same
weight," Kenny said in 2014 about his time
as Acting President. "I really did enjoy the
job. I tried to bring the place together."
After Helena Williams was appointed as the
railroad’s 38th president, starting on June 18,
2007, Kenny took on the position of Senior
Vice President of Operations. Williams, who
is now a Deputy County Executive in Nassau, acknowledged leaning heavily on Kenny’s experience and wisdom as her “righthand man.”
Kenny was credited
with coming up with
key strategies for the
LIRR’s Double Track
project
between
Farmingdale
and
Ronkonkoma and for
its East Side Access
link to Grand Central
Terminal.
After serving as a
“champion” in the railroad’s recovery from
superstorm
Sandy,
according to Williams,
Kenny retired from the
LIRR in 2014. He
worked in the private sector until being hired
by NJ Transit in January of 2019 as Senior
Vice President and General Manager of Rail
Operations. (Newsday, April 18)
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MICHAEL HERTZ, NYC SUBWAY MAP
DESIGNER, PASSES AWAY AT 87
by Subutay Musluoglu
(Photographs by the author)

It is with sadness that we report that Michael Hertz,
the graphic arts designer responsible for the 1979 redesign of the New York City Subway system map, died on
February 18, 2020. The map in current use is a direct
descendant of Hertz's original design and is by far the
longest serving map in continuous use in the subway's
history.
A cause for Mr. Hertz's death has not been given but
was reported to have been at Nassau University Medical Center in East Meadow on Long Island, which is
also the town where he resided. Media outlets did not
report his passing until February 25.
Mr. Hertz's involvement in the subway map began in
the late 1970s when the MTA was in search of a solution to a challenge that has vexed subway riders and
planners alike for decades — how to navigate the complex subway system. A map developed by the famous
graphic designer Massimo Vignelli had been introduced
in 1972 but its usefulness to subway riders was quite
limited. The chief complaints centered around two fundamental issues — that it was difficult to determine
which lines were local or express or even in service at
certain times, and that there was no relation of the subway system relative to the city's actual physical geography.
The history of guiding passengers using the New York
City subway has been as convoluted and complicated
as the history of the system itself. In the early years the
responsibility for providing a map to customers fell to
the private companies operating the subways, so that
the IRT and BMT each had their own map, with no indication of the existence of their rival.
The building of the IND by the City of New York's
Board of Transportation only complicated matters further when it introduced yet a third map, which actually
did reference the two other legacy subway systems at
transfer locations. To make matters worse, maps would
be produced by other sources such as telephone companies, banks, department stores, and such, making for
a haphazard collection of maps of varying styles and
sizes which did not serve the riding public well.
The situation improved somewhat after 1940 following
the unification of the three systems into one owned and
operated by the Board of Transportation. They contracted with the Hagstrom Map Company, which produced
the first map representing the entire system, using a
different color for each of the legacy systems, now referred to as divisions. Hagstrom had already developed
prior experience in this regard, having made maps for
each of the legacy systems prior to unification. Those
maps were notable for emphasizing each system separately, with the other two systems shown as just simple
black lines.

In the postwar years, attempts were made to bring a
more modern look to the subway map. The Board of
Transportation gave way to the New York City Transit
Authority (TA) in 1953, and after retaining the Hagstrom
maps for a few more years, the TA embarked on a redesign. In 1958 it retained George Salomon to develop a
new map. Salomon had previously approached the
Board of Transportation with ideas for a new map but
had been turned down. When the TA took over it was
more open to new ideas and gave Salomon an opportunity.
Mr. Salomon had studied modernist graphic design
and typography in England and had clearly been influenced by Harry Beck's map, as reflected in his proposal
to the TA, which was a broad effort that went beyond
just a map. He sought to revamp the entire system of
wayfinding, signage, and customer communications in
the subway in the interest of clarity and uniformity.
The TA ultimately did not go as far as Salomon envisioned, though the map was redesigned. It still retained
the distinction between the three divisions, but it was
simplified and made clear enough to serve for almost a
decade with just occasional tinkering. However, its limitations became very apparent by the late 1960s.
In 1967 the TA opened the Chrystie Street Connection, which integrated the services of the BMT's Eastern
and Southern Divisions with the IND. This seminal
event in NYC subway history reordered service patterns
that had been in place for decades, creating massive
confusion among the public and raising the clamor for a
better map.
The demand only grew further a year later, when the
MTA was created in 1968 with a great desire to present
a new brand and image to the public, commensurate
with the mission heralded by the agency's creation, to
integrate the region's disparate rail systems.
First came a new graphics standard developed by the
firm Unimark, which designated the Standard font as
the one and only font to be used for all service information, wayfinding, signage, and MTA communications
materials. This was followed by the introduction of a
collage of colors and bullets for each individual subway
line. And then came the Vignelli map in 1972. And when
it was decided four years later that another rework was
needed, the door opened for Michael Hertz.
And so, in 1976 the MTA put out an RFP for the
"Design of a New Subway Map." Hertz's firm won the
contract and thus embarked on an effort which has given us the map in use today.
Their vision for the map attempted to reconcile the
layout of the subway with the city's geography. To
achieve this, and to fit within the confines of a subway
(Continued on page 3)
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Hertz's work, identifying himself in public and in the media as the "Chief Designer of the NYC Subway Map."
This was a blatant false claim, and Mr. Hertz was forced
to play a game of cleanup by writing letters, presenting
evidence, and enlisting the assistance of colleagues
and officials to set the record straight.
These efforts occupied much of Mr. Hertz's time and
effort during his retirement. He eventually succeeded
and in recent years, his name has become synonymous
with the subway map. His obituary in the New York
Times and other news outlets reflects the correct record.
Mr. Hertz is survived by his wife, three sons, a daughter, and eight grandchildren.
Within a few days of his passing, the MTA began honoring Mr. Hertz with a digital memoriam, cycling on the
digital advertising screens that have been installed on
subway and railroad platforms. Kudos to the MTA for
honoring a man whose work has guided millions of passengers over the last 40 years as they negotiate the
labyrinthine New York City subway system. May his
work live on to guide many more millions for years to
come.
Author's note: The passing of Michael Hertz touched me
personally. I had the pleasure of working for him part-time
after school in the late 1980s while I was enrolled at the City
College of New York. My childhood interest in railways had
grown and taken a strong hold in me by then. That interest
extended to cartography as well, and I had developed a passion for collecting transit maps.
In the fall of 1986, I learned that Michael's firm was responsible for the Washington Metro system map, one which I
needed for my collection. I contacted him directly by phone to
request a copy. Intrigued by my request, he invited me to his
office to meet him in person, and when I did, he inquired as to
why I was interested in maps. I explained my interests, and
how I felt strongly about the importance of maps to navigation. I emphasized that a good map not only had to be clear,
legible, and informative, but also aesthetically pleasing and
have a distinct identity. This particular point struck a chord
with Michael, as he was quite impressed and offered me employment right there and then.
During my time at Michael Hertz Associates I worked on
the first generation of Staten Island Neighborhood Maps to
be placed in Staten Island Railway stations, as well as a revision of the Long Island Rail Road system map. Though I only
worked for him for less than two years, I can honestly say
that his influence and the experience I gained had a direct
impact on the trajectory of the rest of my professional career.
In 1994 I landed a job as a research cartographer at the Hagstrom Map Company, where I was responsible for the New
York City 5 Borough Atlas. My securing of that position was
directly attributable to my work at Michael Hertz Associates,
as it came up repeatedly during my interview.
From that point on, my path was set. Each successive job
I've had since can be traced back to those afterschool days in
the late 1980s, and eventually brought me to my current position at the MTA. Thank you Michael, and may you rest in
peace.

(Continued from page 2)

car's standard map frame, they distorted the city's land
mass in a way that widened those parts of the city
where the subway system is densest. Subway lines followed the streets under which they were located, their
curves and turns reflecting reality. Stations, especially
transfer stations, were much easier to identify.
Neighborhood names and key landmarks were featured. Parks were shown in green and water was shown
in blue. Major streets appeared, though their orientation
and relative position to each other was greatly exaggerated in some locations. The map's utility to get around
the city streets was still limited. But at least it looked
more like an actual map, and as such it gained favor
with the public.
One of the most important decisions made by Hertz
and his team was to discard the collage of separate colors for each subway line and to introduce a new color
palette based on groupings of colors organized around
each of the major subway trunk lines in Manhattan. This
was accompanied by creating a greater distinction between expresses and locals. The reduction in colors
made it easier for riders to make decisions to determine
the best routes to their destination. The wayfinding system established by Unimark was adjusted to match the
map, and a new era in navigating the subway was ushered in.
In the early 1980s, Mr. Hertz applied the same principles to WMATA's Metro map. Eventually, his work on
transit maps grew to include the entire first- and second-generation NYC Neighborhood Maps, which were
installed in every New York City subway and Staten Island Railway station as well as major transit hubs, the
Long Island Rail Road and Metro-North Railroad system
maps, and the individual borough bus maps. Transit
maps were also created for Houston, TX; Saint Petersburg, FL; and Ann Arbor, MI. He also developed a street
map for Boston, and the official map and guide to the
grounds and sites of the 1996 Summer Olympics
Games in Atlanta, GA.
In 1996, Hertz was tasked by the MTA to retool his
design and produce a Regional Transit Map, which for
the first time unified all of the MTA rail services in one
map, with the subway on one side and the two commuter railroads on the other. Even MTA Bridges and Tunnels were featured in a small inset alongside the railroads. In 1998, it was renamed simply as "The Map."
Numerous modifications and iterations have occurred
since then, yet the design has endured.
In his later years. Mr. Hertz was forced to wage a
campaign to protect his work and defend his integrity
from a gross misappropriated claim of credit by John
Tauranac, an ex-MTA employee and member of the
committee tasked with overseeing Hertz's work in the
late 1970s. Tauranac's role had been mostly administrative, to guide the committee, and to represent the interests of the MTA. However, starting sometime around
the early 2000s, Tauranac began to take credit for

(Continued on page 4)
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The 1979 “Diamond Jubilee” map,
designed by Michael Hertz.

The memorial to Michael Hertz, displayed on one of the somewhat recently
installed electronic service advisory/
advertising panels, this one at Forest
Hills-71 Avenue station.
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Commuter and Transit Notes
by Jeff Erlitz, Alexander Ivanoff, and Ronald Yee
are marked “will operate 2/17.”
In addition to the train service operating on President’s
Day, NJ Transit will include the following enhancements:
Raritan Valley Line (RVL) service between Raritan and
High Bridge and between Dover and Hackettstown.
Pascack Valley Line (PVL) rail service will be on a special schedule to accommodate added stops at Teterboro
and Woodcliff Lake. On the Northeast Corridor (NEC)
and North Jersey Coast (NJCL) Lines there are additional early morning trains. All #7600-series trains
(operating between Rahway and New York) are cancelled, with additional North Elizabeth stops added to
select NEC and NJCL trains to make up for the loss of
the Rahway locals. Minor changes were made to the
last trains on the North Jersey Coast and Raritan Valley
Lines. It should be noted that the NEC Presidents’ Day
schedule does not include service at Jersey Avenue
Station.
Montclair-Boonton Line service west of Bay Street and
Gladstone Branch rail service will both operate. From
Monday, April 6 to Friday, June 19, Atlantic City Line
trains will be replaced by NJ Transit’s #554 bus route
between Atlantic City and Atco from approximately 7:30
AM until 3 PM on weekdays to support track and signal
improvement work. Trains will continue to operate between Atco and Philadelphia during this period. The
#554 route operates daily service between Lindenwold
and the Atlantic City Rail Station via the White Horse
Pike, serving Atco, Hammonton, Egg Harbor City, and
Absecon. At Atco it goes into the rail station to connect
with the trains. Between Atco and Atlantic City, the #554
takes an hour 25 minutes versus the rail time of 51
minutes. NJ Transit bus tickets and passes are being
honored on all NJ Transit rail lines to increase travel
options for bus customers.
New Jersey Governor Phil Murphy also issued an executive order on April 11, 2020 mandating that NJ
Transit and all private carriers reduce the capacity of
their transit vehicles to 50%, to allow for adequate social distancing aboard. NJ Transit placed this message
on their website – “Executive Order 125 requires all
staff and customers on New Jersey Transit vehicles to
wear face coverings as of 8 PM Monday (4-13-21), an
additional measure CDC says can slow the
spread.” (New York Post, April 11)
Amtrak
Amtrak’s Downeaster, which had been reduced from
five trains daily to two, was reduced again to one. Leaving North Station at 5:00 PM, it carries a lot of commuters to Haverhill who like the café and soft seats. The
4:30 AM from Brunswick also boards many commuters
at Haverhill, among other stations. On April 13, all service on this line was suspended until at least April 30.
The Vermonter was suspended about three weeks earli-

Per executive order from Governor Andrew Cuomo,
anyone entering and utilizing public transit facilities or
vehicles (rail, bus, or paratransit), must wear a face covering starting at 8 PM April 17 in a measure to slow the
spread of COVID-19 virus aboard the often crowded
mass transit cars. (New York State press release, April
16)
Beginning Monday, April 13, Metro-North Railroad began operating on an hourly schedule on the Hudson,
Harlem, and New Haven Lines, weekdays and weekends.
On the Hudson Line, most northbound trains depart
Grand Central Terminal (GCT) at 20 minutes after the
hour to Croton-Harmon and 45 minutes after the hour to
Poughkeepsie. Southbound, most trains leave Poughkeepsie at 52 minutes after the hour and from CrotonHarmon at 56 minutes after the hour .
On the Harlem Line, northbound trains depart GCT at
42 minutes after the hour to North White Plains and at
10 minutes after the hour to Southeast. Southbound,
most trains depart Southeast at 4 minutes after the hour
and from North White Plains at 58 minutes after the
hour. Connecting shuttle trains operate every two hours
between Southeast and Wassaic, 5 minutes after oddnumbered hours out of Southeast and 15 minutes after
even-numbered hours out of Wassaic. Wassaic shuttles
operate on weekdays only; there is no weekend service.
On the New Haven Line, eastbound trains depart at
36 minutes after the hour to Stamford and 2 minutes
after the hour to New Haven. Most westbound trains to
GCT depart Stamford 58 minutes after the hour and
from New Haven at 35 to 40 minutes after the hour. Haven. The New Canaan Branch has hourly connecting
train service and the Danbury and Waterbury Branches
are served by trains every three hours in each direction,
7 days per week.
To accommodate COVID-19 precautionary measures,
on a temporary basis, all ticket offices are closed and
cash is no longer accepted for ticket purchases aboard
trains. Passengers are strongly urged to use the MTA
eTix application on their smartphones, which is the easiest (and safest) way to purchase train tickets. Passengers can also use credit or debit cards on board, or can
also purchase tickets with cash at Ticket Vending Machines located at the stations.
Starting Monday, March 23, NJ Transit enhanced its
weekday rail schedule to a Presidents' Day holiday
schedule, seven days a week, with some enhancements on weekdays to ensure adequate capacity is provided. All trains listed in the “Saturday/Sunday/Holiday”
section of the public timetable will operate, as well as
those listed in the shaded columns in the timetables that

(Continued on page 6)
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lines - 10, 11, 13, and 36 – will be operated with buses
connecting at 40th Street to the MFSE. The trolley subway will be closed. Former Red Arrow 101/Media will be
operated with buses. There will be reduced service on
the Norristown High Speed Line. On Regional Rail there
will be no service on the Chestnut Hill East, Chestnut
Hill West, Cynwyd, Manayunk/Norristown, West Trenton, and Wilmington/Newark Lines. The Airport Line will
operate every two hours.
PATCO has a modified schedule in effect until further
notice, as follows:
Monday through Friday: 12 AM to 4 AM - Trains every
60 minutes
Monday through Friday 4 AM to 5 AM - Trains every 30
minutes
Monday through Friday 5 AM to 11:59 PM - Trains every
20 minutes
Saturday 12 AM to 5 AM - Trains every 30 minutes
Saturday 5 AM to 11:59 PM -Trains every 30 minutes
Sunday: All day - Trains every 60 minutes
The following stations are temporarily closed:
Ashland (use Lindenwold or Woodcrest stations)
Westmont (use Haddonfield or Collingswood stations)
City Hall (use Broadway station)
12/13th & Locust Street in Philadelphia (use 9th/10th or
15th/16th Streets stations in Philadelphia)
At the Broadway station the west headhouse entrance
will be closed. Use the entrance through the Walter
Rand Transportation Center.
Chicago, Illinois
The Chicago Transit Board approved a $38.3 million
contract to T.Y. Lin International Great Lakes, Incorporated to provide the planning and preliminary engineering work toward extending the CTA Red Line from its
present terminus of 95th Street to 130th Street. The
CTA Board committed $310 million in the 2020-4 capital
program, which is sufficient to satisfy the FTA minimums
for them to "kick in" matching funds to pay for the completion of the line extension. (CTA, February 10)

(Continued from page 5)

er. The relatively new Valley Flyer is down to one round
trip
(Springfield-Holyoke-Northampton-Greenfield)
weekdays, but there are two on weekends.
After those service cuts were enacted, the following
cuts took place. Amtrak suspended all Acela services
(Boston-Washington), the Carolinian (Charlotte-New
York), Downeaster (Boston-Brunswick), Keystone
(Harrisburg-New York), Pennsylvanian (New YorkHarrisburg), Pere Marquette (Chicago-Grand Rapids),
and Winter Park Express. There will be reduced services on the Adirondack (no service north of Albany),
Hartford Line, Thruway Bus Routes, California Zephyr
(no service West of Denver), Capitol Corridor (San Jose-Sacramento), Cascades (no service north of Seattle), Empire Service, Maple Leaf (New York CityNiagara Falls, New York only), Ethan Allen Express (no
service north of Albany), Missouri River Runner, Northeast Regional, Pacific Surfliner, Piedmont, San Joaquin,
Valley Flyer, Vermonter (no service north of New Haven
Monday-Saturday and no service on Sundays).
MesseBerlin, the operator (and location) of the biannual InnoTrans conference, says it will postpone the
exhibition until Spring, 2021 due to the new coronavirus
(COVID-19) restrictions in place in Germany.
InnoTrans was scheduled to take place in Berlin from
September 22-25 and normally attracts a huge number
of exhibitors and visitors. The 2018 show had 153,421
trade visitors from 149 countries and 3,062 exhibitors
from 61 countries.
The German government had already banned large
gatherings of people up to August 31 to prevent the
spread of coronavirus, which cast doubt on whether
InnoTrans would go-ahead just a few weeks later.
(International Railway Journal, April 22)

SEPTA issued a press release that starting on Thursday, April 9 it moved to a new “Lifeline Service Schedule,” operating as much service as possible with healthy
and available employees on a limited basis. The Market-Frankford Subway-Elevated (MFSE) will operate
with ten stations closed and 18 remaining open. The
closed stations are Church, Tioga, Somerset, YorkDauphin, 2nd Street, 5th Street, 13th Street, 56th
Street, 63rd Street, and Millbourne. The Broad Street
Line/Broad-Ridge Spur will operate with eight stations
closed and 16 remaining open. The closed stations are
Tasker-Morris, Lombard-South, Spring Garden, Fairmount, Susquehanna-Dauphin, Wyoming, Logan, and
Chinatown.
KC Streetcar revenue is being used to fund these contracts, KCSA
Surface operations will be limited to approximately 60 officials said in a press release.
core routes. Not running are the 34/Angora and 15/ KCSA photograph
Girard trolleys (15/Girard has not been running for
The Kansas City City Council approved $7.4 million in
about a month). Ex-Red Arrow trolley 102/Sharon Hill is
design
and construction contracts that will enable the
operating with buses. All the remaining subway surface

(Continued on page 7)
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jects while also ensuring we can provide reliable and
predictable service,” said BART General Manager Bob
Powers on April 6. “With so many unknowns about the
length of the shelter in place orders and the timing of
recovery, we must take steps to protect the operating
budget while also protecting our ability to run a service
every 30 minutes.”
Weekend service will remain unchanged, as doubling
weekend headways would see Saturday services at 40minute headways and Sunday service at 48-minute
headways.
BART said its early estimates showed a “bleak scenario” of possible budget shortfalls of $258-452 million
in the 2021 financial year, with federal stimulus funds
bridging some but not all of the gap. (Metro Report International, April 8)

(Continued from page 6)

Kansas City Streetcar Authority (KCSA) to begin preconstruction work on its Main Street extension later this
year.
About $4.7 million was allocated for design services
and $2.7 million for pre-construction activities for the
3.6-mile streetcar extension that would connect Union
Station to 51st Street in Kansas City, Missouri.
The final design contract is being led by HDR Engineering with support from HNTB Corp., Trekk Design
Group LLC, Hg Consult, Parson + Associates, Custom
Engineering and Lynchpin Ideas.
The construction manager at risk contract is being led
by the KC Streetcar Constructors, a joint venture of Herzog Contracting Corporation and Stacy and Witbeck,
with support from Burns & McDonnell and J.E. Dunn
Construction.
The KCSA is waiting for Federal Transit Administration
notification that the extension project is ready to enter
the engineering phase of the federal Capital Improvements Grant (CIG) New Starts Program, and eligible for
federal funding.
The authority is seeking $174 million in federal funding
to be combined with local funding to cover the project's
cost. Construction on the extension is scheduled to
begin in late 2021 or early 2022. The extension's opening is slated for 2025. (Progressive Railroading, April
20)

According to a report in the Review-Journal, a California finance committee unanimously approved the
allocation of $600 million in tax-exempt bonds to go toward the Virgin Trains USA high-speed rail project between Las Vegas and Southern California.
The California Debt Limit Allocation Committee approved the bonds to go toward what is formally known
as XpressWest, the $4.8 billion rail project that would
run from Victorville, California to Las Vegas, according
to the report.
Internal Revenue Service (IRS) guidelines allow Virgin
to market up to four times the amount of the $600 million in bonding authority, for a total of $2.4 billion in taxfree, private equity bonds.
This is the second bond approval Virgin Trains has
secured in the past few months. In March, the United
States Department of Transportation approved $1 billion
in tax-free private bonds for the project.
However, there is a catch of sorts: both bond approvals are reliant upon all Virgin bonds being issued by
Sept. 30. If they are not, California will put the $600 million it approved into the state’s new construction pool
for affordable housing. (Railway Age, April 15; Las Vegas Review-Journal, April 14)

The first seven-car trainset began test runs at the
Stadler manufacturing plant in Salt Lake City during
April. On CalTrain’s mainline, crews are continuing work
on six traction power facilities in San Jose, Redwood
City, Sunnyvale, South San Francisco, and San Mateo,
installing catenary support infrastructure in the four
short tunnels in San Francisco and erecting power
poles from Menlo Park to San Jose. (Progressive Railroading, March 30)
The San Francisco Bay Area’s BART metro is to withdraw alternate trains to reduce its weekday service from
15 minute to 30 minute headways from April 8 until further notice.
The operator said ridership data showed that social
distancing would remain possible on all trains, while it
would have greater flexibility to maintain a stable service should its staff need to take time off due to illness
or to care for family members during the coronavirus
pandemic.
The move will potentially save the operating budget
$3-7 million per month. BART is using the time of historically low ridership to undertake potentially disruptive
infrastructure projects, with up to 400 employees shifting to capital improvement projects that are not funded
by the operating budget. These have been designated
as essential public works under the region’s public
health orders.
“Ridership is now at 7% of what is usual, and these
changes allow us to increase essential rebuilding pro-

Sound Transit began demolishing buildings in Federal
Way, Washington, to make way for the agency’s future
Link light-rail station near the Federal Way Transit Center.
The demolition work, which will continue for several
weeks, is part of critical construction on the agency's
7.8-mile Federal Way light-rail extension project, agency
officials said in a press release.
To be located on S. 320th Street, the station is one of
three included in the project.
The Federal Way extension will open in 2024.
(Progressive Railroading, April 20)
Honolulu Authority for Rapid Transit (HART) received
four additional new cars from Hitachi, making up the
11th four-car consist for the automated passenger rail
(Continued on page 8)
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30)

(Continued from page 7)

line being built along Oahu’s south shore. This will
eventually link downtown Honolulu with its airport to the
west. The current order of 17 trains are expected by
year’s end. When the line is fully completed around
2025, the fleet will include 80 rail cars. The first phase
of the line may open for passenger service in late 2020.
(Progressive Railroading, April 14)

BVG ran its first train on the U5 missing link through Rotes Rathaus
station during March.
BVG Projekt GmbH/A Reetz-Graudenz photograph

Orientkaj station on the just-opened M4 metro line.
Metro Report International photograph

Praha transport operator DPP has awarded Pragoimex a contract to supply its VarCB3LF partly low-floor
tram bodies to replace the life-expired and corroded
bodies of the city’s Tatra Type T3R.P and T3R.PV
trams.
The March 23 framework agreement covers the delivery of a minimum of 11 bodyshells per year at cost of
KC3.475 million each. (Metro Report International,
April 3)
“It was different to what we had imagined,” said Henrik
Plougmann Olsen, CEO of København metro operator Fit-out of the U5 station at Museumsinsel is nearing completion.
Metroselskabet after planned celebrations to mark the BVG Projekt GmbH photograph
opening of Line M4 on March 28 were canceled beThree extensions of the Berlin U-Bahn network have
cause of the coronavirus. “The trains just started runbeen deemed “structurally and technically” feasible, acning over the new section, and that was it.”
M4 services share tracks with the existing M3 ring line cording to a study commissioned by the city governbetween København H station and Østerport, doubling ment.
Initial results presented to the Berlin Senate in March
the number of trains on this section. They then turn off
to run over a 2.2 kilometer branch built at a cost of €310 confirmed the feasibility of building extensions to lines
million including 1.9 kilometers of tunnel and the elevat- U6, U7 and U8, which have been backed by the capital’s chamber of commerce ahead of other metro and
ed terminus at Orientkaj.
The branch has one intermediate station serving the tram projects being pursued by politicians in the ruling
Nordhavn development area, which is expected to have “red-red-green” coalition.
Work is nearing completion on the U5 extension to
40,000 residents and similar number of jobs by 2050.
This also provides an interchange with S-tog rail ser- Berlin Hbf; the 2.2 kilometer “missing link” between Alexanderplatz and Brandenburger Tor is expected to
vices.
A southern extension of M4 from København H to Ny open for revenue service by the end of this year, altEllebjerg with five stations is under construction for hough the cost has risen from the initial budget of €433
(Continued on page 9)
opening in 2024. (Metro Report International, March
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space for wheelchairs and pushchairs. There will be
some wooden seats, offering easy cleaning.
The new vehicles will replace GT8N cars, which are
now more than 20 years old. These were some of the
earliest low-floor trams in Germany, but according to
BSAG CEO Hajo Müller “they are in such poor condition
that they can no longer be sold and will be scrapped.”
Because of the coronavirus precautions, he was one
of just a few key staff to attend the unloading of the first
Nordlicht tram. (Metro Report International, April 1)

(Continued from page 8)

million to an estimated €525 million. BVG Projekt GmbH
confirmed on March 31 that fitting out work was continuing at the three intermediate stations at Rotes Rathaus,
Museumsinsel and Unter den Linden.
The feasibility study is intended to inform the priorities
for further development following completion of U5,
starting with a proposed southern extension of U7 from
Rudow to the new Berlin-Brandenberg airport at
Schönefeld, which is provisionally priced at €306 million. Planning is already underway for a northern extension of U8 from Wittenau to Märkisches Viertel and potentially Senftenberger Ring, at a cost of €112 million to
€386 million. The third project would see the construction of a branch off U6 to serve proposed residential
and commercial developments on the Tegel airport site;
this is priced at up to €607 million depending on the
route selected.
Other projects under consideration include a short
western extension of U7 from Spandau to Heerstraße
Nord, for which BVG commissioned a feasibility study at
the end of 2019. Extension of Line U3 from Krumme
Lanke to Mexikoplatz is priced at €40 million, with proponents pointing out that 150 meters of tunnel for this
route has already been built. Local passenger associa- The first GT8N-2 tram being delivered to Bremen.
tion IGEB has welcomed the proposal “unreservedly,” Metro Report International photograph
suggesting it could be completed within a decade. The
U3 extension is also backed by the SPD faction in the
Senate, which is arguing for a 600 meter extension of
U2 to Pankow-Kirche and a southern extension of U9 to
serve new housing developments at Lankwitz. Meanwhile, the CDU reportedly favors a southern extension
of U6 from Alt-Mariendorf to Lichtenrade.
However, coalition partner Die Linke has argued
against further metro extensions in the short term, pointing out that BVG has a maintenance backlog estimated
at more than €2 billion. Backed by the Green party, Die
Linke says the immediate focus must be the renovation
and technical modernization of existing U-Bahn lines,
and potentially some expansion of the tram network.
(Metro Report International, March 31)

The first of 77 Avenio trams ordered by Bremen operator BSAG arrived in the city from Siemens Mobility’s
Wien (Vienna) plant on March 31. Another is currently Młynów station on the M2 metro extension.
Metro Report International photograph
undergoing trials at the Wildenrath test center.
The Type GT8N-2 trams have been branded Nordlicht
(Northern Lights, Aurora borealis). They were ordered
Warszawa’s M2 metro line was extended by 3.4 kiloby BSAG in two batches in June, 2017 (67) and Janu- meters west from Rondo Daszyńskiego to Księcia Jaary, 2018 (10). Following testing, the first vehicles are nusza on April 4. The opening was low-key owing to
expected to enter service this summer, with all in use in coronavirus travel restrictions, with regular operations
2023.
starting at 4:45 AM.
The four-section steel-bodied trams are 37 meters
Running tunnels up to 15.2 meters deep serve interlong and 2.65 meters wide, providing more passenger mediate stations at Płocka, Młynów, and Księcia Jaspace than the 2.3-meter-wide cars they are replacing.
nusza.
They feature air-conditioning, LED lighting, a modern
Main contractor Gülermak Ağir Sanayi İnşaat ve
passenger information system, an electric wheelchair Taahhüt was awarded a Złoty 1.148 billion contract to
(Continued on page 10)
ramp and areas with seats which can be folded to make
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change with lines A, B, E, and F. Line G will improve
access to health care and higher education sites on the
west side of the city center; it will be just 2.5 kilometers
long with two intermediate stops.
The second package is a €43.3 million allocation towards extension of Line D from Santo Ovídio southeast
to Vila D’Este. This 3.2-kilometer section with three
stops will serve dense suburbs in the Vila Nova de Gaia
district.
On March 27, Metro do Porto issued tenders for both
projects, with proposals due by April 28. The estimated
cost for Line G is €235 million while the extension of
Line D is priced at €130 million. Work is due to start later in 2020 with both lines scheduled to open in 2023.
The total cost of the expansion program is €407 million,
and it is projected to add 10 million passengers per
year.
The EU co-financing is part of a €1.4 billion package
of European Green Deal projects in Portugal and six
other EU states announced by Commissioner for Cohesion & Reforms Elisa Ferreira in mid-March which aim
to “make public transport more appealing, reduce traffic
and pollution and guarantee safer, faster, and more
comfortable journeys for the passengers.” (Metro Report International, April 2)
Krasnodar, Russia

(Continued from page 9)

build the Wola extension on September 29, 2016, 75%
financed by EU Cohesion Fund under the Operational
Program Infrastructure & Environment 2014-20 signed
on September 23, 2016.
Groundbreaking took place on November 25, 2016
and work was completed on November 29, 2019.
The 12.6-kilometer east-west Line M2 now extends
from Trocka to Księcia Janusza with 13 stations. It is
operated by 20 Siemens Inspiro trainsets. The central
section of line from Dworzec Wileński west to Rondo
Daszyńskiego opened on March 8, 2015, interchanging
with north-south line M1 at Świętokrzyska. It was extended east to Trocka on September 15, 2019.
Metro Warszawskie plans to open a two-station western extension to Bemowo and three-station eastern extension to Bródno by 2022, as well as additional a further western extension in 2023. Construction contractors for all three sections are Astaldi and Gülermak.
(Metro Report International, April 6)
More EU funding has been allocated to enhancing rail
links between Portugal and Spain. The EU co-financing
is part of a €1.4 billion package of European Green
Deal projects in seven EU states that was announced
by the Commissioner for Cohesion & Reforms Elisa
Ferreira in mid-March.
The European Regional Development Fund is to provide €265 million towards the completion of the 179kilometer section of high-speed line between the Spanish cities of Plasencia, Cáceres, and Badajoz. This
forms part of the 715-kilometer Madrid-Lisboa route,
which has been designated as part of the TEN-T Atlantic Corridor.
ADIF had hoped to launch high speed services to Badajoz by 2019 using bi-mode trainsets, but it is now likely to be 2023 before through daytime trains start running
between Madrid and Lisboa using a mix of new and upgraded lines. Plans for a new high-speed alignment at
the eastern end of the corridor between Plasencia and
Madrid, potentially serving Toledo, are still to be finalized; trains will initially use the existing line.
The Atlantic Corridor is being laid with 1,668-millimeter
gauge ties designed for a future change to standard
gauge. The railway is intended to carry both passenger
and freight traffic; maximum line speed on the new-build
sections would be 300 kilometers per hour. The route
will be electrified throughout and fitted with ETCS Level
2. (Railway Gazette, April 8)

Type 71-623-04 267.
Oleg Bodnya photograph via Metro Report International

The European Commission has announced €107 million of EU Cohesion Funds for expansion of the Metro
do Porto light rail network. This adds to €75 million allocated in the national government’s 2020 budget.
The two projects being supported are Line G, where a
€63.6 million contribution will support construction of a
new line from São Bento main line station northwest in
tunnel to Casa da Música, where it will provide inter10

UKVZ has won four separately tendered contracts to
supply a total of 56 unidirectional trams to the city of
Krasnodar.
The orders announced on March 20 cover a total of 29
Type 71-623-04 trams to be delivered this year, and
another 27 scheduled to arrive in 2021.
The trams will feature adaptive climate control systems instead of conventional air-conditioning, more vandal-resistant seat designs than older vehicles and various technology upgrades.
The cost per tram averages 31.6 million rubles, which
the city says is significantly lower than anticipated. As a
(Continued on page 11)

ERA BULLETIN — MAY, 2020
Commuter and Transit Notes

Liksutov added that it would reduce journey times for
passengers from the east of the city by up to 30
minutes.
In parallel with the metro opening, 24 local bus routes
were modified. (Metro Report International, March 31)

(Continued from page 10)

result, it plans to procure at least 11 more trams of the
same type. (Metro Report International, March 24)

The station at Yugo-Vostochnaya on metro Line 15.
Metro Report International photograph
Urbos 3 (CAF, 2012) at the St. Andrew Square stop.

Mayor Sergei Sobyanin inaugurated a 14.4-kilometer, Metro Report International photograph
six-station extension of Moscow Metro’s Line 15 from
Kosino to Lefortovo on March 27.
Edinburgh Council has instructed contractors Morrison
Also known as the Nekrasovskaya Line, Line 15 Utility Services and Sacyr Farrans Neopul to cease site
serves the capital’s eastern suburbs. Construction be- works for the construction of the tramway extension
gan in 2012, with the outmost section between Kosino from York Place to Newhaven.
and the terminus at Nekrasovka opening on June 3,
The contractors are to make the construction sites
2019.
safe by the end of the week before shutting down. Work
Completion of the second phase brings the line to a will continue off-site, operating to strict social distancing
total length of 22.3 kilometers with ten stations.
guidelines. This will include design, planning, and
Between Kosino and Nizhegorodskaya the line runs in scheduling work, as well as drawing up a remobilization
a 10-meter diameter double-track tunnel, rather than the strategy for returning to the site once the restrictions
twin single-bore tunnels used elsewhere on the net- have been lifted.
work. Cut-and-cover techniques were used to build the
“Of course, this will impact on the wider project, but
station at Nizhegorodskaya.
nothing is more important than the public’s safety,” said
Sobyanin said construction of the extension had been Council Leader Adam McVey on March 25. “We will, of
complicated by the high number of utility pipes that had course, be working with contractors to mitigate the imto be removed or relocated.
pact of these necessary actions and carefully planning
The innermost 2.7-kilometer section between Nizhe- our strategy for returning to the site once restrictions are
gorodskaya and Lefortovo, with the intermediate station lifted.” (Metro Report International, March 26)
at Aviamotornaya, is due to become part of the outer
circle Line 11 when that is completed in 2022-3. Line 15
CRRC Sifang has completed a fleet of 26 trains for
would then run from Nekrasovka to Nizhegorodskaya Chengdu’s 66.2-kilometer metro Line 18, with commiswhich provides interchange to the Moscow Central Cir- sioning and trial running underway ahead of the
cle orbital Line 14 as well as Line 11 and is due to be planned start of services this summer.
developed as one of the major hubs on the city’s
Each eight-car set is 187 meters long, with 3-metertransport network.
wide bodies giving a capacity of 2,096 passengers, or
A further extension of Line 15 west from Nizhego- up to 2,958 with crush loading. The trains are fitted with
rodskaya towards the city center is also planned, along air pressure adjustment and airtight doors for comfort
with expansion of the line’s Rudnyevo depot.
when running at speed.
Sobyanin predicted that opening of the second phase
Line 18 will serve the new Chengdu Tianfu Internationof Line 15 extension would provide significant relief for al hub airport, due to open later this year. From a station
the congested Tagansko-Krasnopresnenskaya Line 7. serving Terminal 1 and 2 the line heads northwest to
Deputy Mayor of Moscow and head of the Department
(Continued on page 12)
of Transport & Road Infrastructure Development Maxim
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sengers were carried on the first day, compared to an
average of 3.3 million/day in 2019.
All passengers are required to maintain a minimum
separation, wear a mask, and scan QR codes with their
health and personal details which will be used to trace
their journeys in the event of any new outbreak. Body
temperatures are recorded at stations by infrared devices.
Construction and fitting out work has restarted on the
extensions of lines 6, 8, and 11, which are all scheduled
to open this year, as well as new lines 5 and 16, which
are due to open in 2021, and a further four projects that
are scheduled for completion in 2022-5. (Metro Report
International, April 8)

(Continued from page 11)

Expo City where there is interchange with lines 1 and 6.
It then parallels Line 1 north to Chengdu South for interchange with metro lines 1 and 7.
The line is electrified at 25 kV 50 Hz and designed for
140 kph running. An express service with four intermediate stops will provide a 35 minute end-to-end journey
time, while a local service calling at all 12 stations will
take 50 minutes. (Metro Report International, April 7)
The government of Hong Kong has given MTR Corporation the go-ahead to proceed with detailed planning
and design for the proposed Tung Chung Line Extension on the northern side of Lantau island.
The project has three components. A new intermediate station at Tung Chung East between Sunny Bay and
Tung Chung would serve the Tung Chung New Town
Extension (East) development. The existing line would
be extended to a new terminus at Tung Chung West,
both to serve current residents and to support future
housing developments including the Tung Chung New
Town Extension (West) planning area. At the Hong
Kong end of the line, the Airport Railway Extended
Overrun Tunnel (Remaining Section) project would see
the existing tunnels extended eastwards from Hong
Kong station to improve reversing capacity and facilitate
a future increase in train frequencies.
Construction is expected to commence in 2023.
(Metro Report International, April 8)

Metro Report International photograph

A three-section low-floor tram supplied by Alna Sharyo
has entered service on the Hankai Tramway in Osaka,
where it is operating alongside the oldest trams in the
country which are still in commercial service rather than
run as heritage vehicles.
The two-line Hankai Tramway serves the Sakai district, using a diverse fleet of vintage vehicles dating
back to the late 1920s. To improve accessibility, it introduced three modern low-floor trams in 2015.
The latest vehicle is designated Series 1100 and is
similar to Alna Sharyo’s Series 1001 Little Dancer Type
Ua design.
The expansion of the fleet will enable the operation of
low-floor trams to be increased from one to two trams
per hour between 7 AM and 7 PM, interspersed with the
less-accessible older vehicles running at 12-minute
headways. (Metro Report International, April 2)
Wuhan metro station Hongshan Square.
Metro Report International photograph

The 3.2 kilometer five-stop light rail branch from
Moore Park to Juniors Kingsford via Anzac Parade
South was opened for revenue service on April 3, completing Sydney’s CBD & South East LRT network.
The branch is operated as route L3, running through
from Juniors Kingsford to Circular Quay to give a total
length of 12 kilometers. Trams operate from 5 AM to 1

Revenue service has resumed on the Wuhan metro
network following the coronavirus outbreak, with special
precautions put in place to protect travelers. Work has
also restarted on a number of expansion projects that
had been put on hold.
Metro service in the city had been suspended on January 23 and restarted on March 28. Just 183,000 pas-

(Continued on page 13)
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AM each day, with a headway of 8 to 12 minutes. In
conjunction with route L2 from Randwick, this gives a
combined headway of 4 to 8 minutes on the common
section from Moore Park to Circular Quay.
The network is worked by a fleet of 60 Alstom Citadis
X05 five-section LRVs, which operate as 67-meter-long
coupled pairs. The network is electrified at 750 V DC
overhead, apart from the two-kilometer city center section along George Street between Circular Quay and
Town Hall where Alstom’s APS ground-level power supply is installed.
Construction of the CBD & South East LRT began in
October 2015, with route L2 from Circular Quay to Metro Report International photograph
Moore Park and Randwick opening on December 14,
2019. The network has been developed by the ALTRAC
Light Rail consortium under a PPP concession valued
at A$2.1billion, which provided four years for construction followed by 15 years of operation and maintenance.
The consortium brings together Alstom, Transdev Sydney, Acciona Infrastructure Australia and Capella Capital, together with equity investors John Laing, First State
Super and Acciona Concesiones. (Metro Report International, April 6)
Tendering for the construction of the 24-kilometer Sydney Metro West driverless metro line between the city
center and Parramata was formally launched by New
South Wales Transport Minister Andrew Constance on
April 7.
Transport for NSW has invited expressions of interest
for the two major infrastructure packages, which cover
the boring of around 50 kilometers of twin tunnels between Westmead and The Bays.
An impression of the planned West Bays Precinct station.
One contract will cover the outer section of the route Metro Report International rendering
between Westmead and a worksite near the Sydney
Olympic Park. The second will cover the section from
Olympic Park to The Bays redevelopment zone at
Israel Railways operated its first electric test train to
Rozelle, three kilometers west of the city center. The Tel Aviv’s Hashalom and Savidor stations on April 5,
authority anticipates that the four tunnel boring ma- following energization of the 25,000-volt 50-Hertz overchines will start work around the end of 2022.
head line equipment on the core cross-city Ayalon CorriThe city’s second driverless metro line would run en- dor.
tirely underground, linking the Westmead health and
Electrification of this section had been due for compleeducation campus west of Paramatta with the central tion in June, but principal contractor Sociedad Española
business district, where interchange would be provided de Montajes Industriales was able to accelerate the
with the Southwest metro line now under construction, work following ISR’s decision to suspend all passenger
as well as Sydney Trains suburban services. Offering a services during the coronavirus (COVID-19) pandemic.
journey time of around 20 minutes between Parramatta This freed up access to the infrastructure and cut the
and the city, it is expected to double rail capacity in the completion time by around two months. (Railway Gabusy western corridor. Intermediate stations are envis- zette, April 8)
aged at Parramatta, Sydney Olympic Park, North
Strathfield, Burwood North, Five Dock, and The Bays
Precinct, with provision for future stations at Silverwater
and Pyrmont.
The project is expected to create more than 10,000
direct jobs and 70,000 during the construction phase.
(Metro Report International, April 8)

13

NEW YORK
DIVISION
BULLETIN
OCTOBER,
2000
ERA
BULLETIN
— MAY,
2020

NEW YORK CITY SUBWAY CAR UPDATE
“Essential” subway service, as was begun at the end
of March, includes a standard interval of 10-15 minutes
every day (including weekends) for the basic routes. On
Subdivision “A,” these were the 12346 and 7 in
whole, while on Subdivision “B” these were the
DEFGJLMNQRS-Franklin and Far Rockaway
A in whole. Each also incorporated pre-existing midnight hour variations, while there were as well shortterm changes possible on weekends (one example being the interim operation of M trains to 96 St-Second
Avenue). Trains are being dispatched on the general
headways shown above to match the available operating personnel. Some headways have frequently been
even longer when operating crews are unavailable. At
the end of March, 5 trains from Dyre Avenue were initially truncated at E. 180 Street, then extended to the
“weekend” terminus at Bowling Green by Saturday,
March 28. S-42nd Street service was suspended at the
same time, “for the duration.” Weekday-only Subdivision
“B” routes B and W were suspended after March 27.
Lefferts Boulevard (but not Far Rockaway) A trains
then operated local service briefly along with the C, but
the latter was additionally put on hiatus during the evening of Sunday, March 29.
First and foremost, throughout the system is a rigorous and constant, ongoing cleaning protocol related to
disinfecting every train (and other facilities). This results
in ever-repeated cycling for the trains which are used in
passenger service, such that the otherwise underutilized fleet can easily stay busy enough to create shortterm rolling stock shortages on occasion. The only
change in the equipment assigned for each route, as
existed prior to the start of the Essential Subway Schedule (on or about March 27) were the removal of the few
R-143 trains left on the J. G trains have been extended to full-length, 8-car R-46 and R-68/68A cars, with at
least one known occasion where there were a handful
of 10-car R-160s on the G briefly borrowed from Jamaica. Though the G is currently the most common place
to find R-68/68As, a noticeable number of those assigned to Coney Island remain laid up from the inactive
B service at Concourse Yard in the Bronx. Most noteworthy of the March 29 suspension of the C was a
(long-term?) lay-up for all 88 R-179s (3150-3237) assigned to the C from 207 Street. Furthermore, if not
incidentally in this vein, that last 10-car set of R-179s
(3040-9) was finally accepted as the thirteenth such
consist assigned to the A on March 25, thereby com-
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pleting the incorporation of all 318 cars of the order
(some 7½ years after their origination in July, 2012).
As a consequence of the steep, immediate drop of
ridership which actually happened during the week of
March 9-13, all 58 surviving Phase I R-32s on the C
were variously used on March 16, 20, and 23: 3396-7,
3414-5, 3448-9, 3460-1, 3476-7, 3488-9, 3512-5,
3520/3891, 3614-5, 3646-7, 3654-5, 3664-5, 3672-3,
3708-9, 3714-5, 3726-7, 3736-7, 3778-81, 3798-9,
3804-5, 3810-1, 3840-1, 3856-7, 3864-5, 3894-5, 39245, and 3928-9. For the morning C put-in of March 26,
these four eight-car Phase I R-32 trains were fielded: N3501-3500-3716-3717-3628-3669-3381-3380-S;
N3460-3461-3396-3397-3928-3929-3714-3715-S;
N3489-3488-3514-3515-3646-3647-3520-3891-S; and N3574-3575-3376-3377-3888-3889-3775-3774-S. One of
those consists was used as the finale for the R-32 fleet
after 55-plus years, with the honor being performed by
the 8:43 AM C from Euclid Avenue to 168 Street.
Shown as the line-up of the C on that last rush hour for
the Budd-built cars were four trains of Phase I R-32s,
seven sets of R-46s, and five eight-car consists of R179s. Note that the first and fourth consists were suddenly revived (for undisclosed reasons) from storage for
these final hours, which temporarily re-inflated the
Phase I R-32 fleet from 58 to 74 cars. All but eight of the
222 Phase Is were then officially listed as “retired” on
April 8, at which time just these eight R-32s (3430-1,
3780-1, 3798-9, and 3804-5) were undergoing conversion for ongoing work service. Other R-32s may perhaps be similarly transformed at a later date.
As for the ongoing “swap” between Jamaica (EFR)
and Coney Island (GNQ), no further Siemenssupplied R-160Bs were transferred to Jamaica after
March 6, where 1,165 universally interchangeable R160s (in general) were already on site. At that time there
were 24 R-46s left at Jamaica for the R: 5498-5501,
5506-9, 5570-7, 5734-7, and 5802-5. For some reason,
R-46 link 5826-9 was then returned to Jamaica (R) on
March 11. All 28 then remained in isolated use until the
last such R trip, the 7:50 PM from 95 Street to Forest
Hills-71 Avenue on April 9: N-5802-5803-5805-58045736-5737-5735-5734-S. The next day all 28 of the remaining Jamaica R-46s were transferred in total “on
paper,” with at least 20 being physically shifted to Coney Island. Through April 20, all have been “frozen” in
the yard, pending a further level of disinfection and
deep cleaning before their restoration to passenger use
on the G, N, or Q.
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A VISIT TO OLD PENNSYLVANIA STATION
by Jeff Erlitz
These photographs of New York’s old Pennsylvania
Station were taken by an unknown photographer working for the Detroit Publishing Company. Detroit Publishing was, and still is, known for its photography using 8”
x 10” view cameras with glass plate negatives. The result of having a negative of that size is the incredible
amount detail seen in any of the photographs.
These were all apparently taken in early to mid-1910

before the station opened to the public. Designed by
McKim, Mead, and White and considered a masterpiece
of the Beaux-Arts style, Penn Station opened for Long
Island Railroad traffic on September 8, 1910, in conjunction with the opening of the East River Tunnels. On
November 27, 1910, Penn Station was fully opened to
the public.

Looking east along the
platform between Tracks
5 and 6. To the left are
Tracks 7 and up. The
light in the distance is
the open excavation area
for the Hotel Pennsylvania. The staircase just left
of center goes up to the
lower mezzanine while
the stair on the far left
ascends to the upper
mezzanine.

View north on upper
mezzanine.
(Continued on page 14)
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A Visit to Old Pennsylvania Station
(Continued from page 13)

View north at platform level at Track 6.

View northeast on upper mezzanine, Tracks 9-18.

View north on upper mezzanine. LIRR train on Track 15.

View southwest, corner of Seventh Avenue & W. 33rd Street.

View west at Seventh Avenue & W 32nd Street.

View west in around 1911.
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SOUTHWEST UNITED STATES
by Jack May
(Continued from April, 2020 issue)
(Photographs by the author)

Saturday, April 15
One of the principal objectives of this visit to Southern
California was to ride San Diego's heritage PCC line.
Called the Silver Line, it is operated by the Metropolitan
Transit System (MTS) as part of the San Diego Trolley,
the area's light rail system. A PCC car runs over a 2.7mile clockwise loop around the downtown section of the
city four days a week, Tuesday, Thursday, Saturday,
and Sunday. I had made two previous attempts to ride
the service, but on both occasions after arriving there I
found that the line was not operating due to
"mechanical problems." I hoped that the saying, "third
time's a charm," would hold for this attempt.
Originally I had a choice of either Thursday or Saturday, but as it turned out there were a number of reasons
to choose the latter. First, my plan for Wednesday had
been disrupted because of Gold Line track work and I
thought I might need an extra day on the rails in Los
Angles; second, that the weather forecast for Thursday
was cloudy; and third, the most important, is that when I
checked Google Maps for the route I found that the
130-mile journey would take as much as 180 minutes (3
hours) during a weekday rush hour but only 105 on a
Saturday morning, all because of traffic congestion on
the I-5. Why was I going to drive? In order to take
Amtrak I would have to get a lift to the Expo Line station, ride to Metro Center, and then change to the Red/
Purple Line to get to Union Station, which would take
about an hour (with a built in cushion for possible delays). After that it would be a three hours more on the
train. So, with 105 much better than 240, I am sad to
report that this rail advocate had to choose rubber for
the day.
I got into the rental car at 8:10 (Cathy had offered me
her car if I would have gone on Thursday) and found
relatively little traffic on my route, which was west for a
short distance on Culver Boulevard to I-405 (Sig and

Cathy's house is a block away the boulevard), followed
by a straight run via the 405 (San Diego Freeway) and
I-5 to Exit 20 at Old Town. There was hardly any congestion on the freeways, except for a few minutes between Carlsbad and Encinitas. I turned left onto
Rosecranz from the Pacific Coast Highway and found a
free parking place along the curb on Calhoun Street
near Taylor (Rosecranz becomes Taylor) just a block
from the San Diego Trolley station. It was now 10
o'clock and as I walked on Taylor toward the car stop,
bells began ringing and the crossing gates came down,
so I hurried to get my first photograph of the day, of an
inbound three-car train on the Green Line just north of
its Old Town stop. The gates went back up, but before I
walked the next 10 steps, the bells began to clang
again. Just west of the San Diego Trolley tracks, a single parallel track carries Amtrak and Coaster trains
across the same street and the 7:25 AM train from Los
Angeles was slowing to make its scheduled Old Town
stop at 10:10. So now, my second shot was exposed.
After a 10-minute ride to the Santa Fe station and
some photos I crossed the street to the America Plaza
platform just in time to board a PCC at 11 AM, the first
of the day, which actually sneaked up on me. I was very
pleased and quickly tapped my Compass card before
boarding. Only a few passengers were on the streamliner. The ride was soon interrupted, at the Civic Center
station, as police held up all traffic on C Street for a
demonstration passing along Third Avenue. I asked the
operator to let me out for a photo, and he complied; I
am sure he would have shut the PCC’s center door if I
had thought of asking him. Today was April 15, tax return day, and there were marches in many cities demanding that the President release his tax returns. Lots
of luck.
We moved forward about five minutes later. (To be
continued in the next segment.)

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

Taylor Avenue just north of the Old Town stations of the San Diego Trolley and Amtrak/Coaster. The three-car Green Line train shown in
the left view is en route to the 12th & Imperial Transit Center and made up of a 2000-series high-floor car (SD100) sandwiched between two
4000-series low-floor units (S70s) at the front and rear. Amtrak Pacific Surfliner 564, with an EMD F59-PHI at the point, crosses just west of
the Trolley tracks. The five-car train left Los Angeles at 7:25 and is about to arrive on time at Old Town at 10:10, with an expected arrival at
the Santa Fe Depot at 10:21.

San Diego's Santa Fe Depot at the edge of downtown San Diego. In the left view a two-car Orange Line train prepares to begin its journey
to El Cajon in front of a three-car revenue Green Line train that is entering the station. Both the Orange and Blue Lines terminate in the
area, with the Blue Line reversing across the street at America Plaza while the Orange uses this pair of tracks to change direction. Because
of the congestion brought about by this arrangement, in July the Orange Line was cut back to share the Blue Line terminal across the street.
This was planned as a temporary fix, as it would just relocate the bottleneck. The long-term solution was a new single-platform terminal for
the Orange Line on the south side of C Street between State and Union, about three blocks away, which opened on April 29, 2018. The right
photo shows the position of the Amtrak/Coaster and Trolley tracks. The Amtrak train I photographed just a few minutes earlier at Old Town
has discharged its passengers, loaded new ones, and will start its three-hour return trip to Los Angeles at 10:41 (20-minute turnaround
time). I was lucky I did not choose to come two weeks later, as the sign indicates I would have missed seeing any railroad activity. To its
right the machine prominently displays the target for tapping Compass cards before taking a ride on the trolley.

(Continued on page 18)
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Wish I took a photo from the angle shown below, but after the trip I received this digitized postcard from Skip Gatermann of the good old days, not that this day was not good.

A Blue Line train has just terminated at the futuristic looking America Plaza station. It will soon leave for its return trip to San Ysidro, a
few steps from the border of Mexico.

530, in all its glory at the Civic Center station, between Second and
Third Avenue. The ex-Minneapolis, ex-Newark PCC is operating
clockwise around a loop that circumscribes San Diego's city center.

(Continued next issue)

Around New York’s Transit System
NYC Transit Employees Dead From Coronavirus
At press time, 62 NYCT employees had passed away
from COVID-19. Most were front line employees such
as Bus Operators, Train Operators, Conductors, and car
and station cleaners. Despite being classified as essential employees providing critical services to keep New
York City working, measures to protect them were late
in coming, such as rear door boarding and alighting on
buses and providing working conditions conducive for
establishing proper social separation from potentially

19

infectious customers as well as fellow employees.
Gloves and N95 masks were not immediately provided
at the onset of the crisis and then only provided on a
limited basis (one set per week). This probably contributed to the high death toll amongst employees, as well
as staffing shortages which prevented NYCT from increasing service frequencies on the more heavily patronized routes, exacerbating the social separation issue
for employees and riders alike.

Belgian freight operator Lineas has unveiled a Bombardier Transportation Traxx locomotive which has been branded to honor people working to fight the coronavirus pandemic.
Metro Report International photograph, April 9

LOCOMOTIVE HONORS CORONAVIRUS WORKERS
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M-7 7675 (Bombardier
Transportation, 6/2006)
leads a short six-car consist
on Train #751 from Hempstead bound for Atlantic
Terminal, Brooklyn as it
crosses Hilton Avenue, just
east of Garden City station
on 2/3/2020. (Jeff Erlitz
photograph)
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24-HOUR-A-DAY NEW YORK CITY SUBWAY SERVICE
DISCONTINUED
In an unprecedented move, New York Governor Andrew M. Cuomo ordered the end of
24-hour, 7-day-a-week service on the New
York City subway system with a daily shutdown of the entire system between 1 and 5
AM beginning at 1 AM Wednesday, May 6. A
long-standing tradition since its opening day
in October, 1904, New York City’s subway
was one of the rare systems that never shut
down overnight. Unfortunately, such an operation severely hampers, if not makes it impossible, to perform any kind of thorough
cleaning and now urgently-needed daily sanitizing of the subway train fleet as well as its
stations.
(Editor’s Note: In actuality, the subway trains
are continuing to operate through the night, just
not in revenue service. They are available to carry employees and emergency service workers.)
The 24-hour operation also attracted a larger-than-normal number of homeless people
to take up residence on trains and in the stations. With the overnight shutdowns, the
homeless population could now be ordered
by the police to exit the system, clearing out
all trains and stations to facilitate nightly sanitizations. The objective was to enable the
thorough cleaning and sanitizing of every
subway car’s interior surface with an even
greater focus on all surfaces that riders make
frequent contact with: poles, railings, handholds, doors, door frames, and flooring.
Governor Cuomo has gone on record that
the 24-hour service will resume once the
pandemic crisis is over. The MTA website
and notices will inform passengers of the
scheduled times of the last and first trains at
each station. After 1 AM all stations become
exit-only. An enhanced “night bus” system
(Essential Plan Night Service) replaces the
subways during this time period and where
1

substitute bus services cannot be provided,
riders will have the ability to hail a “for hire
car” at the MTA’s expense under the
“Essential Connector” program. MTA Bus and
NYCT added 1,168 additional bus trips (76%
increase) and 344 buses on top of the 235
buses that normally operate during this time
period (150% increase in the scheduled
overnight operating fleet). Metro-North and
LIRR cross-honor subway fare riders on their
trains, although Metro-North services end
around 2 AM as well.
As this issue goes to press, it appears that
the overnight shutdowns have been a success, enabling NYCT cleaning crews to provide both the riding public and operating employees with cleaner and more sanitary subway cars to ride and work aboard. The same
can be said of the stations. Early on in the
program, some minor glitches had occurred,
namely the inability of cleaning crews to fully
clean a subway car or cars because of the
occasional unavailability of police, the only
persons legally authorized to remove persons from the system. Data collected by MTA
Outreach workers show that the forced exit
of the homeless from the subways has had a
net positive effect on their population. Of the
1,682 homeless removed from the system,
930 people (55%) agreed with the outreach
staff to try another venue instead of returning
to the subways. Of these people, 824 were
referred to shelters and over 100 others who
needed medical care were taken to hospitals
for treatment. (MTA press release, May 1;
New York Daily News, May 18)
The Metropolitan Transportation Authority
(MTA) launched the “Essential Connector”
app to help essential workers plan their alternative travel to or from work during the over(Continued on page 2)
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(Writer’s Note: One zany idea is to use the new OMNY system turnstiles to operate in conjunction with a reservation
system where riders would make reservations for space on
subway trains similar to Ticketmaster, a truly unworkable
idea as the NYC subway system is filled with interchange
transfer points offering a multitude of routings. And once
admitted by an OMNY turnstile into a station for boarding,
how would anyone of authority possibly enforce loading
standards, who had tickets for a particular train or a subsequent train, short of putting a Platform Conductor positioned
next to each door to check a phone app’s bar code, like the
ushers do at major Amtrak stations such as New York-Penn
Station, Washington DC and Philadelphia-30 Street? Imagine
using a “Ticketmaster” type system at least twice a day to go
to and from work! That fact that Mr. Foye is even considering
this gives the impression that the MTA is grasping at straws
to manage an impossible situation, and such an impression
could even cause a loss of confidence by the public to use the
subways once the city goes through its stages of re-opening,
despite the Herculean efforts of cleaning and sanitizing the
system to make it as safe as possible. The only realistic way is
to order businesses and schools to stagger their hours
throughout the day to try and spread out the crowds and operate rush hour frequencies most of the day to offer more
space aboard the trains and buses. How NYCT would “staffup” for such an increase in service frequencies would be another “tough nut” to solve.)

24-Hour-A-Day NYC Subway Service Discontinued
(Continued from page 1)

night subway closure from 1 to 5 AM. Essential workers
can use the new app to navigate and take advantage of
the MTA’s significantly enhanced bus service schedule
– a 76% increase in overnight bus trips and 150% boost
in the operational bus fleet – or book an eligible for-hirevehicle where bus service is not workable - at no cost.
Tapping a station on the new app’s map allows the user
to see live bus and train departures, including the last
train arrivals of the night and available buses nearby.
The app will also provide info on current service disruptions and upcoming service changes. People can download it from Google Play for Android devices or the Apple App Store. (MTA press release, May 17)
MTA Chairman Patrick Foye revealed that he is considering all options available in an effort to promote or
even enforce social distancing on the NYC Transit subways and buses, even during New York’s famous rush
hour peak ridership periods with packed trains. Already,
six-foot “distancing markers” in the shape of an “X” have
already been placed on the station flooring at the
Queens-bound platform of the Lexington Avenue-53
Street EM station and on the 51 Street platforms of the
6 line as a test. (1010/WINS News Radio, Wall Street
Journal, May 13)

Around New York’s Transit System
Pilot Project to Sanitize Subway Using UVC Lighting
The MTA and NYCT began a pilot program after the
Memorial Day weekend to sanitize its buses, trains and
stations using specialized Ultraviolet-C (UVC) lighting.
Denver-based PURO Lighting is providing equipment to
be utilized in a pilot program to sanitize surfaces using
UVC to eradicate COVID-19 in rolling stock, including
car classes R-46, R-62, R-68, R-160, and R-188, stations, and yards at Corona, Coney Island, Jamaica, and
Westchester. Occupational facilities, including mainte-

nance areas, crew rooms, operations and technology
centers, and offices, will also be included in the pilot. If
successful, Phase 2 will expand the pilot program to
LIRR and Metro-North. The UV light treatments can only
be done on empty trains and buses, as well as stations
when the system is shut down from 1 to 5 AM. UVC has
already proven itself to be effective at sanitizing surfaces and rooms at hospitals treating COVID-19 patients.

LIRR MAIN LINE THIRD TRACK PROJECT UPDATE
by Jeff Erlitz
(Photographs by the author)

In late March or early April, an additional bridge was
installed over Plainfield Avenue in the village of Floral
Park for the third track. Unlike the new bridges that
have been constructed elsewhere along this project corridor, this bridge has a height clearance of only 12’9”
instead of the new 14’ standard. This was done, if I am
not mistaken, because the existing two-track bridge was

not replaced.
There are now three separate bridges over Plainfield
Avenue: the existing two-track bridge built in 1962 for
the Main Line, the new single-track bridge for the third
track, to the south of the existing, and a single-track
bridge, immediately to the north and also built in 1962,
for the abandoned Creedmoor Branch.
(Continued on page 3)
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Looking north up Plainfield Avenue in Floral Park at the newly added The architectural finishes of the new bridge abutments match as
closely as possible those of the original bridge abutments from the
bridge, May 17, 2020.
1962 grade crossing elimination project. The combination retaining
wall and sound barrier extending to the right are also newly constructed.

On Monday, May 18, the Long Island Rail Road permanently closed the School Street grade crossing east
of the Westbury station, on the border of the village of
Westbury and the hamlet of New Cassel.
This makes the fourth grade crossing that has been

closed as part of the Main Line Third Track project. The
previous three were at Urban Avenue in New Cassel
and Covert Avenue and New Hyde Park Road, both in
New Hyde Park.

The last day of street traffic for yet another grade crossing on the
LIRR Main Line. M-7 7073 (Bombardier Transportation, 5/2003) trails
Train #7700 from Penn Station to Huntington across the School
Street crossing east of the Westbury station, on the border of Westbury and New Cassel, May 17, 2020 at 12:37 PM.

Just past midnight on Tuesday, May 26, after the Memorial Day weekend, the platforms at the Mineola station were extended to the west, away from the station
building. Platform A on the north side was extended 520
feet while Platform B on the south side was extended

656 feet. These platform extensions were constructed
the same as the other ones on this project, of wood on
aluminum footings. The east ends of both platforms
were cut back the corresponding amounts to enable the
reconstruction of them to begin.
(Continued on page 4)
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LIRR Main Line Third Track Project Update
(Continued from page 3)

M-7 7712 (Bombardier Transportation, 7/2006) is leading Train #7630
(Penn Station to Huntington) into the Mineola station on May 4,
2020 at exactly 12 noon. These ends of both platforms are now out
of service. The pedestrian overpass from which this view was taken
is also scheduled for demolition.

Construction is nearly complete in this view west of the temporary
platform extensions at Mineola station on May 4, 2020. Note the
shift in the track alignment in the distance. This was done during the
Herricks Road grade crossing elimination project back in 1998.

About 11/3 miles to the east of the Mineola station is
where the Main Line passes over Glen Cove Road, in
the hamlet of Carle Place. This bridge was built in 1942,
before which there was a grade crossing. As was done
at Nassau Boulevard at the Merillon Avenue station and

at Post Avenue in Westbury, a new three-track bridge
was built nearby and will be rolled into position after the
existing bridge is cut away. This is all scheduled to occur over the weekend of June 6-7.

Looking north on Glen Cove Road on May 17, 2020. The west bridge
abutment has already been extended while the east abutment is still
being worked on.

The new three-track bridge has already been built and is awaiting
installation, scheduled for the weekend of June 6-7.
(Continued on page 5)
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Construction has been moving forward at the Carle
Place station, also. The platform canopy and permanent
railings are being installed, mostly on the westbound
platform. In addition, brickwork is being applied to the

canopy supports. Over on the eastbound platform, the
steel structure for the future overpass and elevator
shafts is now almost complete.

View east of the westbound Carle Place platform. Brickwork is being
added to the canopy supports and permanent railings are being
installed, May 17, 2020.

M-7 7669 (Bombardier Transportation, 6/2006) is heading Train
#8055 from Ronkonkoma to Penn Station through the Carle Place
station on May 17, 2020 at 3:22 in the afternoon. The ballasted area
to the right is where the new third track will be laid. The platform
supports for the new eastbound platform are to the right of that. On
the extreme right is the temporary walkway from the existing eastbound platform to Carle Road. The temporary pedestrian access from
Garden Avenue on the south side of the station to the eastbound
platform is now closed due to the construction of the new overpass.

The steelwork for the south side of the future overpass, with elevator shafts, is nearing completion. Those are the canopy supports for
the future eastbound platform extending out from this structure.
May 17, 2020.
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Commuter and Transit Notes
by Ron Yee, Alexander Ivanoff, and Jeff Erlitz
public.
The next timetable change (employee Timetable #6/
General Order #601) went into effect, as scheduled, on
Monday, May 18. Having said that, the Essential Service Plan that has been in effect since late March remains as the actual schedule in effect. It is the weekend
service with some limited additional train service in what
would normally be the peak hours.
Not a lot has changed. There is a single-track operation for track work on the Main Line on normally westbound Track 1 between Beth Interlocking (east of the
Bethpage station) and Farm Interlocking (east of the
Farmingdale station) 24 hours per day, every day. The
change to Ronkonkoma to Penn Station Train #8007,
which used to leave Ronkonkoma at 5:35 AM and had
been moved 27 minutes earlier to 5:08 AM under the
Essential Service Plan, was made permanent. It now
arrives Penn Station at 6:28 AM.
Penn Station to Ronkonkoma Train #2100 is now built
into the schedule (it had been running by a special program every time it had been used thus far). This is one
of the “holiday eve” trains that only operates on specific
dates. It leaves Penn Station at 12:43 PM and arrives at
Ronkonkoma at 2:12 PM. This is now the second
“holiday eve” train for Main Line passengers to
Ronkonkoma.
The usual extra summer service is back to Montauk
and Greenport, but the four weekend-only superexpress
trains between Penn Station and Long Beach (Trains
#6896/6897/6898/6899) are not returning. There are,
however, two new Friday-only Speonk trips, scheduled
to operate from May 22 through October 9. Eastbound
Train #2736 leaves Jamaica at 12:31 PM and operates
express via the Montauk Branch to Babylon, after which
it makes all local stops to Speonk, arriving there at 2:30
PM. Westbound Train #2745 leaves Speonk at 3:05
PM, makes all stops to Babylon, then runs express to
Jamaica , also via the Montauk Branch, arriving there at
4:39 PM.
As of press time, however, normal weekday service is
still not operating.

The Board of Directors approved a contract valued at
$4.1 million for design and engineering work toward the
Central Concourse Extension project that will add new
passenger access/egress from Tracks 1 through 12 at
Penn Station New York. It is slated for completion in
2023 and would improve connectivity within the station
complex as well as to and from street level. (Al Holtz,
May 14)
To facilitate nightly cleanings, Penn Station Newark
was closed to the public every night from 11 PM to 4:30
AM beginning Sunday, May 3. Passengers for trains
that continue to stop at the station during those hours
will be ushered into and out of the Raymond Plaza East
entrance/exit. PATH customers will disembark from
Track 2 and board on Track 1 (also known as Track B).
Track H will not be utilized during these time periods.
(NJ Transit press release, May 1)
President Donald J. Trump appointed Sarah Feinberg,
Interim President of MTA New York City Transit, to the
Amtrak Board. This will be her second stint on the
Amtrak Board, having served 2015-7 while heading the
Federal Railroad Administration. (New York Post, May
18)
In anticipation of increased demand, Amtrak announced the restoration of Acela service on the Northeast Corridor with three round trips on weekdays.
Amtrak regional services will increase the number of
trains on the Northeast Corridor from eight to ten round
trips. On the Acela and regional services, all trains will
be limited to 50% capacity in advance reservation sales
to insure social distancing amongst passengers. No
cash will be accepted on-board trains and at station
ticketing windows. (Amtrak press release, May 8)
The Federal Railroad Administration (FRA) reported
that the process of fully implementing Positive Train
Control (PTC) on all required main lines has reached
98% as of March 31. With just nine months to go before
the December 31, 2020 congressionally-mandated
deadline, only four commuter railroad operators have
been classified by the FRA as being at risk of failing to
meet the deadline: NJ Transit, Metra (Chicago),
TEXRail. and New Mexico RailRunner Express. Locally,
Metro-North Railroad has 74.6% of its route miles already governed by PTC while the LIRR is at 69.6%.
100% of the locomotives and EMUs of both railroads
are equipped with certified PTC hardware, software,
and control components as well as 100% of all track
miles with 100% of all train crews fully trained and certified on PTC. On Metro-North, only the New Haven main

Editor Ron Yee was told by several Engineers and
Conductors during mid-May that their labor union has
informed them of upcoming crew run changes effective
around June 1. Rumors have it that Metro-North Railroad intends to enhance train service frequencies during weekday peak periods to handle an expected start
of re-opening in June of Westchester, Putnam, and
Dutchess Counties as well as New York City. There are
also rumors of furloughs as the reduced service schedules, while beefed up for June, require nowhere close to
the number of train and engine service employees on
the roster. At press time, no details for the new schedule
rumored to become effective in June have been made

(Continued on page 7)
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thority (SEPTA) resumed service to most of its rail lines
in a phased effort starting on May 17. The MarketFrankford and Broad Street main line and spur lines as
well as Route 100/Norristown Line resumed normal service schedules in effect immediately prior to the COVID19 pandemic-related closures. However, some stations
on the Broad Street and Market-Frankford Lines will
remain closed. Open stations on the Broad Street Line
are: Fern Rock, Olney, Hunting Park, Erie, Allegheny,
North Philadelphia, Cecil B Moore-Temple U, Girard, 8
Street on the Spur, Race-Vine, City Hall, Walnut-Locust,
Ellsworth-Federal, Snyder, Oregon, and NRG. Open
stations on the Market-Frankford Line are: Frankford
Transportation Center, Arrott Transportation Center,
Erie-Torresdale, Allegheny, Huntington, Berks, Girard,
Spring Garden, 8, 11, 15, 30, 34, 40, 46, 52, 56, and 60
Streets and 69 Street Transportation Center. SubwaySurface (trolley) Routes 10, 11, 13, and 36 resumed
regular service headways on May 17 with four subway
trolley stations (13, 19, 33, and 36 Street) remaining
closed until further notice. Front door loading and fare
collection resumed on May 17. Route 100/Norristown
resumed normal service May 17 with front door boarding and a capacity limit of 30 riders per car. Suburban
Trolley Route 101 will continue as a bus service and
Route 102 will remain suspended thru May 30. It is expected that Suburban Trolley Routes 101 and 102 will
resume rail service starting June 1 with a capacity limit
of 25 riders per car. SEPTA Regional will continue to
operate its “Lifeline” basic schedule through the end of
May and then resume normal service schedules
(including the totally suspended Wilmington Line) on
June 1. (SEPTA press release, May 17)

(Continued from page 6)

line and the Danbury and Waterbury Branches remain
to be fully tested and certified by the FRA. The entire
Hudson and Harlem Lines already have fully operational
PTC. (Railway Age, May 15)
The Federal Transit Administration has directed the
Niagara Frontier Transportation Authority to take a second look at a "bus rapid transit" option centering around
priority buses and a much lower price tag than the $1
billion estimated for extending Metro Rail.
While the federal agency that approves such projects
has embraced the basic concept of upgrading mass
transit through Amherst, it is now imposing a step backward in the seven-year rail extension effort by also urging study of the bus rapid transit concept that the NFTA
has already rejected.
NFTA officials emphasize that extending Metro Rail
almost seven miles to UB-North via Niagara Falls
Boulevard and Maple Road remains a viable option that
could still gain federal approval. They also note FTA
now becomes the "lead agency" to guide the project
through the federal bureaucracy, allowing for required
environmental studies and a path to eventual funding.
Federal sources, meanwhile, point out that localities
decide what transit mode they will ultimately pursue.
They also note that federal environmental review guidelines require the NFTA to include bus rapid transit, even
though its initial study selected rail.
The NFTA chose rail over bus in its latest study, citing
the attraction of a "one-seat ride" that precluded the
need to transfer from bus to rail or rail to bus to get from
Buffalo to Amherst or vice versa. It estimated that ridership would more than double with an additional
24,000 daily passengers, hinging on UB students and
staff connecting with North, South, and downtown campuses.
A $1 million study supporting the project's inclusion in
FTA's “New Starts” program predicted $1.7 billion in
development along the entire route from downtown to
Amherst, an increase in daily ridership from 20,000 to
about 45,000 trips, and a $310 million increase in nearby property values that would raise tax revenues 32%
for Buffalo and Amherst. (The Buffalo News, May 3)
(Editor’s Note by Alexander Ivanoff: I think the move to bus
rapid transit in this instance neglects to note the value of the
existing rail line. Rail is always psychologically more appealing, and Buffalo has something going for it that few light rail
systems in North America have: high ridership per mile of
light rail line. BRT in this instance makes little sense and
would not help the existing LRT line. The higher costs of rail
would be far outweighed by increased LRT ridership. Even
CDTA (Capital District Transportation Authority) in Albany
has admitted that its BusPlus network is only the first step in
bringing rapid transit to the Capital Region.)

SunRail resumed regular service between DeBary and
Kissimmee on May 11. To facilitate social distancing
aboard its trains, longer consists are being operated
when possible. Intensified nightly sanitizing efforts are
being made and hand sanitizer dispensers have been
mounted in every car. (Progressive Railroading, May
11)
The Sacramento Rapid Transit District (Sacramento
RTD/SacRT) announced on April 22 a major replacement of its aging light rail fleet by issuing a notice to
proceed on the purchase of 20 low-floor light rail vehicles from Siemens, using the S700 car design. This is
the first time in nearly 20 years SacRT has purchased
new light rail vehicles.
The purchase of the new vehicles is part of SacRT’s
overall light rail modernization plan, which also includes
converting light rail stations to accommodate the new
low-floor design and adding a passing track at two locations to provide 15-minute frequency to Folsom stations.
SacRT was awarded $150 million in funding from the
Transit and Intercity Rail Capitol Program and Proposition IA to modernize the light rail fleet, including the purchase of the 20 low-floor light rail trains, which will pro-

The Southeastern Pennsylvania Transportation Au-

(Continued on page 8)
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through August, Phase 3 will span September to November, and Phase 4 covers December, 2020 and January, 2021. Phase 4 will also be coordinated with a
planned restructuring of local bus services. (Al Holtz,
May 14)
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vide better accessibility for passengers with disabilities,
bicycles and strollers. In addition, it will save SacRT
money in high maintenance and repair costs that are
associated with keeping light rail cars in service past
their 30-year useful life.
The 20 new trains will be manufactured by Siemens
Mobility, Incorporated at its Sacramento factory and the
first vehicles are expected to be delivered in 2022. The
contract, including the 20 trains, spare parts, and tools,
is approximately $100 million. The remaining funding
will be used for the modernization of the stations and
supporting infrastructure.
As part of the announcement and decision to proceed
with the order, the SacRT Board announced that the
order contains options to purchase another 56 light rail
vehicles. SacRT continues to pursue all funding sources
with the plan of exercising the option for all 76 light rail
vehicles. (Sacramento Rapid Transit District press release, April 22)

VIA announced the cancellation of all runs of the Canadian and the Ocean and sleeping car services on its
Winnipeg-Churchill service until November 1. (VIA Rail
Canada, May 7)
Société de Transport de Montréal resumed regular
commuter train and metro services on May 19 when the
lockdown was ended. (Progressive Railroading, May
11)
“Coronavirus poses monumental challenges to our
city’s complex public transport network,” said Mayor of
London Sadiq Khan on May 18, when Transport for
London began increasing its services to accommodate
growing ridership as coronavirus lock-down measures
are eased.
The increase in services is a requirement of a financial
support package on which the government has agreed
for TfL, after the authority saw a 90% drop in its operating income. TfL has not received any central government support for several years, relying on revenue from
its metro and bus services as well as the congestion
charge road tolls to fund all operations and maintenance.
The capital is heavily dependent on public transport,
and social distancing guidelines requiring people to remain 2 meters apart pose major difficulties in limiting
the capacity that can be provided.
“TfL is working hard to increase services to pre-Covid
levels, despite staff being ill, shielding, or self-isolating,”
said Khan. “But even when services are running at the
highest possible frequency, the need to maintain safe
social distancing will dramatically reduce capacity on
the Tube to just 13% to 15%.”
The Mayor urged people to “only use public transport
as a last resort,” suggesting that those who cannot work
from home should walk or cycle where possible; new
cycling lanes and widened pavements are being provided.
Those who have no choice but to use public transport
are being asked to wear face coverings, although this is
not a legal requirement. They should also try to avoid
travelling at peak times between 5:45-8:15 AM and 45:30 PM.
A communication campaign including radio and newspaper advertising is being used to provide travel advice
and promote walking and cycling, while TfL has sent 10
million e-mails to customers in the past week. It has
also been engaging with businesses to encourage
home working and staggered start and finish times.
Posters, announcements, and social media channels
are reminding people to wear face coverings on public

Sonoma Marin Area Transit (SMART) is contemplating
service cuts stemming from financial shortfalls resulting
from the on-going COVID-19 crisis and the failure of a
recent ballot initiative. It is now seeking public input on
where these cuts will be made. (Al Holtz, May 14)
Bay Area Rapid Transit (BART) and the Santa Clara
Valley Transportation Authority (VTA) announced that
the Milpitas and Berryessa rail stations will open for
BART service on June 13.
The station openings are part of the $2.3 billion, 10mile Berryessa extension in San Jose. VTA was responsible for station construction, communications, signal ,and track testing.
BART General Manager Robert Powers and VTA GM
and Chief Executive Officer Nuria Fernandez signed the
project safety and security certificate at a local press
event, the last project milestone before the system can
begin serving passengers. The certificate documents
that no safety hazards or vulnerabilities are known to
exist that would prevent the extension from being utilized for passenger service, BART officials said in a
press release.
On May 22, Powers signed a notice of intent to operate and present it along with the safety certificate to the
California Public Utilities Commission (CPUC), the regulatory agency for utilities in California. The CPUC has
14 days to approve the verification of safety. BART and
VTA expect the review period to be successful and receive a certification to operate, BART officials said.
(Progressive Railroading, May 20)
LAMTA has a four phased plan to gradually restore its
rail services to pre-COVID-19 levels. Phase 1 will occur
in June to enable the system to accommodate modest
increases in ridership in addition to the basic service
designed to meet the transportation needs of essential
workers. Phase 2 is expected to go into effect July

(Continued on page 9)
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once all of the new trams had entered in service.
“This is another milestone in our strategic project to
make our tram system ready for the future,” added
Mayor Ulrich Markurth.
BSVG ordered the Tramino II trams from a joint venture of Stadler Pankow and Solaris in June, 2017. They
have electrical equipment supplied by Kiepe Elektric.
Niedersachsen transport agency LNVG funded 50% of
the €18.9 million cost, while BSVG covered the remaining 50%.
The first vehicle was delivered in August, 2019, but its
entry into service was delayed by technical problems.
The 1,100-millimeter-gauge Tramino II is 35.74 meters
long and 2.3 meters wide, with a capacity of 205 passengers including 80 seated. The trams are equipped
with supercapacitors for energy storage. (Metro Report
International, May 15)

(Continued from page 8)

transport, 20,000 social distancing stickers are in place
at stations and markers are being installed at bus stops.
A list of the 20 busiest stations has been published to
help people avoid them where possible. One-way and
queuing systems have been introduced at some stations to help keep passengers apart, with signs on escalators asking people to stand six steps apart and imposing a limit of four people per lift.
More than 500 hand sanitizers have been installed in
London Underground ticket halls, with platform areas,
bus stations, and selected railway and light rail stations
to follow.
TfL is using “enhanced anti-viral fluid” for cleaning in
public and staff areas, with particular attention to touch
points including poles, handles, and drivers’ controls. A
long-lasting anti-viral disinfectant offering up to 30 days
of protection is being used on trains and stations, applied directly with a cloth or sprayed from a backpack.

On May 18 Transport for London aimed to operate:
85% of bus services
75% of Underground services, with the Circle Line
reinstated and seven of the 37 stations that had
been closed reopened
● 80% of London Overground and Docklands Light
Railway services
● 100% of TfL Rail services
● 95% of London Trams services
● 95% per cent of cycle hire services, with two hubs
added to accommodate additional demand
● the Emirates Airline cable car
● a one-boat service on the Woolwich Ferry
(Metro Report International, May 19) BSVG Tramino S110b 1951 (Solaris, 8/2019).
●
●

Metro Report International photograph

Swiss Federal Railways, Thurbo. and RegionAlps
have jointly called tenders for the supply of 194 singledeck regional trainsets of a “tried and tested platform
already in use in a European country.”
The order, worth up to SFr1.5 billion, which was announced on May 18, would allow the three operators to
standardize their regional fleets and to take advantage
of common design features.
There would be options for a further 316 sets, taking
the total to 510 units. The first trains would enter service
in December, 2025, and deliveries would continue until
2048.
Applications to participate must be received by July 3.
The prequalification process would run to November 2,
after which up to three bidders will be asked to submit
tenders by March 26, 2021.
Contracts for the 194 trains are to be placed in 2022,
with 106 sets going to SBB, 70 to Thurbo, and 18 to
RegionAlps.
SBB is also representing Transports Publics Fribour-

Metro Report International photograph

Braunschweig city transport operator BSVG has put
the first of seven Tramino II trams into regular service.
“We are very happy that our fleet is now even more
modern,” said Managing Director Jörg Reincke on May
6, noting that the fleet would be completely low-floor

(Continued on page 10)
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program to enhance transport in large cities. The city
and GTT have jointly applied to the ministry for financing for the remaining 40 trams.
The vehicles will be produced at Hitachi Rail’s Napoli,
Pistoia, and Reggio Calabria sites for delivery from late
2021. The manufacturer will provide a 4½-year warranty.
The low-floor trams will be an evolution of the Sirio
family, offering “a synthesis of new technologies and
ever higher performances in terms of safety, sustainability, comfort and travel experience,” explained Hitachi
Rail Chairman Maurizio Manfellotto.
The 28-meter cars will be shorter than the GTT’s current trams, but a reconfigured interior will provide a
greater passenger capacity and two areas for wheelchair users. They will be more comfortable, with airconditioning, large windows and transparent areas at
the sides of the roof to provide more light inside and
more visibility outside.
The styling and the interior have been designed by
Giugiaro Architettura, with a yellow and blue livery
matching the city’s colors, which is also consistent with
GTT’s bus fleet.
Mayor Chiara Appendino said public transport was a
priority for both the present and the future of Torino.
Placing the order was “an important sign of progress
and vision of the future for our whole community in the
time of emergency that we are living in.”
Finalization of the order followed four years of hard
work, the Mayor said. It would “relaunch this fundamental service” to provide “ever safer and more sustainable”
transport. (Metro Report International, May 18)

Commuter and Transit Notes
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geois, Transports Publics Neuchâtelois, and Compagnie
des Chemins de Fer du Jura in the procurement. The
trains should be suitable for operation in Switzerland,
Germany, and Austria, and there is an option to obtain
approval for use in France.
SBB envisages two builds of stock. The first would
replace the 98 trains in its Domino fleet and Flirt units
acquired up to 2011, with delivery stretching from 2024
to 2035. A second type would then replace all other single-deck regional stock still in use, with deliveries
scheduled between 2037 and 2048.
Thurbo, which operates services in the WinterthurSchaffhausen-St. Gallen area, also envisages two
builds in order to suit different platform lengths, reflecting its current fleet, which consists of long and short
versions of the Stadler GTW design.
RegionAlps will replace all its current fleet of 13 Domino trainsets and the four Nina sets that operate St. Bernard Express services between Martigny, Orsières, and
Le Châble.
The procurement includes options for service contracts covering power converters, ETCS, train radio,
remote diagnosis, and control system technology.
(Railway Gazette International, May 19)

A Swiss Federal Railways (SBB) Stadler Flirt EMU.
Railway Gazette International photograph

Rendition of new Hitachi trams for Torino.
Metro Report International photograph

“This is great news that bring us into the future,” said
GTT Chief Executive Giovanni Foti, announcing that the
Torino city transport operator had finalized a framework
agreement for Hitachi Rail to supply up to 70 trams, with
a firm order for an initial 30 vehicles.
Hitachi Rail had beaten four other bidders to be
named preferred bidder last September.
The contract signed on May 15 is split into two tranches. The first covers the supply of 30 vehicles at a cost of
€63.4 million and is being entirely funded by the Ministry
of Infrastructure & Transport as part of the “rail cure”
10

Wiener Lokalbahnen has unveiled the interior design
for the 18 TW500 bidirectional low-floor light rail vehicles it has ordered from Bombardier Transportation for
use on the 27-kilometer Badner Bahn interurban line
under a 2018 contract with options for up to 16 more.
Developed by Bombardier in partnership with industrial design agency Moodley, the interiors are intended to
meet the needs of different types of passengers on the
route, including wheelchair users and these with push(Continued on page 11)

ERA BULLETIN — JUNE, 2020
Commuter and Transit Notes

under a KC1.3 billion framework agreement for up to 41
which was signed in September, 2018.
The trams are being assembled at DPMB’s own workshops at Medlánky, with bodyshells, trucks, and assembly tools supplied by KOS in kit form.
The first air-conditioned trams in the city are mostly
being used on routes 4 and 10, replacing ČKD-built
Type K2 vehicles. The whole fleet is due for delivery by
the end of 2024.
KOS is a member of the Alliance TW Team along with
Pragoimex and VKV Praha. It has also produced one
EVO2 tram for Liberec in 2012 and three for MostLitvínov in 2019-20. The 100% low-floor 21.9-meterlong two-section design has a capacity of 170 passengers (50 seated), and maximum speed is 70 kilometers
per hour. (Metro Report International, May 11)

(Continued from page 10)

chairs.
The bidirectional LRVs will be almost 28 meters long
with a capacity of 160 passengers. There will be a folding access ramp and multi-purpose areas with space for
up to two wheelchairs or pushchairs, twice the capacity
of the current TW400 LRVs. These areas will be
equipped with an intercom for emergency communication with the driver, as well as stop request button, USB
charging sockets, and a belt.
Passenger facilities on the air-conditioned LRVs will
include Wi-Fi, power sockets, and a modern passenger
information system.
Sustainability features will include regenerative braking, LED lighting, and double-glazed windows for provide heat retention in winter and protection against summer sun.
The first of the TW500 vehicles is due to be delivered
from Bombardier’s Wien plant in the first quarter of
2021, and they will gradually replace WLB’s older highfloor LRVs from the second half of 2021. All will be in
service in 2023, supporting plans to increase services to
run every 7½ minutes.
The manufacturer will undertake repairs under warranty in the WLB workshops at Inzersdorf, which opened in
2018. (Metro Report International, May 19)

EVO2 tram in Plzeň.
Metro Report International photograph

Interior of new Bombardier TW500 LRV.
Metro Report International photograph

Plzeň city transport authority PMDP has ordered another five Type EVO2 trams from Krnovské Opravny a
Strojírny for delivery by the end of the year.
The order confirmed on April 24 has been placed within a KC524 million framework contract for up to 16
trams which was signed in November, 2017. Nine have
already been delivered and are in use on Route 1 from
Slovany to Bolevec, where they have replaced older
Škoda-built 03T Astra trams.
On the same day Brno transport authority DPMB put
into revenue service the first two EVO2 trams delivered
11

A framework agreement for the supply up to 60 Tango
Kraków Lajkonik II trams worth SFr120 million was
signed by city transport operator MPK Kraków and
Stadler on April 29, along with two initial firm orders for
10 and 25 vehicles for delivery in mid-2023.
Two of these trams will be equipped with batteries for
operation without an external power supply, while the
others will have provision for this functionality to be retrofitted. This is intended facilitate plans to remove overhead electrification from the historic city center and
would also provide power during any supply failure.
Stadler was the sole bidder for the latest framework
agreement, which follows from a previous agreement
for 50 trams which it signed in January, 2018.
The latest trams will be a continuation of the Tango
Kraków Lajkonik series cars which are currently being
produced. The three-section low-floor trams have four
trucks and 1.4-meter-wide doors, offering 75 seats and
163 standing places. The front end is designed to protect pedestrians in the event of a collision.
The vehicles to be supplied under the new framework
agreement will offer a greater proportion of low-floor
space, giving more room for people in wheelchairs and
(Continued on page 12)
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backrests for standing passengers. They will be
equipped with air-conditioning, a ticket vending machine, a passenger information system, USB charging
points, and a passenger counting system. (Metro Report International, May 5)

kilometer route from Katedra to Piaski. This is to be
modernized over 18 months by a consortium led by
ZUE at cost of 69 million złoty.
In addition to the infrastructure works, city transport
operator MZK is refreshing its rolling stock fleet. In September, 2017 it ordered 15 bidirectional Pesa Twist
100% low-floor trams, which are 24 meters long and 2.4
meters wide, for 115.2 million złoty, under a contract
which includes an option for six more. The EU’s Infrastructure & Environment Operational Program is funding
75% of the cost.
The operator has also begun to refurbish 18 secondhand trams which it acquired from Kassel in the 1990s.
Nine cars have so far been refreshed with new interiors
and a green livery. (Metro Report International, April
27)
Uraltransmash has begun trials with its Type 71-418
tram design in Yekaterinburg.
The Type 71-418 was unveiled at the INNOPROM
exhibition last year, and has been entirely developed
and manufactured in Russia.
The three-section 100% low-floor vehicle is 27.8 meters long with a capacity of 320 passengers. It is
equipped with a retractable ramp and area for wheelchair users and meets all current Russian accessibility
laws.
The interior is fully air-conditioned, and equipped with
CCTV as well as a GPS and Glonass-based passenger
information system.
“The tram was extensively tested on test tracks in the
factory, but current trials in an urban context will show
how it acts in the real environment,” said Andrei
Makarov, Deputy General Director for non-military products at Uraltransmash. (Metro Report International,
May 18)

Kraków’s new Stadler Tango tram.
Metro Report International photograph

Type 2015N (Twist) 310 (PESA, 2019).
Metro Report International photograph

Testing running has started on the 12.2-kilometer tram
network in Gorzów Wielkopolski, which has been closed
since October 1, 2017 to enable an extensive modernization to be undertaken.
The 225 million złoty modernization project is being Yekaterinburg’s new Type 71-418 tram.
supported from the national budget (160 million złoty) Metro Report International photograph
and the European Union (37.5 million złoty).
The first section to be completed is the 9.5-kilometer
east-west corridor from Wieprzyce to Katedra and SilGansu province’s second city Tianshui opened a light
wana, which is scheduled to reopen for revenue service rail line on May 1, running west from the mainline staon July 2.
(Continued on page 13)
The next phase of the project will cover the 2.712
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tion to Wulipu.
The 12.9-kilometer line built by China Railway Signal
& Communications Group runs on segregated alignment along the north bank of the Wei and Jei rivers.
There are 11 stops, with one more to follow later.
The line is catenary-free, with power supplied by
onboard batteries recharged at stations from a pantograph and overhead power rail. The city began feasibility studies in late 2014, with approval given in 2015.
Trial running began on March 24, 2019. Services now
run from 6:30 AM to 9:30 PM with a 9-minute headway. Metro Report International photograph
Work is to follow on a 7.3-kilometer extension west to
the western bus station at Jihe Beilu with five stops, and
a branch south from Yangpodong across the River Jie
Dhaka Mass Transit Company has given the go-ahead
to the high-speed station at Tianshui South.
for production of three more trainsets for the capital’s
A network of over 90 kilometers with five lines is envis- first metro line, although the planned delivery of the first
aged.
set in June has been delayed by the coronavirus panThe Pioneer LRV design was developed in conjunc- demic.
tion with Inekon Group, in which CRSC bought a 51%
The 24 six-car trainsets for 1,500-volt d.c. operation
stake on July 23, 2014. The first of 17 five-section 70 are being supplied from Japan by Kawasaki Heavy Inkph cars was delivered on March 24, 2019.
dustries and Mitsubishi under a ¥40 billion contract
The cars are 100% low-floor with a capacity of 370 which includes fitting out of the depot.
passengers, of whom 58 can be seated, and have four
Construction of the 19.9-kilometer elevated Line 6
double-leaf and two single-leaf doors per side. As well from Uttara to Motijheel has continued at five sites with
as passenger information and CCTV equipment, the coronavirus safety measures in place, and DMTC retrams also have onboard payment facilities and tickets ports that around 45% of the work is now complete.
can be purchased through apps such as WeChat or Large scale construction was expected to restart in midAlipay. (Metro Report International, May 4)
May, and opening is now planned for December, 2021.
(Metro Report International, May 19)

Metro Report International photograph

CRRC Dalian has delivered the first of 24 six-car Type
A trainsets equipped for GoA4 unattended automatic Rendering of Kawasaki’s metro cars for Dhaka.
operation on the future Taiyuan metro Line 2, which is Metro Report International photograph
nearing completion for opening this year.
The 23.6-kilometer Line 2 will cross the city from north
to south with 23 stations.
Greater Wellington and Horizons regional councils
The trains will have a capacity of 2,520 passengers, a have been awarded funding from the New Zealand
maximum speed of 80 kph and a design life of 30 years. Transport Agency to develop the final business case for
(Metro Report International, May 22)
a fleet of hybrid multiple-units to replace aging loco(Continued on page 14)
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more trains to allow a doubling of the service to Palmerston North. The dual-mode trains would use the existing
1,500-volt d.c. suburban electrification as far as Upper
Hutt or Waikanae, switching to “alternative energy
sources” for the remaining non-electrified sections.
The councils have been awarded NZ$5 million to fund
completion of the detailed business case, including a
market study and risk assessment. The new fleet is provisionally priced at around NZ$300 million, with entry
into service envisaged around 2025. (Railway Gazette
International, May 22)
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hauled stock used on two regional commuter routes.
Citing the regions’ growing population, the councils
last year announced plans for a NZ$415 million modernization of the Wairarapa Connection service linking
Wellington with Featherston and Masterton, and the
Capital Connection from Palmerston North.
Run by Wellington suburban operator Metlink using
diesel locomotives leased from KiwiRail, the Wairarapa
Connection has seen a 24% increase in ridership in the
past decade; the service currently runs five times a day
with a journey time of 1 hour 45 minutes. Palmerston
North lies in the neighboring Horizons region, and the
daily Capital Connection is operated by KiwiRail, offering a two-hour trip into Wellington in the morning and
returning in the evening.
On January 24 the government awarded NZ$211 million for track improvements in the region as part of a
NZ$1.35 billion infrastructure investment package.
GWRC Chair Daran Ponter said this was “a solid green
light for getting regional passenger rail moving,” as it
“funds most of the track improvements put to government in the recent business case. The next step is to sit
down with government and secure urgent funding for
new hybrid trains to stop passengers being packed like
sardines within the next five years.”
The intention is to buy a fleet of at least 15 four-car
multiple-units for the Wairarapa Connection, and two Railway Gazette International photograph

SUBDIVISION “A” CAR ASSIGNMENTS
CARS REQUIRED APRIL 27, 2020

LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

1

310 R-62A

310 R-62A

5

350 R-142

360 R-142

2

360 R-142

350 R-142

6

370 R-62A

370 R-62A

3

260 R-62

260 R-62

7

418 R-188

407 R-188

4

180 R-142, 170 R-142A

170 R-142, 160 R-142A

7 R-62A

7 R-62A

S (42nd Street)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED APRIL 27, 2020

LINE

AM RUSH

PM RUSH

LINE

AM RUSH

PM RUSH

A

216 R-46, 110 R-179

224 R-46, 8 R-68A, 110 R-179

L

176 R-143, 16 R-160A

176 R-143, 16 R-160A

B

48 R-68, 152 R-68A

40 R-68, 144 R-68A

M

192 R-160A

184 R-160A

C

72 R-46, 72 R-179

64 R-46, 72 R-179

144 R-46, 24 R-68, 16
R-68A, 100 R-160B-2

144 R-46, 24 R-68, 16
R-68A, 100 R-160

D

232 R-68

224 R-68

Q

168 R-46

168 R-46, 8 R-68

E

260 R-160A

260 R-160A

R

16 R-46, 80 R-160A,
190 R-160B-1, 20
R-160B-2

16 R-46, 80 R-160A,
190 R-160B-1, 20
R-160B-2

F

210 R-160A, 140 R-160B-1,
100 R-160B-2

210 R-160A, 140 R-160B-1,
110 R-160B-2

S (Rockaway)

12 R-46

12 R-46

G

52 R-68

52 R-68

S (Franklin)

4 R-68

4 R-68

88 R-160A, 72 R-179

80 R-160A, 72 R-179

J/Z

N/W
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SOUTHWEST UNITED STATES
by Jack May
(Continued from May, 2020 issue)

(Photographs by the author except where noted)
Saturday, April 15 (Continued from Last Issue)
San Diego's Silver Line was opened on August 27,
2011 with beautifully restored St. Louis Public Service
PCC 1716 built by the St. Louis Car Company in 1946.
SLPS sold the streamliner to San Francisco's Municipal
Railway in 1957, and it became car 1123, where it operated on Market Street for 37 years. With the conversion
of Muni's five streetcar lines to the Muni Metro, operating with a new fleet of Boeing Vertol LRVs, it was
among many cars sold to Gunnar Henrioulle in South
Lake Tahoe. It finally came to San Diego in 2005, and
was totally reconstructed and repainted into the colors
of San Diego's original 25 PCC cars, which had been
purchased in 1936-7 and operated until 1949. It received the number 529, one above the highest numbered original San Diego PCC. 529 is among three
such cars acquired from Henrioulle.
The second car restored for the Silver Line is 530 (exMinneapolis 329, Newark 10), which was built in 1946
and was the one operating on this date. It hit the streets
in March, 2015, leaving 6 additional PCCs to be restored: Two more ex-SLPS cars (1728 and 1777 — Muni 1123 and 1170), two PTC/SEPTA cars (2186 and
2785), and two ex-Newark cars (16 and 24, which are
stored elsewhere). Ex-PTC 2186 from 1948 is currently
undergoing restoration and will become car 531.*
The Silver Line operates every half hour between traditional rush hour periods over a clockwise loop and
uses track shared with San Diego Trolley's three light
rail lines. Starting at the shops at 12th & Imperial, it first
runs northwestward with the Green Line on ballasted
rails parallel to Harbor Drive and Kettner Street
(alongside the pedestrian Martin Luther King, Jr. Promenade) to an intersection between the Santa Fe Depot
and America Plaza. Then after turning sharply right onto
C Street, it follows the route used by Orange and Blue
line LRVs, via C Street and Park Boulevard (formerly
named 12th Avenue) to return to the Transit Center at
12th & Imperial, the location of SDT's shop, yards, and
headquarters. Running time for the 2.7-mile, 9-station
line is 20 minutes, which leaves 10 minutes for cars to
lay over at the three-track station. See http://
www.urbanrail.net/am/sdie/san-diego.htm for map of the
light rail lines and https://www.sdmts.com/schedulesreal-time/vintage-trolley for further information about the
Silver Line trolley.

*A good part of the work in restoring these cars was undertaken by
the San Diego Electric Railway Association, both via funds it raised
and the efforts of its railfan volunteers. SLPS 1177/Muni 1170 was
given to the SDERA and is now at its site in National City. It will be
renumbered 539. (The SDERA also owns three ex-Vienna Stadtbahn
cars, obtained by the Metropolitan Transit System in 1992 through the
efforts of Senator Jim Mills, the "father" of the San Diego Trolley, for
its first attempt at building a heritage streetcar line.)
Many of the 25 original air-electric San Diego PCCs have been
saved. Seventeen of them were sold to El Paso in 1949, where they
began operating a year later, mostly on an international streetcar line
to Ciudad Juarez, Mexico. A group of these cars were held in storage
after they were retired in favor of buses in 1974, and now, miracle of
miracles, Sun Metro returned six of them to the streets of El Paso in
on November 9, 2018, on a five-mile long loop route. I hope at least
one of the others finds its way to San Diego.

I spent some of the waiting time at Civic Center and at
the layover point getting acquainted with the friendly
operator, a Mexican-American born in 1971 in Mexico
City. With my new smartphone I showed Adolfo a photo
of Mexico City's PCCs, but he indicated he was probably too young to have seen them in operation (the last
PCC line, Xochimilco, was converted to LRV operation
in 1984). He appreciated my interest, especially after I
told him I traveled all the way from the New York City
area to ride with him and that I was sure I had ridden
the car he was operating on the Newark City Subway. I

Shooting into the sun, a head-on view of San Diego Vintage Trolley
529. Formerly St. Louis Public Service 716 and then Muni 1123, the
PCC is resting in a small section of the shops near 12th & Imperial
Transit Center.
(Continued on page 16)

15

NEW YORK
DIVISION
BULLETIN
OCTOBER,
2000
ERA
BULLETIN
— JUNE,
2020
Southwest United States
(Continued from page 15)

continued aboard the car for another journey around the
downtown loop, noting that its 11:30 AM trip had become very popular. I counted a total of 37 riders aboard
at various times; there were plenty of ons and offs along
the circular route. During his layover just before 12
noon, Adolfo took me into the shop so I could take photos of 529, which also looked like it was in perfect condition.
After I thanked him and we said our goodbyes, I
walked portions of the line for additional photos.
With plenty of time left before I had to drive back to
Culver City, I then headed to my auto at Old Town via
the long way around. I first rode a two-car train of short
S70s on the Orange Line to its terminal station at to El
Cajon, and then continued outbound on a three-car
train (short S70, SD100, short S70) on the Green Line
to Santee Town Center. Ridership was moderate; Sunday service on the Orange (and Blue) Lines runs on a
15-minute headway. Although it also operates every 15
minutes during weekdays and Saturdays, the Green
Line's outer end to Santee sees service only every halfhour on Sundays. Thus I had to wait at El Cajon for
quite a while for a train to the end of the line.
I have to say I always enjoy riding the San Diego Trolley, with each of the three lines having certain particular
portions that I find especially interesting. For the Orange Line it is the street running on Commercial Street
(with fewer and fewer freight sidings), then the ride
through Mt. Hope cemetery, and finally climbing the
long curving grade along Imperial Avenue to Lemon
Grove (which basks in the glory of its iconic "world's
largest" lemon statue). Beyond El Cajon I enjoy observing the line's freight trackage (San Diego & Arizona
Eastern — operated by the San Diego & Imperial Valley/Genesee & Wyoming) as it leaves the light rail line
just beyond the Arnele Avenue station and then parallels it on the surface. I also like the single track in the
center of Cuyamaca Street in Santee, leading into the
line's terminal, in the center of Santee Trolley Square, a
large outdoor mall. I recall riding the line right after it
first opened and the grounds surrounding the isolated
"Town Center" terminal was just a large expanse of barren scrub and dirt.
My favorite parts of the inner portion of the Green Line
(west of its junction with the Orange Line near the
Grossmont station in La Mesa) are the elevated Mission
San Diego station, just east of Qualcomm Stadium
(Jack Murphy Field) and especially the way it is positioned along the side of a tall wooded plateau just west
of San Diego State University (where the Green Line's
station is in a subway). I will skip the highlights of the
Blue Line here, as I did not ride it this time.
Since I mentioned some of the different types of San
Diego LRVs, I should mention that there are now three
types of equipment on the roster. The first group, 71
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high-floor Duewag U-2 1000s from 1981, have been
replaced by the newest arrivals. Eleven were sold to
Mendoza, Argentina and are operating there, while at
least five more were saved, 1001 on the San Diego
Trolley property and the others at various trolley museums (I have already ridden 1019 at Orbisonia). Another
group of high-floor cars began appearing in 1993, the
Siemens SD100s, of which there are 52 numbered in
the 2000-series. The 3000s, San Diego's first low-floor
cars, were next to arrive. These 11 70-percent low-floor
Siemens S70s were added to the roster in 2004. They
were quite a bit longer than the previous units (at about
90 feet) and it soon became obvious that they could not
be operated in three-car trains, as they would block intersections when stopping at downtown stations. Thus
the next S70s that came in, starting in 2012, are only 81
feet long. There are 65 such units, numbered in the
4000-series.
From Santee Town Center I rode back on the same 3car (4xxx-2xxx-4xxx) train in which I had arrived. The
entire trip from 12th & Imperial to Old Town took just
under two-and-a-half hours, and with shadows getting
long, I did not stop for photos. I was a bit hungry by this
time (5:30) and grabbed a hamburger and iced tea at a
fast food outlet before setting off on my return trip. The
drive turned out to be as easy as the going portion
(including some slight congestion in the same area),
and I arrived in Culver City a little bit before 8 PM. It
was a great day.
Another couple of remarks about San Diego. I have
heard a great deal of talk about extending the PCC operation to Balboa Park, which seems like an excellent
destination in terms of ridership generation, and is also
where the city's first streamliners operated. I do not
know the status of that project. But I do know about the
11-mile-long Mid-Coast light rail extension, from Old
Town to the La Jolla area, which will probably be operated as a northern extension of the Blue Line.* It will
follow the Amtrak/Coaster line in the I-5 corridor northward to a point slightly short of La Jolla Village, where it
will continue along I-5 (the railroad turns inland) to
serve the University of California-San Diego campus,
operating on an alignment that looks like an inverted
“U.” It will terminate at a large mall in University City,
with the final portion located in the median of a street.
Construction began over a year ago, and the line is
scheduled to open in 2021.

*Running the Blue Line through as a long north-south interurban
service probably explains the reason for the construction of a separate terminal for the Orange Line. When the Green Line first opened,
its western terminal was Old Town, and since the Blue line also operated to Old Town, both lines turned there. At that time the Orange
Line circumscribed the loop now used by the Silver Line, but in both
directions (inbound trains operating counter-clockwise through 12th &
Imperial and then terminating there as well).

To complete displaying the San Diego Trolley roster, I
have added a photo showing the 2000- and 3000-series
plus two photos of San Diego's original Duewag cars
operating in new homes.

(Continued on page 17)
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PCC 530 pauses at the City College station, on a diagonal that runs
from C Street and 11th Avenue to Broadway and Park Boulevard.
One of the busiest stops along the loop, it is surrounded by new
high-rise development, showing how the San Diego Trolley has
transformed the city center into a vibrant location for both habitation and commerce. Among the other new developments along the
line are San Diego's new central library and Petco Park, home of the
San Diego Padres. Interestingly, the numbered north-south roads in
the city are called "Avenues" from 1st to 12th and "Streets" from
13th and up (to at least 73rd Street). Part of the city's redevelopment
plan was changing the name of Twelfth Avenue to Park Boulevard.

Two views from the new pedestrian bridge, connecting Petco Park with the Bay front. It crosses over Harbor Drive, the tracks of the San
Diego Trolley, and the leads to both a yard used by Coaster trains and the Trolley's shops. The left photo looks northeastward, and shows
both Silver Line PCC 530 and a low-floor car in the shop area. At right, looking toward the northwest, a three-car Green Line train from Santee is shown approaching its 12th & Imperial terminal alongside the non-revenue track used by Coaster trains between rush hours for access
to its layup yard. That trackage is also used by an occasional Burlington Northern Santa Fe freight train, serving the harbor and connecting
with the San Diego & Imperial Valley Railroad.
(Continued on page 18)
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PCC 530 is shown just south of the Park & Market station. In addition
to the trackage being traversed by the Silver Line (only southbound),
it is used by both Orange Line and Blue Line trains.

An inbound Orange Line train on Commercial Street has just left the
25th Street stop and is heading for the 12th & Imperial Transit Center station. A great deal of residential development is underway
along this street, which has resulted in the removal of many freight
sidings leading from the "mainline" tracks. San Diego & Imperial
Valley freight service, on its line between Tijuana, Mexico and El
Cajon, operates along this street during the midnight hours.

The Santee Town Center Green Line terminal in 2013, with a "long"
70-percent low-floor S70 to the left of a high-floor SD100.

San Diego's original U-2 Düwag cars operating in new locations. 1019 at the Rockhill Trolley museum in 2015 (although its trolley pole is not
clearly evident) and an internet view of 1005 in Mendoza, Argentina. The 7½ -mile-long tramway in the Andean mountain city was built
over a railroad right-of-way and opened in 2012.
(Continued next issue)
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The MTA pulled all 318 R-179 subway cars
from its fleet after reports of two cars suddenly uncoupling south of the Chambers
Street A station on June 3.
There were no injuries among the ten passengers on the train, the MTA’s interim President of NYC Transit Sarah Feinberg said in a
statement.
The train in question, the 0002 A Far
Rockaway-207th Street, consisted of (N)
1

3297-3296-3295-3294-3293+3292-32913290-3289-3288 (S). The pull-apart occurred
between the sixth and seventh cars, 3291
and 3292.
“At this time, we believe this to be an isolated incident, however, I am launching a full
investigation, and out of an abundance of
caution, the entire R-179 fleet is being pulled
from service until further notice. We have
(Continued on page 2)
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and correct critical structural defects in a timely manner
– resulting in a three-year delay” as well as failures of
oversight by the MTA.
The new issue with the R-179 cars, which serve the
A, C, and J/Z lines, also arose on the cusp of New
York City’s anticipated Phase 1 of reopening on June 8.
Subways were running on a more frequent schedule
by June 8, when manufacturing, construction and some
retail businesses reopened under the first phase of the
state's plan. The subway system has continued to shut
down between 1 AM and 5 AM to allow for a nightly
cleaning of the trains.
“This marks the latest unacceptable issue with one of
Bombardier’s R-179 cars,” Feinberg said in her statement. “Customer and employee safety is New York City
Transit’s North Star. We will not compromise one inch
on safety. We will not return the fleet to service without
certainty and validation that all cars are fit for passenger
service – period.”
Bombardier told Gothamist/WNYC it was investigating
the incident. (Gothamist, June 3)

(Continued from page 1)

redeployed additional spare cars and minimal impacts
to service are anticipated,” Feinberg said in the statement.
The MTA has previously pulled 298 of its stock of the
issue-plagued R-179 cars made by Canada-based
Bombardier Transportation as recently as six months
ago. In December, 2019 and January, 2020, two reports
of subway doors coming loose from locking mechanisms and sliding open triggered the removal of the R179 cars from the system for inspection. They were returned at the end of January after examinations by a
third-party firm, Bombardier, and NYC Transit.
Last year, City Comptroller Scott Stringer released an
audit of Bombardier, which supplies the city with many
of its subway cars, and its $600 million contract that
included the 298 trains then-under review. The Comptroller’s audit found that “Bombardier consistently failed
to produce acceptable work, meet project milestones,

MTA CLOSES ON ITS PURCHASE OF GRAND CENTRAL
TERMINAL AND THE HARLEM AND HUDSON LINES, WHILE ALSO
PAVING THE WAY FOR THE REDEVELOPMENT OF
347 MADISON AVENUE
by Subutay Musluoglu
Lost among the onslaught of pandemic-related news
are two significant developments critical to the future of
the MTA. While not as high profile as the ongoing recovery of the MTA service region and the uncertainty surrounding the agency's long-term financial outlook, they
are nonetheless bright spots to be acknowledged.
In March, the MTA finalized its outright purchase of
Grand Central Terminal (GCT) and the Harlem and Hudson Lines (H&H) for $35 million. As we reported back in
the December, 2018 Bulletin (page 8), the MTA had
entered into negotiations at that time to exercise an option under its long-term lease to purchase GCT and the
H&H. It may have come as a surprise to many, but the
MTA had actually been leasing GCT and the H&H since
1972, initially from American Premier Underwriters, the
insurance company which inherited the assets following
the bankruptcy of GCT's owner, the Penn Central Transportation Company. In 1994 the MTA secured a 280year lease to run through February 28, 2274, paving the
way for the terminal's comprehensive rehabilitation,
completed in 1998, as well as all subsequent work
since. Ownership of the lease later passed to Midtown
Trackage Ventures, LLC, in the early 2000s, and included the option for this purchase.
The window for exercising the option began in April,
2017 and expired in October, 2019. By entering into
negotiations for purchase in late 2018, the MTA was
able to avoid the much higher costs of putting it off into

the future. The MTA will now enjoy the significant benefits of ownership by securing the substantial financial
investment it has already made over the last 35 years in
terms of capital investments at GCT and along the H&H
rights-of-way. It also protects the MTA from having to
"pay twice" for any future capital expenditures. MetroNorth Railroad (MNR) will have full operational control
of its environment, while the Long Island Rail Road will
enjoy similar benefits as it works towards the 2022 completion of its East Side Access terminal underneath
GCT.
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 75.76 as measured from
the bumping 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 now includes the
entire line to Milepost 82.41 just beyond the Wassaic
station. 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.
Ownership of the H&H rights-of-way will also give the
MTA the ability to capture the full value of future real
estate development rights, through transit-oriented development, public-private partnerships, and the outright
(Continued on page 3)

2

ERA BULLETIN — JULY, 2020
MTA Closes on its Purchase of Grand Central
Terminal

The passageway was accessible from the main lobby
when the MTA was in occupancy, as well as from the
south side of E. 45th Street through a penetration in the
building's north façade. While this entrance is currently
(Continued from page 2)
open to the public, it is not yet clear if access will be
sale and disposal of unneeded property. There is tre- maintained during the demolition of 347 Madison Avemendous potential for generating much needed new nue and the construction of its eventual replacement.
revenue that can be used to fund the railroad’s future
The MTA originally purchased 347 Madison Avenue in
capital needs. It should be noted that Midtown Ventures 1979, and later acquired the neighboring buildings at
will continue to retain GCT’s air rights, which can be 341 and 345 Madison Avenues. The MTA occupied
transferred for the future redevelopment of the commer- space in all three buildings, and when MNR was creatcial properties that surround GCT in midtown Manhat- ed in 1983 the railroad also established its headquarters
tan. These air rights had been separated from the lease in 347 Madison Avenue, while using 345 for several of
prior to 1994.
the railroad's departments.
And then in early April, the MTA and the City of New
In the late 2000s, MNR began to move its personnel
York reached an agreement to redevelop 347 Madison out of 345 and 347 Madison Avenue and eventually
Avenue, the East Midtown Manhattan building which consolidated most of the railroad's management on the
had previously served as the MTA's headquarters. The other side of GCT at the Graybar Building at 420 Lexreal estate development firm of Boston Properties has ington Avenue. The MTA also gradually reduced its
been conditionally designated to lease the site, with the presence at the three buildings until 2014, when it comintention to clear it and build a
pleted the consolidation of all of
Class A commercial office skyits headquarters staff at 2 Broadscraper.
way in Lower Manhattan.
Utilizing an approach known as
Boston Properties is expected to
a "site-specific value capture
take advantage of the various tax
strategy," the redevelopment plan
breaks and zoning exemptions
is expected to net over $1 Billion
outlined in the East Midtown Reover the life of the ground lease,
zoning Initiative. In exchange for
of which $600 Million represents
funding much-needed transit and
a portion of the City's $2.66 billion
public realm improvements, decontribution towards the MTA's
velopers are granted the right to
2015-2019 Capital Program.
redevelop the aging commercial
Originally built in 1917 as the
properties on the blocks surroundEquitable Trust Building, 347
ing GCT with towers of increased
Madison Avenue was part of the
bulk and mass over what is alloworiginal "Terminal City" collection
able under the city's zoning code.
of commercial office buildings and
Thus, a multi-year rehabilitation of
hotels which grew up around
the Grand Central subway station
Grand Central Terminal (GCT) in
was paid for by the developers of
the decades following the termithe soon-to-be-completed One
nal's opening in 1913.
Vanderbilt Avenue, while the curThe agreement actually covers
rent project to replace the JPMorthree separate buildings at 341,
gan Chase headquarters building
345, and 347 Madison Avenue,
at 270 Park Avenue will fund even
which collectively occupy the enfurther improvements at the GCT
tire western half of the block The MTA’s three property holdings in East Midtown complex. When their new tower
bounded by E. 44th Street, E. – from left to right: 347, 345, and 341 Madison Ave- rises on Madison Avenue, Boston
45th Street, Vanderbilt Avenue, nues. They will be demolished and replaced by an
Properties will be widening and
office tower to be developed by Boston Properand Madison Avenue. The block ties. When completed, the new tower will include a improving the aforementioned
also includes a recently complet- new entrance to the LIRR East Side Access terminal
Roosevelt Passageway and more
ed ventilation structure on the below that will feature prominently on Madison
importantly, provide a distinct sig44th Street side of the block, to Avenue. In the upper right hand corner, the soon-to- nature entrance directly to the
One Vanderbilt Avenue Tower is seen
serve the LIRR East Side Access be-completed
LIRR East Side Access conhere under construction.
concourse directly below; and the (Subutay Musluoglu photograph, February 28, 2019)
course.
Yale Club and the Vanderbilt ConThe redevelopment of 347 Madicourse Building at 50 and 52 Vanderbilt Avenues, re- son Avenue is the latest step in the MTA's effort to dispectively, which together represent the eastern half of vest itself of redundant property holdings and generate
the block.
funding for its capital expenditures, needed now more
347 Madison Avenue is linked to GCT via an under- than ever during the most challenging times in the
ground corridor known as the Roosevelt Passageway. agency's history.
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NEW YORK CITY SUBWAY CAR UPDATE
Following the (partial, mostly) restoration of weekday
subway service as of June 8, the only route which continued to be suspended through a week later was the S
Grand Central Shuttle and its assigned R-62A fleet. The
5 was then re-extended from Bowling Green to Flatbush Avenue-Brooklyn College, while 23 and 5
trains are generally scheduled for approximately 8minute headways; the 1 and 6 locals for 4-6 minutes;
and the 7 local for about 5 minutes each. Express versions of the 6 and 7 do exist on weekdays as well,
but their schedules have not been separated within the
overall public timetable. With the 42nd Street Shuttle
not operating, some of its single R-62As have been
wandering into work service here and there, but for sure
(why they were selected was unknown) linked singles
1943, 1944, 1947, 1948, and 1949 were shifted from
Westchester to Livonia on April 28 for that very reason.
As usual, the summer season was begun in the Covid19 Spring during May and as usual R-62As have been
married with or substituted for the usual Refuse Train
(EPO) motors for the coming weeks and months. Otherwise, R-142 link 6711-6715 was shifted from E. 180th
Street 5 to 239th Street 2 on May 26 as an effective
replacement for the 6346-6350 link destroyed in the
March 27 fire at Central Park North (110th Street).
On Subdivision “B,” a similar resumption of service
was in place as of June 8, which yielded a “more-or-less
blanket” service level of 8-10 (or 12-) minute headway
for lines ABCDFGJLMNQRS (Franklin Avenue) and W, with a most apparent exception of the E,
which shows a 5-minute headway during peak periods
(though there still isn’t practically a discernible true
“rush hour” as were known in times previous). Z skipstop operation is also back in force during (former) rush
hour periods but it also is not separately publicized on
MTA’s on-line information page. Further, there is a
CBTC installation project on the Culver Line F which
can dampen operations further, along with other various
localized projects, as do the implementation of plenty of
“Light Riding” supplements which are designed to keep
the terminals as fluid as possible given as circumstances are found to be week to week. As observed earlier in
the Bulletin, NYCT’s midnight operation was overall put
in abeyance on May 6, and so remains into the middle
of June. Some trains do still operate overnight nevertheless for emergency service personnel as previously arranged. Lastly, there were no other changes to equipment assignments as they had existed prior to the
March start of altered operations.
Innocently enough in the fog of Essential Service,
some notice had first arisen from the sudden transfer of
4-car R-179 link 3146-3149 from East New York J to
207th Street C on May 28. Just six days later, there
was an accident on June 3 for A-assigned R-179s
3288-3292, which suffered an undesired uncoupling
between units 3291 and 3292 while operating north-

bound into Chambers Street at approximately 1:12 AM.
Once again, all 318 of the R-179 car fleet (3010-3049
and 3238-3327 from A, 3050-3145 from J, and 31463237 from C) were removed from revenue service by
the middle of that same day. Replacement equipment
was made available, in part, by the somewhat-lessthan-full scheduling in effect and in part by the shuffling
of rolling stock between the three services (ACJ) that
were principally impacted. Among these measures have
been the loan of two CBTC-equipped R-160A-1 trains
from East New York (mainly L) to 207th Street for use
on the C: 8329-8332, 8341-8344, 8357-8360, and
8369-8372 beginning on June 4. While these might
bring to mind the previous fleet of up to 108 R-160A-1s
used on the C from 2015 to 2019 (8577-8652 and
9943-9974), every one of those have now been reserved for Queens-based CBTC operation and the M
(as well as the non-CBTC J/Z), which pre-empts their
availability for an encore assignment on the C to stand
in for the R-179s. The C has been using approximately
16 R-46 trains to meet scheduled requirements, which
makes the line a majority full-length (10-car) operation
for the first time in its modern history.
Meanwhile, a handful of R-143 trains were added
again to the J/Z operation (though another reason
began to bring those back even before the “break-apart”
issue with the R-179s began) as early as May 21.
Through June 15, the R-143s were providing about half
of the J teamed with both Queens and Canarsie
CBTC-equipped R-160A-1s in the absence of R-179s.
Importantly, however, there were up to 84 retired Phase
I R-32s inspected at 207th Street and restored as required for a potential revival when scheduling or ridership on the J might necessitate the deployment of
more equipment than the slightly reduced scheduling
can accommodate. Shown below are those 78 R-32s as
were initially readied through June 15, though not all
were as yet on site at East New York. Some were still at
207th Street, while others had been or were still situated at the Pitkin facility as well: 3360-3361, 3376-3377,
3380-3381, 3388-3389, 3394-3397, 3400-3401, 34323423, 3436-3437, 3444/3777, 3454-3455, 3460-3461,
3488-3489, 3500-3501, 3512-3515, 3520/3891, 35743575, 3614-3615, 3646-3647, 3670-3671, 3706-3707,
3714-3717, 3772-3775, 3778-3779, 3792-3793, 37983799, 3804-3805, 3834-3835, 3840-3841, 3886-3889,
3894-3895, 3912-3913, 3928-3929, 3932-3933, and
3938-3939. Restoration efforts had also been initiated
on three additional pairs (3414-3415, 3782-3783, 38103811) which evidently fell short of the overall objective
and were later again withdrawn from prospective service. Prior to the June 3 R-179 outage, as many as a
dozen or so of the retired Phase I R-32s had been used
in work service, but by the end of May there were six
(3444/3777, 3840-3841, 3894-3895) that had been spe(Continued on page 5)
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passenger service on the GNQ as of May 15, having
attained a super-elevated standard of cleaning, as were
the other 368.
Immediately after the R-179 fleet was sidelined, Siemens R-160Bs 8888-8892, 8938-8942, 8978-8982,
8993-8997, 9003-9007, and 9018-9022 were forwarded
from Coney Island to Jamaica for maintenance purposes (on paper) on June 6 but in actuality they and 55 other various Jamaica R-160s were exported to service on
the A, being joined by a total of up to 145 more by
June 15. Not all remain on the A at the same time, as
the R-160 trains are now being gradually swapped in
and out to provide for the cars’ inspection and maintenance needs at Jamaica shop, where they usually will
be returned to their intended use on the EF and R
plus to support service on the A as long as needed. In
addition to the 30 former Coney Island Siemens cars
listed above, Jamaica R-160s operating on the A from
June 6 through June 15 were: Alstom R-160A-2s 86588667, 8688-8692, 8708-8712; Alstom R-160Bs 87238727, 8768-8772; Siemens R-160Bs 8878-8882, 88938897, 8953-8957, 9013-9017; Alstom R-160Bs 91139117, 9128-9132 (Cuomo cars), 9163-9167, 9198-9202;
Alstom R-160A-2s 9223-9227, 9268-9272, 9293-9297,
9328-9337, 9363-9367, 9408-9412, 9423-9427, 94539457, 9498-9502, 9503-9507, 9513-9517, 9533-9537,
9603-9607, 9628-9632, 9673-9677, 9688-9692 (Cuomo
cars), 9723-9732, 9738-9742, 9768-9772; Kawasaki R160Bs 9818-9822, 9843-9847, 9853-9857, 9873-9877,
and 9903-9907.

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

cifically renewed for future work service with 16 others
eventually expected to be (lightly) refurbished for the
same reason. Finally, to submit an omission from the
last Update (as the withdrawal of Phase I R-32s was
proceeding at a lightning pace at the time) the removal
of cars 3410-3411, 3606-3607, 3621/3644, and 38203821 on February 7 was not then noted.
As for the A and its standing maximum requirement
of 40 trains, once again the same leeway in the deployment of assigned rolling stock due to construction and/
or reduced ridership enabled the extended “loan” of up
to 220 or 230 of the (now) 1,200-car Jamaica-assigned
R-160 fleet to provide about half of all A service. These
trains have not been formally reassigned to Pitkin Shop
for maintenance or repair, though that facility is available to respond to any issues otherwise. As such, this
sequence of events was begun well before the R-179
outage on April 24 with the outright transfer of single
Siemens R-160 link 8933-8937 from Coney Island
(NQW) to Jamaica (EFR) after all 396 of Jamaica’s
former R-46s had been marshaled at Coney Island
while the whole fleet was somewhat reformatted in the
wake of considerations for the Covid-19 era. In this
vein, it is worth noting that the very last two R-46 quartets (5802-5805 and 5826-5829) were individually relocated to Coney Island on May 11, where every one of
those last 28 R-46s had been at last incorporated into

PRR DELIVERS NEW PASSENGER CARS TO
HUDSON & MANHATTAN RAILROAD
by Bill Volkmer
(Photographs by the author)

Editor’s Note: The Hudson & Manhattan Railroad received
fifty new air-conditioned cars from St. Louis Car Company in
the summer of 1958. The first thirty cars, numbered 12001229, were owned by the Pennsylvania Railroad and were
class MP-52. These were lettered for the Pennsylvania, complete with PRR keystone logos. Of these, 1200-1205 were
single units and 1206-1229 were married pairs. These cars
were meant to be operated only in “joint” service between
Hudson Terminal and Newark. The last twenty cars, 12301249, were all owned by the Hudson & Manhattan and were
so lettered. These were all Class K cars. They had a stylized
“HM” logo instead of the PRR keystone. Of these cars, 12301233 were single units while 1234-1249 were married pairs.
All of these cars had the same light gray car body with blue
doors and dark gray roof.
September 13, 1959 was a crisp, not-quite-yet Fall,
sunshiny Saturday. That day found me at the Cresson,
Pennsylvania Engine House photographing the various
coal mine branch locos that were, as usual, resting for
the weekend. A passing eastbound freight on the main
line almost went un-noticed until a pair of Fairbanks-

Morse Train Master units moved into view, shoving a
pair of brand-new St. Louis Car Company rapid transit
cars lettered “Pennsylvania,” including a Keystone on
the front door!

(Continued on page 6)
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In order for the helpers to be cut off at MO Tower (in Cresson), the train came to a halt, allowing me time to position for a better shot. PRR
8705+8706 are model H24-66 “Trainmasters,” built by Fairbanks-Morse in September, 1956. Above two views were in Gallitzen.

Breaking a few speed limits in the process and mounting the steps
to the Horseshoe Curve, I caught the PRR/H&M cars saying “Hi” to
K4s 1361.

Finding a parking space at the foot of the 12th Street pedestrian
bridge, I caught the PRR/H&M cars catching up with passenger train
#54 (Pennsylvania Limited) in Altoona Station. The train was due
there at 11:57 AM and depart with a new crew at 12:03 PM.

In 1959 the 12th Street Altoona Shop buildings were largely vacated
with the exception of the Electric Shop, where train phone and cab
signal equipment received maintenance by a small cadre of workers.

Another view in Altoona.

Continued on page 7)
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A slightly earlier view taken outside of the Journal Square station in Jersey City, on August 13, 1958. H&M Class F 440 (American Car &
Foundry, 9/1922) is coupled up to MP-52 married pair 1204-1205.

Commuter and Transit News
by Ron Yee, Jeff Erlitz, and Alexander Ivanoff
“This is a four-alarm fire. We are facing the most serious financial crisis in the history of the MTA,” Foye told
Board members.
“Without additional federal funding, our options are
limited — and none of them are good.”
Riders Alliance spokesman Danny Pearlstein said the
MTA’s dire straits underscore the need for action from
the feds — in the form of both funding and the go-ahead
for congestion pricing, which is yet to be approved by
the Trump administration.
“Even as the MTA adjusts its capital priorities, state
law now permits congestion pricing to help pay transit’s
operating costs,” Pearlstein said.
“Congress should grant us the aid we need to keep
running buses and trains through next year as well as
permission to raise money locally to rebuild our infra-

The MTA has put its $51.5 billion modernization plan
on indefinite hold — and may cut wages and jobs to
cope with its $10 billion two-year coronavirus-induced
deficit, transit officials announced June 24.
“Our fare and toll revenues have literally tanked,” MTA
Chairman Pat Foye said at the agency’s June 24 Board
meeting.
The agency faces a $10.6 billion deficit over the next
two years with the virus crippling ridership numbers.
Amid the financial crunch, officials initially put a 60day hold on the $51.5 billion five-year capital plan —
which includes sorely needed signal upgrades, thousands of new bus purchases, and billions for elevators
and other accessibility upgrades.
But now the agency says it simply will not go through
with those improvements unless it gets more financial
support from the federal government.

(Continued on page 8)
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structure.” (New York Post, June 24)
Over the weekend of June 27-28, another milestone in
the Main Line Third Track Project was accomplished
when a new, three-track bridge was rolled into place at
Glen Cove Road in the hamlet of Carle Place. The location is between the Mineola and Carle Place stations.
This replaced the original two-track bridge, which had
been constructed in 1942, there being a grade crossing
up to that point.
The railroad had no service between Mineola and
Hicksville stations. In its place, the following services
ran:
● Penn Station to Mineola, relaying at East Williston
(hourly)
● Hicksville to Huntington (hourly)
● Hicksville to Port Jefferson (bi-hourly)
● Hicksville to Ronkonkoma (hourly, but skipping
Bethpage)
● Hicksville to Babylon via the Central Branch (hourly,
stopping at Bethpage)
Oyster Bay service ran essentially normally, every two
hours between Jamaica and Oyster Bay. Interestingly,
the Mineola service ran with “East Williston weekend”
train numbers (#7500s), which normally do not exist!
Because of this, the Solari destination signs at Jamaica
and Penn Station displayed these trains in “Oyster Bay”
green colors.
On page 4 of the June Bulletin there was a picture of
the existing bridge at Glen Cove Road. Back on May 17
when the picture was taken, only the west abutment
had been modified and extended for the eventual placement of the new three-track bridge.

M-9 9031 (Kawasaki Rail Car, 2019) is seen leading Train #2055
from Ronkonkoma to Penn Station at the Glen Cove Road overpass west of the Carle Place station on Thursday, June 25. The
concrete pieces above the abutments on either side of the steel
girder on this side of the bridge still need to be cut away.
Jeff Erlitz photograph

By 8 AM on Saturday morning, June 27, the old bridge had been
cut away and was being moved out of position with the use of a
massive “crawler.”
Dave Morrison photograph

Original Glen Cove Road bridge with extended east abutment,
June 25, 2020.
Jeff Erlitz photograph

The view at 8:30 AM Saturday morning with no bridge in place.
Dave Morrison photograph

(Continued on page 9)
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Looking east at the steelwork for the new pedestrian overpass at
Carle Place station. The following day, the actual overpass was
lifted into place.
Jeff Erlitz photograph
By 7 AM on Sunday morning, June 28, the new three-track bridge
was in place over Glen Cove Road.
Dave Morrison photograph

In other LIRR news, during the third and fourth week
of June, new train destination signs were placed in service at Jamaica Station. Made by Solari di Udine, these
new indicators display each train’s stops as a strip map
instead of cycling through text lists. The main advantage is that all further stops can be seen at a glance
instead of waiting for the list of stations to cycle through
to your station.

Shortly thereafter, crews started bringing track panel sections up
onto the right of way to be placed on the new bridge and the
approaches to it.
Dave Morrison photograph

Meanwhile, taking advantage of the weekend outage
from Mineola to Hicksville, 3rd Track Constructors, the
contractor for the Main Line Third Track project, lifted
the new pedestrian overpass into place at the Carle
Place station. Back on May 17, when the photo was
taken on Page 6 of the June Bulletin showing the steelwork on the new eastbound platform for that pedestrian
overpass, there was no steelwork up on the westbound
platform. That had all changed by Friday, June 26, as
seen below.

New Solari signs on the east mezzanine at Jamaica Station, June
26, 2020.
Sunny Zheng photograph
(Continued on page 10)
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The LIRR’s Train Time “app” has been totally revamped, its first overhaul in six years. First introduced
in 2013, it was updated in 2014 and has not seen any
upgrades since. During the week of June 15, the newly
redesigned and upgraded app was publicly launched. In
addition to train number and operating status, new features include GPS tracking (updated every 2 minutes)
with a fairly detailed map of the train’s location as it travels along its route, as well as train consist with car numbers and passenger loading information in each car.
The loading data is based on a sensor reading load information on the suspension system of the train.
(Editor’s Note by Ron Yee: The package of software and sensors providing load information on each individual car, are
nothing new aboard commuter rail cars. Even subway cars
have load sensors that govern braking level applications and
profiles (and on new generation EMU and DMU railcars,
propulsion parameters). Sensor data measures how much
more weight than the manufacturer’s specified “tare” empty
weight of a railcar is being supported by the suspension system of the car and translates that information into the braking systems to apply the brakes heavier to achieve a desired
rate of deceleration regardless of passenger load. (Less braking for lightly loaded or empty cars and more braking effort
for loaded cars). This prevents slack action and needless
wear and tear on the couplers and draft gear if individual
cars on a consist braked or accelerated at different rates.
Essentially, a new algorithm is applied to the load measuring
system, takes the total load, and divides it by a standard
weight of an average passenger. From that, an estimate of
passenger load can be determined and comparing that with
the seating capacity of that model of railcar, a report can be
generated indicating the percentage of seats filled or empty
and translate that into the color-coded load factor displayed
for each car.)
On the M-9 cars, the passenger count information is
generated from data provided by sensors mounted at
each doorway (side and end doors), which maintains an
accurate passenger count and translates it into occupancy levels. This Editor has tried the newly revamped
app and found it easy to use. Unfortunately, the M-3
and diesel-propelled multilevel coaches do not have the
ability to measure and translate the load information into
passenger load data. The LIRR reports that this new
feature was developed in-house by railroad staff for
$100,000. The app will indicate to passengers waiting to
board a train as to where to find the least crowded cars
of any equipped train. The Germans and Dutch have
already taken this technology further toward a predictive
mode that will encourage passengers to select other
trains to ride if the desired train is going to become too
crowded during their ride. As of press time, MTA MetroNorth Railroad has not made any effort to provide similar technology aboard its M-7 and M-8 fleets to provide
a matching feature for its app. (LIRR Today, June 18)
MTA Metro-North Railroad (MNR) implemented a new
10

schedule restoring about 61% of its normal weekday
services on Monday, June 15. As a result, three M-3a
consists are now included in the weekday equipment
cycles, two consists originating each weekday morning
out of North White Plains and the third consist originating out of Croton-Harmon. As of June 10 20,140 people
rode on MNR trains, 10% of the pre-pandemic levels.
As a comparison, 28,089 people rode LIRR trains,
around 13% of the railroad’s pre-pandemic levels. This
schedule brings MNR from 24 trains during the morning
and evening peak periods up to 50 trains arriving into
GCT in the morning and 68 departing from GCT during
the late afternoon/evening peaks. Off-peak, weekend,
and holiday schedules remain hourly, and all trains are
designated as off-peak fares. On June 22, MNR added
12 trains to its June 15 schedule: two AM peak and two
PM peak trains on each of its three lines (the Hudson,
Harlem, and New Haven Lines) in response to ridership
increases as more businesses re-opened with Phase 2
in Westchester, Putnam, and Duchess Counties and
headed for Phase 3 and New York City headed for
Phase 2 on June 22. (MTA press release, June 10)
The Federal Transit Administration (FTA) has cleared
the way toward making a commitment of $766.5 million
by elevating the project to build a replacement Portal
Bridge to the next engineering phase, clearing the way
toward building the $1.8 billion bridge to replace the
existing but increasingly unreliable swing bridge that is
over a century old and well past its design service life.
Over 450 Amtrak and NJT trains carrying over 200,000
passengers pass over the structure each day. The state
of New Jersey has already committed to $600 million
toward this project and Amtrak has made commitments
to fund the balance of the cost of the new bridge as
well. (NJ.com, June 19)
Amtrak has issued notices to its employees that it is
planning to reduce service frequencies on all of its longdistance routes in October to tri-weekly in response to
drastically lower ridership levels due to the Covid-19
pandemic. As a start, effective July 6, one of Amtrak’s
most lucrative long distance routes, the New York City
to Miami Silver services (the Silver Meteor operating
over the former Atlantic Coast Line via Florence, South
Carolina and the Silver Star, operating further inland on
the former Seaboard Line) will undergo a scheduling
adjustment drastically affecting services connecting the
Carolinas with Florida and all points along the Richmond-to-New York City corridor. The Silver Star, serving
Raleigh, Charlotte, Columbia, Southern Pines, and cities and towns in between, will operate three times a
week, departing New York on Fridays, Saturdays, and
Sundays and Miami Thursdays, Fridays, and Saturdays.
The Silver Meteor will operate four times a week, departing New York Mondays, Tuesdays, Wednesdays,
and Thursdays and departing Miami Sundays, Mondays, Tuesdays, and Wednesdays. To accommodate
(Continued on page 11)
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the combined ridership of both trains consolidated into
one train per day, the consists of both trains will be increased to five freshly refurbished Amfleet II coaches
(featuring new seating cushions, carpets, curtains, and
LED reading lights), one Amfleet II Cafe Car, three
Viewliner sleeping cars, and one Viewliner II SleeperLounge, a car built as a dining car but repurposed into a
lounge dining area for sleeping car passengers.
(Editor’s Note by Ron Yee: With the schedule of the Star, connections can no longer be made with trains from north and
west of New York City such as Chicago, Cleveland, Buffalo,
Albany, Boston, and Providence unless a passenger makes an
overnight stay in New York City or Washington, D.C.) In addition, Tampa will only have actual train services on the
days the Star operates. On the Meteor days, there will
only be a bus connection from Orlando, and it may be
unreliable. The only long distance train that will continue
daily operations is the AutoTrain, whose business line
operates at a profit. (Editor’s Note by Ron Yee: Various
passenger rail support and advocacy groups have decried
this move as a means to decimate ridership and hold it down
due to inconvenient scheduling and as a first step toward
route abandonments. Amtrak has vehemently denied this is
the ulterior motive and has gone on record as stating the daily service would return as ridership demand recovers in 2021.
If the tri-weekly plan is implemented, the public will have to
wait and see if this turns into another SEPTA-style service
suspension that never gets restored, e.g., Routes 23 and 15.)
(Amtrak press releases, June 15 and 22)
The Greater Cleveland Rapid Transit Authority will
substitute bus for rail service on the Blue and Green
Lines east of Tower City for six weeks beginning at the
end of June. From the 28th through August 8, the agency will work on a track construction project between E.
55th Street and Woodhill on the Blue Line and the
Green Line.
RTA will use 67R buses traveling along a special route
during the construction, and operate to/from Green
Road via Van Aken Boulevard and Warrensville Center
Road (see map below).

The buses will not stop at the Tri-C-Campus District
S\station, or at the E. 55th Street station, but those
wishing to go to these areas can get there via the Red
Line. The buses will stop, though, at Woodland-E. 55th
11

Street and Woodland-E. 79th Street. The Tower City
stop is at W. Huron at W. 3rd. Street. Along the route,
stops will be identified with 67R bus stop signs.
Rail service on the Waterfront Line will operate every
30 minutes during the closure, and regular Light Rail
service will be restored on Sunday, August 9. (Railway
Track & Structures, June 19)
The Chicago Transit Authority and suburban PACE
bus system returned to fare collection and to front door
boarding on their buses effective Sunday, June 20.
(Chicago Tribune, June 19)
The Chicago Transit Authority has launched a ridership information dashboard to help passengers avoid
traveling at the busiest times during the coronavirus
pandemic.
CTA and the Chicago Department of Public Health
have set capacity limits of 15 passengers on a standard
bus and 22 on an articulated bus or metro car.
The first component of the dashboard at transitchicago.com covers CTA’s 127 bus routes. The average ridership during the past two weeks and the established
capacity limits on each route are used to produce a color-coded guide that indicates likely space availability by
route and hour. The information is to be updated weekly.
A similar tool for urban rail services will be launched
soon, and CTA is working on tools that would provide
real-time information for the longer-term.
“As Chicagoans return to work and discover their ‘new
normal,’ we welcome them back and encourage them to
stay safe by planning ahead using the new dashboard
tool and to continue to follow the new habits we’ve all
embraced over the past three months,” said CTA President Dorval R. Carter Jr. on June 15. “Social distancing
is an important component of healthy travel on public
transportation. It is my goal is to put as much information as possible into the hands of our customers, so
that they can make informed travel decisions.” (Metro
Report International, June 18)
The Memphis Area Transit Authority (MATA) purchased three heritage trolley cars from Charlotte, North
Carolina as the first step in restoring trolley service to
the city. Charlotte had ceased historic tram operations a
few years ago when Phase 2 of the light rail line opened
for service, unfortunately making vintage trolley operations with the increased service levels very difficult. The
first of the cars operated on Main Street, heralding their
return. Costing $550,000, it is hoped that the three cars
will enable the resumption of service on the Riverfront
Line, the city’s most popular route, in around two years.
Service has been suspended since 2014, when two of
the original historic car fleet of former Melbourne Wtype trams caught fire in two separate incidents. A fouryear repair effort commenced to fund the trolley line and
subsequent investigation revealed that these cars’ wiring had become old and grown brittle over the years to
the point of failing and igniting a fire aboard. (Local24
(Continued on page 12)
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TV News, June 19)

Rendering of Austin’s proposed light rail line.
Capital Metro photograph

Austin officials approved a massive light-rail system,
but will the voters?
A $9.8 billion Project Connect system recommendation plan has been adopted. Officials are counting on a
$4.4 billion contribution from the federal government,
but the rest of the finances will have to be generated
from an 11-cent tax rate increase that will be on the November ballot.
The plan contains three new light rail lines and improvements to an existing commuter rail line. Perhaps
the most important line will be the Orange Line, which
will cost $4.2 billion and will cut through the heart of the
city of Austin with 22 stops. It will be a 21-mile route.
The Blue Line will be 8.2 miles long and will have 11
stations at a cost of $1.3 billion. The Gold Line will connect downtown Austin with major hospitals and the University of Texas. It will feature 6.4 miles of track and 10
stations and will cost $700 million. A Green Line will
cost $370 million.
Connecting Orange and Blue lines will be a $2.5 billion subway system in downtown Austin. The Gold Line
also will be linked to the subway system.
Receiving an upgrade will be CapMetro’s existing Red
Line, which will be able to handle additional capacity.
(Railway Track & Structures, June 16)
SFMTA plans to resume light rail service, including a
resumption of service in the MUNI Metro subway under
Market Street, in August. This will enable SFMTA to free
up the fleet of buses that had been covering the light rail
services during the peak of the pandemic. However,
there will be significant changes to the routes serving
the MUNI subway. In the past, the peak period scheduled up to 40 trains per hour while the signal system
could only reliably accommodate a throughput of 35
trains per hour.
Compounding the problem was the fact the K and J
Lines are limited to single car operations due to con12

straints of the streets they operate over while on the
surface. The L operates one-car trains but is not physically constrained from operating two. Each J, K, and L
Line train occupied a valuable time slot in the subway
tunnels for just one car. The N, M, and T/Third Lines
operate with two-car trains. To remedy this situation,
SFMTA operations planners have redesigned the entire
light rail network in an effort to resolve the congestion
issues in the subway. The J, K, and L Lines will no longer operate in the MUNI subway. The J/Church Line will
terminate at Market and Church with riders seeking to
go downtown transferring to the subway at the Church
Street station of the subway. The relatively low ridership
K/Ingleside and L/Taraval Lines will be combined as a
through-running route operating from the L terminal at
San Francisco Zoo to West Portal and onward to the
City College/Balboa Park station. Riders of both lines
seeking service to downtown will transfer at West Portal
for subway service. A new line, designated as the S, will
serve as a shuttle service exclusively in the subway between West Portal and Embarcadero. Each S Line train
will be a two-car consist and operate frequently to accommodate the riders transferring to and from the J, K,
and L Lines. There are uninformed reports that the S
Line shuttles can and may eventually be built up to
three-car consists. The M/Oceanview and T/Third Lines
will be combined and operate with the two-car trains.
The N/Judah Line will be restored over its original routing with its two-car trains. The goal is to reduce the
number of trains in the subway to 25-30 trains per hour,
each train being two cars in length for added capacity
and hopefully eliminating the former never-ending congestion and delays in the subway. With the redistribution of the car fleet, service frequencies will be increased on the J as well as the combined K and L
Lines. (SFMTA press release, June 18)
New York City’s Bombardier product woes have
spread to the Bay Area as well. BART ordered increased inspections and scrutiny for its new Bombardier-built railcars after one of the new consists uncoupled itself while in service. A six-car train had coupled onto a four-car train at the Richmond station to
form a ten-car train. However, as the train departed
Richmond, the train parted. The mechanical portion of
the coupler failed, allowing the rear cars to separate by
up to 12 inches. Apparently, that separation and short
distance apart was not sufficient to trigger the train’s
overall control systems to immediately recognize the
uncoupling and stop the train’s two sections. (Editor’s
Note by Ron Yee: Unlike most rail equipment that has a pressurized air “brakepipe” running the entire length of the train,
automatically causing a train’s brakes to be activated automatically when air pressure sensors on the braking systems of
each car detects a significant drop in brake pipe pressure,
these new cars do not have such a time-proven and effective
system and apparently its electronic replacement failed.)
(NBC Bay Area News, June 18)
(Continued on page 13)
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Ribbon cutting ceremony on June 13.
Metro Report International photograph

The long-awaited extension of San Francisco’s BART Map courtesy of Metrolinx.
metro network to Santa Clara County was opened for
passenger service on June 13, after a ribbon-cutting
Greater Toronto transport agency Metrolinx and Infraceremony the previous day.
structure Ontario have started the procurement process
Running from the Warm Springs/South Fremont sta- for the 15.5-kilometer Ontario Line, issuing a request for
tion to Berryessa/North San Jose with an intermediate qualification for a 30-year PPP concession to equip,
station at Milpitas, the ten-mile Silicon Valley Phase I operate, and maintain the metro line, and a second covextension has been built by the Santa Clara Valley ering one of the two main civil works contracts.
Transportation Authority. It is owned by VTA, while
Running from Exhibition/Ontario Place to an interBART is responsible for operations and maintenance.
change with the future Eglinton Crosstown LRT at OnThe extension has been funded using $1.07 billion tario Science Centre, the line will have 15 stations, infrom the 2000 Measure A transport-focused sales tax, cluding interchanges with Toronto Transit Commission’s
$363 million from the state of California’s traffic conges- east-west and north-south subway lines, as well as GO
tion relief program, and $900 million from the Federal Transit commuter rail and TTC streetcar services. Half
Transit Administration’s New Starts program.
of the route will run in tunnel, with the remainder at
Santa Clara County opted out when the BART District grade or elevated.
was established in the 1960s to build the Bay Area rapid
The Ontario Line is to be procured under three sepatransit network. However, in the light of growing conges- rate public-private partnership contracts – one for the
tion along the I-880 corridor, a major investment study railway systems, rolling stock, operations, and maintein 2001 identified the need for public transport improve- nance, the other two for design and construction of the
ments, leading to the promotion of a BART extension to civil works for the northern and southern sections.
Silicon Valley. In February, 2009 the VTA Board commitAccording to IO, splitting the project is intended to creted to building the extension in two stages, and a ate “three separate contracts of manageable size and
groundbreaking ceremony for Phase I was held in April, acceptable risk.” This would “encourage competition
2012.
and active participation from the market to support innoPhase II is currently at the engineering design phase. vation” and ensure the “best value for taxpayers.” ConThis would extend the line by a further six miles through sortia responding to the RfQ will be shortlisted to particicentral San Jose, adding four more stations at 28th pate in a request for proposals later this year.
Street/Little Portugal, Downtown San Jose, Diridon StaThe rolling stock, systems, operations and maintetion, and Santa Clara. Interchange would be provided at nance package has been structured as a 30-year deDiridon Station with Amtrak, Caltrain, and Altamont sign-build-finance-operate-maintain contract. It includes
Commuter Express services. Construction of this sec- the trackwork, power supplies, communications and
tion is expected to start in 2022, with test running antici- train control systems, passenger information, and ticketpated by 2028 and opening in 2030.
ing, together with the depot and operations control cen“Efforts to bring BART service to Santa Clara County ter. The winning bidder would be expected to work
have been decades in the making,” said State Senator “collaboratively” with TTC on the future operations and
Jim Beall, who represents the area where the Phase I maintenance agreements, with TTC responsible for
stations are located. “The resulting mobility, environ- staffing and day-to-day operations. The fare collection
mental, and quality of life benefits of this extension, and
(Continued on page 14)
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equipment must also be integrated with the city’s
PRESTO smart card ticketing system.
The southern civil, stations, and tunnel contract covers
design, financing and construction of a six-kilometer
tunnel under the city center from Exhibition/Ontario
Place in the west to the Don Yard portal in the east, including utility diversions and ground works. The concessionaire will excavate the tunnels and build the stations
ready for fitting out by the RSSOM contractor. This section includes seven stations – one above ground “to be
integrated with the existing GO Transit Exhibition station,” two underground interchanges with the TTC subway stations at Osgoode and Queen, and four new underground stations at King/Bathurst, Queen/Spadina,
Moss Park, and Corktown.
An RfQ for the northern civil, stations, and tunnel contract is expected to be issued in early 2022. This will
cover the route running north from Gerrard station to
Ontario Science Centre, with seven stations, including a
three-kilometer tunnel and an elevated viaduct section.
In addition to the three main PPP packages, IO expects to procure a series of early works projects for
bridge, track, and other preparatory activities. This includes construction of the short central section from
Don Yard to Gerard, where the Ontario Line will share
the existing GO Transit commuter rail corridor. The first
of these contracts will be tendered later this year.
“Our government is taking historic steps to expand
subway service and reduce traffic congestion across the
Greater Toronto Area,” said Ontario’s Minister of Transportation Caroline Mulroney when the bids were invited
on June 2. “By issuing these first RfQs we are one step
closer to realizing our transit vision and helping to generate economic activity and create tens of thousands of
jobs as the province recovers from Covid-19.”
On May 28, the Ontario provincial government signed
a “Transit Partnership Preliminary Agreement” with the
Regional Municipality of York, paving the way for construction of a northern extension of TTC’s Yonge Street
subway line from the Finch station to Markham and
Richmond Hill. Along with the Ontario Line, the Yonge
North extension is one of four priority projects in Ontario’s “New Subway Plan for the GTA” unveiled last year.
“Our government is one step closer to delivering on its
plan for more rapid, reliable and seamlessly-connected
transit in the GTA,” said Mulrony. (Metro Report International, June 8)
Cuenca began passenger operation on the Tranvia
light rail line on May 25, the first light rail line in the Ecuadorian city.
The 11 kilometer line runs northeast-southwest
through the city center from Rio Tarqui to Parque Industrial via the airport, with 27 stops.
Transport is free for the first 60 days as part of a passenger orientation initiative, with eight LRVs operating
at 10-minute intervals from 6 AM to 8 PM local time.
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Passengers are required to wear masks on the trains
and at stations, and vehicle capacity has been reduced
to 30% to allow social distancing.
The initiative will also allow Cuenca Tram to adjust
services as needed based on travel times, boarding and
disembarking times, and other operational aspects.
Fares will be US$1 per journey when using a ticket, or
US$0.35 and US$0.30 when using a card or a multi-trip
discount, respectively.
Cuenca signed an operation contract with Metro Tenerife in September, 2018. Under the US $3.5 million contract, Metro Tenerife was responsible for managing the
seven-month pre-operations phase as well as the commercial operation of the line for three years.
Testing began in July, 2018, when hundreds of residents lined the streets of the historic city center to witness the inaugural test run.
The project has been a long time coming, with a series of delays and new contracts required before the line
was completed.
The Alstom-led GME Cita consortium, including CIM,
Ineo, and TSO, was awarded a US $142.6 million contract in June 2013 to supply an integrated light rail system for the city, with Alstom completing the first of 14
33-meter-long Citadis LRVs in 2015. However, the project came to a halt when the contract with the Cuatro
Ríos de Cuenca Consortium (CCRC), which was also
involved in the project, was terminated unilaterally by
the Mayor’s Office of Cuenca for non-compliance.
The Autonomous Municipal Decentralized Government of Cuenca, Ecuador, selected the ACTN Consortium, comprising Alstom, Compagnie Internationale de
Maintenance (CIM), and the NGE Group including its
TSO track subsidiary, in September, 2017 to complete
the civil works for the line.
The consortium was tasked with completing the construction of the new line, laying the track, electrification
including the use of Alstom’s catenary-free APS system
on a 2.1-kilometer section of the line in the city center,
and building a workshop and yard.
At the time, the Mayor said that the new contract was
awarded to “correct the biggest mistake the project had
since the beginning” – the division of activities between
two contractors, which required coordination between
the CCRC Consortium and Cita. (International Railway
Journal, June 1)
Amsterdam city transport operator GVB has awarded
CAF a firm contract to supply a further nine Urbos trams
to increase capacity on the network.
The order announced by the Spanish manufacturer on
June 24 has been placed as the first option on a contract signed in September, 2016. This covered an initial
63 of the bidirectional low-floor trams for delivery in
2019-22, with options for up to 60 more. (Metro Report
International, June 24)
French National Railways (SNCF) has launched a
(Continued on page 15)
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multi-pronged program to reinvigorate TER regional rail
travel, including offering two million tickets below €10,
after passenger numbers dropped by around 80% during the Covid-19 crisis.

“After this long idle period for regional trains, the time
has come for recovery,” says TER General Manager
Frank Lacroix. “From memory, never has such an operation taken place for TER, nationally in all the regions of
France. It is unique. This TER de France operation will
allow many French people to discover France as they
may never have seen it, by traveling in complete freedom and serenity. I am pleased that we have managed
to set up this operation in record time, to reward our
loyal customers and attract new users to our regional
trains, for more sustainable mobility.” (International
Railway Journal, June 19)

Some TER routes to the beach that currently require a transfer
will be replaced with direct services.
Alex Profit/SNCF photograph

The TER de France collaboration between SNCF Voyageurs, the French regions and transport authorities
will aim to:
● promote rail tourism in France
● make the TER more accessible
● extend regional tickets to cover all of France, and
● further promote rail travel
In order to promote tourist sites and activities accessi- Brescia Metro 113 (AnsaldoBreda, 2012).
ble by rail, SNCF Voyageurs will create an online inter- Metro Report International photograph
active national map, which will allow passengers to plan
An account-based ticketing system has been rolled
journeys as well as booking other amenities such as out on the Brescia light metro, which is used by 50,000
bicycle hire.
people each day.
Capacity will also be increased on some services,
The first deployment of Conduent Transportation’s
such as the Yellow Train in Occitania, which will see a technology in Italy enables passengers to use contact67% increase. SNCF Voyageurs will also offer connec- less credit and debit cards or NFC (near field communitions and timetables specifically targeted at carrying cation)-enabled devices with digital wallets to pay for
passengers to tourist sites such as zoos and adven- travel. Passengers can also use traditional ticket matures parks. The number of summer-only services will chines, text message ticketing or an app.
be increased with the addition of the Paris-Pontorson“Like Milano and Roma, the Brescia metro is leveragMont Saint-Michel service, and routes to the beach that ing technology to improve the commuter experience so
currently require a transfer will be replaced with direct it is faster and more convenient,” said Marco Medeghini,
services.
General Manager of Brescia Mobilità. “In just a few
More than two million tickets will be made available for weeks, we have seen high acceptance of the new sysbetween €1 and €10 in order to make rail travel more tem by our metro users. And this is just the first step as
affordable, and the Center-Val de Loire, Nouvelle- we continue to modernize and enhance our overall
Aquitaine, Pays de la Loire and the South Provence- transport system to meet the needs of all our users.”
Alpes-Côte d’Azur regions will offer multi-day passes.
The metro project follows a contract for Conduent to
The 130,000 passengers who hold an annual regional upgrade the city’s bus fare collection system. (Metro
TER pass will be eligible for free travel on all TER lines Report International, June 26)
in France during July and August. A TER De France
youth pass will go on sale from June 19 for €29, giving
Napoli regional transport operator EAV has signed a
passengers aged 12 to 25 unlimited travel during July framework agreement with CAF covering the supply of
and August.
up to ten six-car trainsets for the ten kilometer ArcobaleTo promote the new initiatives, SNCF Voyageurs will no suburban metro line between Piscinola and Aversa
undertake a major promotional campaign, with a strong Centro.
presence online, particularly on social networks.
The deal signed on June 22 includes a firm order for
SNCF says the program is designed to prevent a major switch to road transport.
(Continued on page 16)
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SOUTHWEST UNITED STATES
by Jack May
(Continued from June, 2020 issue)
(Photographs by the author)

Sunday, April 16
The sun was shining brightly as we embarked on the
first part of our 12-day journey to Arizona and Utah at
9:45. We headed directly for I-10, which runs all the way
to Phoenix, our first few nights' destination. But we were
not going to our accommodations directly, as we would
make a slight detour off our route to visit the Orange
Empire Railway Museum (now the Southern California
Railway Museum). And slight it was, as the preferred
route to Phoenix is via I-10, California 60, and back onto I-10, and the museum is only a 14-mile detour via I215 from its junction with the 60. There was relatively
little traffic on the road and we made it to Orange Empire (83 miles) in less than an hour and a half.
It was a quiet Sunday and there were few visitors. I

have learned from experience to try to go to trolley museums when there are special events on their schedules, as otherwise too few cars are in operation. And
that was the case today. There was but one unit on the
standard gauge "PE" Red Car line leading northward
from the grounds and only one on the narrow gauge
loop used for LARy Yellow Cars.
There are more things to do there in addition to riding
the trolleys, which include visiting the book/souvenir
store, seeing the Fred Harvey museum, and inspecting
the equipment in the carhouses, which kept us busy.
See https://socalrailway.org/ for more information.
Here are my photos of the two cars that were operating. First the Yellow, then the Red.

Type H-4 Los Angeles Railway car 1201 was built by St. Louis Car in 1921, and was the first of 250 all-steel units (1201-1450) purchased by
the company. The last of these traditional cars was retired from service in 1958, after the system had been pared down to allow all 5 remaining 3-foot 6-inch gauge routes to be operated by PCCs. Earlier that year the Los Angeles Metropolitan Transit Authority had taken over
Los Angeles Transit Lines (nee Los Angeles Railway). Those lines lasted for only five more years, as 1963 saw the end of legacy rail transit in
the area (the last Pacific Electric line was converted to bus in 1961). The old-style traffic signals shown in the two views add some authenticity to an evocative scene of dual gauge track embedded in asphalt paving--a setting that could have been found on several streets in Los
Angeles.
(Continued on page 17)

Commuter and Transit News
(Continued from page 15)

an initial four 1.5 kilovolt d.c. trainsets, along with associated depot equipment and the provision of three years
of maintenance.
The trainsets will be similar to 19 previously ordered
by municipal operator ANM for Napoli metro Line 1,
which is managed separately from the Aversa route.
(Metro Report International, June 25)

(Continued on page 19)

CAF Naples train set.
Metro Report International photograph

16

ERA BULLETIN — JULY, 2020
Southwest United States
(Continued from page 16)

Pacific Electric 418 is a 72-foot long "blimp" built by Pullman in 1913 for the Interurban Electric Railway. It first operated in the East Bay portion of the San Francisco area until the IER system was discontinued in 1941. These units, all equipped for multiple-unit operation, briefly ran
over the San Francisco-Oakland Bay Bridge, along with cars from the Sacramento Northern and Key System. Their iconic owl-faced front
windows are considered by many to be a Pacific Electric trademark, especially because blimps were a common sight on their fastest interurban lines after World War II, and these cars closed out ex-PE service in 1961 on the Long Beach Line. But the portholes did not originate
with PE; the cars sporting them actually came to Los Angeles from other Southern Pacific properties, including the Portland, Eugene & Eastern (Oregon), the Northwestern Pacific and the aforementioned Interurban Electric Railway, arriving in Southern California after their previous operators abandoned their electric passenger services. Some were considerably shorter than 72 feet. In the left view, 418 approaches
the museum platform after a round trip on Orange Empire's standard gauge line, while the right photo was taken when I asked the motorman to stop along the way.

To fill out the report, and especially because I really
like the next three scenes, I have added some of my
scanned slides from a 2009 sojourn to Orange Empire,

when I attended the Electric Railroaders' Association
convention.

Blimp 418 flaunts PE's expressive paint job in this view.

(Continued on page 18)
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The museum's volunteers operated two red cars on their Pacific Electric-like straightaway, and some of us took advantage of their kindness to have the cars posed to mimic two interurbans passing each
other. We also took photos of 717 with its poles facing the other
way, as both could be legitimate PE reenactments (a Long Beach car
gaining on a Watts local?). In fact, I suspect similar views could have
been taken with as many as four cars operating on the four-track
speedway to Long Beach (plus San Pedro and Bellflower-Santa Ana)
before the Watts local service was discontinued in 1959. Anyway,
this opportunity served us well — and still evokes the wonderment
of PE.

Pacific Electric 1001 was one of a number of cars on display. The
operable Jewett-built interurban (with Brill trucks) was one of 45
MU-equipped wooden cars (1000-44, although 1000 was converted
into a business car) the company ordered in 1913 for the expansion
of its interurban system. Known as the "Tens" because of their first
two digits, they were delivered without motors, but had them installed in a timely enough manner so that the cars were able to inaugurate service on PE's 58-mile-long San Bernardino Line on July 11,
1914 (which ran under wire energized at 1,200 volts for virtually its
entire route). Eight cars of the same type were built for Southern
Pacific subsidiary Peninsular Railway in the San Jose, but when that
line was abandoned in 1934 they joined the other Tens in L.A. as
1050-7. This particular unit was the only one of its type saved, as by
the time the wooden interurbans were taken out of service and
scrapped, after the abandonment of the Venice Short Line in 1950, it
had been converted to a work car, and thus serendipitously was
kept on the roster.

Brill-built 717 is an example of Pacific Electric's legendary Hollywood
cars. Constructed for local and suburban service through the streets
of the nation's film capital, some 160 (600-759) of these MUequipped center-door units were built between 1922 and 1928 by St.
Louis Car (110) and J. G. Brill (50). In 1921 service through this famous neighborhood, on streets with glamorous names like Sunset
Boulevard and Hollywood Boulevard, ran at one to two-minute intervals during rush hours and every three minutes in between. Upon
delivery these steel cars had a top speed of only 28 mph, but in 1939
their motors were rewound, improving their performance to about
45 mph, allowing their use on longer and less congested lines. After
World War II most of the cars were converted for one-man operation
and were renumbered into the familiar 5050 series. As the PE system
was being dismantled, many of these cars were moved to other lines
in the network, with the last being taken out of service on November 2, 1959, the date LAMTA eliminated its Watts local service.

3001 was the first of 165 narrow-gauge PCC cars built by St. Louis
Car for operation in Los Angeles. Part of an order for 60 air-electric
units for the Los Angles Railway, it arrived in 1937. 35 similar cars
followed in 1938 and 30 more in 1943 (3001-3125). All were airelectric cars and were painted in an attractive yellow and orange
livery. In 1945 the company was purchased by National City Lines
and renamed Los Angeles Transit Lines. Three years later LATL,
which had indicated its plans to convert all of the city's 3'6"-gauge
lines to bus operation, surprised the public by ordering 40 additional
cars from the same manufacturer. 3126-65 were postwar all-electric
models, 8 inches wider (at 9 feet) than their predecessors, and sported standee windows as well as the NCL "fruit-salad" colors of yellow,
green, and white. Rail transit service on the narrow-gauge system
was discontinued in the wee hours of the morning of March 31,
1963. The last 24 hours of operation are described vividly in Ira
Swett's book, Die Day in LA. The museum has four additional Los
Angeles PCC cars in its collection, of which two are operable. Airelectric 3100 is in the fruit-salad colors, while all-electric 3165 sports
the final two-tone green and white LAMTA livery.
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Type B Los Angeles Railway 665 was built by St. Louis Car in 1911
and sported a cow catcher and deck roof. Eventually the company
had 747 of these familiar looking (Henry E.) Huntington Standards
on its roster. Built as California-style cars with an enclosed center
section and wire mesh screens along the sides toward each end,
they were closed in during the 1920s. Some continued operating as
late as the early 1950s.

Finally, this Brill-built Birney car was operated by Pacific Electric as
car 332 between 1918 and 1941. The company's fleet of single truckers became surplus as its short local lines were being abandoned,
with the large network in Pasadena falling to buses in 1941. At that
time three of these units were acquired by Metro-Goldwyn-Mayer,
and I remember well the scene in the movie, Singin' In The Rain,
when Gene Kelly jumped onto the roof of sister car 337 to get away
from adoring fans. After its acquisition by the Orange Empire museum in 1966, it was leased to the Old Pueblo Trolley in Tucson, Arizona, where it was renovated and repainted as Tucson car 10. The
Birney was returned to Perris in 1995 after running on the heritage
line for just under ten years. This view serves as a transition from the
California part of this trip report to Arizona, to start next issue.

We got back on the road at about 1:15, Sig and Cathy
indicating they enjoyed their visit. Sig grew up in L.A.
and remembered both of the area's streetcar operations. We were getting a little hungry so our friends recommended that we stop at what is apparently a California icon, Hadley's Fruit Orchard in Cabazon, which allowed us to satisfy our appetites in a healthy manner.
https://www.tripadvisor.com/LocationPhotoDirectLinkg32134-d5597952-i128551550Hadley_s_Fruit_Orchards-Cabazon_California.html.
Established in 1931, it is most noted for its "world fa-

mous" Date Shakes, but I think I like strawberry better.
We killed about 45 minutes there while we ate and got
refreshed, and were back on the road at 2:45. Our next
stop was not until a little before 7 o'clock, when we arrived at our digs at the Hampton Inn Phoenix Airport
North, where we would spend the next three nights. We
put 430 miles on the odometer and our driving time was
just a bit over 6½ hours.
We found a nearby chain restaurant for dinner and
turned in early.

Commuter and Transit News

Hyundai Rotem has begun delivery of 256 metro cars
ordered for Cairo Line 3, which is being extended to run
45.5 kilometers east–west across the city and serve the
international airport.
The 433 billion won order was placed by the National
Authority for Tunnel in February, 2017 using a financial
package developed by the South Korean government
and Export-Import Bank of Korea. Deliveries are scheduled to be completed in 2023.
The 80-kilometer-per-hour trainsets have been designed for local conditions including summer temperatures close to 50ºC, drawing on the experience that
Hyundai Rotem gained from supplying 180 cars for Line
1 under a contract awarded in 2012.
The 32 eight-car trains will have a capacity of 1,740
passengers, with inter-vehicle gangways so that riders
can distribute themselves more evenly and reduce
overcrowding. (Metro Report International, June 25)

(Continued from page 16)

Metro Report International photograph
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INTERBOROUGH RAPID TRANSIT COMPANY CAR DATA
CAR NUMBERS

TYPE CAR

BUILDER

YEAR

2000 - 2059

Composite

Jewett Car

1903

2060 - 2119

Composite

St. Louis Car

1903

2120 - 2159

Composite

Wason Manufacturing

1903

3000 - 3039

Composite

Jewett Car

1904

3040 - 3139

Composite

John Stephenson

1903-04

3140 - 3279

Composite

St. Louis Car

1903-04

3280 - 3339

Composite

Wason Manufacturing

1903-04

3340

(ex car No. 1 “August Belmont”)

Wason Manufacturing

1902

3341

(ex car No. 2 “John B McDonald”)

Wason Manufacturing

1902

3342

First steel car

P.R.R. - Juniata Shops

1903

3344

Mineola

Wason Manufacturing

1904

3350 - 3516

H.V. Gibbs Modified Motor

American Car and Foundry

1904-05

3517 - 3649

H.V. Gibbs M.U.D.C. Motor

American Car and Foundry

1904-05

3650 - 3699

H.V. Deck Roof Modified Motor

American Car and Foundry

1907-08

3700 - 3756

H.V. Modified Motor

American Car and Foundry

1910-11

3757 - 3809

H.V. M.U.D.C. Motor

American Car and Foundry

1910-11

3810 - 3814

H.V. M.U.D.C. Motor

Standard Steel Car

1910-11

3815

H.V. Modified Motor

Standard Steel Car

1910-11

3816 - 3849

H.V. M.U.D.C. Motor

Standard Steel Car

1910-11

3850 - 3914

H.V. M.U.D.C. Motor

Pressed Steel Car

1910-11

3915

H.V. Modified Motor

Pressed Steel Car

1910-11

3916 - 4024

H.V. M.U.D.C. Motor

Pressed Steel Car

1910-11

4025 - 4036

L.V. Steinway Motor

Pullman

1915

4037 - 4160

L.V. Flivver Motor

Pullman

1915

4161 - 4214

L.V. Flivver Trailer

Pullman

1915

4215 - 4222

L.V. Steinway Motor

Pullman

1915

4223 - 4514

H.V. Trailer

Pullman

1915

4515 - 4554

L.V. Trailer

Pullman

1916

4555 - 4576

L.V. Steinway Motor

Pullman

1916

4577 - 4699

L.V. Motor

Pullman

1916

4700 - 4770

L.V. Steinway Motor

Pullman

1916

4771 - 4810

L.V. Motor

Pullman

1916

4811 - 4965

L.V. Trailer

Pullman

1916-17

4966 - 5301

L.V. Motor

Pullman

1917

5302

L.V. Collection Car

Pullman

1917

5303 - 5377

L.V. Trailer with compressors

Pullman

1922

5378 - 5402

L.V. Trailer

Pullman

1922

5403 - 5502

L.V. Motor

Pullman

1924

5503 - 5627

L.V. Motor

American Car and Foundry

1925

5628 - 5652

L.V. Steinway Motor

American Car and Foundry

1925

5653 - 5702

L.V. World's Fair Motor

St. Louis Car

1938

Note: All Composite cars transferred from Subway Division to Manhattan Division 1916.
4215 - 4222

Converted from H.V. Trailer

1929

4223 - 4250

Converted to H.V. Blind Motor

1952

4555 - 4576

Converted from L.V. Trailer

1929

Prepared by Public Information & Community Relations Department
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This Month’s
Cover Photo:

SNCF Z 8800 set 42B with Z
8884 driving motor in the
lead, at Javel Station and
soon to depart as an RER
Line C service to Versailles
on the occasion of a weekend service change.
The 8800 class are dual
voltage 1.5 kV DC / 25 kV
AC 50 Hz. Built by a consortium of Alstom-ANFCIMT-TCO, they were delivered between 1986-1988.
Photo taken July 21, 2018
by Subutay Musluoglu

In This Issue:
…Page 2

A train of R-32s, led by 3436-3437, is seen entering the Hewes Street station on July 9.

Several trains of the Phase I R-32s that
were recently resurrected were placed back
in revenue service on the J/Z starting on
the morning of July 1, with the start of another new supplement that restored the complete weekday schedule on the L. This denied the use of what had otherwise been
“surplus” R-143 and R-160A-1 equipment
from the L on the J/Z and M. This left no
alternative than to resume the use of reborn
Phase I R-32s in lieu of the missing R-179s.
At that time there were 82 R-32s available
1

from the East New York facility, a fleet which
was expanded to the following 90 as of July
12: 3360-3361, 3376-3377, 3380-3381,
3388-3389, 3394-3397, 3400-3401, 34143415, 3419/3740, 3432-3433, 3436-3437,
3444/3777, 3454-3455, 3460-3461, 34883489, 3500-3501, 3512-3515, 3520/3891,
3548/3593, 3574-3575, 3590-3591, 36143615, 3646-3647, 3670-3671, 3706-3707,
3714-3717, 3772-3775, 3778-3779, 37803781, 3792-3793, 3798-3799, 3804-3805,
(Continued on page 2)
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are restored to service later in 2020.
The following additional 190 Jamaica-assigned R160s have operated on the A from June 15 through
July 12: Alstom R-160A-2s 8663-8667, 8673-8677,
8682-8687, 8698-8702; Alstom R-160Bs 8738-8742,
8818-8822; Siemens R-160Bs 8848-8852, 8858-8862,
8888-8892, 8908-8912, 8958-8962, 8968-8972; Alstom
R-160Bs 9193-9197, 9203-9212; Alstom R-160A-2s
9248-9252, 9258-9262, 9278-9282, 9418-9422, 94589462, 9478-9482, 9488-9492, 9523-9527, 9538-9547,
9563-9572, 9608-9617, 9643-9647, 9658-9667, 97889792; Kawasaki R-160Bs 9803-9807, 9823-9827, 98339837, 9878-9882, and 9918-9922.

3810-3811, 3834-3835, 3840-3841, 3886-3889, 38943897, 3912-3913, 3928-3929, 3932-3933, and 39383939.
As of July 3, the two erstwhile East New York
(Canarsie) R-160A-1 trains that were borrowed by
207th Street for the C (8329-8332, 8341-8344, 83578360 and 8369-8372) had been returned home, which
concurrently began the complete (100%) use of fulllength R-46 equipment on the C. This may prove temporarily to be the last eight-car rolling stock to be assigned to the C until such time as the four-car R-179s

R-32 3500 leads a southbound J at Marcy Avenue, July 9.

R-32s north of Chauncey Street station, relaying into East New York
Yard, July 9.

PRE-UNIFICATION SUBWAY CAR ROSTERS - PART II
by Jeff Erlitz
In the July issue of The Bulletin (page 20), we printed
a roster of Interborough Rapid Transit (IRT) subway
cars but did not have any space available for an introduction. Herewith is that introduction, as well as part
two of this short series.
The New York City Transit Authority used to have all
kinds of information sheets available to the public that
were created by the Department of Public Information
and Community Relations (at least as it was known in
the 1960s). One of those single-page handouts was the
IRT roster we presented to you last month. That roster
was reproduced almost exactly as the original had ap-

peared and included all cars ordered by the IRT, from its
inception in 1904 to the final order of Low-Voltage
World’s Fair Steinway motor cars in 1938. That roster
was undated but was probably produced in the mid- to
late 1960s.
This month, we continue with a roster of the subway
cars of the Brooklyn-Manhattan Transit Corporation
from its inception (actually in Brooklyn Rapid Transit
(BRT) days) to just before unification in June, 1940.
This roster shows the fleet “as delivered.” The original
copy of this roster was dated August, 1968 but has
been reformatted to save space.
(Continued on page 3)
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NUMBERS

TYPE

BUILDER

DATE

NOTE

2000-2099

A1

American Car and Foundry

1914

67’ Standard Motor

2100-2199

A1

American Car and Foundry

1915

67’ Standard Motor

2200-2299

A1

American Car and Foundry

1916

67’ Standard Motor

2300-2399

A1

American Car and Foundry

1917

67’ Standard Motor

2400-2499

A1

American Car and Foundry

1918

67’ Standard Motor

2500-2599

A1

American Car and Foundry

1919

67’ Standard Motor

2600-2699

A1

Pressed Steel Car

1920

67’ Standard Motor

2700-2799

A1

Pressed Steel Car

1921

67’ Standard Motor

2800-2899

A1

Pressed Steel Car

1922

67’ Standard Motor

4000-4044

A1

Pressed Steel Car

1924

67’ Standard Trailer

4045-4049

AX2

Pressed Steel Car

1924

67’ Standard Trailer

6000-60033

D

Pressed Steel Car

1925

Triplex

6004-60703

D

Pressed Steel Car

1927

Triplex

6071-61213

D

Pressed Steel Car

1928

Triplex

70034

Pullman-Standard Car Manufacturing

1934

Multi-Section5

7004-70134

St. Louis Car

1936

Multi-Section

7014-70284

Pullman-Standard Car Manufacturing

1936

Multi-Section

70294

Edward G Budd Manufacturing

6/1934

Multi-Section6

80007

Clark Equipment

1938

Compartment8

8001-80057

Clark Equipment

1940

Compartment8

Notes:
1. As built, all A-Type cars, both motors and trailers, were single units with cabs at each end and conductor controls at the center door.
2. Though trailers, these cars also had controls at one end.
3. Each section of the Triplex cars was sub-lettered A, B and C.
4. Each section of the Multi-Section cars was sub-lettered Sec. A, Sec. B, Sec. C, Sec. B1 and Sec. A1.
5. Painted Pullman green, this unit was nicknamed the Green Hornet.
6. Built of stainless steel, this unit was nicknamed the Zephyr.
7. Each section of the Compartment cars was sub-lettered A, B and A-1.
8. Painted two-tone blue, the Compartment cars were nicknamed Bluebirds.
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by Jeff Erlitz
The Metropolitan Transportation Authority (MTA) announced on June 30 that the agency is deploying a dozen vending machines at ten subway stations allowing
customers to buy Covid-19 personal protective equipment (PPE). The new machines, part of a pilot program,
will offer reusable face masks, gloves, hand sanitizer,
and sanitizing wipes.
The pilot program consists of 12 machines at these 10
locations:
● 14 St-Union Square 456LNQRW
● 34 St-Herald Square (two machines) BDF
MNQRW
● 34 St-Penn Station 123
● 34 St-Penn Station ACE
● 42 St-Port Authority Bus Terminal ACE
of the Vengo vending machines.
● 42 St-Times Square (two machines) 1237 One
MTA photograph
NQRSW
● 59 St-Columbus Circle 1ABCD
July 11 was the last day of staffed operation of Nassau
● 74 St-Roosevelt Av 7EFMR
Tower in Mineola. This tower is directly in the path of the
● Atlantic Av-Barclays Center 2345BDNQR
new Main Line Third Track and needed to be moved out
● Lexington Av EM
of the way. This interlocking, controlling the junction of
The machines are of two types. Eight machines are
the Main Line with the Oyster Bay Branch, is now conbeing installed and stocked by Canteen, a division of
trolled from Jamaica Central Control, which is in the
the Compass Group, a food services company. These
AirTrain building on the south side of the tracks in Jamachines were built by Vengo, a manufacturer of retail
maica.
vending machines. Four machines are branded as
Nassau Tower also controlled three remote interlock“Simply” and are being installed and stocked by vending
ings, Nassau 1 between the New Hyde Park and Merilmachine company Swyft.
lon Avenue stations, Nassau 3 between the Mineola
The MTA is also distributing hand sanitizer at every
and Carle Place stations, and Nassau 4, south of the
station as well as 2 million single-use surgical masks to
East Williston station on the Oyster Bay Branch. The
customers at station booths thanks to donations from
junction in Mineola where the tower stands, had been
the State of New York and City of New York. (MTA press
redesignated Nassau 2 when all four them were placed
release, June 30)
in service in 1996.
There has been a tower on this spot since the first
one, known as Tower 45, was placed in service on
March 4, 1905. That tower was a brick structure that
contained a 52-lever mechanical interlocking machine
that had been built by Union Switch & Signal under license from Saxby & Farmer in England. In 1907, Tower
45 was renamed MT. On December 31, 1922, New
Year’s Eve, that tower was demolished in a freight train
derailment. At the time, there was a walkway from the
tower directly into Substation #8, right next door. This is
undoubtedly how the tower operator saved his life that
evening.
A wooden replacement tower, the one you see here,
was placed in service April 25, 1923. It, too, had a 52lever US&S/Saxby & Farmer mechanical machine. On
April 23, 1937 MT Tower was renamed Fair, named for
One of the Simply vending machines made by Swyft.
the nearby Nassau County Fairgrounds. Less than a
MTA photograph
year and a half later, on September 18, 1938, Fair Tow(Continued on page 5)
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west of the Mineola station were replaced with two new
interlockings at Nassau 1 and Nassau 3.
Finally, on May 8 of this year, the US&S control panel
was removed from service, replaced with a computer
workstation using one of the “office control systems”
such as made by Alstom or RailComm.
Over the weekend of July 11-12, 3rd Track Constructors (the joint venture of Picone, Dragados USA, CCA
Civil, and Halmar) working on the Main Line Third Track
Project, rolled yet another new bridge into place. This
took place at the New Hyde Park Road crossing in the
village of the same name. This was the fifth new, threetrack bridge to be installed as part of this major project.
Only two weeks earlier, the Glen Cove Road bridge was
replaced.
The New Hyde Park Road bridge is the biggest one by
far because it was built for five traffic lanes and a sidewalk. There are two traffic lanes in each direction plus a
southbound-only left turn lane for Clinch Avenue, something that did not even exist in grade crossing days.

(Continued from page 4)

er was renamed Nassau, perhaps because Mineola is
the county seat of Nassau County. On November 17,
1975, with the closure of Locust Tower up in Locust Valley on the Oyster Bay Branch, a small push-button allrelay control panel made by the Bristol Division of Acco
Industries Incorporated was added to Nassau Tower, on
the right side of the Block Operator’s desk.
Barely a year later, on November 5, 1976, in conjunction with the reconfiguration of the switches at the Bellerose end of Queens Interlocking in Queens Village,
another push-button all-relay control panel, this one
made by Quindar Electronics Incorporated, was added
to Nassau Tower, on the left side of the Block Operator’s desk.

On the final day of staffed operation, July 11, Nassau Tower is seen
from the pedestrian crossing between the station platforms and
Main Street.
Jeff Erlitz photograph

View west of the new bridge and supporting under structure for
New Hyde Park Road, immediately south of the railroad tracks, July
4, 2020. There is a two-track bay closest to the camera, and a onetrack bay and pedestrian overpass to the left.
Jeff Erlitz photograph

Also seen on July 11, this Tower Control Panel had been built by
Union Switch & Signal and had been installed in 1996. It replaced a
mechanical interlocking machine and two auxiliary control panels.
Jeff Erlitz photograph

View south of the Main Line right-of-way just east of the New Hyde
Park station, on New Hyde Park Road, July 4, 2020. The roadway and
side walls have already been completed, except for the final layer of
pavement. Over the course of the July 11-12 weekend, the tracks and
this wall of dirt will be removed. Old sewer and water lines protrude
from the subsurface.
(Continued on page 6)
Jeff Erlitz photograph

All three interlocking machines in Nassau Tower were
replaced with the Union Switch & Signal Tower Control
Panel you see above on May 9, 1996. On that date, the
two single crossover switches that were immediately
5
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Seen here on July 4, the new overpass is now in place at Carle Place
station. It was installed over the weekend of June 27-28.
Jeff Erlitz photograph
It is now July 11, and the new bridge structure has been partially
moved into position. This is also looking south along New Hyde Park
Road. Piles of dirt still need to be carted away.
Jeff Erlitz photograph

New schedules went into effect on Monday, July 13,
as concrete tie installation shifted from the LIRR’s Main
Line (between Hicksville and Bethpage) to the Port
Washington Branch, with work taking place between
Woodside and Flushing. The schedule changes include:
Port Washington Branch:
Westbound, Morning:
● The 8:04 AM train from Great Neck to Penn Station
will not operate. As an alternative, the 7:46 AM train
from Port Washington to Penn Station has added
stops at Great Neck (7:56 AM) and Bayside (8:03
AM), and the 8:23 AM train from Great Neck to
Penn Station has added stops at Little Neck (8:26
AM) and Douglaston (8:28 AM)
● The 8:45 AM express train from Port Washington to
Penn Station will not operate. As an alternative, a
train making all local stops (except Plandome) departs at 8:47 AM
Westbound, Afternoon/Evening:
● The 5:00 PM train from Port Washington to Penn
Station will not operate. An added train departs
Great Neck at 5:19 PM and operates express to
Woodside (5:38 PM) and Penn Station (5:50 PM)
● The 5:44 PM train from Great Neck to Penn Station
will not operate. As an alternative, the 5:49 PM train
from Port Washington to Penn Station has added
stops at Little Neck (6:02 PM), Douglaston (6:04
PM), Bayside (6:07 PM) and Flushing-Main Street
(6:14 PM)
● The 10:15 PM train from Port Washington to Penn
Station departs 1 minute earlier, at 10:14 PM
Eastbound, Morning:
● The 5:29 AM train from Penn Station to Port Washington departs 12 minutes earlier, at 5:17 AM
● The 6:31 AM train from Penn Station to Port Washington departs 5 minutes earlier, at 6:26 AM
● The 7:55 AM train from Penn Station to Port Washington departs 3 minutes earlier, at 7:52 AM.
Eastbound, Afternoon/Evening:
● The 3:39 PM train from Penn Station to Great Neck

Looking east along the Main Line at New Hyde Park Road on July 11.
The bridge, underpass and retaining walls were all constructed as
one piece and is being shoved with hydraulic jacks into place. It was
maybe halfway there at this point.
Jeff Erlitz photograph

Once again, there was no train service between Floral
Park and Hicksville.
Taking advantage of the shutdown in service two
weeks previous, during the Glen Cove Road bridge rollin, the new pedestrian overpass at the Carle Place station was installed.

(Continued on page 7)
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●
●
●
●
●
●
●
●
●
●
●
●

Croton-Harmon
Dobbs Ferry
Fordham
Hastings-on-Hudson
Harlem-125th Street
North White Plains
Port Chester
Poughkeepsie
Rye
Southeast
Tarrytown
Yonkers
The vending machines are stocked by Canteen, a division of the Compass Group USA, and were built by
Vengo, a manufacturer of retail vending machines. The
products range from single use hand sanitizer for $0.75
to premium KN95 masks for $9.99.
Metro-North is working with Canteen to identify additional locations to add more vending machines at stations in the near future, including Metro-North’s West-ofHudson stations. (MTA press release, July 10)

(Continued from page 6)

will be restored to the schedule
The 3:49 PM train from Penn Station to Port Washington will not operate
● The 5:26 PM express train from Penn Station to
Port Washington will be combined with the 5:29 PM
train from Penn Station to Great Neck. The combined train will continue to depart at 5:29 PM and
make all local stops to Port Washington, arriving at
6:16 PM
Note: Additional trains (westbound and eastbound)
have been adjusted to depart between 3-7 minutes later.
Weekdays, Midday: Service will be reduced from halfhourly to hourly
Weekends, Overnight: No train service between Woodside and Flushing-Main Street. Free LIRR shuttle buses
transport passengers between Woodside and FlushingMain Street. Train service will operate between Port
Washington and Flushing-Main Street
Babylon Branch:
● The 6:57 AM train from Freeport to Penn Station will
not operate. Alternate service departs Freeport at
6:45 AM or 7:08 AM
Hempstead Branch:
● The 5:05 AM train from Penn Station to Hempstead
departs 21 minutes later at 5:26 AM
● The 7:05 PM train from Penn Station to Hempstead
instead departs from Atlantic Terminal at 7:09 PM.
Connecting train from Penn departs at 6:56 PM
Port Jefferson Branch:
● The 5:06 PM train from Penn Station resumed operating express to Syosset, Cold Spring Harbor and
Huntington
Ronkonkoma Branch:
● The 5:26 AM train from Penn Station to Ronkonkoma departs 15 minutes earlier, at 5:11 AM
● The 6:00 AM train from Penn Station to Ronkonkoma departs 7 minutes later, at 6:07 AM
● The 5:36 PM train from Ronkonkoma to Penn Station departs 21 minutes later, at 5:57 PM
West Hempstead Branch:
● The 7:36 AM train from West Hempstead to Penn
Station will depart two minutes earlier, at 7:34 AM
●

On Monday, July 6, NJ Transit started accepting cash
on board trains. (NJ Transit service alert, July 2)
NJ Transit approved an order of additional locomotives from Bombardier Transit Corporation.
The NJ Transit Board of Directors approved the purchase of eight additional ALP-45A dual-powered locomotives for $70.5 million. The new locomotives will allow NJ Transit Rail Operations to retire some locomotives in the fleet to increase mechanical reliability, improve on-time performance, and provide operational
flexibility.
The new order brings the number of ALP-45A locomotives NJ Transit has on order to 25, following an initial
order of 17 approved by the Board in December, 2017.
The new locomotives, which feature upgraded diesel
engines, will replace some of the older PL-42AC series
diesel locomotives in NJ Transit’s fleet. The locomotives
also feature an after-treatment system to meet the Environmental Protection Agency’s (EPA) Tier IV emissions
requirements, further reducing the locomotive’s emissions when operating in diesel mode.
Additionally, the ALP-45As can take advantage of operating in electric mode whenever overhead catenary is
available, which is more cost-effective and environmentally friendly than diesel operation.
NJ Transit has a goal of reducing its carbon footprint
and notes replacing a Tier I locomotive with a Tier IV
locomotive can result in an estimated emissions reduction of 52.0 NOx tons annually.
Other benefits of the ALP-45As are:
● Self-rescue capability by changing power modes
● Redundancy by having two engines instead of one;
● Improved diagnostic capabilities and an upgraded
pneumatic system
● Ability to operate push-pull passenger train service
on both electrified and non-electrified lines at
speeds of up to 125 mph in electric mode and up to

Metro-North announced it has reconfigured vending
machines at 12 stations throughout the system to allow
customers to purchase items of personal protective
equipment (PPE). Customers will be able to buy KN95
masks, bottled hand sanitizer, and gloves at the machines starting July 10. Free masks and hand sanitizer
are still being distributed at stations and on trains for
any rider who needs. Metro-North has installed touchless hand sanitizer dispensers at stations for customers
and employees to access. Masks are also stored on all
trains in the event a person boards without one.
Passengers can find the PPE in vending machines at
the following 12 Metro-North Railroad locations:

(Continued on page 8)
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But the timeline for its return to "normal" schedules
has not been set. Much will depend on businesses' reopening plans and the suburban workers who discovered
the practicalities of working from home. SEPTA knows it
has "to win back" its riders, said general manager Leslie
Richards.
"We don't know how ridership is going to bounce
back," she said. "We don't know if it will be even across
all of our modes. We definitely know that the majority of
our riders on transit don't have other alternatives, and
so that ridership trajectory and projection looks different
than Regional Rail."
Most Regional Rail riders rely on SEPTA to get to
work. Or the Philadelphia Flower Show. Or a Philadelphia Eagles game.
About 95% of riders use the service to get from outlying stations to Center City stations, according to SEPTA. Ridership had been steady, averaging between 34
million to 35 million trips annually the last three years —
a more than 50% boost compared with two decades
ago.
Ridership was a sliver of itself at the height of stay-athome orders but is slowly trickling back. There were
about 16 riders per train in the beginning of the month,
growing to about 36 passengers by the third week of
June.
Richards said reaching 80% of normal ridership until
there's a vaccine for the coronavirus would be "a good
scenario." As it maps out the months and years ahead,
SEPTA is keeping a keen eye on economic and behavioral trajectories.
"For some job types, some job categories,
(telecommuting) will be much more pervasive than it is
now," said Mimi Sheller, professor of sociology at Drexel
University and director of its Center for Mobilities Research and Policy. "But there's so many jobs where you
still can't telecommute and so I think there's going to
continue to be just a real mix."
Some riders who lost their jobs from the shutdown
won't have a need for Regional Rail, while others will
continue to work from home. Some may forgo monthly
passes and take to personal vehicles, potentially causing a surge in traffic that one expert refers to as
"carmageddon."
Even still, Donald Hill, General Chairman of the local
Brotherhood of Locomotive Engineers and Trainmen,
calls trains "the most reasonable mode of transportation
in and out of the city." He said people ask him repeatedly when service will return.
"The traffic was a nightmare prior to the pandemic," he
said. "Now, people start driving after the pandemic,
more cars on the road, it's going to be an absolute
nightmare."
Whenever there's a service disruption, "there's always
a component of ridership that never comes back," said
Matt Mitchell, Delaware Valley Association of Rail Passengers Commuter Rail Chairperson. While big companies are poised to play a major role in Regional Rail's
recovery, he said, it goes both ways.

(Continued from page 7)

●

100 mph in diesel mode
Increase in horsepower, acceleration and available
head-end power over the locomotives they will be
replacing. (Mass Transit, July 17)

A rendering of the ALP-45A dual-powered locomotive that can be
powered via catenary or under diesel power.
NJ Transit rendering

The Massachusetts Bay Transportation Authority
(MBTA) has signed a contract with the joint venture of
Skanska and D.W. White Construction to rebuild the
Fall River Secondary Line.
This is the first major package of the South Coast Rail
Phase 1 Expansion in Massachusetts. The total contract is worth $159 million. Skanska will include its $79
million portion of the contract in the U.S. order bookings
for the second quarter 2020.
The project includes two new stations, in Freetown
and in Fall River, and a layover facility for train storage
in Fall River. The contract also includes nearly 12 miles
of track, eight railroad bridges, 10 grade crossings, and
additional systems infrastructure.
Construction began in June and is scheduled for completion in October, 2022. (Mass Transit, July 10)
Regional Rail's rush-hour crowds, the entangled webs
of people weaving in and out of Philadelphia's largest
businesses and transit hubs, have been missing for
months.
Since March, the roar of Center City's underbelly quieted as workers adapted to makeshift desks at home
and found new coworkers in roommates, partners, and
pets. Regional Rail, the first service SEPTA reduced as
ridership dwindled amid the COVID-19 pandemic, begins its glacial return to more frequent service Monday,
June 29.
Riders can expect hourly weekday service on most
lines, while the Airport and Paoli/Thorndale Lines will
run every half hour. The Chestnut Hill West and Cynwyd
Lines stay suspended. It is a big improvement from the
severe changes of April, when some lines were cut and
others pulled into stations every two hours.

(Continued on page 9)
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"We're entering a phase where nobody really knows
what the other side of it is going to look like," Krykewycz
said, "and agencies that are willing to try stuff are going
to succeed and agencies that aren't willing to try stuff
are not." (The Philadelphia Inquirer, June 29)

(Continued from page 8)

"There will be a partnership," Mitchell said, "because
the employers need SEPTA just as much as SEPTA
needs the employers."
The authority, seen as a major economic driver, has
been working with businesses to encourage staggered
shifts to diminish traditional rush-hour crowds.
"We don't want everybody taking that one train home,"
Richards said.
But many large employers are in no rush to get workers back to the office, and are likely to continue shifting
murky timelines to keep workers safest from the coronavirus.
Comcast, one of the region's largest employers, does
not expect to welcome back a "vast majority" of its
9,000-person workforce to its headquarters until after
September 30, said spokesperson John Demming.
About 40% of its employees use Regional Rail or the
subways, he said.
More than 7,000 Thomas Jefferson University and
Jefferson Health employees will be encouraged to continue working from home in the region's "green" reopening phase, returning workers in a "phased manner."
Drexel University said it plans to reopen campus in the
fall, but teleworking details are still being ironed out,
according to a spokesperson.
"It's not like a switch is going to get flipped and offices
are going to say, 'OK, thou shall come back to the office,'" said Greg Krykewycz, of the Delaware Valley Regional Planning Commission. "I think it's going to be
more of an invitation. You're going to be able to come
back to the office if you want to, and that's a very different thing."
A prolonged period of reduced ridership is poised to
contribute to SEPTA's financial challenges but will help
ease riders' social distancing concerns aboard trains.
Conductors now guide riders onto its emptiest cars,
while crews are told to alert managers when they reach
55 passengers per car. SEPTA has enhanced cleaning
efforts and now requires face masks for all passengers.
Frequency will also be key to winning riders back —
as they will be forced to find alternatives if they cannot
count on a train arriving when they need it.
"First of all, you want to convince the public that it's
clean...‚" said Bernard Norwood, head of the SEPTA
Conductors’ union. "Secondly, you want them to see
there will be social distances on the train so they will
feel safe riding. And thirdly, you want to run enough service so they don't have to wait like they're waiting now."
Could there be more quiet cars to come? It is possible. NJ Transit recently suggested riders "avoid loud
talking or restrict phone conversations" to limit the virus'
spread. The recommendation too was made in a "Back
on Board" report by Tri-State Transportation Campaign,
a nonprofit advocacy group based in New York.
No such measure exists yet for SEPTA, but Richards
is "interested in considering anything that keeps people
as safe as possible," she said.

The proposed Scranton to Hoboken, New Jersey passenger train may have hit the end of the line.
Or just stalled for years of more waiting.
NJ Transit, which would operate the train, recently
issued a 10-year transportation plan that has no new
dollars for extending service on the Lackawanna Cutoff
beyond Andover, New Jersey. The agency's plan calls
for spending $1.845 billion on three other service expansion projects, but not the remaining 21 miles on the
cutoff between Andover and the Delaware Water Gap.
"There are no plans at this point to extend the project
beyond Andover," New Jersey Transit spokeswoman
Lisa Torbic said in an email.
Larry Malski, the executive director of the Pennsylvania Northeast Regional Railroad Authority, and other
officials sloughed off the new plan. They continue to
seek federal money for the project.
"We need the next 21 miles, and that's what we're going after in the federal appropriation," Malski said.
"Once the 21 miles are there, we're in Pennsylvania.
We control our destiny."
Democrats on the U.S. House Transportation and Infrastructure Committee released a $494 billion, five-year
surface transportation bill June 3 that contains $26 billion for rail projects, including $19 billion for the new
Passenger Rail Improvement, Modernization, and Expansion grant program. The program is "devoted entirely to passenger rail improvements and expansion, performance optimization, and intercity passenger rail
transportation expansion," according to a House Democratic summary. The bill also increases funding to $7
billion for an existing federal grant program for passenger and freight rail projects. The bill would allow commuter rail authorities to compete for the money. On
June 22, the House Democrats included the provisions
of that bill in a $1.5 trillion infrastructure bill that would
focus on roads, bridges, transit systems, schools, housing, broadband access and other infrastructure.
So far, Senate Majority Leader Mitch McConnell (RKentucky) has shown no willingness to get behind a
huge infrastructure bill.
NJ Transit has begun extending its service 7.3 miles
to Andover on the 28-mile cutoff, whose tracks were
removed in the 1980s. That extension alone is not
scheduled for completion until the second half of 2026,
Torbic said.
A study released earlier this year pegged the cost of
restoring the service between Scranton and Hoboken at
$288.93 million, far cheaper than a $551 million estimate in 2006. Chuck Walsh, President of the North Jersey Rail Commuter Association, said a plan minus the
cutoff shouldn't come as a surprise, but said federal
transportation priorities could change New Jersey
(Continued on page 10)
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Transit's mind.
"That's the message they have given us, that they
don't really want to be — at least at this point in time —
involved west of Andover," he said. "Would funding from
the federal government change that? It remains to be
seen...It's not over. Stay tuned."
U.S. Representative Matt Cartwright, (D-8, Moosic),
said transportation plans get amended regularly and
blamed the coronavirus pandemic for tanking states'
transportation and other revenues, limiting funding for
more projects. Other NJ Transit projects also failed to
make the plan, he said.
"It means in the short term, they're not devoting money to go past Andover," Cartwright said. "They're continuing to work to Andover…It's really not an apposite time
for them to be adding things to the wish list."
Cartwright said he is not upset or deterred.
"When and if we get federal money to extend this line
to the Delaware Water Gap, that 10-year plan gets
amended immediately," he said. "I've not given up hope.
It's going to be a long slog. I've said that ever since I
started talking about this." (The Scranton TimesTribune, June 29)
The Maryland Department of Transportation Maryland
Transit Administration (MDOT MTA) resumed normal
schedules on the Penn, Camden, and Brunswick Lines
on July 13. Service reductions had been implemented
on March 17 under the COVID-19 health emergency.
Passengers were encouraged to utilize their CharmPass for a contact-free payment option and while seating was not restricted, riders were encouraged to maintain social distance where possible. (MARC service
alert, June 30)

The second car of the Red Line train lodged up against the first car.
Washington Metrorail Safety Commission photograph

Metro officials are trying to figure out how a Red Line
train derailed on June 7. No injuries were reported, and
the train was carrying 32 passengers.
The Operator ran a red signal as it pulled out of the
Silver Spring Metro station and two cars left the tracks.
The Washington Metrorail Safety Commission is cur10

rently looking at communications prior to the accident,
what happened to the switch, and other factors that
might have been the culprit.
Pete Piringer, spokesman for the Montgomery County
Fire and Rescue Service, says the first car might have
slipped from the tracks as the train began moving from
the station, which then jammed one car door. The safety
commission released information that said the first car
of the train entered a storage track, or pocket track,
while the second car was still moving on the main line
track. The front set of wheels on the second car derailed, and the second car collided with the first car.
Investigators are now looking at video supplied by the
train but are saying they do not believe mechanical or
infrastructure problems caused the accident.
The safety commission checked the track for damage,
looked at the switches and rail cars, and collected evidence as part of its investigation. It may take months
before officials know the reason behind the derailment.
(Railway Track & Structures, July 8)
The Metropolitan Atlanta Rapid Transit Authority
(MARTA) announced it will begin using electrostatic
sprayers to more easily and efficiently disinfect trains
and rail stations as the agency prepares for an increase
in ridership during the COVID-19 pandemic.
Delta Air Lines provided MARTA with 50 electrostatic
sprayers that disperse disinfectant in a fine mist that
clings to and sanitizes surfaces without leaving a residue.
The 30 handheld and 20 backpack sprayers are being
used by trained MARTA maintenance crews to disinfect
vehicles and facilities in a fraction of the time needed for
a typical wipe down cleaning, MARTA officials said.
The backpack sprayers are especially useful in cleaning MARTA’s rail cars every evening since the wearable
two-and-a-half gallon tanks eliminate the need for constant disinfectant refills. The equipment can sanitize a
450 foot, 6-car train in under 20 minutes.
Currently, rail cars are lightly cleaned while in-service.
Now, the goal is to incorporate mid-day sanitizing with
the electrostatic sprayers.
Meanwhile, MARTA began distributing 2 million free
disposable masks to riders at rail stations and bus bays.
(Progressive Railroading, July 6)
Come August, TriMet will begin the largest MAX improvement projects to date, resulting in a four-week closure of the Steel Bridge to allow crews to make a series
of major upgrades to the MAX light rail system that will
improve resiliency, improve on-time performance, and
create a smoother ride.
From August 2-29, the upper deck of the Steel Bridge
will be closed to auto, bus, MAX light rail, bicycle, and
pedestrian traffic to accommodate the work. All MAX
lines — Blue, Green, Orange, Red, and Yellow — will
be disrupted. To move people around the disruption,
shuttle buses will depart about every two to five
(Continued on page 11)
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port.
MAX Blue Line trains will run between Hatfield Government Center in Hillsboro and Old Town/Chinatown
Station on the west side of the Willamette River, and
between Lloyd Center and Cleveland Ave stations on
the east side. (Mass Transit, July 9)

(Continued from page 10)

minutes, serving the Rose Quarter, Union Station/NW
5th & Glisan, and Old Town/Chinatown stations.
Bus lines 4, 8, 35, 44, and 77, as well as all auto traffic, will be detoured to other bridges. Pedestrians and
bicyclists will be able to cross the Steel Bridge on the
lower-deck pathway, which will remain open during the
entire project.
TriMet says this improvement project will have a positive effect for MAX riders system-wide, improving reliability and keeping trains on time. Last August, TriMet
completed MAX track and switch improvements in the
Rose Quarter area in preparation for this work. This project will build upon those upgrades, resulting in fewer
issues that slow or disrupt access across the bridge.
The project will also add a boost to the economy, supporting 450 jobs in the community.
The Steel Bridge MAX Improvements Project will increase system reliability and revitalize light rail across
this historic 108-year-old bridge, the nucleus of the MAX
system with more than 620 trains crossing it every day.
Crews will work on the bridge 24 hours a day during the
four-week closure. Work includes installing improved lift
joints and locks, new switches and signal equipment, as
well as technological improvements. Nearly 9,000 linear
feet of rail and expansion rail also will be replaced.
Among the oldest bridges crossing the Willamette River in Portland, the Steel Bridge has served as a major
crossing point since it opened in 1912. In the mid1980s, it became part of TriMet history when it closed
for two full years for the construction of the MAX Blue
Line. Today, with a mix of auto, bicycle, pedestrian, bus,
and train traffic coexisting on the span, it has become
one of the most multimodal bridges in the country, according to the agency. This project will help TriMet and
the bridge move people into the future as the community recovers after the pandemic and the region grows.
During the project, TriMet will make adjustments to
bus service and run shuttle buses to keep MAX riders
moving. TriMet also encourages people to cross the
Steel Bridge on foot, bicycle, or by other mobility devices as the lower pathway will remain open during the
project.
● MAX Orange and Yellow Line trains will only between Union Station and Interstate Rose Quarter
● MAX Green Line trains will only run between Rose
Quarter TC and Clackamas Town Center
● MAX Red Line trains will only run between Gateway
Transit Center and Portland International Airport
● MAX Blue Line trains will run between Hatfield Government Center in Hillsboro and Old Town/
Chinatown Station on the west side of the
Willamette River, and between the Rose Quarter TC
and Cleveland Ave stations on the east side
To lessen the disruption to MAX Red Line riders heading to and from the airport, shuttle buses will run directly
between the Kenton/N Denver Ave station, which will be
served by both Blue and Yellow Line trains, and the air-

Tri-Met SD660 321 (Siemens, 2003) + 214 (Siemens, 1997) are operating on a MAX Yellow service to Expo Center in this scene on the
Steel Bridge on June 23, 2017.
Jeff Erlitz photograph

Stadler KISS EMU outside the Stadler plant in Salt Lake City.
(Continued on page 12)
Calmod.org photographs
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As part of the Caltrain Modernization (CalMod) Program, Caltrain recently placed the first EMU (electric
multiple-unit) trainset from Stadler Rail on the 25,000volt electrified test track at the builder’s Salt Lake City
manufacturing facility.
Over the coming weeks, Caltrain said, the trainset will
undergo high-voltage static testing as power is incrementally applied while it’s stationary on the track. The
equipment will then undergo low-speed acceleration
and brake tests.
All systems, among them doors, HVAC, and public
address, will undergo functional tests before the first
trainset travels to TTCI, Pueblo, Colorado, for higherspeed testing on the electrified RTT (Railroad Test
Track), which can accommodate speeds up to 165 mph.
Caltrain purchased new, high-performance KISS bilevel EMUs from Stadler Rail to replace the current diesel-locomotive-hauled trains as part of Caltrain Electrification. Caltrain’s new equipment is a key component of
the CalMod Program to electrify the corridor from San
Francisco’s 4th & King Station to approximately the Tamien station in San Jose.
These are being assembled into seven-car train sets
that are expandable to eight cars in the future. A total of
19 train sets were ordered.
A typical passenger car layout will have two main levels with between 85 and 100 seats per car. There will
be some flip seats, in addition to the regular fixed seats.
Most seats will face one direction and if there are any
seats facing each other, there will be a table in the middle. There will be two dedicated bike cars per seven-car
trainset that will be well-marked. Each bike car will have
a lower, mid-, and upper level, with bike storage on the
lower level. Security cameras will be posted in each
bike car to enhance security.
In addition, Caltrain announced that more than 1,000
catenary poles have now been installed along the corridor from South San Francisco to San Jose. (Railway
Age, May 24)
Bay Area Rapid Transit’s (BART) Board approved a
$2.42 billion capital and operating budget for fiscal-year
2021, which began July 1.
The budget focuses on increased investment in passenger and employee safety and provides the ability to
adapt train service levels to match changes in ridership,
BART officials said in a press release.
COVID-19-related expenses add $44 million to the
budget in added costs related to enhanced cleaning
regimens, the purchase of hand sanitizer, investment in
personal protection equipment (PPE) for employees,
and increased communication and education to the
public about new protocols.
The operating budget uses $251 million of federal
Coronavirus Aid, Relief, and Economic Security
(CARES) Act funds to maintain service levels, avoid
transit worker layoffs, and purchase PPE.
Additionally, the operating budget estimates BART will
12

be eligible for $20 million in reimbursements from the
Federal Emergency Management Agency for COVID19-related expenses.
The budget also includes $146 million in cost reductions from eliminating vacant budgeted positions, reducing non-labor expenses, and scaling back operating
allocations, which primarily fund capital projects.
“Coming up with a budget in these uncertain times has
been like walking a tightrope,” said BART Board President Lateefah Simon. “It has been a true team effort,
with BART’s labor unions working very hard to partner
with management to find solutions along with federal
emergency funds helping to keep trains running.”
BART has developed two scenarios for ridership guided by the pace of the San Francisco region’s recovery.
The scenarios have ridership for the year averaging as
high as 50 percent and as low as 15 percent of prepandemic levels. The budget's anticipated fare revenue
is based on the midpoint between the two scenarios at
122,000 daily riders, agency officials said. In comparison, the FY2020 budget-based fare revenue on an average weekday ridership of 404,900.
Because ridership and other revenue sources are expected to remain highly variable, BART staff will revise
the budget in three months, if necessary, BART officials
said.
Meanwhile, BART’s Board also awarded a $58 million
contract to Turner Construction Company and RIM Architecture to design and build the new BART Headquarters in Oakland, California.
Work under the contract will include furnishing, management coordination, professional services, labor,
equipment, materials, and other services to perform the
design and construction of the new BART Headquarters.
Turner and RIM has committed to 32 percent small
business participation in its work. The contract includes
a liquidated damages provision should the contractor
fail to meet its established commitment to small business.
This spring, BART is scheduled to move from its current headquarters at 300 Lakeside Drive to the new
headquarters at 2150 Webster Street.
The $142 million purchase of the building with closing
costs and $85 million in interior construction has been
financed by a 25-year sales tax bond. (Progressive
Railroading, June 30)
Major construction work on the nine-mile Foothill Gold
Line extension of Los Angeles’ L Line light rail route was
launched on July 10.
The extension from APU/Citrus College to Pomona is
scheduled for completion in 2025, adding four stops in
Glendora, San Dimas, La Verne, and Pomona.
If additional funding can be secured by October, 2021,
a further planned 3.2-mile extension to Claremont and
Montclair could be completed by 2028.
Construction is being undertaken by a joint venture of
Kiewit and Parsons under a design-build contract
(Continued on page 13)
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events venue, numerous colleges and universities, as
well as museums and parks. It will also provide a direct
interchange between the Metro and Metrolink commuter
rail networks at Pomona North.
Los Angeles Mayor Eric Garcetti said the Foothill extension was “a down payment on a more connected,
dynamic, and equitable future for Angelenos, and it will
pave the way to good-paying jobs and a stronger transportation network across our region.” (Metro Report
International, July 13)

(Continued from page 12)

awarded by the Foothill Gold Line Construction Authority in August, 2019. The same companies built the first
two sections of the Gold Line, with the 13.6-mile extension from Los Angeles Union Station to Pasadena opening in July, 2003 and the 11.4-mile extension to Azusa
and APU/Citrus College following in March, 2016.
Between Glendora and Pomona, the light rail line will
parallel an existing BNSF freight corridor also used by
Metrolink commuter rail services. The project requires
relocation of the freight tracks, installing a pair of electrified light rail tracks, rebuilding 21 level crossings, building or renovating 19 bridges, and constructing four
stops incorporating “unique artwork” by locally selected
artists.

The North County Transit District (NCTD) ordered 11
commuter rail cars for Coaster service, which Bombardier explained will position the transit district to significantly increase service frequencies to 30-minute
headways and begin state-of-good-repair replacement
of current legacy Coaster coaches and cab cars over
the coming years. Current headways between trains
vary between 45 and 60 minutes during peak periods
and more than 3.5 hours during the non-peak period.
The base order, valued at approximately $43 million,
includes eight coaches and two cab cars to support the
San Diego Association of Governments 2050 Revenue
Constrained Regional Plan (Regional Plan) for increased service levels, as well as an additional cab car.
NCTD also has the option to purchase up to 27 additional cars to support its ongoing state of good repair
needs.
The new cars will be built at Bombardier’s manufacturing site in Thunder Bay, Canada. Deliveries are scheduled to take place in the fall of 2022. After testing and
commissioning, the cars will begin to enter service that
winter. (Mass Transit, July 17)

Rendition of the San Dimas station on the Gold Line’s Foothill Extension.
From Metro Report International

An AZUR train set.
STM photograph

Map of extension east of APU/Citrus College to Pomona and, hopefully, Montclair.
Metro Report International map

The extension is being funded by a sales tax approved by voters in 2016, as well as state greenhouse
gas reduction funds. It will provide connections to regional destinations including the L.A. County Fairplex
13

The Societe de transport de Montreal (STM) received
the first of 17 new AZUR trains intended for the Green
Line during the last week of June and they were put into
service within a few days.
The remaining 16 trains will be delivered by 2021 at a
rate of one train per month, STM officials said in a press
release.
The new trains — built by a Bombardier Transporta(Continued on page 14)
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tion-Alstom consortium — will be added to the 54 already operating on the Orange and Green Lines. Those
trains were put into service between 2016 and 2019.
(Progressive Railroading, June 30)
Blackpool Trams started running again on Sunday,
July 19. Trams had been suspended on Sunday, March
29. Buses on Service 1 provided an alternative service
to the trams throughout the closure. Trams are running
up to every 20 minutes, with the last one around 7:30
PM. (Blackpool Transport website, June 30)

The first CAF Urbos for De Lijn’s coastal tramway after being unloaded at Oostende.
Metro Report International photograph

The first 48 CAF-built Urbos 100 trams for De Lijn’s
coastal tramway was delivered to the operator’s Oostende depot on the night of June 22-23.
The meter-gauge vehicles have been ordered under a
2017 framework contract for up to 146 Urbos trams. De
Lijn has already deployed 23 cars in Antwerpen out of a
planned total of 66 unidirectional and 12 bidirectional
cars. Another 18 bidirectional versions have been ordered for Gent.
The 70-kilometer coastal tramway linking Knokke and
De Panne-Adinkerke via Oostende is due to receive 48
unidirectional trams, with an option for up to 14 more.
The five-section low-floor cars are 31.6 meters long and
2.4 meters wide, with capacity for 187 passengers.
Multi-function spaces are provided for wheelchair users
and passengers with prams or bicycles.
The new trams will replace 46 cars supplied by BN
which are now approaching 40 years old. Following
commissioning and test running, the CAF cars are expected to enter passenger service on the coast line at
the end of 2020 or early 2021. (Metro Report International, June 30)
Berlin’s Senate has approved a new 15-year direct
award contract worth up to €19 billion with state-owned
14

Berlin Transport Authority (BVG).
The contract, which comes into effect on September
1, will run until 2035 and has already been approved by
BVG’s Supervisory Board.
“This transport contract marks the beginning of a new
era of investment,” says Senator for the Environment,
Transport and Climate Protection Regine Günther. “In
the coming years, BVG will renew, expand, and convert
its fleet and network in a climate-friendly manner offering significant improvements. This is exactly the right
way to make public transport so attractive that Berliners
and their guests make the switch from private cars.”
The contract has an initial value of up to €12.7 billion,
including the basic remuneration for operation and subsidized services for passengers such as students and
passengers with limited mobility. The tariff compensation totals around €3.1 billion.
The plan also includes €4.3 billion in additional grants,
with around €2 billion for construction of new light rail
lines, around €1.7 billion for maintenance and renovation, and around €600 million for ongoing projects such
as the U5 extension. Another €2 billion has been allocated to support decarbonization efforts, with between
€1.3 billion and €2.4 billion earmarked for infrastructure
improvements. Federal grants are expected to cover
part of this investment although these are yet to be confirmed. The contract also includes €450 million for the
operation of 227 e-buses.
The planned investment over the next 15 years is
more than double the current rate. Over the last 10
years, BVG invested €300 million a year in vehicles and
infrastructure, but this is set to rise to €800 million annually over the coming decade with BVG set to invest €2.4
billion and €750 million in renewing and expanding the
respective metro and light rail fleets by 2030. This includes trains for new lines and to improve performance
on the existing network.
In response to the coronavirus pandemic, the contract
includes a financing guarantee whereby the state will
cover all pandemic-related revenue losses until the first
revision in 2024, which will also allow adjustments to be
implemented from 2031 if needed.
In addition, the contract includes a network accessibility guarantee to ensure the network is fully accessible to
passengers with reduced mobility with specific alternatives in place in the event of malfunctions such as the
failure of elevators.
Plans are in place to expand the light rail network by
nearly 40% over the next 15 years to increase transport
options to new property developments and in densely
populated areas. A 10-minute frequency will be introduced during the day to make light rail services more
attractive. The contract also include investment in longterm training to cover the increased need for drivers.
During the Senate meeting on July 7, when the contract was approved, Günther also provided an update
on the expansion of the light rail network:
● The extension of the M2 light rail line from Heinersdorf towards Blankenburg S-Bahn station was ap(Continued on page 15)
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Operating in pairs, the C30 units will progressively
replace older stock on the northeast-southwest Red
Line. Each 70-meter articulated unit has capacity for
634 passengers including 140 seats in a mix of transverse and longitudinal layouts and multi-purpose spaces for wheelchairs, prams, and bicycles.
Each car has three wide sets of sliding doors per side
to speed up boarding and alighting and reduce station
dwell times. Along with the resignaling of the Red Line,
this is expected to permit an increase from 24 to 30
trains per hour in each direction.
Designed for 750 volts d.c. third rail operation, the
trains are being assembled at Bombardier’s Hennigsdorf plant near Berlin, using bodyshells manufactured in China by the Bombardier Sifang Transportation
joint venture and Flexx Eco bogies from Siegen. The
Mitrac propulsion system comes from Västerås and the
Orbiflo remote condition monitoring technology was also
developed in Sweden.
The C30’s striking exterior design won a Good Design
award in 2017, being described as “a clear expression
of Scandinavian style that will become an unmistakable
city icon.” According to the manufacturer, the airconditioned trainsets meet the highest standards for
energy consumption and are 98% recyclable. (Metro
Report International, June 29)

(Continued from page 14)

●
●

●

●

proved on June 9, with the route now being specified
Planning for a light rail line from the Pankow SBahn and U-Bahn station via Heinersdorf to
Weißensee is currently being finalized
Preliminary planning is underway for the Alexanderplatz-Potsdamer Platz line, with studies to
extend the line from Potsdamer Platz to Rathaus
Steglitz due to take place in close coordination with
this process
Basic studies have been completed for the extension of M10 beyond Turmstrasse station. On December 17, 2019, the Senate decided to continue
planning the light rail route from the Turmstrasse UBahn station to the Jungfernheide S-Bahn and UBahn station. The contract for further planning services is currently being awarded in collaboration
with BVG
The studies to extend M10 to connect the Warschauer Straße S-Bahn and Hermannplatz U-Bahn
stations are currently being finalized. (International
Railway Journal, July 8)

CAF has already supplied narrow-gauge trains to Basque operator,
Euskotren, including Series 950 sets.
Euskotren photograph
Bombardier’s Movia C30 metro trainset for Stockholm.
Metro Report International photograph

Bombardier Transportation has handed over the first
Movia C30 articulated trainsets for use on Stockholm’s
Red Line, the supplier confirmed on June 26.
Regional transport authority Storstockholms Lokaltrafik ordered the 96 four-car units in June, 2013 under an SKr5 billion contract with options for up to 80
additional sets; at that time the trains had been expected to enter service in 2017. Following certification in
June, 2019 a pre-series unit was delivered to Stockholm
for further testing. Series deliveries by rail to SL’s Norsborg depot began in April, 2020, and six sets are now
available for trial running and driver training before entering regular service.
15

Spanish national operator Renfe has awarded CAF a
contract worth €258 million to supply 37 meter-gauge
trains, including 26 EMUs and five bi-mode multiple
units for commuter services around the country, and six
EMUs for Madrid.
The 31 multiple units will reduce the average age of
the existing Cercanías commuter service in Asturias,
Cantabria, the Basque Country, Galicia, Castilla y León
and Murcia from 28 to 15 years.
The two- and three-car trains will have a maximum
speed of 100 kph, and the EMUs will be equipped with
a last mile battery system. The bi-mode trains will be
designed to be upgraded for either battery or fuel cell
operation in future.
The contract includes an option for six additional
(Continued on page 16)
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EMUs and an additional bi-mode multiple unit. The
trains will have spaces for bicycles and will be accessible for passengers with limited mobility.
CAF will also supply six trains for services along the
C-9 meter-gauge line in Madrid, which connects Cercedilla and Cotos.
The contract includes 15 years’ maintenance for 12 of
the meter-gauge trains and the six Alpine trains, which
will be undertaken by the Actren joint-venture between
CAF and Renfe Fabricacion y Mantenimiento.
The order is part of Renfe’s €5 billion fleet renewal
project, which was announced last year. (International
Railway Journal, June 30)

Rendering of Auckland’s proposed light rail.
From International Railway Journal

The New Zealand government has dropped plans for
a two-line light rail network in Auckland after the cabinet
could not agree on how the project should be implemented. The project to open a line between the city
center and Mount Roskill by 2021 was a major promise
made by the Labour Party before it won the 2017 general election. Two competing proposals were put forward to construct the City-Mangere and City-North West
lines. The first, developed by the Waka Kotahi NZ
Transport Agency, was followed by an unsolicited proposal from NZ Infra, a joint venture between the NZ Super Fund and CDPQ Infra, an arm of a Canadian pension fund Caisse de dépôt et placement du Québec.
“Either would have created hundreds of jobs and resulted in an Auckland metro that offered Aucklanders a 30minute trip from the central business district (CBD) to
the airport,” Transport Minister Phil Twyford says. The
Ministry of Transport was tasked with comparing the two
proposals and advising the cabinet on their merits before a final decision was made on which one to build.
However, disagreement within the Labour-NZ First coalition caused the project to stall and, ultimately, be
dropped ahead of the upcoming election in September.
However, Twyford says the project remains part of the
Auckland Transport Alignment Project (ATAP). “The
Ministry of Transport and the Treasury will report back
after the general election on the best option for this project to be delivered by the public sector,” he says. “The
Ministry of Transport and the Treasury will also engage
with NZ Infra and Waka Kotahi about how work done on
this project can support the next phase. “Auckland Light
Rail will be New Zealand’s most complex infrastructure
project in decades and it’s vital we get it right for future
generations.” (International Railway Journal, June 29)

SOUTHWEST UNITED STATES
by Jack May
(Continued from July, 2020 issue)
(Photographs by the author)

Monday, April 17
Our three-night stay at the Hampton Inn near Phoenix's Sky Harbor Airport would facilitate our activities for
the next few days. I would spend our first day in Arizona
riding and photographing local rail transit, while Clare,
Sig, and Cathy would go sightseeing with an emphasis
on certain museums in this city of 1.6 million people. I
visited Phoenix in April, 2009, specifically to see the
light rail system, but that was before a pair of extensions were placed into service and the people mover
that connects an LRT station with the airport's terminals
was opened. Thus I had good reason to come back.
Actually, I first visited Phoenix in 1961, having been
sent there by my employer, Hudson Laboratories, to
test the prototype GE 225 computer at General Electric,
as we had ordered one of the first to be manufactured
and my boss wanted to know if it really would work. My
experiences there and during the next few years with
16

that computer is a long story, but might only be of interest to the most obsessive mainframe computer geeks.
Suffice to say (1) I was able to ride the Golden State
and the San Francisco Chief, the latter via the Santa
Fe's Ash Fork-to-Phoenix connection, and (2) I found
out only in the past year that the machine was designed
by (of all people) Steven Spielberg's father, Arnold.
I visited Phoenix on two later occasions (in the late
1980s and early 1990s) for winter meetings of the National Association of Advertising Distributors, the trade
group to which my last employer belonged. My impression of the city in those days could be summed up by
the sentence: There's no there there (apologies to Gertrude Stein and Oakland, California). The capital of the
State of Arizona was virtually all sprawl, but at least
there was Amtrak service. And then things got worse,
as for various reasons too long to discuss here, in 1996
(Continued on page 17)
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the Sunset Limited's route had to be changed and the
closest it got (and still gets) is Maricopa, some 35 miles
south. On my 2009 trip to explore the city's new light rail
line, there was no public transit available to Maricopa
from Phoenix whatsoever, but I understand there is now
a Thruway Bus Connection. Clare and I had to be driven to the middle of nowhere to catch the train, which
fortunately was on time; on that occasion we rode in a
Superliner sleeper as far as Austin.
When I originally heard that Phoenix was going to
build a light rail line I was extremely dubious, as I did
not think that LRT could be successful where population
density is low. But I did not realize that Phoenix, even
with its wide streets and long blocks, had become the
fifth most populated municipality in the United States (all
the more reason for Amtrak to serve it) and that the city
and its surrounding communities contain a large number of traffic generators that other cities would envy,
including a multiplicity of universities, stadiums, arenas,
hospitals, state and municipal government campuses,
and high schools. Sports seem to be especially important in Phoenix, as the area hosts successful professional hockey, baseball, basketball, and football teams,
as well as the Arizona State Sun Devils (college football
and basketball), most of which play in separate venues
along the light rail line.
Anyway, I was dead wrong (happily), and this city, with
its adjacent communities of Tempe and Mesa, now has
an impressive and heavily used light rail system, 26
miles long, and still growing. And it is a wonderful testament to what can be accomplished in an automobile
centric area: to provide its population genuine choices
of how to attain mobility. The proof is in the ridership
pudding. Originally planned to carry 26,000-30,000 riders on weekdays, right out of the box it was moving an
average of 35,000, and 40,000 was reached within a
year of opening. The 2020 forecast was for 48,000 riders, but that had already been surpassed by the time I
visited, with a daily mean of almost 52,000 that year
plus fantastically high numbers resulting from special
events: 69,278 on one weekday, 74,107 on a particular
Saturday, and as many as 80,210 on the Sunday in
2017 when the Diamondbacks season opener coincided
with the NCAA final four. Regular ridership is usually
lower on Saturdays and Sundays than weekdays, but
when attractive events are scheduled, rules of thumb
are thrown out the window and participants clearly know
that the best way to get to their destinations is by light
rail.
The "L"-shaped line opened on December 27, 2008,
and its two extensions, 2.8 miles on its eastern end further into Mesa, arrived in 2015, with 3.2 miles northward
to Dunlap coming just a year later. This increased the
line's length to 26 miles and its number of stations from
31 to 38. Further expansion is in the works, including an
additional 2 miles east within Mesa (Editor’s Note: it
opened on May 18, 2019), and probably most interest17

ing of all, the Tempe Streetcar, a three-mile-long line
scheduled to go into service in 2021. It will start at the
Dorsey/Apache Boulevard station of the light rail line,
and run first west and then north, looping through the
center of Tempe on its way to Marina Heights. The line
is currently under construction and will be served by six
Liberty streetcars being built by Brookville in Pennsylvania. These cars, similar to those running in Dallas, Detroit, Milwaukee, and Oklahoma City, operate both under wire and on batteries. The wireless section of the
line will include the crossings of the LRT line near its
Mill
Avenue/3rd
Street
station
(see
http://
www.urbanrail.net/am/phoenix/phoenix.htm for a map).
Meanwhile, Valley Metro has ordered 11 S70 LRVs
from Siemens, with an option for 69 more (which would
be needed for additional light rail expansion, including a
further two miles to the northwest scheduled for 2023).
These will be of the familiar 70-percent low floor design
that operates on a number of light rail systems in the
United States, including Charlotte, Houston, Portland,
San Diego, and Salt Lake City. Upon their delivery Valley Metro will have two types of cars in operation, the
new units plus the existing 50 that were built by Kinkisharyo for the line's opening.
Phoenix also has a people mover, which was built to
connect Sky Harbor Airport with the light rail line at its
44th Street station. That stop was the closest to our
Hampton Inn, only a few l-o-n-g blocks away, but I was
saved the walk as Clare, Sig, and Cathy drove me there
on Monday morning, prior to the start of their sightseeing exploits. The two-mile-long automatically-operated
elevated line opened on April 8, 2013. During the planning process thought was given to building it as a traditional light rail line, but instead the final decision was to
employ Bombardier's proprietary Innovia people mover
product, almost identical to the system installed at Dallas-Fort Worth Airport. The rubber-tired guideway system is similar to many others, basically an enrichment of
the Westinghouse Skybus, whose technology passed
into Bombardier's hands with its acquisition of Adtranz
in 2001. Eighteen short cars, with seats for 8 people,
provide frequent service in trains of two or three units.
Phoenix is toward the western end of the Mountain
time zone, so the sun rises relatively late, but then it
sets pretty late as well. Thus with the shadows being a
bit long during the early morning, I chose to cover the
airport people mover as the first order of business. It is
a relatively long drag from the light rail station to the
people mover platform, but fortunately the route is all
air-conditioned and passengers do not have to exert
themselves too much, as they can ride an escalator,
then two moving sidewalks and a final escalator to
reach the train, passing (or stopping) en route at machines that can issue airline boarding passes. In fact
there is also a checked baggage office, but it was
closed at the time I passed. Annunciators on the platform display the time and safety messages, but are not
countdown clocks; instead automated announcements
are made prior to the arrival of trains and when the
(Continued on page 18)
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doors are about to close for departure. Platforms are
enclosed with full-height platform screens to keep the
heat out and to prevent unauthorized access to the
guideway. You probably know that this part of Arizona
can experience very high temperatures, with the mercury regularly rising above one hundred degrees in the
summer, so effective air-conditioning is a must. Fortunately, for our entire stay in the state, we experienced
sun and very comfortable temperatures with daytime
highs in the low to mid 80s.
I rode the line, which offers free passage but had few
other customers during this mid-morning period. It has a
number of grades and curves, a turnout for the
"carbarn" and a total of four stations, including one for
the economy parking lot, then Terminal 4 and finally Terminal 3 (which has a walkway to Terminal 2 — there is
no Terminal 1). It will be extended another half-mile to
the rental car center in the future. Running time was 7
minutes. I stopped for a few photos on my return and
took others out the windows at the front and rear of the
train.
There are transit fare vending machines located near
the final escalator that runs down to the surface, but I
purchased my $4 day ticket from one at the street entrance after figuring out that I could not have obtained
one for the half-price senior rate as I had not applied for
the necessary photo I.D. card. The one-way fare is $2
and reduced fares (also good for the disabled and students) are half that. I figured $4 is a pretty fair price for
a day of entertainment. The line itself is a bit boring,
compared to similar ones in other cities, as it mostly
runs in paved center reservation through a large
amount of sprawl. There are exceptions though, including a bridge over the Salt River; some trackage through
the Arizona State University campus near Sun Devil
Stadium in Tempe; paired single track along Jefferson
and Washington Streets in downtown Phoenix and
along 1st Street and Central Avenue; a layup track
along First Avenue next to the Transit Center; and a
decorated bridge over Margaret T. Hance Park (and the
buried I-10 roadways) along Central Avenue near the
now-relocated Phoenix Trolley Museum. I extensively
photographed these locations in 2009 and even visited
the (static) trolley museum, where Brill Birney 116 was
undergoing restoration. In 2009 Valley Metro also had
ex-Toronto PCC 4607 on the property, displaying it for
the public near the Transit Center, but that car is now at
the Arizona Railway Museum in Chandler. In fact while
photographing it eight years ago I ran into Ray
DeGroote, who had the same idea. We spent the following day railfanning together.
Adding to the lack of excitement I felt about my upcoming photographic exploits was the fact that a large
percentage of the Kinkisharyo fleet is covered with advertising; I saw only two sets of two-car trains without
that abomination on at least one of the units. Cars were
running every 12 minutes, so one would think I had
18

plenty of opportunities to take pictures, but when you
consider that it takes 85 minutes to ride the 26-milelong line* from end to end each way, and I did want to
see the extensions at both ends, my time was limited,
but I did not mind, as I was not enthused about the photo opportunities. (By the way, service operates every 15
minutes on Saturdays and every 20 on Sundays.)
*The 26-mile number rings a bell for me, as it was not that
long ago when Philadelphia's trolley Route 23, at 25.5 miles,
was considered to be the longest streetcar line in the United
States, if not the world. With the "light rail revolution" that
started some 40 years ago, that number has been surpassed
in a number of cities, including for example, the Blue Line
from Hillsboro to Gresham in Portland, and the Gold Line
from East Los Angeles to Azusa in Los Angeles., which are
longer than 30 miles. I am sure there will be more in the future.
I first traveled eastward toward Tempe and Mesa, and
stopped over alongside the campus of Arizona State for
a photo. Returning in the opposite direction, I stopped
at the pedestrian overpass downtown and at the Transit
Center before continuing outward toward the northern
extension. During the early afternoon I observed that
three-car trains were now operating in both directions,
significantly increasing capacity. One of the reasons for
this came to the fore when we stopped at the Campbell
station and the train became inundated by students
from Central High School. I suspect this scene played
out at other stops as well, as there are a number of private and parochial schools on the line. It is possible that
Valley Metro's rush hour requirements extend well into
the start and end of the school day. I observed some
two-car trains picking up a third unit during their layover
at the northern terminal at 19th & Dunlap (and I would
not be surprised if that occurs at the eastern terminal as
well). The extensions seemed to be built in the same
manner as the original line, and the only difference I
could ascertain was that the concrete roadbed and the
station platforms were cleaner on the newer sections of
line.
Except for the advertising on the LRVs, I was impressed with the operation. Operators are very professional, moving along in a lively manner, matching automobile speed limits. I do not know if the main streets on
which the tracks are located have extra-long green cycles or whether traffic light priority has been implemented — in any case the trains I rode rarely encountered
red signals. Ridership seemed to be excellent, with lots
of ons and offs throughout each trip. My day ticket was
inspected once, so I suspect the POP fare system
works very well.
I returned to the 44th Street station in time for the arrival of the sightseeing party, but rather than picking me
up, Sig and Cathy dropped Clare off, as we had to obtain a second rental car for our Tuesday activities. Sig
and Cathy planned to visit relatives in nearby Chandler,
while we were going to go to Tucson on the following
morning. That city will be the subject of the next part of
this trip report, and I bet you can guess exactly what at
least one of us ended up doing on that day.
(Continued on page 19)
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A two-car train of Bombardier Innovia APM 200s pauses on the lead
tracks to the storage and maintenance facility before threading its
way into service.

A view of Sky Harbor Airport's Skytrain between two garages near
the East Economy Parking station.

A two-car train accelerates as it climbs to its pinnacle, somewhat
over 100 feet above a taxiway that connects two of the airport's
main runways. It had to be built to that height so that Boeing 747s
and Airbus 380s could pass under it.

No, not double track with two trains passing each other, but rather a
lifelike reflection against a glass wall at the entrance to Skytrain's
inner terminal at 44th Street.

Looking northward from the Skytrain platform at the 44th Street
station at a pair of LRVs traversing Washington Street. The Valley
Metro station of the same name is off the photo to the right. The
Phoenix Mountains loom in the background.

Even where the Valley Metro runs on private right-of-way, the tracks
are embedded in thick concrete. Sun Devil Stadium and Hayden
Butte are in the background of this view of an eastbound train of
LRVs from the University Drive/Rural Road stop in Tempe. The summit of Hayden Butte (1,400 feet) is a popular destination for hikers
and students of Arizona State University.
(Continued on page 20)

19

NEW YORK
BULLETIN
OCTOBER,
2000
ERADIVISION
BULLETIN
— AUGUST,
2020
Southwest United States
(Continued from page 19)

Two photos from either side of 5th Street looking eastward toward a pedestrian overpass that provides an excellent afternoon location for
traction photographers. The telephoto setting used in the right view emphasizes the strings of lovely palm trees that line Washington Street
just east of the city center.

At left, a view from the pedestrian overpass that spans Washington Street between 5th and 7th Streets showing a westbound train of two
Kinkisharyo LRVs. At right, the southbound train of LRVs shown along 1st Avenue is not operating "wrong rail," but rather running alongside a siding that permits trains to be positioned for use after events at sports venues and other traffic generators further along the line.
The northbound rails run on Central Avenue, a block to the east, beyond the mission revival-style Westward Ho (center and right). Once
Phoenix's prime hotel, it was turned into an apartment complex housing residents who no doubt have excellent local transportation. An artdeco federal building, Civic Space Park, and Valley Metro's main transit center, called Central Station, lie between the two rail-carrying avenues just south of this spot.

Looking east along Washington Street, the tracks converge beyond
the 38th Street station, which contains a center platform.
(Continued next issue)
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Public Service of New Jersey double-truck motor cars
2282 and 2235 on Main
Avenue & Glendale Street in
Nutley, New Jersey on
February 11, 1936.
Unknown photographer

William J (Bill) Madden during a station stop on the Canadian at Thunder Bay, Ontario, July 24, 1977.
Jeff Erlitz photograph
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With deep sadness, I must pass along the
news that William Madden passed away on
Wednesday, August 12, at the age of 73 due
to complications from COVID-19.
Bill, as everyone knew him, joined the Electric Railroaders’ Association on February 21,
1964 and was member number 3062. He
probably started volunteering at headquarters on Greenwich Street in lower Manhattan
1

around 1970, initially on Saturday mornings
and then on Monday evenings. Like most of
us, he could be found collating, stamping
envelopes, and bagging sacks of mail for
both the New York Division Bulletin and National’s Headlights. When the ERA began
offering Life memberships, Bill was one of
the few members who took up that offer.
(Continued on page 2)
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that year. Though the war in Vietnam was already underway, Bill was stationed in West Germany throughout
his three-year deployment. Initially, he was located at
Zweibrücken, a mere five miles from the French border.
Soon thereafter, though, he was deployed, with the
Third Armored Division, to Ayers Kaserne, just outside
of Kirch-Göns, about 27 miles due north of Frankfurt am
Main. As this was during the Cold War, Bill’s unit was
often deployed on maneuvers to the Fulda Gap on the
border of East Germany.
Bill had already been a railfan for many years and appreciated the fact that most (all?) of the troop trains his
unit rode were hauled by steam locomotives! Unfortunately, when Bill shipped his film back home from Germany, the ship sank! Just about all of his slides of
steam trains in Germany and pre-war trams in Frankfurt
“went down with the ship!”
Shortly after leaving the army in September, 1967, Bill
saw an ad from the Port Authority Trans-Hudson (PATH)
Corporation for Signal Helpers. Bill got the job and
spent the next 32 years working in PATH’s Signal Department (later, Signal & Communications Department),
working his way up to Signal Maintainer, Signal Testman (of various levels), and, finally, Signal Circuit Designer.
In April, 1999, Bill retired from PATH and went to work
for several consulting companies including Stone and
Webster, HNTB, and DMJM-Harris. At least one of
those jobs included signal design work for the Second
Avenue Subway. Bill’s last occupation was as an independent consultant for Arinc (formerly Aeronautical Radio, Incorporated). Arinc was based in Annapolis, Maryland and this was where he and his wife lived at the
time. For Arinc, Bill worked on a signal project with the
Washington Metropolitan Area Transit Authority
(WMATA) and, later, Positive Train Control (PTC) with a
couple of railroads, including CSX Transportation and
Kansas City Southern. Bill retired a second time from
his consulting work in January, 2017.
Bill leaves behind his beloved wife of 35 years, Carol,
stepdaughter Tracey, grandson Griffen, and many,
many friends. Full of good cheer, he brought laughter
and smiles to any gathering he attended. Bill was an
absolute gentleman who would give you the shirt off his
back. A truer friend would be very hard to find. He will
be sorely missed.

(Continued from page 1)

I joined the ERA in September, 1970 and met Bill
sometime after that at one of the monthly meetings at
the old District 65 building on Astor Place. I recall asking
Hugh Dunne a question I had about the PATH system
and he directed me to Bill. I may not remember what I
had for breakfast yesterday, but I distinctly remember
my first words to Bill, literally, “Do you know anything
about PATH?” He chuckled and promptly answered my
question, the exact nature of which I do not recall.
That was kind of the beginning of a friendship that
lasted fifty years! Starting around 1975, Bill and I would
pick a section of railroad line in the New York metro area and hike a few miles of it, taking pictures of whatever
trains came our way, as well as station buildings and
other railroad infrastructure. This was, of course, way
before “security concerns” became an issue with railroads.
In addition to rail photography, another of Bill’s passions, like several of us, was collecting “rail mileage.”
Whenever there was a rail excursion advertised on
some line that had long ago lost its passenger service,
Bill could be counted upon to be in attendance.
Also, like many of us, Bill’s interest in transportation
was quite “multi-modal.” Aviation, marine, and motor
vehicle modes were all included in his extensive slide
collection. Soon after airline deregulation in 1979, Bill
and I (and others, including Bruce Lane and the late Jim
Mattina, for example) would take advantage of extremely inexpensive air fares to fly places solely to ride on
aircraft we had not been on before. One of the most
memorable of those was when a few of us took the
Eastern Air Shuttle up to Boston. There, we rode a Boston-Provincetown Airline DC-3A to, where else, Provincetown and back. On the outbound flight, Bill happened to be seated next to a young girl who was a bit
“disturbed” about being on such an ancient aircraft. She
asked Bill if “this plane was safe.” Smiling and without
missing a beat, Bill told her “how do you think it got to
be so old?” Our little group, however, was thrilled to be
able to actually ride on a DC-3!
After graduating from Bayside High School in June
1964, Bill enlisted with the United States Army and
started training at Fort Dix, New Jersey in September of
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Commuter and Transit News
by Ron Yee and Jeff Erlitz
The Metropolitan Transportation Authority (MTA) announced the first cuts to address a massive budget deficit created by the COVID-19 pandemic, with more drastic cuts, including service reductions, yet to come.
Moves under review include service reductions, job
cuts, postponement of infrastructure projects, and toll
increases at the bridges and tunnels run by the agency.
Facing deficits now projected at $16.2 billion through
2024, MTA Chairman Patrick J. Foye said the size of
the shortfall is “why these unpalatable, unacceptable
alternatives have to be considered. We’re going to have
to make hard choices no matter what happens here.”
Additional emergency federal assistance currently under consideration in Congress could help prevent some
of these draconian cuts, but even with more federal aid,
there will still be a large unsustainable deficit. On July
22, the MTA Board is expected to review the first series
of cuts that will save $1 billion in 2021, including the
elimination of consulting contracts and a reduction of
overtime. (Editor’s Note by Ron Yee: as this issue goes to
press, an emergency MTA Board meeting is scheduled for
August 26 to discuss how the MTA will go forward with addressing the tremendous financial crisis confronting all divisions of the agency.) (New York Times, July 21)
The MTA provided a progress report on the efforts to
implement full Positive Train Control (PTC) systemwide
on the Long Island Rail Road (LIRR) and Metro-North
Railroad (MNR). Both commuter railroads are apparently in a good position to meet the December 31 deadline
to fully implement PTC on all lines and all equipment.
On the LIRR, all train cars have been equipped with
PTC hardware and software and are on track to complete the process for certification of the entire fleet by
the deadline. Full PTC functionality has been achieved
on 94% of all track miles. The remaining 6% involve
trackage in and around the Jamaica switching complexes (Jay Interlocking to the west and Hall Interlocking to
the east), and at Harold Interlocking, where the LIRR
mainline joins in with Amtrak’s Northeast Corridor leading to Penn Station New York and, eventually, the tracks
leading to and from the LIRR’s East Side Access (ESA)
terminal underneath Grand Central Terminal. The LIRR
fully expects that these remaining track miles will meet
the end of year deadline. On MNR, all three east-ofHudson lines under its control have operational PTC,
the entire Hudson, Harlem and New Haven Lines, including the New Canaan and Danbury Branches. The
most recent portion to activate full PTC operability was
the portion of the New Haven Line between Greenwich
and New Haven in August. (Editor’s Note by Ron Yee: No
mention was made of the Waterbury Branch although an almost full-time replacement of train service with buses is probably enabling that branch to meet the deadline as well.)
(MTA press release, August 19)

Citing high costs amid a historic fiscal crisis, the MTA
announced on August 21 that its temporary overnight
For Hire Vehicle (FHV) program would cease operations, effective August 30 at 5 AM. The premium program was launched as an alternative to overnight subway service, which officials suspended so that subway
cars and stations could be disinfected and cleaned
more thoroughly during the pandemic. It served a limited number of customers who faced excessively
lengthy trips as a result of closing the subway overnight.
To assist those customers impacted by the cessation
of the program, the MTA has added a trio of bus routes
that largely mirror some of the more frequented trips
that overnight FHV program users have been taking
since the program launched in May. Metro-North Railroad and the Long Island Rail Road will also crosshonor fares from stations in NYC during overnight hours
when the subway is closed.
Since the program began, roughly 1,500 customers
have been using the service per night. The program has
cost the MTA over $6 million, with the average cost per
trip being $49. The vast majority of those who previously took the subway during the overnight hours have
adapted by taking a range of different MTA buses. In
addition to running its standard round-the-clock bus
routes, the MTA added three new interborough express
options, the B99, the M99, and the Bx99. Those routes
were designed based on data that riders from the program voluntarily provided when using the service.
The B99 connects Midwood in Brooklyn to Midtown
West and follows a similar route to the 2 train. The
Bx99 connects the Woodlawn section of the Bronx with
Manhattan's West Village. The route travels on Jerome
Avenue and down the east side of Manhattan much like
the 4 train does. It then crosses west on 57th Street
and travels south to the West Village. The new M99
route runs between East New York, Brooklyn and Hell's
Kitchen, via 14th Street in Manhattan. (MTA press release, August 21).
At the July 22 MTA Board meeting, two separate locomotive purchases were approved. Contract R-34257
was awarded to Cad Railway Industries, Limited in the
amount of $27,957,413 to convert and upgrade the
Transit Authority’s ten R-77E electric locomotives to
diesel-electric capability. The R-77E locomotives were
originally built by General Electric between November
and December, 1983. They were GE model SL50E, otherwise known as 50 Tonners, and were numbered
0EL01 through 0EL10. They were, apparently, not as
reliable as all of the other GE diesel-electrics and most
have been inactive in recent years. The rebuilt diesels
will undoubtedly be more familiarly known as R-257s.
(Continued on page 4)
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NYC Transit has completed its roll-out of OMNY, its
“Tap and Go” replacement for the MetroCard, throughout all stations in the Bronx. 60% of all stations have
now been equipped with the new fare collection system.
Riders will only be able to utilize OMNY by using a credit or debit card with the special tap and go chip or a
smartphone outfitted with contactless payments. The
OMNY system will eventually include farecard vending
machines capable of selling an RFID (Radio Frequency
ID) chip farecard refillable with credit/debit cards or
cash. (New York Daily News, July 15)
NYC Transit began the process of rehabilitating the
Rutgers Street Tunnel carrying the F line between
Manhattan and Brooklyn. This tunnel is the last of the 11
river tubes requiring repair work from flooding during
Hurricane Sandy in 2012. Combining the experience
already gained during the rehabilitation work for the ten
previous repair projects with the lower extent of damage
to those tunnels, NYCT expects this project to be the
quickest of them all. NYCT will utilize similar techniques
and knowledge that were applied to the 14th Street
(Canarsie) Tunnel rebuilding project, allowing the work
to be done during overnight hours and on weekends,
eliminating the need to fully close the tubes.
Preparatory work began in August, with the major
work scheduled to begin in mid-September with completion in the Spring of 2021. This work schedule will minimize the effects of the project for the 35,000 riders and
coordinate with the ongoing overnight subway shutdowns for cleaning during the COVID-19 pandemic.
This project will replace track, signal equipment, power
and communication cables, fan plant equipment, tunnel
lighting, and pumps with pump controls located outside
of the flood zone with a back-up generator connection.
Concurrent with this tunnel work, the East Broadway
F station will undergo major work needed for structural
repairs and providing for accessibility between platform
and mezzanine and eventually to street level as well as
install hardware to enable cellular communications within the rebuilt tunnel. To accommodate the rerouted F
trains over the Eighth Avenue Line, E trains will be rerouted during select overnights and weekends over the
F line between 36th Street in Queens and a temporary
terminal at Delancey Street in Manhattan. The East
Broadway and York Street stations will be closed select
weekday evenings after 10 PM, as well as select weekends, when this work is underway.
On August 3, NYC Transit placed in service the newly
rebuilt elevators at the 181st Street A station, restoring
convenient access between the station’s lower mezzanine near platform level and its upper mezzanine at Fort
Washington Avenue. The three rebuilt high-capacity
elevators replace those that had been in service since
the early 1930s and have wider doors to allow for faster
entry and exit of passengers.
Elevator replacement work began exactly a year ago,
on August 3, 2019, and was completed on time despite
the global COVID-19 pandemic.

(Continued from page 3)

There were two other bidders for this contract, Knoxville Locomotive Works, Incorporated and Brookville
Equipment Corporation.

Seen in Coney Island Yard on June 23, 2005, R-77E (Model SL50E or
50 Ton) E09 (General Electric, 12/1983, s/n 44340). These will be rebuilt into standard diesel-electric locomotives under the R-257 contract.
Jeff Erlitz photograph

Contract R-34255 (or, R-255) was awarded to Motive
Power, Incorporated in the amount of $233,000,000.
This is for the purchase of 25 diesel-battery hybrid locomotives with an option for 45 additional hybrid locomotives. The other non-winning bidders on this contract
were CRRC Times Electric USA LLC, Knoxville Locomotive Works, Incorporated and Clayton Equipment
Limited. This contract will replace all of the R-37, R-41,
R-43, R-47, R-52, and R-77 locomotives built between
1965 and 1983.

One of the locomotives to be replaced under the R-255 and R-257
contracts, R-37 (45 Ton) 52 (General Electric, 10-11/1965, s/n 35771)
at 38th Street Yard on May 27, 2002.
Jeff Erlitz photograph

(Continued on page 5)
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Also noted on August 24, the very first section of new
Main Line third track is now being installed within the
confines of the Merillon Avenue station.

Commuter and Transit News
(Continued from page 4)

Station entrances at Overlook Terrace and W. 184th
Street, and at W. 181st Street and Fort Washington Avenue, have remained open throughout the reconstruction.
The elevators travel a vertical distance of 106 feet.
(MTA press release, August 3)

Looking east from the new and as-yet-unopened eastbound platform
at the Merillon Avenue station (which is actually in the village of
Garden City), we see C-3 5007 (Kawasaki Rail Car, 12/1999) leading
Train #651 from Port Jefferson to Jamaica. It is being pushed by DE30AC 404 (EMD, 8/1998, s/n 936423-5). Most notable, this is the very
first section of “third track” to be installed as part of the Main Line
Third Track project (not including the extension of the North Siding
west of Hicksville station, done under a previous, separate project).
Jeff Erlitz photograph

On Monday, August 17, the temporary access from
Carle Road, to the east of the Carle Place station, was
closed and the previous access point to the eastbound
platform was restored from Garden Avenue, at about
the midpoint of the eastbound platform.

Opened to vehicular and pedestrian traffic only minutes before, this
is the new underpass taking New Hyde Park Road under the LIRR’s
Main Line, just east of the New Hyde Park station. The railroad tracks
are the border between the villages of New Hyde Park and Garden
City so the photographer is actually standing in the village of Garden
City here. View north on August 24.
Jeff Erlitz photograph

On Monday, August 24, New Hyde Park Road was
reopened to vehicular and pedestrian traffic where it
crosses the Main Line, just east of the New Hyde Park
station. This is located in the villages of New Hyde Park
(to the north of the tracks) and Garden City (to the south
of the tracks). A ribbon cutting ceremony was held with
various village, county, and state dignitaries in attendance. Also in attendance were personnel from the joint
venture of 3rd Track Constructors (Picone, Dragados
USA, CCA Civil, and Halmar).

View north of the new access ramp to the eastbound platform at the
Carle Place station from Garden Avenue passes through the structure
of the new overpass to the westbound platform. This is about at the
midpoint of what will be a 12-car platform.
Jeff Erlitz photograph

As of early August, there were only about 52 M-9 cars
available for passenger service, far behind schedule.
Now the MTA is saying that the completion of the 92
base order cars will be another seven months late, with
the completion of the base order cars slipping from May,
2020 to December, 2020. The additional M-9 contract

The view south from Plaza Avenue of the new underpass on August
24.
Jeff Erlitz photograph

(Continued on page 6)
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Metro-North had been restoring service incrementally
since August 4, when 285 trees were blown down
across Metro-North’s tracks and catenary systems. By
Thursday, August 6, service was operating as far as
Poughkeepsie, Pleasantville, and Stamford. On Friday,
August 7, Metro-North extended New Haven Line service to New Haven and Harlem Line service to Mount
Kisco. Danbury Branch train service resumed on Saturday, August 8 and on Monday, August 10, Metro-North
restored service on the New Haven Line’s New Canaan
Branch, and on the mid-Harlem Line to three stations –
Bedford Hills, Katonah, and Goldens Bridge. (MTA
press release, August 21)
When Tropical Storm Isaias blew through on Tuesday,
August 4, service was suspended around 2 PM as the
winds exceeded the 39-mph limit stated by the MTA as
the threshold at which all services on a particular line or
system would be suspended for safety reasons. The
Hudson Line was the first to be restored to full service
the next day, all the way to Poughkeepsie. The Harlem
Line was also restored the next day, but only between
Grand Central Terminal (GCT) and North White Plains.
All service was suspended between Valhalla and Wassaic as over 75 trees with an average spacing of 0.4
miles had fallen due to the storm. Service was restored
in stages only as far north as Goldens Bridge with a
“bus bridge” connecting the two truncated portions of
the line. Weekday service was finally restored between
Southeast and Wassaic before service was finally restored between Goldens Bridge and Southeast on Saturday morning, August 22, 18 days after the storm had
struck.
The New Haven Line was restored between GCT and
Stamford, but fallen trees prevented the restoration of
service between Stamford and New Haven until Friday,
August 7. As of press time, MNR had restored service
between Southeast and Wassaic and between North
White Plains and Goldens Bridge with a “bus bridge”
connecting the two truncated portions of the line, and
projected full restoration of service by Monday, August
23, almost three weeks after the storm struck the region.
The Harlem Line was particularly hard hit as its power
transmission and signal communications lines are all
mounted on poles adjacent to the tracks that had been
toppled by the countless tress that were fallen by the
storm. The process of replacing these poles and remounting the downed lines has been hampered by the
inaccessibility of some portions of the line between Croton Falls and Brewster. (Editor’s Note by Ron Yee: Oddly
enough, this contributor was out along the Northeast Corridor on Thursday, August 6, photographing the CTrail Hartford Line, as well as Shore Line East, and observed Amtrak’s
Acela and Regional trains operating at speed under electric
power to and from New York City and Boston. Further, this is
not the first time this section of the line has been crippled by
severe windstorms. Hurricane Sandy inflicted similar damage
on this same section of the line in October, 2012. Perhaps it is
time for a project to move these vulnerable lines permanently

(Continued from page 5)

option cars are also delayed. The MTA's initial M-9 order consisted of a 92-car base order at $4.2 million per
car, plus additional options that the MTA could exercise
at a fixed price. The initial 92 cars were funded out of
the 2010-2014 Capital Program with plans to fund two
options for the LIRR: an M-3 replacement option of 88
cars plus a GCT East Side Access fleet expansion option of 76 cars, both to be funded out of the 2015-2019
Capital Program at about $3 million per car, totaling an
additional 163 cars.
The original M-9 contract had also included options for
Metro-North for between 140 and 170 cars at about
$3.4 million each, but that order was cancelled as Metro-North elected to allocate the M-9A funds toward replacement of the aging P32AC-DM Genesis dual-mode
locomotive fleet. The LIRR’s two options were reorganized into a 110-car option, which the LIRR exercised
in January, 2019 and will bring the firm total of M-9 cars
ordered to 202 cars, with a second 54-car option. During September, 2019, as the first M-9 cars entered service, the MTA stated that the entire 202-car order would
be in passenger service by March, 2021. Now, the MTA
only confirms that these option cars will not be expected
to be in service until April, 2022, an additional 13
months late. As of press time, the second 54-car option
has not been exercised and the MTA and LIRR have
stopped all mention of this second option, giving all indications that the M-9 order would be stopping at 202
cars. The remaining 2015-2019 Capital Program funds
would be put towards the purchase of M-9A cars. With
the negative impact of COVID-19 on ridership numbers
and the potential for ridership to never return to prepandemic levels, the MTA may be placing the M-9A on
the back burner of priorities. Ultimately, the MTA may
consider the exercise of that 54-car option onto an existing contract funded from a prior Capital Program as
being more politically and financially palatable than going ahead with a troubled M-9A procurement process
involving an entirely new contract. (The LIRR Today,
August, 2020)
After Tropical Storm Isaias, regular train service resumed at 4 AM on Saturday, August 22 on the upper
Harlem Line between the Goldens Bridge and Southeast stations. Crews completed repairs to utility poles,
tracks, and other infrastructure following damage sustained during the storm.
Out of the entire MTA network, the Harlem Line had
been the hardest hit by the effects of the storm, with 75
downed trees on that one line alone. Trees and branches on the line are often ensnared in utility wires that run
alongside the tracks. Clearing the trees and restoring
the utility poles and wiring requires coordinated, concentrated, multidisciplinary team efforts. The most concentrated damage in Connecticut was along the six-mile
New Canaan Branch, where crews cleared 15 downed
trees, or one downed tree every four-tenths of a mile.

(Continued on page 7)
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tickets become valid for travel starting three minutes
after activation. Tickets have a different lifespan depending on which line passengers are riding. They expire 60 minutes after activation on the Hudson-Bergen
and Newark Light Rail, and after 75 minutes on the River Line. NJ Transit is beginning to test aboard some of
its buses, its version of a “tap and ride” system where
riders can use their credit or debit cards on a special
reader, similar to the OMNY readers on the New York
City subway. (Mass Transit, NJ.com, July 28)
NJ Transit’s Board entered into an agreement with
Amtrak to begin work on replacing the Portal Bridge in
Spring, 2021. NJ Transit and Amtrak will issue a request
for bids from construction companies interested in the
project later this year or early next year. Long a source
of delays, the 110-year old swing span has become mechanically unreliable whenever it is opened for river traffic and has long been a source of delays between New
York Penn Station and Newark. The agreement sets a
framework by which Amtrak and NJ Transit will own,
operate, maintain, and dispatch operations over the
bridge. (Progressive Railroading, July 28)

(Continued from page 6)

into specialized “track-troughs” which offer far greater resilience to such storm damage. The Hudson Line was equipped
in this manner after Hurricane Sandy and played a large role
in why the Hudson Line services were restored so quickly.)
August 4-18, 2020)
The NJ Transit Board of Directors approved the purchase of eight new ALP-45A dual powered locomotives
for $70.5 million. These units are being added onto the
existing 2017 order of 17 ALP-45As with Bombardier
Transportation. These eight units will begin the process
of replacing the oldest of the PL42-AC diesel locomotives, whose EMD 710 prime mover engines cannot be
upgraded to meet the current Environmental Protection
Agency (EPA) Tier IV emissions requirements. These
25 ALP-45As will supplement an existing fleet of 35
ALP-45 locomotives for an eventual total of 60 units.
The ALP-45As will also enable NJ Transit to reduce diesel fuel consumption by utilizing electric power from catenary whenever available. The ALP-45As also have an
increased degree of redundancy by having two engines
aboard, advanced diagnostics, and ability to switch
modes if one should fail and catenary is available. Maximum speed for the ALP-45 is 125 mph in electric mode
and 100 mph in diesel mode. The first ALP-45As are
expected to be delivered in the first quarter of 2022.
(Editor’s Note by Ron Yee: The full amount of expected diesel
fuel savings may not be realized by NJ Transit. Amtrak, which
owns the Northeast Corridor, is known to charge exorbitant
rates for traction power electricity from its catenary. The
electric rates are so high that MARC in Maryland opted to
replace its HHP-8 and aging AEM-7 electric locomotives
with Motive Power Industries’ MP-36 diesel locomotives on
its Penn Corridor between Washington, D.C. and Perryville,
Maryland as it is cheaper on a cost per train mile to operate
a push-pull consist with a diesel locomotive versus a pure
electric locomotive.) (NJ Transit press release, July 17)
Riders on two of NJ Transit’s three light rail lines are
finally able to buy tickets with a smartphone app instead
of relying on paper tickets. The sale of single- and
round-trip light rail tickets was quietly rolled out at the
end of July with an upgrade of the NJ Transit app, ending five years of waiting. Smartphone ticket sales are
available on two of NJ Transit’s three light rail lines,
Hudson-Bergen and Newark Light Rail, to users whose
apps are registered to a northern New Jersey postal zip
code. The River Line is available for app users registered in southern New Jersey. By Labor Day, the app is
expected to be upgraded to allow all three lines to be
available for all app users, regardless of location in New
Jersey. This upgrade gives light rail riders the same
convenience bus riders have enjoyed since early 2017,
the ability to purchase a single ride ticket with a few
taps on a smartphone, replacing the need to fumble
around with coins and dollar bills or use a credit-debit
card at a ticket vending machine at a station and then
validate it at a separate machine. Light rail smartphone

Amtrak will phase in triweekly operation of its longdistance trains over a three-week period beginning October 5, according to an internal company message to
its employees. Trains moving to triweekly schedules are
the California Zephyr, Capitol Limited, City of New Orleans, and Crescent. The Coast Starlight, Lake Shore
Limited, Southwest Chief, and Texas Eagle will become
triweekly on October 12, with the Empire Builder and
Palmetto triweekly as of October 19. Auto Train will remain daily, while the Cardinal and Sunset Limited will
continue their current triweekly operation, and frequency reductions have already occurred for the Silver Star
and Silver Meteor. (Al Holtz, August 14)
Amtrak has been operating just one round trip per day
between Eugene and Seattle (no service north of Seattle) on its Cascades Corridor due to COVID-19. Prepandemic, this corridor was served by four daily round
trips Portland-Seattle and two daily round trips on the
Portland-Eugene and Seattle-Vancouver sections of the
corridor. This minimal service schedule will remain in
effect until passenger demand warrants additional service restorations. During this downtime, Washington
State DOT (WSDOT) withdrew all of its Talgo-6 class of
trainsets assigned to this corridor from service in June
and put all 27 remaining cars up for sale with the bidding window closing on August 3. No word at press time
if any operator expressed an interest in this car fleet.
This action came after the NTSB issued its findings in
2019 on the structural and crashworthiness shortcomings of that type and model of passenger railcar resulting from post-accident investigations of the 2017 wreck
which occurred on the opening day of the Point Defiance bypass route near Tacoma that killed three and
injured several others. That bypass route has remained
out of service since the accident and WSDOT has not
yet set a date when that bypass, saving over ten
(Continued on page 8)
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officially introduced. These new diesel-electric locomotives will replace the current fleet of General Electric
built P42DCs on its national network, including all long
distance and many state-sponsored routes. (Amtrak,
August)
Amtrak and NJ TRANSIT have completed the first
phase of the upgraded Ticketed Waiting Area at New
York’s Penn Station and opened the space on Friday,
July 24. The rehabilitation includes new furniture and
fixtures, including seats with electrical and USB outlets
to charge personal electronic devices, a modernized
ceiling with new LED lighting, a new information desk,
and a second entrance towards Seventh Avenue offering more convenient access to the NJ Transit concourse. The rebuilt lounge has features that facilitate
Amtrak’s new enhanced cleaning procedures, with floor
markings indicating safe distancing in high-traffic areas
and protective plastic barriers installed at customer
counters. The second phase of this $7.2 million joint
Amtrak-NJ Transit project has already begun with a
planned completion date of early Autumn, 2020. Until
then, a temporary space to accommodate waiting passengers is provided near Tracks 13 and 14. (Amtrak,
July 24)

Commuter and Transit News
(Continued from page 7)

minutes of travel time, will reopen. The two Talgo-8
trainsets owned by Oregon DOT meet NTSB recommendations and remain in service, generally on the
Portland-Eugene run. To replace the Talgo-6 fleet, a
number of Horizon cars were transferred from Chicago
and relocated to Seattle. Insurance from the 2017 crash
has already funded a replacement Siemens Charger
locomotive for the one owned by WSDOT that was
wrecked in that crash. It is expected to arrive later this
year. (The Urbanist, July 15)
Amtrak began operating four round trips on its
Downeaster service between Boston North Station and
Brunswick, Maine on Monday, July 20. It had been operating just one round trip until then. (Amtrak, July 20)

Boston returned to collecting fares on its buses, Green
and Mattapan-Ashmont trolley lines, and its commuter
rail lines on Monday, July 20. While riders are encouraged to pay with Charlie Cards or Charlie Tickets, cash
is also accepted. Commuter rail passengers are also
encouraged to use the m-ticket smartphone app to pay
individual fares or the Five-Day FlexPass, valid for five
rides within a 30 day period. The MBTA had suspended
fare collection on these modes as part of its efforts to
curb the spread of the Coronavirus in March. Going forward, MBTA bus drivers will still have the authority to
bypass overcrowded stops when boarding them would
place their vehicles over the maximum capacity during
the pandemic. (Masslive.com, July 17)

Artist’s rendition of Amtrak Long-distance Charger (ALC-42) locomotive.
Amtrak rendering

Amtrak had announced the initial order of 75 new locomotives from Siemens in December, 2018, with deliveries expected through 2024. Amtrak also has a provision to order additional ALC-42 (Amtrak Long-distance
Charger) locomotives developed by Amtrak with Siemens Mobility and will arrive equipped with positive train
control and crash energy management systems. They
will have alternating current propulsion for a maximum
speed of 125 mph. The 16-cylinder Cummins QSK95
engine has Tier 4 emissions technology to reduce nitrogen oxide by more than 89 percent and particulate matter by 95 percent, while providing a savings in diesel
fuel consumption. An artist’s rendition of these new locomotives was released by Amtrak in August on the
external appearance of at least part of this new locomotive fleet.
Five of the first six locomotives will be painted in
Amtrak's current Phase VI scheme and one will be
painted to recognize the 50th anniversary next year of
Amtrak's service launch in 1971. The red chevron at the
rear of the ALC-42 is an homage to Amtrak's original
Phase 1 livery, which also had a red chevron on the
side. A final livery for the balance of the 75-unit initial
order will be unveiled later when the locomotives are

Effective Friday, October 2, the sale of paper tickets,
single-trip, and 10-trip strips will end. Paper tickets issued prior to that date will remain valid until the date
stamped on the back of the ticket. The SEPTA Key Card
will replace these fare media and Travel Wallet funds on
the card never expire and automatically select the lowest fare option whenever you travel. SEPTA Key Cards
are available for purchase at all SEPTA Sales Offices
including Ticket Offices at outlying stations. (SEPTA.org
website, August 10)

Florida-based private rail operator Brightline, which
has operated as Virgin Trains USA since 2019, has announced that it will revert to its former name and end its
partnership with Virgin Enterprises, following a termination notice delivered on July 29.
The operator, which currently runs a 70-mile service
(Continued on page 9)
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plore other options. (Metro Report International, August 24)

(Continued from page 8)

between Miami and West Palm Beach, stated in its
monthly operations report that it will “change its name to
Brightline Trains LLC following the expiration of the applicable notice period for name changes under the senior loan agreement.”
Brightline also states that Virgin has no remaining
equity ownership or affiliation with the company following a termination notice delivered on July 29. It adds
that Virgin plans to dispute the notice.
The operator rebranded as Virgin Trains USA as part
of a 20-year licensing agreement with the conglomerate, agreed to in November, 2018, which also saw the
operator rename its main station as Virgin Miami Central.
The deal was made in advance of a planned initial
public offering (IPO) intended to finance a 169-mile extension to Orlando. The IPO was later scrapped on pricing day in February, 2019 following approval to raise
$950 million in loans as part of a strategy to retain private control of the company.
Brightline has currently suspended all service due to
the coronavirus pandemic. Work on an extension to Orlando began on June 24, 2019. Right-of-way lease negotiations on a further extension between Orlando and
Tampa were put on hold in March due to the pandemic.
The operator also intends to expand its operations to
include a $4.8 billion, 170-mile high-speed rail connection between Las Vegas and the town of Apple Valley,
89 miles northeast of Los Angeles. Construction on the
project is scheduled to begin later this year with services planned to launch in 2023.
The news follows significant turbulence for the Virgin
brand in the past year, which included the loss of its
British West Coast rail franchise in December, 2019.
Virgin Atlantic, the conglomerate’s airline, filed for bankruptcy on August 4 following disruption caused by coronavirus pandemic. (International Railway Journal,
August 10)

After six years in construction and 14 years since being approved as part of Regional Transportation District’s FasTracks plan, the RTD N Line is almost ready
to commence operations on September 21. The N Line
will link Denver Union Station with the communities of
Commerce City, Northglenn, Thornton, and eventually
north Adams County. Pre-pandemic ridership projections predicted that average weekly ridership be up to
9,500 riders in its first year of operation, growing to
nearly 22,000 by 2040. Unlike other commuter rail lines,
the N Line will be the first that RTD will run directly. For
the first week after the grand opening, no fares will be
charged; however, COVID-related capacity restrictions
will be in place and fares will be charged beginning
September 28. A six-month Promotional Fare Pilot Program will be in effect from September 28 through March
28, 2021, offering a local fare for one-way travel over on
the entire line as a means of attracting ridership and to
let people give the line a try. (Colorado Politics, August
14)
The Utah Transit Authority may be faring better than
other transit agencies. While bus and train ridership are
still down by 68% compared with pre-COVID-19 levels,
it has risen by 32% compared to the lowest ridership dip
reached on April 7 with 50,510 people now riding UTA
trains and buses on an average weekday. Ridership
recovery varies by mode. Bus ridership is down by 64%
compared to pre-COVID levels but is up by 34% compared to the lowest day. TRAX light rail is down by 70%
compared to pre-COVID numbers, but up 19% since the
worst numbers during the pandemic, and FrontRunner
commuter rail is down by 78% compared to before the
pandemic but is up 75% compared to April 7. With increasing ridership levels, UTA restored its service to
91% of pre-COVID offerings. However, while some popular routes will see the frequency increases, others will
be suspended entirely. UTA officials told the State Bonding Commission in July that they expect that ridership
and revenue from fares will be significantly smaller,
down perhaps 15%, and may take several years to return to this “new normal” in mass transit ridership. (Salt
Lake Tribune, August 6)

Following what they described as “years of unsuccessful discussions with BNSF Railway,” the promoters
of the Minneapolis Metro Blue Line Extension project
have abandoned plans for the colocation of light rail and
freight services.
The Metro Blue Line Extension, also known as Bottineau Light Rail Transit, would start at the existing Target Field stop in Minneapolis and run 13 miles northwest through Golden Valley, Robbinsdale, Crystal, and
Brooklyn Park to Oak Grove Parkway, serving 11 new
stops.
Hennepin County and the Metropolitan Council said
there had been “a long history of cooperation with
BNSF Railway on this project,” but “over the last four
years, this cooperation stopped, and the railway is unwilling to find solutions to move the project forward together.” As BNSF remained unwilling to allow the light
rail line to be built on its property, they would now ex-

Contractors have substantially completed the civil construction of the tunnel that will connect Sound Transit's
East Main and Bellevue Downtown stations when East
Link begins operating in 2023.
Excavation of the one-third of a mile-long tunnel began in 2017. Using a process known as the sequential
excavation method (SEM), crews employed conventional equipment including track-mounted excavators and
cutting equipment to remove soil in small sections and
support excavated areas with spray-applied concrete.
(Continued on page 10)

9

NEW YORK
DIVISION —
BULLETIN
OCTOBER,
ERA BULLETIN
SEPTEMBER,
2020 2000
Commuter and Transit Notes

vehicles, which will begin to be retired in a few years.
Contestants of the competition were encouraged to
find new uses for legacy trains that could help address
homelessness, climate change, racial inequality, or other social, environmental or public health crises, including the COVID-19 pandemic, TriMet officials said in a
press release.
The competition grew out of an idea from TriMet General Manager Doug Kelsey to find a way to repurpose
the agency’s 26 Type 1 light-rail vehicles and keep them
from becoming scrap.
The Type 1s were the original equipment on the MAX
system and have been in service for nearly 34 years.
The agency will begin to retire the vehicles in 2022.
Designers in the contest also had the option to base
their designs on TriMet’s Type 2 vehicles, which have
been in service since 1997. The Type 2 trains are being
renovated over the next five years and their retirement
date is undetermined, agency officials said.
(Progressive Railroading, August 24)

(Continued from page 9)

Crews then applied waterproofing and constructed the
center wall and final concrete lining.
Atkinson Construction excavated and constructed the
finished tunnel. By adapting to different ground conditions, it was able to complete excavation five months
earlier than expected, which helped keep the project on
schedule despite delays due to COVID-19. Stacy and
Witbeck/Atkinson, the stations contractor for the segment of East Link that runs from downtown Bellevue to
the Spring District, is continuing to install track inside
the tunnel.
When East Link light-rail service begins, eastbound
trains will enter the tunnel north of the East Main station
at 112th Avenue Southeast and Main Street and travel
approximately one-third of a mile under 110th Avenue
Northeast and turning east near Northeast Sixth Street
to emerge at the future Bellevue Downtown Station.
"East Link’s opening in 2023 will be preceded in 2021
by Northgate Link and in 2022 by the Tacoma Link
Hilltop Extension. One year later, in 2024, we will extend Link to downtown Redmond, Lynnwood, and Federal Way," said Sound Transit CEO Peter Rogoff.
"These historic investments will finally give us the true
mass transit network the Puget Sound region has
sought for more than a half century. They will more than
double our current reach and simultaneously help fuel
our region’s economic recovery."
East Link will extend light rail 14 miles from downtown
Seattle to downtown Bellevue and the Overlake area of
Redmond via I-90, with 10 stations. Following the 2023
opening of the project, in 2024 Link light rail will extend
another 3.4 miles east to new stations in Southeast
Redmond and downtown Redmond. (Mass Transit, AuType 1 120 (Bombardier Transportation, 1986) + SD660 250 (Siemens,
gust 21)
1997) are just pulling out of the Hillsboro-Hatfield Government Center stop on a MAX Blue Line trip to Gresham on June 23, 2017.
Jeff Erlitz photograph

Atkinson Construction excavated and constructed the finished tunnel.
Sound Transit photograph

Portland State University’s Center for Public Interest
Design will select the winners of a design competition to
re-envision the use of Tri-County Metropolitan Transportation District of Oregon’s (TriMet) oldest MAX light-rail
10

The California Department of Transportation awarded
the Sacramento Regional Transit District (SacRT) $3.75
million in Low Carbon Transit Operations Program
(LCTOP) funding to assist with mobility improvement
projects, including light rail modernization.
The funding will help support the purchase of additional low-floor light rail vehicles, and the continued operations of expanded evening light rail service along the
Gold Line in Folsom. Funding will also support SacRT
bus operation improvements.
The LCTOP provides operating and capital assistance
for transit agencies to reduce greenhouse gas emissions and improve mobility, with a priority on serving
disadvantaged communities. LCTOP is funded by the
Cap-and-Trade Program from the Greenhouse Gas Reduction Fund. (Progressive Railroading, August 3)
(Continued on page 11)
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For the first time since opening in September, 2019,
the full complement of 15 trains operated on Ottawa's
$2.1 billion Confederation Line light rail transit (LRT) on
3 minute 20 second headways. The original operating
plan was to have 15 trains on the line during the morning and afternoon peaks, with two trains as spares but
shortly before the commencement of service, it was decided that 13 trains would be sufficient. Recently, there
has been an on-going investigation by the Transportation Safety Board of Canada into cracks that have developed on three of the new railcars. The more intensive inspection procedures implemented had resulted in
just seven trains being available at one point this summer. (CTV News, August 7)

Map of the Broadway subway extension.
Broadway Subway Project website

The province of British Columbia named a preferred
proponent for the planned extension of Metro Vancouver’s Millennium Line, which will provide frequent
SkyTrain service from the VCC-Clark station to Broadway and Arbutus.
The preferred proponent team is Acciona-Ghella Joint
Venture that will enter into final contract negotiations
with the province to design, build and partially finance
the 5.7-kilometer (3.5-mile) Broadway Subway Project.
The province says the extension will provide fast, frequent, and convenient SkyTrain service to B.C.’s second-largest jobs center, health services and an emerging innovation and research hub and growing residential
communities.
The Acciona-Ghella Joint Venture team consists of:
● Proponent: Acciona Infrastructure Canada Inc./
Ghella Canada Limited
● Design-build contractor: Acciona Infrastructure Canada Inc./Ghella Canada Limited
● Design contractor: IBI Group Professional Services
(Canada) Inc./Dialog BC Architecture Engineering
Interior Design Planning Inc./Mott MacDonald Canada Ltd./Ingenieria Especializada Obra Civil e Industrial, S.A.
● Systems integration contractor: Acciona Infrastructure Canada Inc./Ghella Canada Limited/Parsons
Incorporated
● Tunnel contractor: Acciona Infrastructure Canada
Inc./Ghella Canada Limited
The request for qualifications was posted through BC
11

Bid on February 15, 2019. The shortlisted proponents
were invited to respond to the request for proposals
(RFP). A thorough RFP process and subsequent evaluation of technical and financial submissions was undertaken. The project is being delivered through a designbuild-finance model to ensure the best value for the
people of British Columbia.
Transportation Investment Corporation (TI Corp) is
leading the delivery of the Broadway Subway Project on
behalf of the Ministry of Transportation and Infrastructure. TI Corp will provide the controls, practices and other oversight that are essential for this complex project.
The project will be delivered under the province’s
Community Benefits Agreement (CBA). Through the
CBA, the project will increase training and apprenticeship opportunities and prioritize hiring locals, Indigenous
peoples, women, people with disabilities and other traditionally under-represented groups, including youth, who
want to build a career in the skilled trades. BC Infrastructure Benefits is responsible for implementing the
CBA for the project and will be the employer for the majority of the skilled workforce on the project.
Once opened, the commute from VCC-Clark Station
to Arbutus Station will take about 11 minutes. This will
save the average transit commuter almost 30 minutes a
day, while also relieving traffic congestion along Broadway. Construction is scheduled to start later in 2020,
with the line going into service in 2025.
The project budget is C$2.83 billion (US$2.11 billion),
funded and delivered by the government of B.C., with
contributions from the government of Canada and the
city of Vancouver. The Broadway Subway project is a
key part of the rapid transit program in the Metro Vancouver Mayors’ Council’s 10-Year Vision, funded by the
governments of B.C. and Canada, TransLink, and local
municipalities. (Mass Transit, July 23)
VIA Rail Canada Incorporated on September 1 will
increase service between Quebec and Ontario due to
an increase in demand for intercity travel during the
COVID-19 pandemic, the agency announced last week.
Service in the Quebec-Windsor Corridor will be restored to 50 percent of pre-pandemic levels, VIA Rail
officials said in a press release.
“This represents our biggest addition of frequencies in
the corridor since the start of the pandemic,” said VIA
Rail President and Chief Executive Officer Cynthia Garneau.
Meanwhile, The Ocean service between Montreal and
Halifax, and The Canadian service between Toronto
and Vancouver will remain cancelled until November 1.
(Progressive Railroading, August 24)
Crossrail Limited has announced that the 21-kilometer
(13-mile) central underground section of the new Elizabeth Line in central London between Paddington, Stratford, and Abbey Wood will not be ready to open until the
first half of 2022 and could cost an additional £450 mil(Continued on page 12)
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opening of the central section, subject to progress during the intensive operational stage,” Crossrail said in a
statement.
The announcement was reported as being met with
deep disappointment by the office of the Mayor of London, Sadiq Khan. TfL’s new commissioner, Andy Byford
(formerly of MTA New York City Transit), has been
asked by City Hall to review Crossrail’s latest plans,
including the estimated additional costs.
The Transport Committee of the London Assembly
also expressed its extreme disappointment at the delay.
(International Railway Journal, August 21)

Commuter and Transit News
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lion to complete, a further blow to the project, which was
originally scheduled to open in December, 2018.
The latest cost estimate is £1.1 billion more than the
financing package agreed for the project in December,
2018 and £450 million above the upper end of the range
announced in November, 2019, taking the total cost to
more than £18 billion. The project was estimated to cost
£15.9 billion in 2007 and cut to £14.8 billion in 2010 as
part of the government’s spending review.
The revised opening date was announced on August
21 following a Board meeting on August 20. Crossrail
announced after its July Board meeting that the project
would not meet its then Summer, 2021 target opening
with no revised date offered at that time.
Crossrail cites three main factors for the schedule delay:
● Tunnels: Lower than planned productivity in the final
completion and handover of the shafts and portals.
Eight of the 10 shafts and portals have been handed over to Transport for London (TfL) and the remaining two are set to follow this autumn. Crossrail
says the shafts and portals contain many of the
complex operating systems for the line
● Stations: As more detailed plans for the completion
and handover of the ten central section stations
have developed, the company revised the schedule
assumptions about the pace at which these large
and complex stations can be handed over to TfL
● COVID-19: A pause of physical activity on sites during lockdown and significant constraints on work
and productivity due to the reduced contractor numbers on site — around 2,000 at present, 50% less
than before — has further exacerbated schedule
pressures
Despite the challenges posed by COVID-19, Crossrail
reports good progress with completing the remaining
construction work. It says that much of this work is coming to an end along with software testing for the signaling and train systems. All central section stations apart
from Bond Street are now certified as ready to support
trial running, with Custom House the first to be handed
over to TfL.
The company says it is also engaging in “intensive
construction activity in August and September” to complete the remaining construction work on the tunnels
ahead of the start of trial running.
Following completion of this work in September,
Crossrail will commence testing of the next evolution of
the signaling software, helping to further build operational reliability. Once completed later this year, Crossrail says it will then begin an enabling phase for trial
operation with testing in the tunnels undertaken with an
increased number of trains. This will take place as the
extensive safety case to the Office of Rail and Road to
commence trial running is finalized.
“As work to complete the railway progresses, there
may be an opportunity to review and bring forward the

A new 345 Class train, built by Bombardier Transportation and which
will be the stock used for Crossrail, is shown at the Hayes & Harlington stop, west of central London.
Crossrail photograph

Map of Cork’s light rail alignment.
National Transport Authority
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Transport Infrastructure Ireland (TII) and the National
Transport Authority (NTA) have awarded Jacobs Engineering Ireland a contract to undertake a route option
analysis and develop initial designs for the proposed
€1billon Luas Light Rail Transit (LRT) line from Ballincollig to Mahon Point in Cork.
The scheme will provide a high-capacity, highfrequency public transport link between the eastern and
(Continued on page 13)
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Rheinbahn received authorization to operate the vehicles with passengers in June. Tests with operators have
been taking place since the start of the year. So far seven vehicles have been delivered. However, the plan to
deliver a further nine to enable Rheinbahn to increase
the frequency of U75 service to 7½-minute headways
from October are now on hold along with accelerated
delivery of the remaining 26 LRVs from the €167 million
framework 2015 order.
In a separate incident, tests of the vehicle found that
the vehicle’s automatic step, which is able to adjust to
the varying platform heights on the Düsseldorf network,
was not performing as expected. Bombardier believes it
is a software error, which it is confident of correcting
quickly once the cause is identified.
The HF6 LRVs were ordered by Rheinbahn as part of
a joint order with Köln (Cologne) Public Transport (KVB)
which ordered 20 sets. The Rheinbahn vehicles are replacing GT8SU trams and were initially due to be delivered in 2017-2020. They were assembled at Bombardier’s Bautzen plant in eastern Germany with trucks
coming from the company’s Siegen facility.
Rheinbahn is currently tendering for the delivery of 91
LRVs in cooperation with Duisburg Transport Company
(DVG), which will receive 18 vehicles. The contract includes options for 42 vehicles for Rheinbahn and two
for DVG. The new vehicles will replace the Rheinbahn’s
fleet of Stadtbahn-B fleet delivered between 1985 and
1993, which operate on all U-lines apart from the
Wehrhahn Line. (International Railway Journal, August 17)

Commuter and Transit News
(Continued from page 12)

western suburbs of Cork and will serve a large number
of significant destinations, including Ballincollig, the proposed Cork Science and Innovation Park (CSIP), Cork
Institute of Technology (CIT), Cork University Hospital
(CUH), University College Cork (UCC), Cork City Centre, Kent station/Cork North Docklands, Cork South
Docklands, and Mahon.
The project is a key element in the Cork Metropolitan
Area Transport Strategy (CMATS) 2040, published by
NTA earlier this year. It is also a long-term objective in
the Cork Metropolitan Area under a number of local authority statutory development plans.
Both Project Ireland 2040 and the National Development Plan (NDP) 2018-2027 make commitments to progressing the scheme to support the ambitious growth
projections for Cork city.
Approximately 25 stations will be required along the
route, which will have an estimated total journey time of
47 minutes. These stations will serve a catchment area
of all existing and proposed key adjoining development
areas and provide an interchange with InterCity and
suburban rail services at Kent station plus proposed
BusConnects services.
A total of 27 LRVs will be required to provide the initial
five-minute frequency, which will offer an hourly capacity
of 4,600 passengers per direction.
The light rail scheme is planned for delivery in the latter part of CMATS. However, the plan says the line
should be delivered earlier if it becomes apparent that
the appropriate development densities are being
achieved sooner than anticipated. The LRT line will be
preceded by a high-frequency bus service between Mahon and Ballincollig.
“When the NTA met with the elected members of Cork
City Council recently, it was clear to us that there was
overwhelming support for the measures contained in
the Transport Strategy,” says NTA chief executive, Ms.
Anne Graham. “It was also clear to us that if the strategy is to remain a credible document in the eyes of people in Cork, it is essential that progress is made on the
delivery of the key elements, sooner rather than later.
That is why today’s announcement is significant, and
we believe that it is a clear signal that implementation of Rheinbahn’s Bombardier Flexity.
Rheinbahn photograph
the Strategy is now underway.” (International Railway
Journal, August 14)
Bombardier Transportation has delivered the first two
Rheinbahn, which operates light rail service in the of 20 Flexity tram-trains which Karlsruhe area operator
Düsseldorf metropolitan area, has stopped accepting Albtal-Verkehrs-Gesellschaft (AVG) ordered in Decemnew Flexity HF6 LRVs from Bombardier until further ber, 2018. The €87 million order was the second option
notice following the discovery of manufacturing defects. that AVG had exercised within a framework agreement
The problems were identified during welding of the signed in 2009 covering the supply of up to 75 vehicles,
underframes of the high-floor vehicles. Bombardier has with an initial firm order for 30 being followed in 2016 by
appointed an independent technical supervisory authori- an order for 12 more.
ty to provide a second opinion of the steel samples,
“Since the new vehicles differ only slightly in technical
which will determine the safety and longevity of the ve- terms from the proven trams already in service, I expect
hicles. The results of this process will decide if any the authorization process to be completed quickly,” said
(Continued on page 14)
modifications to the vehicles are required.
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the offers from two other bidders and also the budget of
480 million złoty, of which 355 million złoty is to come
from EU sources.
Construction is expected to take just over two years.
(Metro Report International, August 21)

(Continued from page 13)

Dirk Wunderlich, the supplier’s Head of Business Unit
for German Cities, when the tram arrived from Bombardier Transportation’s Wien factory on August 7.
The 37-meter-long LRVs have a capacity of 244 passengers, including 93 seated, and up to three can be
coupled together to increase capacity at peak times.
(Metro Report International, August 7)

Artist’s impression of new Končar LRV for Liepāja.
Metro Report International photograph

Croatian manufacturer Končar Električnih Vozila has
been awarded a €8.8 million firm order to supply a further six trams to Liepāja.
The order signed on August 18 has been placed using
an option on a November, 2018 contract for an initial six
trams.
Work is currently underway to rebuild the depot and
modernize the stops on the port city’s 7.9 kilometer
(four mile) meter-gauge line ahead of the delivery of the
first of the new vehicles later this year.
The initial tram from the second batch is to be delivered by August, 2022.
The two orders have been partly financed by the EU.
Liepāja is planning to purchase a further two vehicles,
but funding has not yet been secured. (Metro Report
International, August 20)

New Bombardier Flexity tram for Karlsruhe’s AVG.
Metro Report International photograph

Tramino S111o 3002 (Solaris, 2015) operating in Olsztyn.
Metro Report International photograph

Kraków-based ZUE SA has been named preferred
bidder for a contract to build an extension of the Olsztyn
tramway.
The six-kilometer (three-mile) double-track extension
would run through the southeastern Pieczewo district to
a four-track terminus at a 50-space park-and-ride site.
The route would include a 270 meter flyover.
ZUE’s 382 million złoty bid was significantly less than

14

The city of Omsk has ordered 24 trams from Uraltransmash for use on its six-route network, with deliveries planned to start within just three weeks.
The 688 million rouble order placed on August 6 includes 20 Type 71-407 trams 15.9 meters long and 39%
low-floor with a capacity of 190 passengers including 28
seated, and four Type 71-412 trams which are 15.8 meters long with a capacity of 178 passengers including 29
seated.
In June Omsk bought 10 second-hand Type 71-619А
trams from Moscow. (Metro Report International, August 11)
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NEW YORK CITY SUBWAY CAR UPDATE
Forty-two more Phase I R-32s were restored on the J
and Z through July 30: 3384-3385, 3404-3405, 34243427, 3430-3431, 3471/3658, 3472-3473, 3586-3587,
3624-3625, 3628/3669, 3650/3767, 3682-3683, 36883689, 3730-3733, 3782-3783, 3806-3807, 3822-3823,
3828-3829, 3872-3873, and 3876-3877 to create a
standing fleet of 134 cars. Two remain held aside for
work service while two others are being withheld for
“other reasons” and will not be restored for passenger
service. As of August 15, there was no further action to
return additional Phase Is to service. These remaining
84 total Phase I R-32s have thus been permanently retired: 3354-3355, 3383/3890, 3406-3407, 3410-3411,
3416-3417, 3428-3429, 3440-3443, 3445-3468, 34463449, 3452-3453, 3476-3477, 3484-3485, 3496-3497,
3518-3519, 3550-3551, 3578-3579, 3606-3607, 3610-

3611, 3618-3619, 3621/3644, 3654-3655, 3660-3661,
3664-3665, 3672-3673, 3698-3699, 3708-3709, 37183719, 3726-3729, 3736-3739, 3770-3771, 3818-3821,
3856-3857, 3864-3865, 3870-3871, 3878-3879, and
3900-3901. All have been withdrawn from service since
at least March 26.
The following additional Jamaica-assigned R-160s
have operated on the A from July 13 through August
16: Alstom R-160A-2s 8678-8682, 8703-8707; Alstom
R-160Bs 8718-8722, 8748-8752, 8773-8777 (Cuomo),
8783-8792, 8803-8812; Siemens R-160Bs 8853-8857,
8873-8877, 8923-8927, 8938-8947; Alstom R-160Bs
9103-9107, 9133-9137, 9148-9152, and 9178-9182
(Cuomo); Alstom R-160A-2s 9213-9217, 9233-9237,
9273-9277, 9288-9292, 9313-9322, 9353-9362, 9373(Continued on page 20)

SOUTHWEST UNITED STATES
by Jack May
(Continued from August, 2020 issue)
(Photographs by the author)

The last segment ended with Clare and I meeting up
at the 44th Street light rail station on Monday afternoon
at about 5 PM. We then proceeded to the Sky Train and
rode to its end (Terminal 3), where we transferred to a
free rental car shuttle bus. The bus ride took a good five
minutes and then we followed signs to Fox Rent-A-Car,
which was the provider we selected, based on its quote
for a 24-hour rental being an amount below $25, less
than half of what the big boys were charging. Our
choice was hardly unique, as there was a very long
queue at their nook, while the Hertzes and Avises had
hardly anybody waiting. Fortunately the line moved
quickly and we soon had the keys to our car, a Kia Soul
Plus.
We then drove from the Airport to the Hampton and
after picking up Sig and Cathy, had a nice dinner at a
Chinese restaurant before retiring for the evening.
Tuesday, April 18
As mentioned in the previous issue, Clare and I
planned to drive south to Tucson today, while Sig and
Cathy would visit relatives in the Phoenix suburb of
Chandler. The two of us also had disparate agendas, as
I would immerse myself in Tucson's new streetcar system, while Clare planned to see an old childhood friend,
a former resident of Highland Park, Illinois with whom
she grew up from kindergarten through high school.
Nan lives in a suburb called Eagle Crest, about 24 miles
north of the center of Tucson. But it turned out that the
retirement village is not on the direct path from Phoenix
(also north of Tucson), as there must be a mountain
between I-10, the freeway that runs between the two
cities, and state highway 77, near where she lives. So it
was a coin toss whether I should drop Clare at Nan's
home and pick her up there later in day, or whether
15

Clare should let me off downtown and then head up to
Eagle Crest. We decided on the latter, as Clare indicated a 4+-hour visit with her friend would be sufficient,
and that would give me about 5½ hours to cover the
streetcar line (the opposite choice would have reversed
those numbers).
The distance between our hotel and the corner of Granada Avenue and Congress Street at the edge of downtown Tucson, an intersection where the city's streetcars
make a 90-degree turn, is 110 miles, over a route almost entirely on the I-10. It took us "only" 1 hour 50
minutes (from 8:10 AM to 10 AM) to get to that intersection which is where Clare deposited me. Why so long,
when the speed limit on the open road varied between
65 and 75 mph? It turned out that traffic in the Phoenix
area was bumper to bumper for a while (outbound; inbound was moving well) and we also made a brief rest
stop. Upon my arrival I was a happy camper, as the sky
was blue, I had plenty of film, and I saw a streetcar approaching in the distance. The temperature was moderate, although by the afternoon it would reach 93 degrees. However I felt quite comfortable, especially in the
shade, as there was virtually no humidity.
I was looking forward to this visit, as I had not yet ridden this new electric traction operation. I had come previously to the city to ride the Old Pueblo Trolley, a onemile-long heritage line whose route through Tucson's
streets was incorporated into its modern replacement.
Unfortunately I had missed out on being able to ride
former Pacific Electric Birney car 332 (see the July,
2020 portion of this report), and instead was carried
aboard the museum's ex-Osaka/Kyoto car, 869. I returned a few years later, this time to ride their Brussels
(Continued on page 16)
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four-wheeler, but it turned out that on that day 869 was
again on the road. But at least one thing had been different — on my first visit the car employed a pantograph
to collect current, while on the second a trolley pole had
taken over. [I have not scanned my slides from those
trips, so I refer you to https://www.nycsubway.org/perl/
show?98020 for a Peter Ehrlich photo of the car.]
The implementation of today's streetcar line resulted
in the track leading into the museum to be disconnected. During the afternoon I walked over there to take a
look, and found the fenced-in facility was shut tight.
However I was able to see and photograph some of the
equipment. Interestingly enough, the track alignment to
the old site is now partly being used to access the modern streetcar's [new] carhouse.
Tucson is Arizona's second largest city, with a population of 530,000, and is home to the University of Arizona, one of several major traffic generators along the
new streetcar line. It was opened on July 25, 2014,
slightly less than three years after public operation of
the Old Pueblo Trolley was shut down. The 3.9-mile, 17stop line is officially called Sun Link, and is operated by
the local bus company, Sun Trans. Its roster consists of
a fleet of eight 70-percent low-floor three-section double-ended articulated cars constructed by United Streetcar (Oregon Iron Works) using technology supplied by
Czech carbuilder, Skoda. Headways are excellent: on
weekdays, service operates every 10 minutes from
about 9 in the morning to 6 in the evening, with 15minute frequencies before and after. Base frequency on
Saturdays is every 15 minutes, and 20-minute headways are operated on Sundays. Running time from end
to end is about 30 minutes.
Sun Link uses a proof-of-payment fare system, with
ticket vending machines located at each stop that issue
a 24-hour SunGO pass for the payment of $4, by credit
card or cash (bills and/or coins, no change is returned).
This is a smart card whose validity begins when it is first
tapped on a reader aboard a streetcar or bus. Sun Tran
also has single ride full fares and senior fares, which
also involve the use of smart cards, but it is difficult for
visitors to obtain them (see http://suntran.com/PDF/
smart%20card/SunGO%20FAQ.pdf).
Single
rides
aboard buses also can be paid by depositing cash into
fareboxes, but streetcars have only electronic validators.
It took me a few minutes to get my pass, as the
screens of both machines at my stop were facing into
the sun, making it difficult to read the instructions. But
once accomplished I took a photo of the next car and
then boarded the one that followed (see http://
www.urbanrail.net/am/tucson/tucson.htm for a map).
The mostly double-track line runs southeast to northwest and has lots of 90-degree turns, as the city has
few, if any, diagonal streets. The southeast terminal at
Congress Street and Avenida del Convento in West
Tucson is located on a clockwise loop, while the end16

point in the northwest, at Helen Street and Warren Avenue just beyond the University's campus, is a singletrack stub. The route is paired on two parallel one-way
streets through downtown, where turnback loops in both
directions are available. It also crosses the Santa Cruz
River (at most times dry), using the new (2012)
Gutierrez Bridge, whose construction was part of the
streetcar project and also provides additional access to
a growing neighborhood through the extension of Cushing Avenue.
Tucson's downtown area seemed quiet, and actually
looked a little depressed, with not too many people on
the street and a dearth of fashionable stores. Nevertheless it is clean and I felt welcome. Southbound cars stop
at the Ronstadt Transit Center, where many of Sun
Trans bus lines converge and some terminate. The
large transfer point has many bays, but is unmanned,
with vending machines selling SunGo cards and passes, and permitting value to be added to existing ones.
The facility is named after singer Linda Ronstadt's ancestors, who first came to the Tucson area when it was
still part of Mexico, prior to the Gadsden Purchase of
1854. Her great grandfather, Friedrich, emigrated from
Germany to Sonora in 1840 and her grandfather
Frederico was a prominent businessman in the city. It is
said his company constructed mule cars for the Tucson
Street Railway in the early 1900s. The transit center is
on the site where her father and uncle sold machinery
and industrial supplies until 1984. (My favorite Ronstadt
recording is Blue Bayou, especially the Spanish version:
https://www.ouvirmusica.com.br/linda-ronstadt/bluebayou-spanish/.)
The university area is much busier, both on and off
campus. I enjoyed riding the line, as there were always
passengers boarding and alighting. I observed that if
none of the passengers aboard a car signals for a stop,
and nobody is waiting on the platform, cars do not stop,
which definitely speeds up the operation. And even
when cars do stop, dwell time is very short, much like
trolley lines of old. I found the rolling stock's dark blue
livery to be attractive, although there is too much advertising plastered on the carbodies. A good number of
cars have different ads on each of their sides, which
because of the loop/stub track layout, allows all the ads
to be seen from all vantage points as the cars make
round trips. Fortunately some of the ads are aesthetically tasteful and some are located only on the equipment's center section.
I first obtained an overview of the line, starting with a
ride to its southern end, where I took a few photos while
my car laid over. I rode back to the city center and continued through the University campus to the line's northern terminal, trying to remember the most interesting
locations for photographs. I then worked my was back
gradually by walking and riding. The photos below are
arranged geographically, following the line from south to
north.
Photographs of the line north of the UP railroad tracks,
through the university's campus, will be shown in next
month’s issue.
(Continued on page 17)
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Two scenes from the rear of the Old Pueblo Trolley facility that fronts on 8th Street. The left view shows a former standard Brussels unit,
one of the cars that had been used to carry passengers over the 1-mile long heritage streetcar line from April 1993 to October, 2011. To the
right of the 1936-built four-wheeler is a deck roofed car, shown closer up in the right photo. Former Lisbon car 524, a Brill-type single-trucker
built in the Carris workshops in 1924 and acquired from Aspen, Colorado, appears to be the major restoration project taken on by the museum's membership. It was retrucked from 900-millimeter gauge to standard, and the body has been rebuilt to resemble Prescott & Mount
Union Railway car 1.

The southwestern end of the Tucson Streetcar consists of a clockwise
loop through a mostly barren neighborhood containing prime real
estate ready for development by a builder who contributed to the
costs of constructing the line. Some of the new structures are shown
in the background. United Streetcar 102 is shown running inbound
on Linda Avenue toward the city center. Note the scrolling electronic
destination sign.

Car 101 heads inbound on the new Luis Gutierrez Bridge that connects the western part of Tucson to the city center. The Santa Cruz
River is usually dry, but a high and solid structure is needed to avoid
the effects of occasional flooding. Note the energy-saving solarpowered lighting, which is positioned to create unique shadows
when the light is right (see http://www.zocalomagazine.com/solarart/).

Two views near the intersection of Granada Avenue, Congress Street, and Broadway Boulevard near the city center. The left photo shows
car 105 turning west to south, from Congress to Granada, while the right one features the rear of sister car 104 running in the opposite
direction along Broadway. The prominently displayed shiny structure is called One South Church; it is not a place of worship, but rather the
address of Tucson's tallest building, which faces Church Avenue.
(Continued on page 18)
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With its pantograph almost pinched, 102 has just dipped under the Union Pacific (former Southern Pacific) tracks that separate the University district from downtown. The southbound car will eventually cross the Santa Cruz River and terminate in West Tucson.
(Continued next issue)

ASSORTED TRAVELS FROM THE FIRST HALF OF 2020
by Jack May
(Photographs by the author)

When we turned the corner into July I realized that I
had only exposed two rolls of film during the entire first
six months of the year 2020. The reasons are obvious,
but at least 72 photos are better than none. Here is the
first of three transmissions, which covers a selection
from winter into spring — the period before the pandemic turned us into virtual prisoners in our own homes.
In January we had an ice storm, and the following
bright sunny morning looked like a crystal wonderland. I
attempted to photograph the gleaming icicles that had
formed on the tree branches along the street, but the
result I produced do not sufficiently illustrate the fairyland sight out our front door and down the street.
Later in the month, I heard that with the delivery of a
sufficient number of new cars, the New York subway
system would no longer need to operate their last R-42
cars and they would be removed from service. Accom-

panying that memo was an announcement and the
Transit Museum would operate one last train of these
almost 50 year-old cars to Far Rockaway in regular service on the A line (see https://new.mta.info/
r42retirement). I did not want to miss that event so I got
up bright and early on February 12 and took a NJ
Transit commuter train to Penn Station, arriving at 9
AM. I quickly walked to the Eighth Avenue subway and
rode a regular A train to Euclid Avenue. I arrived about
45 minutes before the special's official departure time of
10:30, which gave me a chance to talk to a few friends
who were in the crowd (yes, crowd) and also to get
ahead of the final train by riding a regular service train.
The platform was full of transit enthusiasts who wanted
one last ride aboard the R-42s. Most of them were
(Continued on page 19)
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cluded a number of regular subway riders, some with
baby carriages. Unfortunately, we were delayed for
about 12 minutes when the line's bridge across Jamaica
Bay was raised for marine traffic. I saw photographers
at a number of the A train's way stations.
I rode only as far as Penn Station, and then grabbed a
slice of pizza at Rose's on the LIRR level before heading home on NJ Transit. The train's last run was scheduled to leave 207th Street for Euclid Avenue at 1:30
PM, but I suspect it ran a little late. Little did I know that
would also be my last taste of my favorite pizza until . . .
who knows when?
Before we knew we went into lockdown mode prior to
the spread of the coronavirus, we had decided to visit
our older grandson, who was in his freshman year at
Georgetown University. Thus on the last weekend in
February we motored down the Parkway, Turnpike, and
I-95/295 to the nation's capital, where we settled in at
the on-campus hotel that serves Georgetown Hospital.
We had some great tours of the campus and some excellent meals, but too soon it was time to drive back to
New Jersey, where en route I made a couple of railfan
stops.
We drove up Route 295 toward Baltimore and then
took a slight detour before entering the Harbor Tunnel
so I could take another photo.
By the middle of March we were in lockdown mode,
but I still could go outdoors and capture the blossoms
on our magnolia tree.

(Continued from page 18)

strangers to me, and appeared to be youngsters
(probably because of my age) and were quite enthused
and excited. They came in all shapes, colors and sizes- and I hardly recognized any of them from ERA events.
Clearly they have their own sources of transit information and have the ability to exchange photos and
videos at electronic sites provided by today's world of
advanced technology and communications.
I stationed myself on the inbound side of the Aqueduct-North Conduit Avenue station and waited for the
special to come by so I could get a photo. It was a sunny, hazy day, and I was a bit worried that an inbound
train might be stopped in the station blocking my view. It
turned out to be a close call, but it did allow me to get a
photo of the two passing each other. I then continued
on the next regular train to Far Rockaway, where the
special was laying over prior to its planned return run to
Manhattan at 11:30.
Thus on my return I was able to get my last ride
aboard a train of R42s. There were a number of subway
enthusiasts in my car, including the former head of the
transit system, Andy Byford, who had already announced his resignation from MTA New York City Transit. In any case, he was quite accessible and gave his
autograph to a number of the folks aboard. The train left
a little late with a standing load aboard, which also in-

Aqueduct-North Conduit station on the A line. The inbound train to the right of the R-42s in the left view is made up of R-46 cars.

R-42s laying over at Far Rockaway.

Last R-42 interior view taken with my phone.
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A brief interlude along the route of the D.C. Streetcar resulted in these two photos. Sunday service seemed to be reasonably frequent, with
cars running every 15 minutes (much better than every 25 on the Newark City Subway). And it appeared that patronage of the line was
quite good, as I noticed a number of passengers aboard every car I saw. The fleet is made up of six cars: 101-103 from Inekon; and 201-203
from United Streetcar. As it turned out all three of the cars on the line were Inekons, but I was only able to photograph 101. The left photo
is at the line's eastern terminal, Oklahoma Avenue and Benning Road, while the one at right is at 15th and H Streets, NW. Benning Road,
Maryland Avenue and Bladensburg Road also intersect at this location, creating some long traffic light cycles.

A train of 7000-series Washington Metro cars is shown along Benning Road at 34th Street, about a three quarters of a mile east of the
streetcar line's terminal at Oklahoma Avenue. Combined Blue and
Orange Line track rises through a subway portal after StadiumArmory station and curves onto an elevated alignment parallel to
Benning Road. The Blue Line then turns off to Minnesota Avenue
while the Orange sinks through another portal to run further eastward under Benning Road. Kawasaki built a total of 728 of these
units, but their deployment was far from smooth. First two years
late, and then soon after their 2015 debut, the cars were taken out
of service briefly because they would lose contact with the third rail
on steep grades. Later complaints arose about their excess noise and
vibration and finally the electric wiring on the cars were defective
and had to be replaced. They currently number about half of
WMATA's fleet, and it seems the kinks have been ironed out.

An ABB-built MTA light rail train approaches the Patapsco Avenue
station. This stop is also a major bus interchange and has a Park-andRide lot. Baltimore's 53-car fleet is among the widest in North America, at 9.5 feet, and was built in two batches, in 1992 and 1997.

(Continued from page 15)

9377, 9383-9387, 9393-9397, 9428-9432, 9463-9467,
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(Continued next issue)

9583-9587, 9618-9622, 9648-9657, 9693-9697, 97039707, 9748-9752, and 9773-9777; Kawasaki R-160Bs
9883-9887, 9913-9917, and 9923-9932.

ERA BULLETIN — OCTOBER, 2020

The
Bulletin

Electric Railroaders’ Association, Incorporated
Vol. 63, No. 10
The Bulletin
Published by the
Electric Railroaders’
Association, Inc.
P. O. Box 3323
Grand Central Station
New York, NY 10163
For general inquiries,
or Bulletin submissions,
contact us at
https://erausa. org/
contact
Editorial Staff:
Jeff Erlitz
Editor-in-Chief
Ron Yee
Tri-State News and
Commuter Rail Editor
Alexander Ivanoff
North American and
World News Editor
David Ross
Production Manager

Copyright © 2020 ERA

This Month’s
Cover Photo:

R-1 170 (American Car and
Foundry, 1930) is on the
head end of a BMT 4th
Avenue Local service and
has just arrived at its terminal station, Queensboro
Plaza, c. 1948.
Unknown photographer

In This Issue:
Canarsie Line
Rehabilitation
Update…Page 2

October, 2020

SUBWAY TRAIN DERAILS—
VANDALISM THE APPARENT CAUSE
A northbound A train derailed on Sunday
morning, September 20, after a maniacal,
laughing vandal tossed metal clamps onto
the tracks, police sources said. The uptown
train was about 50 feet into the 14th Street
station in the West Village when it ran into
the metal tie plates, also known as D plates,
at 8:14 AM. Three passengers suffered minor
injuries. One refused medical attention, another was treated at the scene, and the third
was taken to Bellevue Hospital for further
treatment, officials said.
The incident train, the 7:35½ A from
Lefferts Boulevard to 207th Street, was composed of R-46s (N) 6062-6063-60656064+6142-6143-6145-6144 (S).
The plates are normally used to secure
rails to the roadbed. Police sources said the
ones thrown onto the tracks had been left
behind by NYC Transit work crews.
The alleged saboteur, Demetrius Harvard,
30, of the Bronx, tossed them onto the
tracks, but a bystander leapt onto the roadbed to clear the debris before the train pulled
in, a police source said. Harvard — who has
an extensive criminal history — was undeterred. He threw more clamps just as the A
train roared into the station, the source said.
Commuters saw the suspect laughing at the
disaster he unleashed, sources said. Good
Samaritans held him at the station until cops
took him into custody.
Police brought Harvard to NYPD Transit
District headquarters at the Canal Street
ACE station for questioning. He was later
charged with reckless endangerment, criminal mischief, assault, and criminal trespassing, police said. Police and Metropolitan
Transportation Authority investigators recovered a rail plate believed to have derailed the
1

train in the tunnel just south of the 14th
Street station, according to an internal incident report obtained by the Daily News.
The brazen act caused one of New York
City’s most catastrophic train derailments in
years. The train’s first two wheel sets were
thrown from the tracks and the front car
slammed into four structural pillars, causing
its metal siding to peel back like a can of anchovies and its front three door panels to be
damaged.
“Hundreds of feet” of electrified third rail
was damaged or destroyed, said Frank Jezycki, Acting Senior Vice president of Subways at NYC Transit. Around 200 feet of
tracks and ties also sustained heavy damage, transit sources said.
Transit workers have been told in the past
not to leave construction materials near
tracks or in reach of straphangers, police
sources said. But MTA Chief Safety Officer
Pat Warren asserted the agency’s employees were not to blame for the derailment,
which caused extensive train delays across
five different subway lines. “We’ve ruled out
that this was any malfunction of our equipment or any inappropriate action of our
crews,” Warren said at a press conference
that day. Transit officials said the rail plates
that appeared to derail the train were stored
in a secure, nonpublic area. The Transit Authority also stores the plates in subway tunnels, officials said.
First responders evacuated about 135 people from the train, who were all able to exit
onto the station platform, police said.
The derailment tripped a breaker that cut
the power on the uptown express tracks between Canal and 34th Streets, stranding another train in the tunnel just south of Penn
(Continued on page 2)
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Transit crews had to wait for police to complete an
hours-long investigation of the crime scene before beginning extensive repair work on the tracks that was
slated to last through the night. Jezycki, the NYC Transit
subway chief, said he hoped to restore full service on
the A line by Monday morning’s rush hour.
Crews had to use a diesel locomotive to tow the derailed subway train to a maintenance yard for repairs
and further inspection. Workers also had to replace the
large stretch of damaged and destroyed third rail and
track components as well as make repairs to structural
pillars.
“This was an all-hands on deck emergency with transit
workers from multiple divisions responding to assist riders and then begin repairing the extensive damage,”
said Transport Workers Union Local 100 President Tony
Utano. “It’s a stark reminder that the MTA can’t cut its
frontline workers even if the federal government fails to
provide funding in a COVID relief package.”
Subway derailments are rare — and few cause as
much damage as this one. (New York Daily News,
September 20)

Subway Train Derails
(Continued from page 1)

Station with about 125 people on board, transit officials
said. Those riders were removed by a rescue train that
was dispatched onto an adjacent local track. Transit
crews set up a metal emergency bridge plank so the
stuck riders could move onto the working train.
Harvard is not suspected of any previous derailments
but has a litany of arrests both in and outside the subway system, according to police sources. Counterterror
units in the NYPD conducted an investigation but do not
believe the act was linked to any type of protest or terrorism, sources said.
Service on the A and C lines was suspended in both
directions south of 14th Street, and uptown service was
knocked out from Canal Street to 59th Street-Columbus
Circle. Rerouted trains also caused headaches for
DEF train riders throughout Sunday morning and into
the afternoon.
By 3:30 PM, A trains were running on local tracks in
both directions in Manhattan with “extremely limited service” and were bypassing the 14th Street station, said
MTA spokesman Aaron Donovan. Service on the C line

R-46 6062 (Pullman-Standard, 1975) was the lead motor of the A
train that derailed at 14th Street on the IND Eighth Avenue Line.
Marc A. Hermann/MTA New York City Transit photograph

Closeup of the damage on R-46 6062 at 14th Street on the IND Eighth
Avenue Line. Track, third rail, and four columns were also damaged.
Marc A. Hermann/MTA New York City Transit photograph

CANARSIE LINE REHABILITATION UPDATE — SUBSTANTIAL
COMPLETION OF WORK AT 1ST AVENUE L STATION
by Subutay Musluoglu
(Photographs by the author, August 7, 2020)

Speaking for myself, the last several months have
been difficult to be a railfan. Regular readers of the Bulletin will know that for the last couple of years I have
been closely monitoring the progress on several ongoing capital projects in the NYC Subway system, with a
focus on two in particular — the reconstruction of the
Grand Central subway station complex and the Canarsie Line Rehabilitation Project. Both of these projects

were scheduled to wrap up this year, and I was looking
forward to seeing them through to completion. However,
as we all know too well, 2020 has so far been a year
unlike any other in our lifetimes.
For various reasons, I was not able to get out and
document the work being done at Grand Central and at
various locations along the 14th Street-Canarsie Line as
(Continued on page 3)
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ary, 2020 (8th Avenue-bound platform), the focus shifted to rehabilitating the original 1924 entrances at First
Avenue and the completion of two new elevators.
A major milestone was achieved on April 26, with the
substantial completion of the rehabilitation of the 14th
Street Tube under the East River, addressing the severe damage wrought by Superstorm Sandy in 2012. In
May, the First Avenue entrance to the Brooklyn-bound
platform reopened, followed by the reopening of the
First Avenue entrance to the Eighth Avenue-bound platform on June 6.
The elevators to each platform opened on August 6.
All that remains now is the completion of punch list
items, mostly involving station finishes. A decades-long
effort to effectively double the passenger capacity of the
1st Avenue Station has now been realized.

(Continued from page 2)

much as I would have liked. I did manage a couple of
trips here and there in February and early March, but
then the coronavirus pandemic lockdown began.
Over the last two months I have ventured out on to the
system more frequently, revisiting some familiar sites as
well as a few new ones. In the coming issues I hope to
share more of my travels. In the meantime, here is the
latest from the 1st Avenue L station.
Substantial completion was achieved in the last few
months on the expansion of this station, a key component of the overall Canarsie Line Rehabilitation Project.
Following the opening of new entrances at Avenue A in
November, 2019 (Brooklyn-bound platform) and Febru-

Old meets new: A Dual Contracts-era Squire Vickers mosaic tile band
from 1924 matched up with a 2020 recreation on the Canarsie-bound
platform of the 1st Avenue L station.

Also on the Canarsie-bound platform, disembarking passengers are
now greeted by this creative modification to the 1924 exit directional
mosaic tile, replacing the original flight with an arrow point, indicating that you can now also exit to the east at Avenue A. Similar modifications were observed to the directional tiling on both platforms.
Was this specified in the construction contract, or an initiative on the
part of the tile layer? While the work is not seamless, it is certainly
accurate and better than the alternative, which could have been
wholesale destruction, an action that would not have been unthinkable in the recent past.

The reopened entrance stair on the northeast corner of First Avenue
and E. 14th Street. Additional finish work remains to the station
name totem and the railing base. Note that the entrance enclosure
railing is similar in style to recent installations carried out under the
Enhanced Stations Initiative.

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

View of the fare control line at the reopened First Avenue entrance
to the 8th Avenue-bound platform.

View of the newly opened elevator at Avenue A to the 8th Avenuebound platform, adjacent to one of the two new stairs there. The
canopy of the new elevator to the Canarsie-bound platform is visible
in the left background.

NEW YORK CITY SUBWAY CAR UPDATE
Back in March, six of the Livonia-based single unit R62As assigned to the S 42nd Street Shuttle were marshaled at 207th Street Yard, where they were transformed into a single permanently linked 6-car unit, as
such: (N) 1955-1939-1932-1935-1933-1936 (S). This
resulted in the loss of a full-width cab on one end of car
1935 as well as the removal of intervening controller
handles and Master Door Control panels, with operational functions all being consolidated into the full cabs
at the very end of “motors” 1955 and 1936. The unit is
intended for future assignment to the reconfigured Shuttle, which will enable two 6-car trains to be operated on
Tracks 1 and 4, whose platforms at both Times Square
and Grand Central are being lengthened accordingly.
Though Track 1 was reopened for service on August 10
after almost a complete year of related construction,
Track 4 was closed at the same time, while
(unchanged) Track 3 remains in operation with its nominal, lone train consist of four cars, as has been the case
for many decades. While another set of six cars has
been earmarked for future configuration to assignment
on the rebuilt 42nd Street Shuttle, its formation had not
as yet begun in September and its component cars remained in waiting.
The following additional Jamaica-assigned R-160s
have operated on the A from August 20 through September 17: Alstom R-160Bs 8713-8717, 8728-8737,
8743-8747, 8758-8762, 8838-8842 (Cuomo); Siemens
R-160Bs 8868-8872, 8933-8937, 8973-8977, 8983-

8987; Alstom R-160A-2s 9238-9242, 9253-9257, 92639267, 9283-9287, 9298-9302, 9323-9327, 9468-9472,
9633-9637, 9718-9722, 9758-9767, 9778-9782, 97989802; Kawasaki R-160Bs 9808-9812, 9828-9832, 98589862, 9868-9872, 9893-9902, and 9908-9912. Since
early August, Kawasaki R-160Bs 9923-9927 and 99339937 have been kept together as a test train at Coney
Island Yard as CBTC was in the process of installation
along the Culver end of the F train.
After having been transferred to East New York Yard
earlier in the week, starting on Wednesday, September
23, the first trains of R-179s returned to service on the
J/Z lines, beginning a new period of in-service testing.
The first three trains included cars 3050-3053, 30583061, 3082-3085, 3110-3113, 3126-3129, and 31423145. There are supposed to be eight trains included in
this latest testing period. With this reintroduction to service, the R-32s will, once again, be removed from regular revenue service.
All re-acceptance will proceed through East New York
Yard for the 188 4-car links. Re-acceptance program for
the 207th Street Yard-based (C) contingent and for the
5-car links for Pitkin Yard have not yet been finalized. As
of September 25, all cars 3146-3237 were still with the
status of Long Term Hold/SMS, "Until Further Notice."
The other 56 R179s from East New York Yard were
shown as "Held" as well but they are being readied for
retesting.
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TRANSIT, COMMUTER RAIL & PASSENGER RAILROAD NEWS
by Jeff Erlitz and Ron Yee
ramps leading to the J/Z platform elevators. Platforms
were modified to reduce gaps between platform edges
and trains. The Chambers complex also now features a
new pedestrian bridge across the J/Z tracks within the
station in order to provide more seamless access to
both platforms. The original fare control area was reconfigured to ensure that turnstiles are at wheelchairfriendly height and replete with powered gates.
To accommodate the ramps, new stairs, the pedestrian bridge, the new elevators, and their electrical components, parts of the mezzanine and existing station facilities have been reconfigured or removed entirely. The
more than century-old complex now also features
brighter, more energy-efficient LED lighting and fresh
paint.
Completion of architectural finishes and station facilities will be ongoing in the area adjacent to the newly
installed elevators through the end of 2020. Additional
station repairs and enhancements, including major water mitigation work and infrastructure improvements to
platforms, floors, and columns, are being planned for
the Chambers Street J/Z station in the future. (MTA
press release, September 2)

New York Governor Andrew M. Cuomo issued an executive order directing the MTA to develop a plan to bolster mask compliance across public transportation system's subways, buses and railroads.
In response to this directive, the MTA announced riders who refuse to wear a mask on public transit will be
subject to a $50 fine. This new measure, effective Monday, September 14, follows Governor Cuomo's Executive Order 202.18 issued on April 17 requiring all customers and employees to wear a face covering while
riding on public transit.
MTA surveys show more than 90 percent of customers
are using masks on subways, buses, the Long Island
Rail Road, and Metro-North. The $50 fine is the latest
measure to drive mask compliance even higher. Mask
compliance will be enforced by MTAPD, NYPD, and
Bridge and Tunnel Officers as all rules and regulations
are. MTA frontline employees are not responsible for
enforcement.
The MTA has launched an aggressive public awareness campaign, "Operation Respect," as part of a multilayered strategy to encourage riders to wear a face covering while on public transit. The agency has made
available 4 million masks from the State of New York
and City of New York available for free at station booths,
across NYC Transit, Long Island Rail Road, and MetroNorth. Hundreds of volunteers with the MTA's "Mask
Force" are distributing these masks to riders systemwide.
The MTA has also deployed vending machines at NYC
Transit subway, Long Island Rail Road, and Metro-North
stations allowing customers to buy COVID-19 personal
protective equipment (PPE). The machines, part of a
pilot program, offer reusable face masks, gloves, hand
sanitizer, and sanitizing wipes. Additionally, the MTA has
installed free surgical mask dispensers inside 360 buses across 15 routes to help further protect customers
while on board. (MTA press release, September 10)

Looking east at the Merillon Avenue station on August 30 with a
new temporary platform over the third track under construction. C-3
5010 (Kawasaki Rail Car, 9/1999) is seen here leading Train #6505
from Oyster Bay to Jamaica with DE-30AC 423 (EMD, 11/1999, s/n
956623-8, ex 507) pushing from behind. The locomotive on this train
happens to be the one unit that was rebuilt from a dual-mode to a
straight diesel several years ago.
Jeff Erlitz photograph

The installation of new elevators at the Chambers
Street J/Z subway station has been completed and
the station is now fully accessible for passengers with
disabilities. The work began almost exactly two years
ago and was completed on time and on budget. In addition to installing a pair of platform elevators that will give
passengers access to the 105-year-old complex from
the mezzanine to both J/Z platforms, workers also
installed three new ramps in the station's mezzanine
area and several aesthetic improvements.
The project will enable passengers with disabilities to
access the Chambers Street mezzanine from the street
level elevator in the Brooklyn Bridge/City Hall 456
station and also adds an additional pair of accessible

A second, temporary platform has been constructed
over the newly installed (and unfinished) third track at
the Merillon Avenue station on the LIRR’s Main Line.
Though expected as part of the construction phasing on
this project, this writer was surprised to see this construction activity so soon after the installation of the third
track, literally only six days later. The new temporary
(Continued on page 6)
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(RFP) for a landscape architecture or engineering design firm to advance Flushing Bay promenade improvements as part of the proposed AirTrain LGA project and
$8 billion LaGuardia Airport redevelopment plan.
The authority plans to build AirTrain LGA to provide
millions of air travelers a reliable, 30-minute trip from
midtown Manhattan to the airport, with connection
through a new Willets Point station. PANYNJ’s preferred
alternative calls for building two airport stations and
connecting the AirTrain to Long Island Rail Road and
NYC Transit lines.
As part of the project’s federal environmental review,
PANYNJ has committed to providing additional mitigation measures to the promenade area based on public
comments to a draft environmental impact report and a
community outreach program. The firm chosen through
the RFP will help the authority develop a plan to improve the promenade. (Progressive Railroading, September 8)

(Continued from page 5)

platform will be the same six-car length that the existing
temporary platform to the west is. This will enable access to the permanent platform as soon as said platform is available for passenger use, probably by late
September.
On Tuesday, September 8, at a live press conference
held on the upper mezzanine of Jamaica Station, President Philip Eng introduced the latest version of the railroad’s popular application TrainTime. There were two
notable improvements with this latest iteration. The level
of passenger crowding in each car of a train is now
shown on the diesel-hauled ones. Previously, this information was available only on M-7 and M-9-equipped
trains.
The other software improvement is the ability to predict future passenger crowding, by car, based on realtime information from the previous seven days of actual
data. This will enable passengers to select less crowded trains if they have flexible travel options.
Over the weekend of September 12-13, crews began
the installation of a new Nassau 3 Interlocking, between
the Mineola and Carle Place stations. Located roughly
4,000 feet closer to the Mineola station than the current
Nassau 3, the switches for this interlocking are being
installed with the help of a gantry crane that was
brought onto the right-of-way a few weeks before the
work started.
On this same weekend, the railroad took advantage of
no service between Floral Park and Hicksville to use a
track laying machine on Track 2 (normally eastbound
track) to install concrete ties. The work was performed
between School Street on the Westbury/New Cassel
border and Divide 1 Interlocking, about 1½ miles west
of the Hicksville station. Additionally, work was performed at the location of the new Elmont station, between the Queens Village and Bellerose stations.

The Port Authority Transit Corporation (PATCO) reopened four closed rail stations and added more frequent
train service to New Jersey on September 14.
PATCO opened the Ashland, Westmont, City Hall, and
12/13th & Locust Street stations, which temporarily
closed March 28 as part of the agency’s COVID-19 response.
The agency will also increase weekday train service to
offer trains every five to 10 minutes during rush hours.
Weekend departures increase with trains running every
20 minutes on Saturdays and 30 minutes on Sundays.
(Progressive Railroading, September 10)
The Washington Metropolitan Area Transit Authority
(WMATA) and Cubic Transportation Systems (CTS)
have enabled the agency’s SmarTrip AFC (automated
fare collection) system on the iPhone and Apple Watch,
giving transit riders a contactless way to pay for their
journeys on trains and buses in Washington, D.C., Maryland, and Virginia. In addition, Cubic and WMATA have
launched a SmarTrip app, the first mobile app for the
region.
“With SmarTrip on the iPhone and Apple Watch, riders
can add their SmarTrip card to Apple Wallet and easily
use their iPhone and Apple Watch to ‘tap and ride’ at
gates and fareboxes at Metro and nine regional transit
partners,” the agency said. “SmarTrip on iPhone and
Apple Watch offers the ability to instantly view balances
and top-up stored value with Apple Pay through Apple
Wallet, eliminating physical contact and standing in line
at ticket vending machines.”
The SmarTrip app features a fully integrated user interface that provides the ability to manage a SmarTrip
card on the iPhone and Apple Watch, plan and manage
trips, view arrivals and save frequent destinations and
stops, through a Trip Tools feature. The SmarTrip app
supports SmartBenefits and Senior SmarTrip card users

Rendering of the proposed AirTrain LGA's east station at LaGuardia
Airport.
Port Authority of New York & New Jersey rendering

The Port Authority of New York & New Jersey
(PANYNJ) recently issued a request for proposals

(Continued on page 7)
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weekend trains as ridership ticked up.
The amended schedule allowed for more frequent service during peak hours, with four-car train sets to allow
social distancing. Three-car train sets will run during offpeak times.
The new schedule marked the third incremental adjustment to Tri-Rail service since the agency first reduced its service in March due to the COVID-19 pandemic.
Meanwhile, Tri-Rail is gearing up to reinstate fares
starting October 1. Fares were suspended on March 28.
(Progressive Railroading, September 14)

(Continued from page 6)

and allows for flexible payment options including credit/
debit cards, account cash and Apple Pay. (Railway
Age, September 1)
The Washington Metropolitan Area Transit Authority
(WMATA) reopened the Vienna and Dunn Loring rail
stations following a summer-long closure to rebuild and
modernize the stations.
All 91 WMATA stations are now open for the first time
since the agency implemented station closures as part
of its pandemic response in March.
The reopening also marks the end of summer station
The FTA awarded GCRTA $15 million to replace the
closures to reconstruct aging platforms at four Orange agency’s aging rail-car fleet.
Line stations in Virginia.
GCRTA plans to purchase 34 new heavy-rail vehicles
WMATA crews installed slip-resistant tiles on the plat- to serve the Red Line and make associated infrastrucforms and in the mezzanine areas, stainless steel plat- ture upgrades to the agency’s rail maintenance facility,
form shelters, additional passenger information display equipment and stations to accommodate the new units.
screens, LED lighting throughout the stations, and imThe existing rail cars have reached the end of their
proved speakers for clearer public announcements and useful life due to corrosion and obsolete parts from exemergency notifications. (Progressive Railroading, cessive age, resulting in maintenance costs that are
September 10)
twice that of a newer fleet, GCRTA officials said in a
The Washington Post is reporting that one Metro press release. (Progressive Railroading, September
board member, David Horner, has had it with the contin- 11)
uing problems at the agency, and said that Metro should
be shut down until the toxicity and safety issues are resolved, and that local, state and federal officials should
work with the Board to restructure Metro’s leadership.
Paul J. Wiedenfeld, Metro’s General Manager, did just
that in March, 2016 after a series of electric cable problems created concerns about passenger safety. The
system was shut down for 24 hours. In addition, there
have been other safety problems that caused the federal government to threaten to shut down the system for a
period of time.
Horner said “We should not overlook the fact that the
problems of the ROCC are derived in part from how [the
agency] is organized, meaning the region’s work on
governance is not finished. The fact that many of the
problems identified in the report have persisted for a
decade suggests to me that management and the New Siemens “Venture” coach for Illinois DOT’s state-supported
Board actually don’t possess the tools needed to ad- Amtrak service, “Amtrak Midwest.”
Art Peterson/Railway Age photograph
dress fundamental problems in a timely manner.”
To make the situation more challenging, Metro, like
The Illinois Department of Transportation (IDOT) has
nearly all public transit agencies, is facing a serious begun taking delivery of 88 new Siemens “Venture” sinbudget shortfall. Metro has received hundreds of mil- gle-level passenger cars. According to WSP USA Senlions of dollars to keep the system running since the ior Engineering Manager Art Peterson, the first four arpandemic hit, but these funds will be exhausted by the rived in Chicago in mid-August, and four more are en
end of 2020, leading planners to forecast a $212 million route.
shortfall, which raises the specter of possible service
The Siemens/IDOT contract dates to November, 2017,
reductions and employee layoffs in 2021.
when Caltrans and IDOT amended a $317 million conHorner said that he is working on a plan to restructure tract for new passenger cars, replacing Nippon Sharyo
Metro’s leadership in concert with all of the jurisdictions with Siemens, which partnered with Sumitomo Corporathat contribute to Metro’s operation. (Railway Track & tion of America to fulfill a delayed multi-state order. The
Structures, September 11)
revised contract involved 137 single-level passenger
railcars — 49 for Caltrans and 88 for IDOT. Under the
The South Florida Regional Transportation Authority original terms of the deal, Sumitomo had subcontracted
(SFRTA) on September 16 increased the Tri-Rail com(Continued on page 8)
muter-rail service to include 35 weekday trains and 18
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Streetcar Authority (KCSA) officials said in a press release.
The remaining funding for this project will come local
sources, including $5 million from Port KC.
The Riverfront Extension project is being built by a
partnership between the KCATA, KCSA, Port KC, and
Kansas City. Construction is slated to begin next year.
The extension is scheduled to open in 2024.
(Progressive Railroading, September 11)

Transit, Commuter Rail & Passenger Railroad News
(Continued from page 7)

construction of bi-level cars to Nippon Sharyo of Japan.
The revised pact substituted Siemens as a subcontractor, changed specifications to single-level cars, and accelerated delivery from five years to 24-34 months.
The IDOT contract with Nippon Sharyo dated to 2012
and was financed by $551 million in federal funds. But
the order was jeopardized in 2015 when a prototype car
failed to pass a mandatory crash safety test. In August,
2017, IDOT announced that Siemens would replace
Nippon Sharyo as subcontractor, and that it was changing specifications from bi-level to single-level cars. Nippon Sharyo was building the cars in Rochelle, Illinois.
The U.S. operations of Sumitomo are a unit of Japan’s
Sumitomo Group.
The Venture cars are being built at Siemens’ manufacturing hub in Sacramento. Siemens is also building SC44 Charger passenger locomotives in Sacramento as
part of a similar multi-state order that includes Illinois,
as well as similar ALC-42 Chargers for Amtrak longdistance services.
The new cars will be used on Midwest Coalition service trains represented by IDOT; and on Pacific
Surfliner, San Joaquin, and Capitol Corridor trains in
California. (Railway Age, August 31)

Sound Transit is seeking public input on proposed
changes to rail service in 2021, as well as feedback on
how service changes related to the COVID-19 pandemic have affected riders.
Sound Transit is planning for what service should look
like beyond March, 2021. Considerations include where
services are most needed, where demand might increase, and which passengers depend most on services, Sound Transit officials said in a press release.
The agency also is looking at the Northgate Link lightrail extension opening in fall 2021 and considering how
to reroute some services to connect with the extension’s
three new stations in north Seattle.
Sound Transit invited the public to comment on the
plan by phone or email through September 25, or by
participating in a virtual public hearing.
The agency responded to reduced ridership due to the
pandemic by reducing service on its Link light rail and
Sounder commuter trains earlier this year. In response
to increases in ridership, Sound Transit planned to add
rail service starting September 19 until March, 2021.
Meanwhile, Sound Transit announced that civil construction on the Lynnwood Link Extension is 15 percent
compete. The project will extend light-rail service from
Northgate to Snohomish County by 2024. (Progressive
Railroading, September 10)
TriMet has concluded the Steel Bridge MAX Improvements Project following 28 days of round-the-clock
work, amounting to 672 hours of demolition, construction, and testing.
The top deck of the Steel Bridge reopened on August
30 at about 3 AM to MAX, bus, and auto traffic. This
marked the end of TriMet’s biggest light rail revitalization effort in 34 years and represents an important accomplishment in continuing to keep MAX service reliable.
Crews spent the previous four weeks rebuilding the
light-rail system across the Steel Bridge from the
ground up, chiseling away at concrete, replacing thousands of feet of old rail, and installing a new and improved signal system. With the new rail and signal
equipment in place, the agency says it has strengthened a stretch of light rail, less than half a mile long,
that is among the most important and dynamic in the
60-mile system.
Despite its age, the Steel Bridge typically carries more
than 600 MAX trains a day across its upper deck. And,

Rendering of the Kansas City Streetcar Riverfront Extension.
Kansas City Streetcar Authority rendering

The Federal Transit Administration (FTA) announced it
has awarded the Kansas City Area Transportation Authority (KCATA) and the Greater Cleveland Regional
Transit Authority (GCRTA) Better Utilizing Investments
to Leverage Development (BUILD) grants totaling a
combined $29.2 million to advance rail projects.
The FTA awarded KCATA a $14.2 million grant to fund
the Kansas City Streetcar’s Riverfront Extension. The
project will extend the existing downtown streetcar line
about a half mile from 3rd Street and Grand Boulevard
to the base of Grand Avenue Bridge on the Berkley
Riverfront in Kansas City, Missouri.
FTA’s BUILD grant represents 70 percent of the $22.2
million project, and allows it to advance through the design phase and complete construction, Kansas City

(Continued on page 9)
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On August 29, the project’s final day, TriMet says it ran
a train through the area to test every single possible
move a train could make. This allowed the team to double check all the new equipment to make sure it is working as intended.
With no vehicles able to go over the Steel Bridge during the project, shuttle buses moved riders across the
Willamette River, using the Broadway and Burnside
bridges.
Nearly 200 support staff, mainly TriMet volunteer ride
guides, were at MAX stations and shuttle bus stops to
assist riders throughout the four-week disruption. TriMet
staff dedicated more than 3,800 hours, answering questions, helping riders make connections and promoting
physical distancing. They were deployed with face
masks and hand sanitizer for those who needed them
and informed riders of TriMet’s precautions due to the
COVID-19 pandemic. With the pandemic posing a new
challenge to an improvement project such as this, concrete decals and signs were placed at transfer points
reminding customers to spread out for safety.
Over the past five years, on-time performance of MAX
trains has improved from 75 percent in November, 2015
to around 90 percent today.
MAX passengers will continue to see more improvements in the coming years as TriMet works to rejuvenate the light-rail system to keep trains moving and on
schedule. This fall, crews will be back at it, making improvements to the end of the MAX Blue Line in Gresham. This will fully complete the second phase of the
Gresham MAX Improvements project, which was started last year. (Mass Transit, September 2)

(Continued from page 8)

as a critical connection and crossing point for trains on
all MAX lines, its health and resiliency has a ripple effect throughout the entire light rail system.
Installing new and more durable rail, lift joints, and
locks, as well as replacing switches, switch machines,
and signal equipment, means fewer issues that could
slow or disrupt MAX service. Improvements to the rail
and track bed itself will also mean a smoother ride.

On September 8, Metrolink reinstated two Ventura
County Line trains as vehicle traffic in the San Fernando
Valley and Ventura County returned to pre-pandemic
levels.
Ventura County Line Trains #101 and #110 were restored to serve stations connecting Los Angeles to
Glendale, Burbank, Northridge, Van Nuys, Chatsworth,
Simi Valley, and Moorpark.
The eastbound service provides the first morning connection from Los Angeles to Ventura County since the
pandemic forced temporary service reductions in
March, Metrolink officials said in a press release.
In the first week of September, the California Air Resources Board issued a Tier 4 Verification Certificate for
Metrolink’s 37 new diesel locomotives after emissions
verification testing.
The certification confirms Metrolink’s locomotives continue to meet the U.S. Environmental Protection Agency’s Tier 4 standard for diesel engines — the most stringent emission-reduction designation for engines, Metrolink officials said in a press release.
The Tier 4 certificate is a requirement to receive previously awarded grant funding from South Coast Air Quality Management District (SCAQMD) for Metrolink’s 40
new locomotives, which cost $280 million. The final
three locomotives will be placed into service this fall.

SD660 319+325 (Siemens, 2003) are seen coming over the Steel
Bridge on June 23, 2017 while operating on a MAX Blue Line trip to
Hillsboro. Paralleling it is an LF-40, 3124 (Gillig, 2013), heading out to
Marquam Hill on Route 8.
Jeff Erlitz photograph

Some of the improvements were made for the safety
of TriMet employees, including the maintenance-of-way
team who inspect rail and make repairs during normal
service hours. The cabinets that house signal equipment were turned to make it easier for the maintenance
teams to access them.

(Continued on page 10)
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On its most recent journey, a Crosstown LRV went all
the way from the Mt. Dennis station through the tunnel
to the Caledonia station and back. That is about 0.81
miles each way and marks the furthest east a train has
traveled along the Crosstown route so far.
The Eglinton Crosstown LRT will open in 2022 as Line
5/Eglinton and will be operated by the Toronto Transit
Commission. The C$8.4 billion (US$6.43 billion) project
will serve 25 stops and stations along an 11.8-mile line.
(Mass Transit, September 3)

Transit, Commuter Rail & Passenger Railroad News
(Continued from page 9)

(Progressive Railroading, September 8)

Rendering of Pie-IX station after refurbishment work.
STM rendering

The Societe de transport de Montreal (STM) on October 13 will begin refurbishment and universal accessibility work at the Pie-IX metro station of the Green Line.
The CA$81 million project will include the installation
Hydrogen-powered Alstom Coradia iLint on test for Austrian Federal
of four elevators, entrance expansions, refurbishment of Railways (ÖBB).
mechanical rooms, construction of a new staircase, im- International Railway Journal photograph
proved lighting, and additional signage.
The work will be completed in November, 2023.
Austrian Federal Railways (ÖBB) launched a hydroOn September 22, STM was to hold a virtual public gen train into passenger service for the first time on
information session to share project details.
September 11 as it embarks on a 10-week trial with an
During the project, STM will work with the Montreal Alstom Coradia iLint two-car multiple unit.
government as the principal contractor for municipal
The trials will take place on the Aspang and Thermen
infrastructure work and refurbishment on Pierre-De railways from Vienna Neustadt to Aspang and Hartberg
Coubertin Avenue outside the station, STM officials said respectively, and on the Vienna Neustadt-Puchberg am
in a press release. (Progressive Railroading, Septem- Schneeberg-Gutenstein line. The full tests started on
ber 10)
September 12 and will run until November 26 with six
trips set to operate on Mondays and Thursdays, 10 on
Fridays, and 12 on Saturdays.
Following tests of the vehicles on relatively flat terrain
in the Netherlands and northern Germany, ÖBB says
iLint will be put through its paces in the more challenging alpine routes in Lower Austria.
A mobile hydrogen filling station has been constructed
at ÖBB’s facility in Wiener Neustadt, enabling the railway to trial the complete hydrogen infrastructure required to operate the trains.
ÖBB says it is aiming to become carbon-neutral by
2050. In addition to electrification, the railway says it is
exploring the potential of hydrogen and batteries as alternative traction solutions on around 808 miles of lines
in Austria currently served by diesel trains. ÖBB tested
a prototype Siemens Desiro ML battery-electric Cityjet
Eco multiple unit in passenger service in lower Austria
in September, 2019.
Crews stand in one of the new Flexity Freedom cars, 6208
(Bombardier Transportation, 2019), at the Keelesdale station as part
As well as Alstom, ÖBB is supported in the project by
of recent testing.
Climate and Energy Fund, and Verbund, which certifies
Metrolinx photograph
the hydrogen used during the trial run as green. It is
Light rail vehicles (LRVs) have traveled along Metro- also assisted by Shift2Rail, Austrian Institute of Technol(Continued on page 11)
linx’s Eglinton Crosstown route.
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Locomotive Plant (NEVZ) to operate on 1,520-millimeter
gauge.
The new fleet is intended to allow UTY to haul heavier
trains and more efficiently manage routes on steep gradients.
TMH has manufactured 1,067 3ES5K locomotives as
of August, including two locomotives previously purchased by UTY in 2018. The locomotives are also operated on Russia’s Eastern Siberian and Far Eastern Railways and on the Odessa Railway in Ukraine. (Railway
Gazette International, August 31)

(Continued from page 10)

ogy (AIT), and Hydrogen Centre Austria (HyCentA).
(International Railway Journal, September 11)

The first Bombardier Flexity Classic for Duisburg was shown to the
public on September 7.
Metro Report International photograph

Uzbekistan Railways Class 3ES5K electric locomotive 1004.

The first of 47 Flexity Classic trams being supplied to Transmashholding photograph
Duisburger Verkehrsgesellschaft (DVG) by Bombardier
In other news from Uzbekistan, electrification of the
Transportation has been delivered to DVG’s Grunewald
206-mile railway ring in the Ferghana Valley was officialdepot for testing ahead of entry into revenue service.
Ordered in December, 2017 at a cost of €135 million, ly completed on August 30, when electric service was
the trams are all due to be delivered by mid-2023. Fol- inaugurated on the 63-mile Namangan-Andijon section.
The ring runs from Pap through Namangan, Andijon,
lowing testing and commissioning, the pre-series vehicle is expected to start carrying passengers in summer, Marg‘ilon, and Qo‘qon back to Pap.
“The times of diesel locomotives have ended,” said
2021, after which delivery of the series-built cars will
Khusniddin Khosilov, Chief Executive of national railway
begin.
Being assembled at Bombardier’s Bautzen plant, the UTY, adding that electrification offered significant ecothree-section bi-directional cars are 112 feet long and nomic and ecological benefits. It has also enabled
7½ feet wide, with capacity for 200 people. They are speeds to be raised, with it now being possible to travel
70% low-floor, with five double-leaf doors per side and a around the complete ring in 2 hours 20 minutes.
The first section of the ring to be electrified under the
single door to the cab. The air-conditioned vehicles are
equipped with energy-saving LED technology and a US$202 million program supposed by the Asian Develpassenger information system, as well as a collision opment Bank was the 115-mile Pap-Qo‘qon-Andijon
warning device. (Metro Report International, Septem- southwestern segment, which was energized in 2016.
The 28-mile northwestern section from Pap to Namanber 8)
gan followed on August 31, 2019.
UTY began operating modernized ER9E electric multiUzbekistan Railways (UTY) has received delivery of
ple-units
between Andijon and Qo‘qon in March, 2020.
five 3ES5K 25,000-volt 50 Hertz a.c. electric freight loThe electrification project required various infrastruccomotives from Russian manufacturer Transmashholding (TMH). The three-section locomotives can operate ture works, including a new bridge over the Great Ferat a design speed of 68 mph and come equipped with gana Canal which was designed by Boshtransloyikha
and built by UTY subsidiaries Andijon Mechanical Plant
regenerative braking.
The locomotives are from an order placed in May and and Trest Kuprikkurilish. (Railway Gazette Internationwere manufactured at TMH’s Novocherkassk Electric al, September 2)
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NYCTS PROTOTYPES FOR POST-WORLD WAR II NEW CARS
by Henry Raudenbush
As World War II came to an end, the staff of the Board
of Transportation (BoT) began to consider what might
be design features for a new fleet of rapid transit cars to
be ordered for the New York City Transit System.
BACKGROUND
The B of T staff had developed the design for cars
built in 1930 under Contract R-1 for the City-owned Independent system (IND). These represented a good
basic design for that period, which served well and additional cars of this type were ordered throughout the
1930s on Contracts R-4, R-6, R-7 and R-9 to a total of
1,703 cars.
A few years earlier, the City had purchased the systems of the Interborough Rapid Transit Company (IRT)
and the Brooklyn-Manhattan Transit Corporation (BMT).
Each of these had some ideas of their own about car
design. The IRT had not bought any new cars from
1925 until 1938, when 50 “World’s Fair” Steinway cars
were acquired for the Corona-Flushing Line which
would serve the 1939 Fair. Because purchase of the
IRT by the City was in the final stages of negotiation,
the B of T staff played a part in developing the specification for these cars. The BMT had been involved in a
very progressive program to develop lightweight articulated units, to modernize the old wood-car elevated
lines and culminating in the six PCC-based “Bluebird”
cars, delivered in 1939-40. In the rest of the industry,
there had been very few orders for new rapid transit
cars, but many PCC streetcars had been purchased by
systems all over the USA.
New developments in the technical systems such as
propulsion, braking, couplers, etc. would most likely be
offered by the specialized suppliers of such things, but
the interior appointments were an area for which the B
of T could work on the details. In order for the Board to
visualize these details, and present them to the City
administration, it would be desirable to mock them up.
While a full-size wood mockup had been used for the
1938 IRT cars, it was decided to put the proposed features into existing R-1 to R-9 cars.
So far as is known, there were five mockup cars, of
four types. One car, of an unknown number, was modified only in about 1/3 of the car, with a variety of proposed features. Two cars, 484 and 744, had bullseye–
type lensed lights. One car, 103, had a low ceiling with
“Axiflo” type fans. Car 1575, which had been damaged
in an accident, had a completely new welded carbody
and interior appointments essentially identical to the
production version of the R-10 cars.
WORK IN PROGRESS –
CAR OF UNKNOWN NUMBER
Recently pictures came to light of what was probably
the first of these mockups, but there is no record of the
individual car number. Assuming that it had not been
changed, the end door visible in the pictures indicates
that this was an R-1 or R-4 car, with a one-piece window in that door; R-6 and later had a two-piece. The
12

pictures indicate that the proposed features were
mocked up in one section of the car, between the first
two doorways. At the extreme right edge of the pictures,
there is a vertical row of rivets in the side wall, which
confirms that this is a real car. Several different changes
can be noted. Because the other mockup car types still
exist but this one does not, a more detailed description
is needed.
Ceiling and roof vents: The most notable change is in
the ceiling. The R-1 to R-9 had the traditional arrangement of a clerestory roof with vent panels similar to
deck sash. The ceiling in this section is similar to that in
the “ogee” type roof, as in the IRT 1938 cars, the BMT
67-foot cars 2000-2399, and the BMT Multi-Section
cars. This foreshadowed the arrangement in the 1575
and the R-10, R-12 and R-14.
Four different arrangements of stanchions, horizontal
grab rails, and seat end rails are shown. These are all
of aluminum, with streamlined fittings where they attach
to the ceiling. The seat end rails appear to be attached
to a square post next to the door, as on 1575 and R-10.
Horizontal grab rails replaced hand “straps,” this was
not adopted for 1575 and R-10, but such bars of a different style were used in R-12/14/15.
Destination signs were placed above the windows,
instead of in a window space.
Two window sash arrangements were tried, replacing
the two glass panels of R-1 to R-9. On the right side in
the picture, the windows are of two glass panels and a
metal panel below. On the left side, each window is a
large single glass panel.
Traditional paddle fans were replaced by pairs of small
bracket fans with guards.
A strip of fluorescent lights on each side replaced the
traditional bare bulbs.
The seat arrangement is much the same as on R-1 to
R-9,(which was a miniature of the “Manhattan” seating
plan of most “L” cars), but some of the seats are on legs
rather than on enclosed seat boxes. The backs of the
cross seats are lower than on R-1 to R-9.
This car looks more like a mockup than a car which
might be placed into revenue service, and no information has come to light that it was so used, nor anything as to what finally happened to this car, although
there has been a recollection of a fluorescent-light car,
not the 1575, in service.
CARS 484 AND 744
The ERPCC had done considerable research into improved lighting. Their final recommendation was the use
of fixtures with glass lenses arranged to focus light on
passengers reading, but to provide a less glaring general lighting. These two cars were equipped with that
kind of lighting. In addition, the upper half of the interior
walls were painted in a light yellow-green more attractive that the old dark olive green.
In my opinion, from the passenger’s standpoint, this
(Continued on page 13)
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was the most pleasant lighting on any subway car. As
you looked around the car, there was none of the glare,
as with bare bulbs or fluorescents, but if you wanted to
read, all the light you needed was focused on your
newspaper or book. Car 484 was used on the lines I
regularly used (IND E and F services), and when I
saw it in the train, I would dash to get a spot in that car!
For NYCTS, the disadvantage was that instead of 22
bare bulbs, or long-lived fluorescents, these cars had 44
bulbs, each accessible only by using a screwdriver to
open the lens. The labor cost of re-lamping would be
higher, and it was decided not to go that way. Car 744
was eventually returned to the original bare bulbs, but
484 remains in service today as part of NYCT’s vintage
fleet.
CAR 1575
This car was an R-7A, which was damaged in a collision with the end of a tunnel. It was decided to rebuild
this car with an R-10 carbody from the floor up. This
was done by ACF, which had the contract for the R-10s,
and it would most likely have been agreed as an add-on
to that contract. From the floor up, it is essentially identical to the R-10s, but the underfloor equipment and
trucks are of the R-7A design. As a result, this car,
which has AMUE brake equipment, cannot be operated
in a train with look-alike R-10s, which have SMEE
brakes; it can only operate with R-1 to R-9 cars. This

car has the R-10 type ogee roof, the small bracket fans,
one-pane windows which drop down on the outside,
fluorescent lights. and streamlined hand straps. It has
remained in service in the vintage car fleet.
R-10, R-12, AND R-14
The 300 cars in the R-10 order had the same interior
appointments as 1575, but a new generation of trucks,
propulsion, and braking systems. The IRT-size R-12s
are very much the same, except that they had longitudinal grab bars instead of hand straps. For years after
they went into service, NYCTS received complaint letters from passengers of short stature. A new flood of
such letters followed years later when these cars were
moved from the Flushing line to the IRT main lines, and
this led to the addition of small handholds attached to
the bars.
CAR 103
Westinghouse introduced a new ventilation system,
with axial-flow fans of about the same size as traditional
paddle fans, set in a flat suspended ceiling, and blowing
through a circular distributing grille. The trade name
was “Axiflo,” and fans of this type were retrofitted or
built in to PCC and rapid transit cars in several other
cities. This car, an R-1, was rebuilt with this fan and ceiling arrangement. This car may have been modified after
the design and building of the R-10 cars; Axiflo fans first
appeared on new NYCTS cars in the R-15s and other
orders until air-conditioning became standard. No other
changes were made in this car, which has also remained in service in the vintage fleet.

[Interior of Subway Car], n.d., 2004.20.11.107, Lundin Collection;
New York Transit Museum.

[Interior of Subway Car], n.d., 2004.20.11.107, Lundin Collection;
New York Transit Museum.

NYCTS Prototypes for Post-World War II New Cars
(Continued from page 12)

(Continued on page 14)
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(Continued from page 13)

[Interior of IRT R15-Type Subway Car #5965], ca. 1950s, 2004.20.11.109,
Lundin Collection; New York Transit Museum.

[Interior of Subway Car #8015, BMT Brighton Line, Coney Island
Yard, Brooklyn, NY], 1949, 2004.20.11.110, Lundin Collection; New
York Transit Museum.

[Interior of BMT D-Type Subway Car, BMT Sea Beach Line, Brooklyn,
NY], ca. 1940s, 2004.20.11.116, Lundin Collection; New York Transit
Museum.
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SOUTHWEST UNITED STATES
by Jack May
(Continued from September, 2020 issue)
(Photographs by the author)

Tuesday, April 18 (Continued)
Here are some views at the northern end of the Sun
Link streetcar line. After the penultimate station at Cherry Avenue, the double track becomes single and the line
turns northward from 2nd Street onto Warren Avenue. It
then runs through an underpass to avoid a grade crossing with Speedway Avenue, a major arterial road. And
finally it turns east onto Helen Avenue, where it stubends at the station of the same name. The end of track
(and wire) is about 100 feet east of the platform, and
lacks a bumper block.
Clare and I had decided to meet at the same corner at
3:30. She arrived 5 minutes early, but I was already
waiting. It took 2 hours 20 minutes to get back to the
rental car return area at Sky Harbor, which included
stops for soft drinks and for just under $24 worth of gas
(10.375 gallons). Thus the entire cost for the 24-hour
use of the Kia came in at just under $50. But now, the
rest of the story.
We used my new Android to call Sig and Cathy after
alighting from our return ride aboard the Sky Train and
they picked us up at the 44th Street light rail station,
exactly where they dropped Clare off on the previous
day. But as soon as we got to the hotel Clare realized
she no longer had her cellphone, and we soon came to
the conclusion that it probably was left in the car. As a
result we drove back to the rental car office in the Volvo

and scurried over to the desk where we had dropped off
the keys. We told the attendant our story and he then
went looking for the auto, but could not find it. After
some more time spent checking the computer he discovered that the car had been rented again, about a
half hour after we returned it — talk about fast turnaround time! So all we could do is leave our names and
my cellphone number with Fox, and hope for the best.
We kept calling Clare's number for the next few days —
but all we got was her recorded message. We eventually became reconciled that Clare's AT&T phone [pay as
you go/10 cents per minute] was gone, along with the
funds still in the account. However, six days later, out of
the blue, Fox called me and said the car had been returned and the cellphone was now in their hands. If we
would give them a credit card number for charging the
shipping costs, they would UPS it back to our home
address. And it actually was delivered about two days
after we arrived back at home, no worse for wear, clearly having not been used, and even had its electric
charge intact.
By the time we had gone through all of the timeconsuming rigamarole trying to find the phone that
evening, it had become quite late, so we went back to
the nearby Ruby Tuesday for dinner and then retired.
Except for the excitement after we got back to Phoenix,
it was an excellent day.

Lots to describe on this photo of car 104 operating southward on 4th
Avenue at 8th Street. The double track in the foreground, which
becomes single at the left edge, connects the Sun Link line to its
carbarn and shop at 8th Street and 5th Avenue, near Tucson's
Amtrak station. It passes the headquarters of the Old Pueblo Trolley,
but there is no longer a connecting track into the museum's facility. In the days of OPT operation, the single track at left turned in the
opposite direction. Tucson's landmark Tiki Head prominently guards
the patio of The Hut nightclub. The 25-ton sculpture originally decorated a tunnel at the Magic Carpet miniature golf course. When that
establishment closed, the community raised $20,000 to saw off the
decorative head and have it moved to its current location.

New York in Tucson? Second Street traverses a portion of the campus of the University of Arizona, an institute of higher learning favored by many New Yorkers. This scene might demonstrate how
such students can overcome a feeling of homesickness for the Big
Apple. Streetcar 107, decorated with an ad for the Brooklyn Pizza
Company, is shown passing the Oy Vey Cafe in front of the university's Hillel Foundation. Knishes and kugel, anyone? Or a thin-crust
slice to go?
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Car 104 turning east onto Helen Avenue just short of the end of the
line. It is probably redundant to mention that the university's sports
teams are known as the Wildcats.

Above and below: The single-track Warren Avenue underpass, with
southbound streetcars starting their trek through the University's
campus and heading for the city center. The upper photo shows car
107 descending toward the mouth of the tunnel, about to glide by a
pedestrian crossing between the stairway from the street surface on
the right to a sidewalk on the left. A barrier in the center of Speedway Avenue prevents pedestrians and motor traffic from crossing
that thoroughfare. The lower photo of car 104 shows that those
having to get to the other side of Speedway Avenue are separated
from the track by a very high fence inside the underpass, and that
the sidewalk then rises to cross over the track.

Like the previous photo, this view was taken from Second Street
parking garage. Car 101 operates westward on a street that is home
to several fraternity and sorority houses.

(Continued next issue)
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ASSORTED TRAVELS FROM THE FIRST HALF OF 2020
by Jack May
(Continued from September, 2020 issue)
(Photographs by the author, except where noted)

Cabin fever, increasing as the lockdown/quarantine
dragged on, had started to rear its ugly head. We finally
decided that the greatest risk in going out was being
close to others, especially those not wearing masks.
Even though many of the days this spring were sunny,
the fact that rail services were running at reduced frequencies, as per notices in the press, took away some
of the impetus to get out my camera and go somewhere.
NJ Transit's light rail lines began running a modified
Sunday schedule in late March/early April, but that
made little difference in service levels on the River Line
between Trenton and Camden. While normal frequencies were every 15 minutes in rush hours, the base
headway of 30 minutes continued to be operated 7
days per week. Of course I had photographically covered almost every inch of the line since its opening in
2004, but most of my slides had never been digitized. I
could have spent my time during this period doing that
tedious work, but being out linesiding would be much
more fun. And I felt there would be little risk of infection,
as few were riding and most of the rail line operates
through areas that are hardly crowded.
Here are some facts and figures about the River Line,
with some details taken from Al Fazio's epic volume,
River Line — Southern New Jersey's Interurban
Railway. And interurban railway it is, as despite not be
operated electrically, it reflects many interurban features, and more importantly, feels like an interurban
when riding.
It runs for 34 miles from the Pennsylvania Railroad
station (now Amtrak) in Trenton to Camden, over a
route that can be partly characterized as a portion
(south of Bordentown) of the original Camden & Amboy
Railroad (1832-3), New Jersey's first railroad. It eventually fell into the hands of the Pennsy, which ran both
passenger and freight service over the line into my lifetime. But the rise of the auto and the decline of the railroad industry resulted in local passenger service being
discontinued in 1963,* two years after the demise of the
inter-city varnish Nelly Bly between New York and Atlantic City that ran over those tracks. There is still active
freight service on the line, with track sharing (temporal
separation) between NJ Transit and Conrail Shared Assets (which uses the joint portion of the line during the
midnight hours).
*The final service was a single round-trip provided by a
Pennsy doodlebug, which I had the fortune of riding. Earlier
there were also locomotive-hauled trains, with some service
turning off the line in Pennsauken onto the Delair Bridge,
and then running under PRR catenary to 30th Street Station
in Philadelphia.
The River Line opened on March 14, 2004, with 21
17

stations served by a fleet of 20 model "GTW" DMU cars
built by Stadler. Since they are not FRA compliant (for
FRA defined buff strength/crash worthiness), a waiver is
in place to permit operation over tracks that also see
railroad freight trains, albeit not in the same timeframe.
I decided to spend my time on the northern end of the
line as I find it to be the more interesting and it is a
shorter drive, so I went out on an early June day whose
weather was predicted to be sunny. It was for a while,
but not after 12 noon. Having enjoyed myself without
the fear of being infected by COVID-19, I repeated that
a few days later: on a Sunday — as NJ Transit's plan
for social distancing on the line called for two-car trains
on weekdays, but with only one needed for Sundays. As
it happened I saw hardly anyone in the areas where I
was photographing (except for a long line of masked
people at the door of the L & M Bakery in Riverside).
I have split the results of my sojourn into two parts;
this one covers the portion of the line closest to Trenton.
There was little new for me to see, but nevertheless, a
couple of surprises. The locations for the first three photos are within the city limits of Trenton, New Jersey's
capital city. This report is not meant to be a comprehensive article about the River Line, and so just contains
short descriptions of the areas I visited surrounding the
photos.
Having taken photos throughout the length and
breadth of the line since its opening, these pictures
could be described as gratuitous, and so I did not think
it was necessary to go to every town. Thus I skipped
the next portion of the line through Bordentown and
Fieldsboro. Bordentown is where the original Camden
and Amboy joins the line's right-of-way, and since the
sad day that the area surrounding Crosswicks Creek
was fenced in, it is hard to get a good photographs
there (although in the afternoon some good views
would be available if a photographer wanted to risk accessing private property). Through Fieldsboro (no stop
there) the line runs adjacent to the Delaware River, but
it is hemmed in, so photography there is a little tricky
(although in the past I have wandered along the right-of
-way to photograph the DMUs with the river in the background). An unrealized goal has been to photograph the
line from a boat on the river during the late afternoon.
My next stops were in the town of Florence, which
contains the village of Roebling, named for the steel mill
founded by John Roebling, who built the Brooklyn
Bridge in 1883. That factory supplied the steel for many
other spans, including the Golden Gate, and provided
the elevator cables for the Empire State Building. There
is a Roebling stop, but I drove further south to the main
Florence station.
(Continued on page 18)
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Towne Centre stop located in the midst of a commercial
area that has seen better days, but could now be coming back. The photos on page 19 show the line running
on single track between opposing lanes of traffic (and
parking) along Broad Street. The sight of passenger
trains through here has existed from time immemorial,
dating back to Camden & Amboy days.

(Continued from page 17)

I continued further south, to the city of Burlington,
which is one of the largest river settlements between
Trenton and Camden, albeit with a population just short
of 10,000. There are also two stations here, with the

Leaving the line's northern terminal at Trenton's main railroad station, the line twists and turns a bit, ending up running southward alongside Canal Boulevard, an arterial also labeled State Highway 129. There are two stations on that stretch, Hamilton Avenue and Cass Street,
serving a mixed residential-commercial neighborhood that also contains the New Jersey State Prison and the city's sports arena. The left
photo was taken at the Hamilton Avenue station. Directly to the right of it is a view at the Cass Street grade crossing, taken from the pedestrian access ramp leading to of that stop's northbound platform. This was my first view of one of two wrapped DMUs. The one shown is
advertising Virtua, the largest chain of hospitals and health care services in South Jersey.

Two long blocks after the Cass Street station, where Route 129 ends
at a freeway interchange and joins I-195 and I-295, Trenton's built-up
area gives way to the Duck Island Nature Preserve, where the
Stadler DMU cars can really show their speed. With virtually no
grade crossings, this is 65 mph territory.

Trains on this mainly single-track line are scheduled to pass near the
Florence station. With the camera pointed northward, the third
(west side) track is used by Conrail to connect with some sidings
that serve various plants, as well as the 2-mile long Florence Industrial Track that runs into the main part of town adjacent to the Delaware River.
(Continued on page 19)

SUBDIVISION “A” CAR ASSIGNMENTS
The following is different from the assignment that appeared in the June, 2020 Bulletin:
LINE

7

AM RUSH

418 R-188 (no change)

18

PM RUSH

396 R-188
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(Continued from page 18)

Speaking of industrial track, the Haines Campus stands out as a good customer of Conrail, with some 800 acres containing 11 box warehouse buildings serving a number of major corporations. The cross street that accesses the Florence station, is named John Galt Way. Yes,
the owners named it after Ayn Rand's protagonist in Atlas Shrugged. Both these photos look southward from John Galt Way, previously just
"Florence Access Road," as shown in the left view.

About 3/4-mile north of the station a relatively new overpass runs parallel to the New Jersey Turnpike-Pennsylvania Turnpike connection.
This was my first attempt to photograph a light rail train from the Cedar Lane bridge. It is not safe to park on the span or along the ramps
leading to it, so I had to walk a bit to reach this spot. With the camera pointing southward, the other wrapped car passes by. This is singletrack territory for the DMU service and the passenger line's track is sandwiched between Conrail iron. The track at left curves away just
behind the tree to serve a freight customer. Conrail can also use the DMU running track when it operates during the midnight hours.

(Continued on page 20)
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Looking northward, the left photo shows a southbound DMU train gliding down Burlington's East Broad Street at about 20 miles per hour.
Turning the camera 180 degrees, the right view shows a Trenton-bound train passing the handsome First Baptist Church.

Of course during the first 100 years of passenger service, motive
power was steam, with this photo from the internet showing a
Pennsylvania Railroad K4 Pacific hauling standard [railroad of the
world] Tuscan-red passenger cars.
Steven Allen photograph

Working our way southward, the line fans out into double track before crossing the access road of the Burlington-Bristol Bridge at grade. The bridge, which crosses
the Delaware River, and its approach roadway and toll
booths along Keim Boulevard mark the edge of the

city's business district. The South Burlington station,
which is located just past that point, contains a large
park-and-ride lot, which was virtually empty in these
days of the coronavirus.

A northbound DMU approaches the South Burlington station.
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View looking west at the new P6 platform stair to the Driggs Avenue Driggs Avenue mezzanine, view looking northeast at the fare array.
Beyond that is the new diagonal street stair, rising to an intermedimezzanine at the Bedford Avenue station.
ate landing from which are two stairs to each side of the northeast
corner of Driggs Avenue and North 7th Street. An identical fare array
and street stair arrangement is out of view to the right. The top of
the new P6 platform stair is visible at right.

The new stair on the southeast corner of Driggs Avenue and North
7th Street, oriented south along Driggs Avenue. Note the vertical
digital information display, the stair enclosure, and railing are all in a
style similar to what has been installed at stations rehabilitated under the Enhanced Station Initiative.
(C
a 5)

View looking northeast at the corner of Driggs Avenue and North
7th Street, with the new stair on the left, and the reconstructed 1924
stair on the right. Note that the stair enclosure ends have yet to be
fitted with the station name sign and additional digital displays.
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View of the new street stair and elevator on the east sidewalk of
Bedford Avenue just north of the corner of North 7th Street.

A head-on view looking north at the new
elevator on the east sidewalk of Bedford
Avenue at the corner of North 7th Street.

On the mezzanine level of the Bedford Avenue station, looking at
the elevator landing. The new street stair up to Bedford Avenue is to
the left of the elevator and out of view to the right is the reconstructed stair up to North 7th Street. Modern replicas of the Squire
Vickers mosaic tile band were installed on all new walls throughout
both the Bedford Avenue and Driggs Avenue mezzanines. The match
lines between the 1924 originals and the 2020 replicas can be clearly
seen.

View looking east at the expanded Bedford Avenue mezzanine, with
the mezzanine to platform elevator in the center-left, and a short set
of steps down to the two platform stairs, with one immediately
visible to the right and the second one just visible beyond. This photo was taken from just outside the paid fare zone, as I was leaning
on the railing. This entire expanded mezzanine was excavated and
constructed in a cut and cover operation from the street. Note the
ramp leading down to the elevator that was required to obtain the
nece a head
mf
he ele a
in alla i n.
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On the Canarsie Line platform at the 14th Street-Union Square station, this view is looking east at the bottom landing of the new escalator leading up to the east upper mezzanine adjacent to the IRT
Lexington Avenue Line mezzanine.

On the east upper mezzanine, this is the view of the top landing of
the escalator coming up from the Canarsie Line platform. Just out of
view to the right is the stairway down to the Canarsie Line platform,
which, until the opening of this escalator, was the only direct way to
and from the Canarsie Line platform to this mezzanine. The separation of the two directions of passenger flow enabled by the new
escalator represents a significant improvement for passenger circulation.

TRANSIT, COMMUTER RAIL & PASSENGER RAILROAD NEWS
b Jeff Erlit and Ron Yee
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Train of R-32s on Brooklyn approach to Williamsburg Bridge.
Ron Yee photograph

Train of R-32s northbound between Crescent Street and Cypress
Hills.
Ron Yee photograph

Southbound train of R-32s entering Hewes Street.
Ron Yee photograph

Train of R-32s southbound on Williamsburg Bridge.
Ron Yee photograph
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Southbound train of R-32s leaving Hewes Street.
Ron Yee photograph
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The new three-track bridge carrying the Main Line over School
Street, on the Westbury/New Cassel border, as seen on October 9.
Jeff Erlitz photograph
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Rebuilt track structure prior to the pouring of concrete in the Sutphin
Boulevard station.
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C e A e e, Ne H de Pa k
Ne H de Pa k R ad, Ne H de Pa k

Upgraded Platform B, serving the Long Beach Branch, at Lynbrook
on October 7.
Marc A. Hermann / MTA New York City Transit photograph

Rebuilt shelter on Platform A, serving Montauk (Babylon) Branch
passengers.
Marc A. Hermann / MTA New York City Transit photograph

M-7 7746 (Bombardier Transportation, 9/2006) leads Penn Station-toHicksville Train #1250 over the South 12th Street crossing in New
Hyde Park in this view north on October 23, 2020. This was the last
day of use for this grade crossing.

(C

Rebuilt ticket office and waiting room.
Marc A. Hermann / MTA New York City Transit photograph
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One week later, on October 30, with South 12th Street closed off.
Only the crossing gate mechanisms and flashers have been removed.
Jeff Erlitz photograph
Another view taken on October 23, this one looking east from the
temporary eastbound platform at the New Hyde Park station. Huntington-to-Penn Station Train #1705, with M-7 7621 (Bombardier
Transportation, 3/2006) leading, passes over the South 12th Street
grade crossing. On the far side of the crossing are the new, stillunder-construction, permanent platforms. Note the space provided
on the right for the future third track.
Jeff Erlitz photograph
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View looking east on October 23 at the pedestrian underpass which
is under construction on the south side of the right-of-way, just east
of South 12th Street in New Hyde Park.
Jeff Erlitz photograph
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Rendering of WMATA's next-generation 8000-series rail car.
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The new MetroRail Downtown station. The station also features
parasol structures mounted on columns, offering a striking visual
welcome to downtown and overhead protection for customers as
they wait for, enter or exit the train cars.
CapMetro photograph
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As Metro takes delivery of the next 15 overhauled LRVs at one per
month they will reenter service along the A (Blue), E (Expo) and C
(Green) Lines. The contract, awarded in 2017, calls for 52 cars to
undergo midlife service.
Railway Age photograph

Valley Metro has ordered an additional 14 S700 Siemens light-rail
vehicles.
Siemens Mobility photograph
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Two views of the EMD FP7s used by the Verde Canyon Railroad to pull their passenger trains. A-units 1510 and 1512 were built in 1953 for
the Alaska Railroad. Their color is officially called Teal Green, but most striking on their exterior livery is the depiction of a bald eagle, a
species which passengers are hopeful of spotting as the train travels through the canyon. The left view was taken prior to departure from
Clarkdale, while the right one shows the locomotives running around the train at Perkinsville.

Y ma
a ne f he 10 c ache n
ain. N all f hem had
corrugated sides, as about half the lightweight cars had silver painted smooth sides. The heritage unit was built as a coach-observation
car for the Santa Fe by Budd in 1938. I could not find a roster for the
Verde Canyon, but I suspect most, if not all, passenger cars came
from the AT&SF.

A view from the rear of one of the open air cars.

There are many sharp curves on the railroad. The left photo was taken from our open car about 15 minutes after our departure from Clarkdale. The right view came about a half hour later, with the train already in the canyon. Note the top of the locomotive peeking through the
brush at the left.
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b Jack Ma
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In the left view, a southbound DMU, operating on single track alongside narrow Railroad Avenue, approaches the Beverly-Edgewater Park
station, which contains one platform and one track. In the right photo, the operator of the southbound car is not sure whether the lonely
occupant of the platform is going to board, but it turned out that she waited for the northbound.
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The large (and empty) Park-and-Ride lot south of the station with a
northbound DMU. I am standing in Edgewater Park shooting toward
Beverly.

Billboards for Virtua Health and Amerihealth pass during a two-minute period at Delanco. The companies appear to be competitors, and
what better media in which to advertise than transit? And fortunately the two liveries do not offend my sense of aesthetics to the degree
that many others raise my scorn and disgust.

Pristine version of the two previous photos at Delanco.
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The sun ducked under clouds on each of my attempts to photograph
a DMU crossing Rancocas Creek on the single-tracked span.

Looking south at a northbound River Line DMU just below the Riverside station.

NEW YORK CITY SUBWAY CAR UPDATE
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This Month’s
Cover Photo:

M-9 9009 (Kawasaki Rail
Car, 2019) is leading Train
#1641 from Huntington to
Penn Station and is about to
arrive at the Cold Spring
Harbor station, which is
actually in the hamlet of
West Hills, on June 22,
2020.
Jeff Erlitz photograph
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MTA OUTLINES PROPOSED 2021 BUDGET AND
FOUR-YEAR FINANCIAL PLAN
On November 18, the Metropolitan Transportation Authority (MTA) released its proposed 2021 budget and four-year financial
plan amidst the worst financial crisis in agency history. The plan includes devastating service cuts, a drastic reduction in the agency’s
workforce and a continued pause on the historic $51.5 billion Capital Plan in the absence
of $12 billion in federal aid. The MTA continues to face an unprecedented financial crisis
– eclipsing the Great Depression’s impact on
transit revenue and ridership.
The MTA presented a worst-case 2021
spending plan at its November Board meeting that assumes no additional federal emergency relief. At the same time, the agency is
continuing its aggressive effort to secure $12
billion in federal funding. Should desperately
needed federal relief arrive, the MTA will
make any necessary budget adjustments
during 2021.
The November Plan includes favorable reestimates from the July Plan as fare and toll
revenues are projected to surpass the previous forecast by $319 million and non-labor
expenses are projected to be lower by $295
million in 2020. Savings from vacancies —
attributable to an MTA-wide hiring freeze —
are expected to total $66 million. Debt service expense is forecast to be $31 million
favorable in 2020, with savings through the
remainder of the period covered by the fouryear financial plan, while subsidies are slightly unfavorable through 2022, followed by improvements in 2023 and 2024. This brings
the MTA’s projected deficits to $15.9 billion
through 2024.
The MTA has taken aggressive measures
to cut costs internally, focusing on three key
areas: reducing overtime, consulting contracts and other non-personnel expenses.
1

Agencies have already begun implementing
these savings, which are now projected to
reduce expenses by $259 million in 2020,
$601 million in 2021, $498 million in 2022,
$466 million in 2023 and $461 million in
2024.
In order to close the 2020 deficit caused by
federal inaction, the MTA will have to use its
authority to borrow the maximum of $2.9 billion from the Federal Reserve’s Municipal
Lending Facility (MLF) before the window
closes at the end of 2020. The MTA is taking
additional actions to address the 2020 deficit
by releasing the current 2020 General Reserve of $170 million, applying the $337 million in the OPEB Trust Fund to current OPEB
payments, and retaining Committed to Capital transfers in the operating budget at $187
million for 2020, $181 million for 2021, $120
million for 2022 and $114 million for 2023.
The MTA Board will be asked to vote to
enact a new budget in December.
New McKinsey Analysis and Updated
COVID Impacts
The MTA has again engaged McKinsey to
review the economic realities facing the Authority. McKinsey is updating its projections
and developing two new ridership scenarios.
In the “best case” scenario, the virus is contained through a combination of an effective
vaccine and resistance to the virus due to
previous exposure, eventually reaching a
“new normal” ridership level (90% of prepandemic ridership) in 2024. The “worst
case” scenario assumes a resurgence of the
virus in the New York City area, resulting in
restrictions similar to those experienced earlier this year. From that resurgence, recovery
will be slower and will take longer before
reaching the “new normal” ridership level; by
(Continued on page 6)

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
— DECEMBER,
2020 2000

THE BOARD OF DIRECTORS EXPRESSES ITS DEEPEST
APPRECIATION FOR 45 MEMBER DONATIONS
IN OCTOBER, 2020
AMOUNT

DONOR(S)

$1,000

Jon Graham
Lewis Hitch

$250

Robert Fried

$100 to $249

Hon. Patrick Curran

Jeffrey Mora

Sanders Saltzman

Lawrence De Toma

Juergen Nanders

David Sears

Carl Margolies

John Pesuit

Barbara & Juergen Senst

John Barton

Nicholas DiBari

Martin O’Toole

James Beeler

William Mosher

Anthony Tieuli

Richard Aaron

Lawrence Gault

Matthew Nawn

Donald Spivack

Philip Burton

Nate Gerstein

Olaf Olsen

Morris Stampfer

Paul Copeland

Weldon Greiger

Al Rizzo

Mark Walbrun

Joseph Covey

Pierre Lehmuller

Ronald Salters

William Welk

John Fellin

Joel Mintz

Tom Scheffer

Tony White

Nicholas Finck

Charles Muckley

Jeffrey Sisson

Christopher Zearfoss

$50 to $99

$10 to $49

Norman Terkelson

John Urbanski

Norman Gates

ERA is a 501(c)(3) tax exempt corporation. Your donations are fully tax deductible and can be made either with
your 2021 renewal, or by using our donation form on our website: www.erausa.org/donate. In 2020, the federal
coronavirus relief bill allows you to make tax deductible contributions of up to $300 even for those of you who take
the standard deduction (no itemized deductions needed)! Your donation helps to maintain ERA’s 86-year-long tradition of traction education and entertainment!
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PARIS MÉTRO'S MP14 CLASS BEGINS TO ENTER SERVICE
by Subutay Musluoglu
On October 12, the first MP14 train was placed into
service on Line 14 of the Paris Métro, setting off a cascade of changes to the fleet composition of four of the
five lines that are equipped for operation by rubber-tired
trains (Lines 1, 4, 6, 11 and 14).
Financed by Île-de-France Mobilités, the regional
transportation authority for the Greater Paris region, and
operated by RATP, the introduction of the new car class
comes in advance of the planned December 17 opening
of Line 14's northern extension from Saint-Lazare to
Mairie de Saint-Ouen. The MP14 comes in two versions
- CA for Conduite Automatique (fully driverless operation) and CC for Conduite Conducteur (cab equipped,
staffed with driver). The CC trains will operate in Automatic Train Operation (ATO) mode during peak periods
with a driver onboard the trains, and manually driven
during other times to ensure the drivers maintain their
operating skills.
The MP14 is manufactured by Alstom, which was
awarded a contract in March, 2015 to supply up to 217
trainsets, with a base order for 35 eight-car MP14CA
sets for Line 14. An option for 20 six-car sets for Line 4
was exercised in December, 2016, followed in February,
2018 by an option for 20 five-car MP14CC sets for Line
11. Future options will be exercised to increase Line
14's fleet for the southern extension to Orly Airport, currently under construction and anticipated to open in
2024. The total value of the contract could exceed over
€2 billion.
The consists will be comprised of a mix of driving trailers (DT) and intermediate non-driving motors (M) and
will be arranged as follows: five car sets will be DT-MM-M-DT, while six car sets will have an additional intermediate motor. Eight car sets will include an intermediate non-driving trailer (T), arranged as DT-M-M-T-M-MM-DT. Capacity of a full eight-car consist will be 1,200
total passengers, including 184 seated.
Note that the MP14 class designation has no relation
to the trains' assignment to Line 14. Paris Métro rolling
stock classes are designated with the prefix MF for
"Matériel Fer" which signifies steel-wheeled stock, or
MP for "Matériel Pneumatique" for rubber-tired stock.
The number designation represents the year when the
class is budgeted/ordered, which in this case was 2014.
The MP14 on Line 14 is merely a coincidence.
First opened in 1998, Line 14 is the newest line in the
Paris Métro and its inauguration introduced several
technical advances, most notably for being the world's
first subway line to be fully automated without an operator on board the trains. Peak period headways can be
as low as 85 seconds! Another significant change was
that Line 14's platforms are 120 meters (394 feet) in
length, longer than the typical Métro platform and with
the arrival of the MP14, eight-car sets will be in use on

the Métro for the first time ever. Line 14 is currently 5.3
miles in length with nine stations, and the northern extension opening this month will add 3.6 miles and four
stations. Line 14 is one of the Métro's busier lines, with
an average ridership of over 500,000 on a typical weekday. This is certain to grow when the extension opens,
with the added benefit of relieving overcrowding on Line
13.
The success of automated, driverless operation on
Line 14 led to studying the feasibility of installing a similar system on a legacy line, and to that end, work began
on the conversion of Line 1, originally opened in 1900,
to be the second driverless line in Paris. The project
was completed in 2012 and has operated successfully
since. Work is now underway on a similar conversion of
Line 4, to be completed in 2022.
As more MP14 trains arrive and enter service, they
will displace Line 14's current fleet of MP89CA and
MP05 trains, cascading them to Line 4. Along with the
arrival of dedicated MP14s, Line 4 will end up with a
mixed fleet of three classes, unique for the Métro in the
current age, where typically each line has a dedicated
fleet of a single car class. This will in turn trigger a cascade of the current fleet of MP89CC six-car sets (which
had previously served on Line 1) to Line 6, resulting in
the retirement of the MP73 class. Note that the
MP89CC sets will be shortened by one intermediate
motor car for service on Line 6; presumably some of
them will be saved as spares.
Like the other non-driverless lines in Paris, Line 6 is
equipped with ATO and trains are staffed with an
onboard operator. Though there are no plans to convert
Line 6 to driverless operation at this time, it should be
noted that the MP89CC's programmable acceleration
and braking characteristics will be modified to replicate
the performance of the MP73 class, which has been
favorable for minimal stress on the structural elements
on the mostly elevated Line 6, a significant length of
which has been in service for 114 years.
Meanwhile, Line 11's MP14 trains will be longer by
one car over the current four-car MP59 sets, which are
currently the oldest serving cars on the Paris Métro and
will be retired. Line 11 is currently being extended from
its current terminal at Mairie de Lilas east to Rosnysous-Bois, which is scheduled to open in 2023.
Line 1 will not see any changes to its fleet of MP05
trains. The next new cars to arrive in Paris will be the
MF19 class for several of the Métro's steel rail lines.
Sources: Railway Gazette International October 13 web
post, Alstom October 12 press release, and Île-de-France
Mobilités and RATP websites, with additional research conducted by Subutay Musluoglu and confirmed with Julian Pepinster, RATP.
(Continued on page 4)

3

NEW YORK
DIVISION BULLETIN
OCTOBER,
ERA BULLETIN
— DECEMBER,
2020 2000
Paris Métro's MP14 Class Begins to Enter Service
(Continued from page 3)

The head end of an MP14 car at Alstom's primary assembly plant in
Valenciennes, which is located in northern France near the border
with Belgium.
Alstom promotional photograph, February 18, 2020

The MP14 car interior, as seen at Alstom's Valenciennes plant. Note
the open gangway design.
Alstom promotional photograph, February 18, 2020

A good view of the platform edge screen doors as it interfaces with
an MP14 train, as seen at the Saint Lazare station on Line 14. The
use of platform edge screen doors goes hand in hand with the line's
automated, driverless system. Line 1 was retrofitted with such doors
when it was converted in 2012, and Line 4 stations are currently
receiving these as work proceeds with its conversion to automatic
operation, scheduled to be completed by 2022.
Julian Pepinster photograph, October 12, 2020
Select stations on Line 13 have also been equipped with platform
edge doors in recent years as a safety measure to cope with platform crowding and to help keep the line's operations to schedule.
Line 13 is a traditional steel-railed line which first opened in 1911,
and is notable for having two northern branches. It is currently the
fifth-busiest line in Paris, with an average ridership over 610,000 on a
typical weekday. The line has been resignaled with Communications
Based Train Control, and operates in ATO mode with a driver
onboard the trains, similar to how the 14 Street-Canarsie L and
Flushing 7 Lines operate in NYC. The northern extension to Line 14
which opens this coming December should hopefully relieve some of
Line 13's crowding.

A view of the MP14 train at the Saint-Lazare station on Line
14, as it shunts into the tail tracks beyond the station to
relay for its next southbound run. A 3.6 mile, four station
extension from here north to a new terminal at Mairie de
Saint-Ouen is scheduled to open on December 17.
Julian Pepinster photograph, October 12, 2020
(Continued on page 5)
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A mix of passengers, RATP employees and RATP security staff are
getting set for the inaugural in-service run of the first MP14 train, as
seen at the Olympiades station, Line 14's southern terminal. An extension beyond here south to Orly Airport is currently under construction and is anticipated to open in mid-2024.
Julian Pepinster photograph, October 12, 2020

The MP14 in first-day service, with a decent size passenger loading
considering the ongoing global pandemic. Note the 100% mask compliance rate, at least as seen in this view.
Julian Pepinster photograph, October 12, 2020

Exactly one month later, a southbound MP14 arriving at the Châtelet station. Note the overhead digital information display
which indicates the arriving train as being 8 cars in length, while the following train is short, a 6-car train comprised of
either MP89CA or MP05 cars.
Julian Pepinster photograph, November 12, 2020
Continued on page 6)
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A prominent, highly beneficial feature onboard the MP14 cars are
overhead digital display screens which indicate the location of the
car within the overall consist in relation to the upcoming station
stop, providing key locational information on stairs, elevators, and
escalators; exits (sortie), and transfers to other railway lines. In this
instance, the next station is the Gare de Lyon railway station, with
transfers to Métro Line 1 and RER Lines A and D as well as mainline
and suburban services. A display very similar to this is coming soon
to the NYC subway, as it will be installed on the new R211 class for
Subdivision “B.”
Julian Pepinster/RATP photograph, November 12, 2020

An MP14 set on night trials on Line 6, just departed from SaintJacques and heading east to Glacière.
Lucas Hatier photograph, June 27, 2019

MTA Outlines Proposed 2021 Budget and
Four-Year Financial Plan

The service reduction would result in the elimination of
nearly 2,400 positions.
MTA New York City Transit — Department of Buses
and MTA Bus Company
The MTA proposes to reduce bus service by up to
40% through elimination or consolidation of bus routes
and reductions in frequency by up to 33% on the routes
that remain. Changes to routes would ensure that service is available within a half-mile of existing stops.
The bus service reductions would result in the elimination of nearly 5,900 positions in total across MTA New
York City Transit and the MTA Bus Company.
MTA Long Island Rail Road and MTA Metro-North
Railroad
The MTA proposes to reduce commuter railroad service by 50%, which may result in peak period train frequencies of every 20 to 30 minutes along busier line
segments, or hourly at less busy line segments. Proposed reductions under consideration take into account
the existence of nearby alternate service and maintaining adequate service for essential workers. Off-peak
and weekend service may be hourly, reflecting current
ridership levels while maintaining sufficient service to
prevent crowding.
The railroads’ service reductions would result in the
elimination of a total of more than 900 positions. (MTA
press release, November 18)

(Continued from page 1)

the end of the Plan period, McKinsey projects aggregate MTA ridership will only reach 80% of the prepandemic level under this scenario.
Service Reductions Aligned with Lower Ridership
to Save $1.3 Billion Annually
Without emergency aid, the MTA is proposing service
reductions of 40% for the New York City subways and
buses, and 50% for the Long Island Rail Road and Metro-North Railroad, for a combined annualized savings of
nearly $1.3 billion. Service reductions are estimated to
have a workplace impact of nearly 9,400 positions. The
proposed service reductions focus on achieving significant cost reductions, mitigating negative customer impacts and rightsizing service in response to current and
projected ridership.
MTA New York City Transit — Subway
Subway service reductions of up to 40% may result in
reduced train frequency, suspension of service on some
lines at certain times of day, and/or major weekend
changes. The reduction in service may allow for a 35%
subway fleet reduction, generating savings in maintenance, cleaning and inspection costs.
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TRANSIT, COMMUTER RAIL & PASSENGER RAILROAD NEWS
by Jeff Erlitz and Ron Yee
level on the western side of the development site. The
eastern side of the transit hall would consist of retail
stores and overall the transit hall would work with the
existing 42nd Street Passage to increase pedestrian
throughput.
To increase sidewalk widths, stairs to the mezzanine
level of the subway station located near the northwest
corner of Lexington Avenue and E. 42nd Street would
be relocated further north. Also, part of this reconstruction is a subway entrance with an ADA elevator, designed to introduce light and air to the mezzanine level.
The Lexington Passage entrance would be redesigned
with higher ceiling heights to improve the pedestrian
experience and the passage would include retail on
both sides of the corridor as well as access to the
Grand Central Market. Also noteworthy is a new Short
Loop connection that would provide direct access from
Metro-North’s lower platform level to the Lexington Avenue 456 subway mezzanine level. A similar connection with stairs and an ADA elevator would be built from
the southernmost portion of the new East Side Access/
Long Island Rail Road concourse level into the Lexington Avenue 456 subway mezzanine level.
The next step for the project is a public scoping meeting, which will be held on Monday, December 21, 2020.
If the development is ultimately approved, timeline details include 18 months of demolition and 47 months of
construction. The expected completion date for Project
Commodore is 2030. (New York YIMBY, November 21)

Project Commodore looking northeast and northwest.
Skidmore, Owings & Merrill rendering

An Environmental Assessment Statement for 109 E.
42nd Street in Midtown East reveals details for the proposed Project Commodore, a 1,646-foot-tall skyscraper
on the site currently occupied by Grand Hyatt New York.
Developed under the Commodore Owner LLC by RXR
Realty and TF Cornerstone, the mixed-use supertall is
designed by Skidmore, Owings & Merrill. Components
include 2,108,820 square feet of office space, a smaller
500-room Grand Hyatt hotel, approximately 10,000
square feet open-air publicly accessible space and
43,370 square feet of retail including some controlled by
the MTA on the cellar, ground and second floors.
Sitting directly east of Grand Central Terminal in the
center of the Midtown East rezoning initiative, the 89story building would yield a total of 2,976,740 square
feet.
The ground floor would contain the hotel lobby and
office lobby, a reconstructed Lexington Passage with
MTA retail, 6,350 square feet of transit hall space and
approximately 2,400 square feet of additional area for
subway entries off E. 42nd Street and Lexington Avenue. The hotel lobby would have frontage on Lexington
Avenue, with the office lobby accessed from E. 42nd
Street. An office lobby and open-air publicly accessible
space would occupy the second floor with frontage on
Lexington Avenue. Office space is planned to be located
on floors 7-63, and the hotel on floors 65-83.
The project would also bring improvements to Grand
Central Terminal and the Grand Central-42nd Street
subway station, including a redesigned and expanded
subway entrance at E. 42nd Street with natural light.
Turnstiles would be relocated to street level and a new
staircase would be added to redistribute traffic through
the mezzanine level. A new transit hall containing retail,
information screens and booths, as well as connections
to the Terminal would be constructed at the ground floor

The Metropolitan Transportation Authority (MTA) announced early completion of elevator replacements at
the 191st Street 1 station. The project was expected to
be completed late in November, two months ahead of
its originally projected February, 2021 completion. The
elevators were initially closed on February 1, 2020 and
on track to reopen ahead of schedule following safety,
fire and operation testing.
Due to the early completion of the 191st Street elevators, the Authority has announced the acceleration of
the 181st Street 1 elevator replacement project timeline. The 181st Street project was slated to begin in
March, 2021 but is now scheduled to begin on December 5, 2020 and be completed by December, 2021.
The work at 181st Street will include:
● Full replacement of four elevators and machine
room equipment
● New LiftNet system to improve incident response
time
● Battery back-up system that would allow customers
to exit an elevator even during a power outage
● Installation of CCTV and fire alarms (two cameras
per elevator)
● Adding direct access to the northbound platform
(Continued on page 8)
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quarter mile east of the Westbury station) was reopened
to vehicular traffic. This was only five weeks after the
new bridge carrying the Main Line over it was rolled into
place. Unfortunately, the ceremony took place in the
rain.
Among those in attendance were Lieutenant Governor
Kathy Hochul, MTA Construction & Development President Janno Lieber, Long Island Rail Road President Phil
Eng, Nassau County Executive Laura Curran, Senator
Anna M. Kaplan, Assemblymember Charles Lavine,
North Hempstead Town Supervisor Judi Bosworth,
Mayor of Westbury Peter Cavallaro and North Hempstead Councilmember Viviana Russell. (MTA press release, November 13)

(Continued from page 7)

from the new elevators
The 181st Street station opened in 1906 and is listed
on the National Register of Historic Places. Elevators in
the station reach a depth of 122 feet below ground.
The elevator replacement work is part of broader elevator replacement work at five separate “deep” stations
in the Washington Heights section of Manhattan —
168th Street, 181st Street and 191st Street on the 1
line; 181st Street and 190th Street on the A line. For
many customers there, the elevators are utilized both
for accessing the subway as well as more easily traversing the neighborhood’s unique, steep topography.
The MTA announced the early completion of the 168th
Street elevator replacement in December, 2019. On the
A line, the 181st Street elevator replacement was completed on schedule and reopened on August 2. The final
A line station, 190th Street, is in progress and scheduled to reopen in September, 2021. (MTA press release,
November 5)
The second phase of work to replace and install over
6,300 feet of track and over 9,800 feet of third rail at or
near two stations at the end of the E line in Queens will
be completed ahead of schedule and on budget. The
project, originally expected to finish in mid-December,
will now wrap up on November 30.
The existing track had reached the end of its useful
life and required complete replacement, which will lead
to improved reliability and better service throughout the
line in Queens and Manhattan. Since 2016, there have
been 46 incidents between Jamaica-Van Wyck and Jamaica Center on the E line because of track conditions,
resulting in 713 delayed trains.
Phase 1 of the project was completed ahead of schedule in October, which allowed for an acceleration of
Phase 2 work and limited train service at Sutphin Blvd/
Archer Av-JFK and Jamaica Center-Parsons/Archer on
November 2.
The MTA accelerated this project’s timeline from later
in the 2020-24 Capital Program to take advantage of
low airport travel and low general subway ridership due
to the COVID-19 pandemic, minimizing the disruption of
the work and impacting fewer riders. (MTA Press Release, November 23)
On November 8, Track 3 on the 42nd Street Shuttle S
was permanently removed from service, reducing the
shuttle to a two-track operation. This is part of the whole
reconfiguration of the shuttle under contracts A-35302
and A-37116, with rebuilt stations at both ends, Times
Square and Grand Central. MLJ Contracting is the
prime contractor for this project with Five Star Electric
Corporation as the electrical/signal sub-contractor. All of
the signal equipment was removed between November
9 and 20.

Dignitaries cutting the ribbon to reopen the School Street underpass
on November 13.
Marc A. Hermann/MTA New York City Transit photograph

View north of the new School Street underpass on November 18.
Jeff Erlitz photograph

On Monday, November 30, the Willis Avenue grade
crossings in Mineola were permanently closed to vehicular and pedestrian traffic. These were the sixth and
seventh grade crossings closed as part of the Main Line
Third Track project. Willis Avenue crosses both the Main
Line and Oyster Bay Branch. As was done elsewhere, a
new roadway and sidewalk will be excavated out under-

On Friday, November 13, School Street (on the border
of the villages of Westbury and New Cassel, about a

(Continued on page 9)
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neath the rights-of-way. This work is scheduled for completion in December, 2021.

(Continued from page 8)

Looking north on Willis Avenue in Mineola on November 7, 2018,
before any construction work had started. The crossing in the foreground is the Main Line and the one in the background is the Oyster
Bay Branch.
Jeff Erlitz photograph

View west at the Carle Place station on November 28. Concrete ties
were installed on both tracks only in the past month. The new permanent westbound platform is on the right. The section beyond the
wooden barrier that fell down in strong winds is what is currently in
service. On this platform, most of the new canopies are now in place.
On the left is the temporary eastbound platform sitting on the location of the future third track. To the left of that is the permanent
platform, not yet in service. Most of the railings are now in place on
that platform but not the canopy.
Jeff Erlitz photograph

C-3 5012 (Kawasaki Rail Car, 8/1999) is leading Train #6507 from
Oyster Bay to Jamaica in this view looking north on Willis Avenue on
August 30 of this year. Preliminary utility construction work had just
started.
Jeff Erlitz photograph

View east at the Carle Place station on November 28. The east end of
the new permanent eastbound platform (on the right) is currently
only being used as a walkway to get to the Carle Road access point
at the far end of the platform. As was done at Merillon Avenue station back in October, a short stretch of third track has been laid
down next to the new platform. Another temporary platform has
just started to be constructed over this track. When completed, this
east end will be placed in service and the temporary platform to the
west will be removed, enabling installation of the third track in that
location. The east end of the westbound platform (on the left) is not
yet in service.

In other Main Line Third Track news, construction is
moving along nicely at the Carle Place station, as seen
in the photographs above. Both 12-car platforms are
completed, and canopies, railings, lighting and signage
are being installed. The new overpass is also nearing
completion, with all windows now installed and finishing

Looking southeast across the Main Line on November 28, 2020, two
days before the crossing was permanently closed to traffic. Willis
Avenue had already been reduced to a single lane, northbound only,
several weeks before this.
Jeff Erlitz photograph

(Continued on page 10)
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The eastbound station building and overpass on November 28.
Jeff Erlitz photograph

The westbound station building and overpass on November 28. Most
of the windows are part of the artwork installation.
Jeff Erlitz photograph

Looking south across the new overpass on November 28. The glass
panel at the far end is part of the artwork installation.
Jeff Erlitz photograph

touches being added. Both elevators have already been
installed.
Metro-North Railroad unveiled major new features to
the Metro-North TrainTime app, including one that lets
customers track in real time the amount of space available on each car of an approaching train. The feature is
designed to help customers keep appropriate social
distance during the COVID-19 pandemic. Riders can
also easily track the location of trains before and after
arriving at their origin station right within the app.
The enhancements to the app result from the talent
and creativity of in-house staff members at Metro-North,
the Metropolitan Transportation Authority, and the Long
Island Rail Road. In July, Metro-North sponsored a
hackathon attended by teams of tech experts who are
continuing to work with the MTA and Metro-North to further refine and enhance the app.
"We are thrilled about the newly updated Metro-North
TrainTime app. Making as much information available to
riders as possible is crucial in making them feel safer
(Continued on page 11)
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Rail Road trains, Flynn said during a November 23 media call regarding Amtrak's fiscal-year 2020 preliminary
results.
Amtrak and New York Empire State Development Corporation have been renovating the Farley Post Office
into the train hall over the past few years.
The new facility will feature a sky-lit atrium, dedicated
rider waiting areas, a combined ticketing and baggage
area, improved passenger security, accessibility for riders with disabilities, WiFi in customer spaces and a new
metropolitan lounge, according to the project's website.
The $1.6 billion project is being funded by a combination of dollars from the state of New York, Amtrak, the
Metropolitan Transportation Authority, the Port Authority
of New York & New Jersey and joint venture developers.

(Continued from page 10)

and more comfortable on the railroad — especially during the COVID-19 era,” said Randy Glucksman, MTA
Board member and Chair of the Metro-North Railroad
Commuter Council. “Such ongoing and impressive updates provide commuters with the technology they need
to improve their confidence in their trip and in the system. We're looking forward to the ongoing development
and partnership with NJ Transit so that west-of-Hudson
riders will similarly benefit."
Customers who already have the app installed will
receive an automatic update with the new feature, and
will be able to do so on a new, more detailed interface.
An additional feature of the app provides customers
with push notifications for track assignments at Grand
Central Terminal allowing riders to spread out throughout the station complexes rather than standing in immediate proximity to departure boards.
The capacity tracking feature is being rolled out by car
fleet. It is currently available for trains operating on the
electric portions of the Harlem Line and Hudson Line.
These trains are composed of M-7 railcars. The feature
is in development for the M-8 car fleet that provides service on the New Haven Line, and for Metro-North's diesel fleet.
Updates such as the MTA eTix one-tap connection
was added in September, streamlining ticket purchasing
for customers who used the MTA eTix app to buy their
mobile tickets in advance of travel. Forty percent of all
tickets purchased by Metro-North customers are acquired via eTix. Tickets purchased using a mobile device cost the same as those purchased at a ticket machine. Customers can pay with Visa, MasterCard, Discover and American Express or use digital wallets like
Apple Pay and Master Pass.
Since its inception in 2013, the free mobile app, which
is available on Google Play and the Apple AppStore,
has provided real-time status and schedule information
to passengers via their smartphones, along with destination, track assignment and real-time position of the
next 12 trains at a given station. Features also include
service alerts, fare information, ADA accessibility, parking availability and connecting services. The app is also
translated into six languages — English, Spanish, Chinese, Yiddish, Portuguese and Italian.
The hackathon was the first sponsored by the MTA in
six years. Previous MTA-sponsored AppQuest challenges in 2012, 2013 and 2014 assisted in the development
of other apps to help MTA customers navigate the system. (MTA press release, November 16)

The new facility will feature a sky-lit atrium, dedicated rider waiting
areas, a combined ticketing and baggage area, improved passenger
security, accessibility for riders with disabilities, WiFi in customer
spaces and a new Metropolitan Lounge.
Empire State Development/Amtrak rendering

Amtrak's Moynihan Train Hall in the former Farley
Post Office Building across from Penn Station in New
York City is set to open in January, 2021, Amtrak President and Chief Executive Officer Bill Flynn said in late
November.
The new hall will relieve crowding and offer enhanced
facilities for travelers using Amtrak and MTA Long Island
11

The cash-strapped Massachusetts Bay Transportation
Authority (MBTA) is proposing “temporary” service reductions and station/line abandonments to take effect
beginning Summer, 2021. With severe ridership losses
due to the pandemic, fare revenues have plummeted,
making the continuation of current levels of service fiscally impossible without emergency federal relief funding. The cuts are estimated to save the MBTA $142 million by Summer, 2022. Commuter rail and ferry ridership
is down 90%, subway ridership down 75% and local bus
ridership down 60% although ridership decreases do
vary on a line-by-line basis. Proposed service cutbacks
include: ending subway light rail and bus service at midnight, an hour earlier than present; subway service reduced by about 20% (headways increased by one minute); Green Line’s E line would terminate at Brigham
Circle, not Heath Street; weekday Commuter Rail services would end at 9 PM and all weekend service would
be eliminated; six lightly used commuter rail stations
would be closed: Plymouth & Plimptonville stations in
Walpole, Cedar Park station in Melrose, Prides Crossing in Beverly, Silver Hill & Hastings stations in Weston;
all Commuter Ferry routes would be suspended indefi(Continued on page 19)
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VIENNA-BRATISLAVA-UKRAINE
by Jack May

(Photographs by the author, except where noted)
In 2014 Clare and I traveled to northern Africa with a
group of mostly German traction enthusiasts to visit the
tramways and sights of Tunisia and Algeria. It was under the leadership of Thomas Fischer of Berlin, and we
enjoyed it very much. So when the opportunity to sign
up for a similar tour, specifically to Ukraine, we jumped
at the opportunity. With all the troubles Ukraine has had,
specifically with Russia, we thought we would rather be
part of a group than travel to some of the more remote
areas on our own. I had been to some of the cities in
the western part of Ukraine in 2008, traveling with Alan
Fishel en route from Moscow to Romania, stopping at
Konotop, Zhitomir, Vinnytsia and Lviv,* and Clare and I
visited Kiev* in 1997, when we took in many of the museums and other places of interest, including the metro
and large tramway network.

*Lviv, prior to the First World War, was part of Austria-Hungary, and
since has been ruled by Poland, Russia, and Ukraine, all with different
languages and even two different alphabets, so as a result, in the past
100 years has been known as Lemberg, Lwow, Lvov, and Lviv
(respectively). Similarly Kiev (Russian spelling) is now the capital of
Ukraine, whose government prefers to Romanize the Cyrillic spelling
as Kyiv. So, all of that notwithstanding, I feel most comfortable using
the Lviv and Kiev spellings for this report.

The 12-city, 14-day tour, to take place in June, 2017,
would include the five cities I had already visited, all
concentrated at its beginning, but then continue on to
seven others, which all have substantial streetcar networks. And since I was happy to return to the ones I
had previously toured, as each has unique highlights, I
signed on.
Because there are no non-stop flights from here to
Lviv, the first city on the tour, or Odessa, its final stop,
and the air fares were very high to those relatively outof-the-way places, we decided to try to use frequent
flyer miles and also sandwich the tour between two other cities we wanted to visit again, Vienna and Paris.
Without going into United Airlines’ complex frequent
flyer rules and regulations, the result was an expenditure of 75,000 miles* each for a three-week trip.
*30,000 miles North America-Europe each way, plus 15,000 more
for the second of our two stopovers.

As it turned out it was a great trip while it lasted, but it
was cut short in Kiev, as you will discover if you read
through all the report's installments.
I quickly found convenient affordable hotels and accomplished the travel arrangements for all of our flights.
Much of the work I usually have to do when planning
such a trip was not necessary as Thomas Fischer's Intra-Express company took care of everything for the
Ukraine portion of the journey.
Monday, June 12
Our daughter-in-law drove us to Newark Airport for the
first leg of our overnight journey to Vienna, United Flight
134 to Zurich. We arrived at security at 17:00 and had
no trouble passing through. Our Boeing 767 in a 2-3-2
coach configuration awaited us, and, despite what I
12

would call organized chaotic boarding, was ready to
depart on time. We were back in row 32, seats K and L
on the starboard side of the jumbo jet that was about 80
percent full. We pushed off at 18:28 (25) and hit the
Friendly Skies at 18:38. It was a good flight in that there
were just a few instances of turbulence, all mild, the
chicken I was served for dinner tasted very good and
there were no crying babies aboard. It was a bit cold in
the cabin, so we just kept our jackets on for the entire
flight.
Tuesday, June 13
We touched down at Kloten Airport under cloudy skies
at 7:44, arrived at the gate at 7:49 (8:30) and were happy we were early. Getting through immigration was
easy, especially when compared to our last time in Zurich when there were very long lines. We made it to the
gate for our connecting flight to Vienna before 9 and
waited for the boarding announcement for our Austrian
Airlines Airbus 320 that came soon afterward. We had
seats 21B and C in the 3-and-3 narrow-body aircraft,
which was about 85 percent full, but it was quite stuffy
until the air conditioning was turned on — only a minute
before we pushed away from the gate. While we waited
we were entertained by the playing of a series of
Strauss waltzes over the public address system, perfectly timed to end with the Blue Danube just before the
beginning of the officiously-required safety announcements.
We pulled away from the gate at 10:00 (precisely) and
lifted off at 10:14 for the 75-minute flight. Before we
could finish our complimentary snacks and drinks we
began our decent into Flughafen Wien. And as soon as
we hit the tarmac at 11:09 we were serenaded again by
the Blue Danube waltz. We reached the gate at 11:15,
ten minutes early.
I had checked the internet for transportation from the
airport into the city and saw that fastest rail service to
the central area is provided by the privately-operated
City Airport Train (CAT), which runs every half hour over
OBB (federal railway) tracks and takes just 16 minutes
to reach the Wien Mitte station. But there were three
things against our use of it, its price (€12), its lack of
fare integration into the Wiener Linien local transit tariff,
and the fact that we were staying at the Azimut Hotel, a
block away from Vienna's new Hauptbahnhof. I knew
there was rail service that ran directly to the main railway station and so I bought 72-hour transit passes for
the two of us at the tourist information booth. I was
warned that we would have to pay small supplements,
because the airport is just outside the city zone. But
when I tried to buy them at a vending machine, I could
not figure out which buttons to press, as everything was
displayed in German. See http://www.urbanrail.net/eu/
at/vienna/wien.htm for a map of Vienna's rail system.
(Continued on page 13)
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We went down to the inbound platform of the underground station and observed the 11:39 CAT train, followed by an S7 MU that was running to Floridsdorf via
the Mitte station at 11:48, and finally our 12:03 train arrived. It was a through Railjet service crossing the entire
country to Salzburg and Innsbruck from the Airport, via
the main railway station, our destination. Fortunately
our tickets were not examined on the 15-minute nonstop run, and we arrived at the beautiful new Hauptbahnhof on time at 12:18 under sunny skies. By 12:45
we were in our room. Clare decided to fight her jet-lag
by resting, but I had to take advantage of the fine
weather, and was back on the street by 13:30.
The following consists of a quick superficial view of
Vienna, just some thoughts that come to my mind when
I think of that glorious city. In no way should my description be considered comprehensive, as there is a great
deal more that can be recorded — and indeed many
have written books on the subject.
In addition to being a traction paradise, Vienna, or
Wien in German, is one of the most beautiful cities in
the world. It was high on my list of places to visit on my
first trip to Europe — in 1960. My next journey was in
1967, and I followed up with many more in the 50 years
since. The city's beauty is both natural (lying below the
Vienna woods and its charming vineyards and along the
Danube River) and architectural. It was the seat of the
Hapsburg empire until its demise in 1918, and thus was
endowed with beautiful palaces, churches, theaters,
concert halls, art museums, monuments, and parks —
virtually all preserved and functioning today as tourist
venues, with many serving the local populace in the
manner originally intended. Many of these institutions
are located on the Ring, a wide, tree-lined, circular
boulevard that is also famous for its busy streetcar
lines. The Ring surrounds the old city (Innere Stadt), the
historic center of Austria's capital, which is anchored by
St. Stephen's Cathedral. Trams were removed from the
Innere Stadt as early as 1942 (Route 58), and even the
radial tram routes whose terminals were on the inner
side the Ring had their loops relocated to the outside by
1971 (the last was Route 71). Now you can get to the
heart of the Innere Stadt by metro from four directions,
with lines U1 and U3 crossing at the Stephensplatz station.
The city was extensively bombed by the allies during
World War II, but the damage to its iconic buildings has
been repaired. The motion picture, The Third Man, produced in 1949, takes place in immediate postwar Vienna, and provides a good look at the area from those
desolate days, while also highlighting two of the city's
iconic features: the huge Ferris wheel at the Prater
amusement park and the zither, a stringed musical instrument to be ever associated with Austria. Another
essence of the city that makes it such an inviting place
is its food and wine — think Wiener Schnitzel and Sacher Torte (the Cafe Sacher is in the Innere Stadt).
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Vienna, with a population of 1.8 million, has one of the
largest tramway systems in the world, falling just barely
behind Melbourne, Moscow, St. Petersburg, Koln, and
Berlin (also the Upper Silesia interurban network) for
that honor. In addition to its 100+ miles of tramway, the
city-owned Wiener Linien operates a growing network
of metro (U-bahn) lines (now 53 miles), while another
city-owned subsidiary, Wiener Lokalbahn (WLB), operates a 20-mile long interurban route to the town of Baden. This is all supplemented by a suburban and crosscity S-bahn system operated by the Austrian Federal
Railways (OBB).
The tramway network consists of 28 routes, mostly
radiating from the Ring, but also circling along the Ring,
and operating through the part of the city located on the
"left bank" of the Danube, to the east. Of special interest
is the remaining tram subway (a second was converted
into a part of a Metro line) and the former operation of
42 American streetcars obtained from the Third Avenue
Railway System in New York City. These "Z class" cars
were limited to lines with wide clearances and operated
in Vienna from 1949 to 1969. Fortunately, many were
saved for historic tram establishments in Europe and
others were shipped back to the USA, where they now
operate at trolley museums in Maryland, Connecticut,
and Maine.
On my first visit to the city the streetcar system was
supplemented by the Stadtbahn, a grade separated
rapid transit system using trains of ancient four-wheeled
streetcar-like rolling stock. This system's infrastructure
has been incorporated into the five-line U-bahn network. U-bahn lines 1, 2, 3, and 4 are typical highplatform metro lines, while the U6 retains some of its
former Stadtbahn flavor with loading from low-level platforms. Many of the beautiful station buildings of the
original Stadtbahn have been restored, and were renovated for use as entrances to the heavy rapid transit
lines. The U-bahn network consists of 109 stations over
its 53 route miles.
On my first visit the rolling stock on the tramway system consisted almost entirely of clunky four-wheelers
(beautiful in a way that only railfans appreciate), but
since has evolved through European Duewag-style articulated cars to a mix of 100-percent low-floor units and
the newest of the system's remaining high-floor twosection articulated cars. The low-floor units, some 330,
were constructed by Siemens, which took over Austrian
carbuilder SGP, which also built part of the fleet of highfloor articulated cars. The other high-floor articulateds
came from Lohner-Rotax, another Austrian carbuilder,
which was absorbed by Bombardier and will soon be
delivering some 119 cars (with options for 37 more) to
replace all of the remaining high-floor units.
The Siemens ULF (Ultra Low Floor) cars come in two
sizes, five-unit and seven-unit. Up until their delivery
began (in 1998), the Vienna tramway was known for the
bright red color of its rolling stock; as you will see in the
photos below these cars are instead painted silver and
have red trim. However the tramway's livery will revert
(Continued on page 14)
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new carhouse and shop at Inzersdorf, further out on the
line, and when that is completed the existing facility at
Wolfganggasse will be abandoned. Thus at that time
the "detour" will no longer be needed and the WLB will
run directly over route 62 track for the whole distance to
Meidling. At Meidling (Philadelphiabrucke*) the WLB
leaves the city tramway network, and follows its own
right-of-way to Baden. The WLB's roster consists of 40
cars, 26 high-floor units built by SGP (now a part of Siemens) from 1979 to 1993 and 14 low-floor cars built by
Bombardier starting in 2000. In general the two types
are MUed together to create two-car accessible trains
for the 62-minute run between Oper and Baden. The
WLB has called for bids of 18 to 24 units to begin replacing the Duewag-like older cars.

Vienna-Bratislava-Ukraine
(Continued from page 13)

back to red with the delivery of the new Flexities, although the color scheme will not be exactly the same as
the E1 and E2 high-floor cars, which are painted white
through the windows; instead the new Bombardier
trams will be black above the belt rail.
With three full days in the area, I planned to spend
one entire day on the Wiener Linien, another in Bratislava (an hour away), and the third with Clare visiting museums and other points of interest. The extra half-day
ended up being very useful, as it allowed me to ride and
photograph additional rail transit.
I first walked back to the Hauptbahnhof, now the city's
focal point of long-distance and intercity rail. The Sudtirolerplatz station of metro line U1 is adjacent, along with
two similarly named stops for trams, in a trolley subway
and on the surface. The new Hbf, on the site of the old
Sudbahnhof and Ostbhanhof, is both modern and attractive. The 12-track, 6-platform facility fully opened in
2015 and contains all the amenities needed for a transportation hub and entryway to a major world city (in other words, nothing like Amtrak's Penn Station).
Note the mention of a trolley subway. The Gurtel U
Strab was opened in 1969; it contains six stations and
has four portals, serving four local lines and the WLB
(Badner Bahn) interurban. I started my afternoon activities at Sudtirolerplatz photographing trams at the surface station as well as rolling through the portal to the
subway stop.
I then rode the U1 subway two stops to the Karlsplatz
station on the Ring, which extends under the Oper
(Opera) surface terminal of tram route 62 and the WLB.
The U2 and U4 lines also have underground stations
here, while streetcar routes 1, 2, 71, and D run along
the iconic boulevard. A busy place indeed. The 1, 62,
and WLB turn off to head for the tram subway and I
grabbed some photos before boarding a WLB car.
The WLB was running every 15 minutes and I decided
to ride out to Vosendorf-Siebenhirten, about halfway
along the line to Baden and the end of the city zone in
which my day pass was valid. This gave me the opportunity to ride through the tram subway and over some
trackage unique to the interurban that will soon be surplus. The WLB and 62 basically run over the same
tracks as far as an area called Meidling, but just after
the subway portal split up onto different alignments for a
short distance (four stops on the 62), as the WLB turns
off to serve its carhouse. I took a stopover at that point
for photos and had some excellent luck when I was able
to photograph a heritage car. The WLB is building a

*It is said that the bridge over the mainline railroad to Graz at that
point was named after the city in which the railroad's first locomotive
was built — at the Norris Locomotive Works plant in Philadelphia,
Pennsylvania in 1838 (see https://translate.google.com/translate?
hl=en&sl=de&u=https://www.wien.gv.at/wiki/index.php%3Ftitle%
3DPhiladelphiabr%25C3%25BCcke&prev=search). The WLB and U6
Philadelphiabrucke stations were renamed Meidling in 2014.

It turned out that a railfan group from Wales had chartered the car for a tour of Vienna's tramway, and their
trip serendipitously ended at the time and place that
coincided with my visit. A few of them joined me as I
continued my journey to Vosendorf, where I took some
additional photos.
It was a relatively short walk from the WLB at that
point to the U6 line at its Siebenhirten terminal, where
the next chapter of my exploits on this first day in Europe will resume.

The golden rays of a setting sun shining on the island of Manhattan
from our United Boeing 767 en route from Newark to Zurich. Especially noticeable is the United Nations building along the East River,
the slanted, triangular roof of Citicorp Center, Worldwide Plaza between W. 49th and 50th Streets, and 8th and 9th Avenues, and of
course, Central Park.

(Continued on page 15)
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Two views of the tramway at Sudtirolerplatz, showing Vienna's Siemens-built ULF, or Ultra Low Floor, cars, which began appearing on the
property in 1993. Wiener Linien's roster has about 330 of these 100-percent low-floor units, which come in two sizes. The left view, of the
Sudtirolerplatz stop, is of a five-section unit, about 16 feet long, while the right photo, taken virtually from the same spot, shows a sevensection car, 24 feet long. The next group of low-floor cars, which will be arriving soon, are Bombardier Flexities, all to be about 21 feet long.
In the background of the left side photo, an E2 can be seen exiting the ramp from the underground level.

An outbound E2 motor pulling a matching C5 trailer on the 1 line has
turned off the Ring and is shown entering Wiedner Hauptstrasse as
it approaches its Resselgasse station. An inbound ULF has just left
that stop and a WLB train is close behind. 4317 was built by Lohner,
but clearly Duewag licensed its design to SGP as well, as both carbuilders constructed almost identical-looking E2 rolling stock.

The yard outside the WLB's Wolfganggasse carhouse, showing mostly high-floor cars ready to go out on the road for the afternoon rush
hour, which will cut the headway in half to every 7.5 minutes between Oper and Wiener Neudorf (37 minutes), along the innermost
portion of the line. The two-section high-floor articulated cars usually
run as single units . A newer low-floor car snuck into the scene at the
far right.

The Wiener Lokalbahn is to
receive 18 new low-floor interurbans from Bombardier in
2021. As you can see, they are to
be very lightweight units.

(Continued on page 16)
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Old-timer 1 deadheads back to the Wiener Tramwaymuseum after
having dropped a group of railfans at the WLB's Wolfganggasse
carhouse. The four-wheeler is a KSW car built for Vienna in 1944 by
Fuchs in Heidelberg. KSW stands for Krieg Strassebahn Wagen, with
Krieg translating to war. These were very simple spartan cars whose
construction used little materiel, and were manufactured to replace
equipment destroyed by allied bombing. Their production lasted
until 1950, with just under 600 motors and trailers built. Oddly
enough, after the war, the design was adopted by Konstal, the
Polish carbuilder, and some 1,700 units were constructed between
1956 and 1962 for use in that country; two Type N cars still operate
in regular passenger service on Route 38 in Bytom, which is part of
Poland's Upper Silesia interurban system.*
(From left to right: CEO of Wiener Lokalbahnen, Monika Unterholzner, Bombardier Austria CEO, Christian Diewald and Vienna City
Councillor for Public Transport, Ulli Sima.)
Wiener Lokalbahnen photograph via Urban Transport website

A typical consist for WLB trains covering the entire route from Vienna to Baden, shown at the Vosendorf-Siebenhirten station, at the
end of the city fare zone. The combination of the two different types
of cars allows floor-height accessibility on all base service trains. 407
is one of 16 low-floor cars manufactured by Bombardier starting in
2000. In addition to being stepless, the 400-series are a little wider
and longer than the older 100-series high-floor units.

(Continued next issue)

*Upper Silesia's N-type cars have recently been replaced by modern
units.

STATUS OF NORTH AMERICAN TRANSIT PROJECT OPENINGS
SCHEDULED FOR 2020
by Randy Glucksman
This is the most abbreviated list that I have ever had
published. Six projects were scheduled for completion
including two holdovers from previous years. Five have
been moved to 2021: Moynihan Train Hall (connected to
NY Penn Station), WMATA Silver Line Phase II, LA Metro Crenshaw/LAX, Edmonton Valley Phase I and TriDATE

AGENCY

CITY

TYPE

Rail's extension to Miami Central Station. This list was
originally prepared last December, which was ahead of
the arrival of the COVID-19 Pandemic into the United
States and could have contributed to some of the delays.

LINE

DETAILS

NOTES

June 13

Bay Area Rapid
Transit /Valley Trans- San Jose, California HR
portation Authority

Berryessa (Silicon
Valley) Extension
Phase I

Warm Springs to Berryessa/
North San Jose
From 2016
10 miles, 2 stations

September 21

Denver RTD

N - North Metro Rail
Phase I

Union Station to Eastlake24th Avenue
13 miles, 7 stations

Legend:
CR: Commuter Rail

Denver, Colorado

HR: Heavy Rail

CR

LD: Long Distance
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BMT ASTORIA BOULEVARD NW STATION REHABILITATION AND
ELEVATOR INSTALLATION COMPLETE
by Subutay Musluoglu
(Photographs by the author)

Despite the coronavirus pandemic, work has continued on NYCT capital projects, including several major
station rehabilitations. One of these, the BMT Astoria
Boulevard NW station, was recently completed following a two-year effort, which included the installation of
four new elevators.
The rehabilitation of this station is the culmination of a
nearly three-year-long program to renew the entire Astoria Line, which opened on February 1, 1917 during the
peak of the Dual Contracts era. Originally operated as
part of the IRT, then jointly with the BMT, the line was
converted to sole BMT operation on October 17, 1949.
Under the renewal program, nearly 7,500 linear feet of
track and 10 switches have been replaced. Four of the
line's six stations — 39th Avenue-Dutch Kills, 36th Avenue, Broadway and 30th Avenue — were rehabilitated
under the citywide Enhanced Stations Initiative, while
Ditmars Boulevard and Astoria Boulevard were more
comprehensive, stand-alone projects. Work at Astoria
Boulevard began in September, 2018 and on March 17,
2019 the station was closed for nine months to allow
some of the more challenging elements to be advanced
safely without the presence of passengers as trains
skipped the station.
The station reopened for service on December 18,
2019, with work continuing through this year. Substantial completion was achieved on July 27, with a ceremony that day celebrating the 30th anniversary of the
Americans with Disabilities Act (ADA) as the four new
elevators entered service. Punchlist items and art installation has continued through this autumn.
The scope of the project was comprehensive, including the following components:
● Replacement of four street-to-mezzanine stairways
● Replacement of four mezzanine-to-platform stairways
● Installation of two street-to-mezzanine elevators
● Installation of two mezzanine-to-platform elevators
● Demolition and rebuilding of the entire mezzanine,
which included raising the underside of the mezzanine deck and concurrently lowering the street surface grade, which increased clearance to reduce
the occurrence of oversize vehicle strikes on the
station structure
● Reinforced street columns and foundations to support the additional loads incurred due to the elevators and new facilities
● Replacement of platforms roofs (previously wooden
canopies) and the mezzanine level overpass walkway roofs
● Replacement of the precast concrete platform panels
● Miscellaneous steel and concrete repairs through17

out
Platform edging replacement
Replacement of the stair refuge enclosures with
glass enclosures at all four platform stairs
● Improved lighting, electrical systems, and communications systems throughout
This project is notable for several reasons. For starters, two elevators were installed between the street and
mezzanine level. The justification for this is that the Astoria Boulevard station has a larger footprint than most
typical NYC elevated stations, oriented north-south
above 31st Street as it spans the six-lane Grand Central
Parkway (in a cut below), five lanes of Hoyt Avenue
South and seven lanes of Hoyt Avenue North/Astoria
Boulevard North.
There are multiple conflicting movements here as traffic is entering and exiting the Grand Central Parkway
just west of 31st Street, and there are turn lanes from all
the roads in all directions. With the Robert F. Kennedy
(Triborough) Bridge and LaGuardia Airport nearby, during peak traffic hours the area becomes quite congested. To spare customers in need of an elevator from having to negotiate these conditions, the decision was
made to install a street-to-mezzanine elevator at both
ends of the station.
Accommodating the north end street-to-mezzanine
elevator necessitated the relocation of the street stair at
the northwest corner of 31st Street and Hoyt Avenue
North, adjacent to Hoyt Playground. Previously oriented
to the north along 31st Street, the replacement stair is
now oriented towards the west along Hoyt Avenue
North. The south end street-to-mezzanine elevator was
easier to place, landing in Columbus Triangle, east of
31st Street on the south side of Hoyt Avenue South.
The tight headroom within the mezzanine presented a
challenge for the installation of the two mezzanine-toplatform elevators. To overcome this restriction while
providing adequate space for the elevator pit and associated machinery, the elevator landing is raised around
three feet above the level of the mezzanine floor, and a
ramp structure "wraps around" the base of the elevator
to meet the height of the elevator floor. Variations of this
approach have been previously implemented at other
elevated stations with similar headroom restrictions,
such as at the Bay Parkway station on the BMT West
End Line in Brooklyn.
A distinctive feature of the Astoria Boulevard station
are the two "balconies" at the mezzanine level, running
north-south along the east and west façades for almost
the full length of the station. They are essentially overpass walkways outside the paid zone, unique among
NYC elevated stations, and also happen to afford wide,
●
●

(Continued on page 18)
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The billboards were removed as part of the rehabilitation work, and segments of the walkways have been
enclosed with multi-colored glass windows as an MTA
Arts & Design installation. The same theme was utilized
in the glazing of the stair enclosures at platform level.
A longstanding desire by the local community for elevators and improvements at the Astoria Boulevard station has now been fulfilled, and as such this project
should rightly be seen as a great success. Regular users of the station will enjoy its conveniences and its
aesthetics alike, and NYCT can be commended for its
work. For non-regular users, a visit to view this unique
station is highly recommended.

BMT Astoria Boulevard NW Station Rehabilitation
and Elevator Installation Complete
(Continued from page 17)

sweeping views of the surrounding vicinity. The view
from the west balcony is especially expansive and picturesque, as the Grand Central Parkway rises up from
below the station and ascends to meet the Robert F.
Kennedy (Triborough) Bridge, with its distinct towers
dominating the horizon.
Prior to the project, portions of the balconies were partially enclosed by large advertising billboards which
were attached to the outside of the station structure.

A street-level view of one of
the two new street-to-mezzanine
elevators which serve the Astoria
Boulevard station. This one is at
the southeast end of the station,
with the view looking west
from within Columbus Triangle,
on the south sidewalk of Hoyt
Avenue South. 31st Street
is directly behind
the elevator. The other street-tomezzanine elevator has been built
at the northwest end of the station, adjacent to the northwest
corner of 31st Street and Hoyt
Avenue North.
Photograph taken on August 8,
2020.

An east-looking view of the
mezzanine level landing of the
same elevator. Photo taken August 8, 2020.

In this view of the Astoria Boulevard station's west façade over Hoyt
Avenue South at 31st Street, taken at dusk on New Year’s Eve 2019,
the colorful glass panels that have been installed as an MTA Arts &
Design art installation are very attractive. Photo taken December 31,
2019.

View looking south down the length of the west “balcony” - which is
a pedestrian overpass walkway at the mezzanine level which runs
for almost the full length of the station’s outer edge. An identical
walkway is located on the east side of the station. The repaired and
newly painted steel, new overhead canopy and the new concrete
deck are clearly evident in this view, and the station looks as good
as it did in 1917. These walkways are very unique features among
elevated stations in the NYC subway. Photo taken August 8, 2020.
(Continued on page 19)
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View taken from the west side fare array adjacent to the relocated
fare booth, east across the reconfigured paid fare zone. This rearrangement of the center part of the mezzanine was necessary to
accommodate the two elevator landings. Prior to the rehabilitation
project there were two separate paid fare zones, along the north
and south sides of the mezzanine’s center, with the fare booth located in the center. This arrangement was somewhat constricted, with
each zone allowing access to one pair of stairways, one to each platform. The new configuration provides for more flexibility as all four
stairs to both platforms are equally accessible. Photo taken August 8,
2020.

A view of the mezzanine level landing of the elevator which serves
the Manhattan/Brooklyn bound platform. The view is looking wet,
with a glimpse of the relocated fare booth in the background. Note
how the elevator landing is raised approximately three feet above
the level of the mezzanine floor, and a ramp structure "wraps
around" the base of the elevator to provide access to the landing. This was done to provide adequate space for the elevator pit
and associated machinery within the tight envelope of the mezzanine. Accommodating the elevator pit below the mezzanine floor
would have been impossible, and in fact the mezzanine’s underside
was rebuilt with shallower steel beams in order to obtain additional
clearance to the street grade below to reduce the number of oversize vehicle strikes on the station structure. Photo taken August 8,
2020.

Transit, Commuter Rail & Passenger Railroad News

day-Friday) will be maintained within these guidelines.
Change Highlights:
● Broad Street Line Express Service will operate before 10 AM and after 2 PM
● Between 10 AM and 2 PM, Broad Street Line Local
service will operate every 7 minutes offering a comparable level of frequency for midday and evening
travel
● Owl Bus Service will resume operating 7 days a
week on the Market-Frankford and Broad Street
Lines between the hours of 12:30 AM and 5:30 AM

(Continued from page 11)

nitely (possibly as soon as March, 2021). Interestingly,
an analysis of local bus ridership patterns and volumes
suggest to the MBTA that the most heavily patronized
bus routes would only endure 5% reductions. However,
lightly used bus routes could see deeper cuts, with
route consolidations, re-routings and potentially 25 lightly patronized routes to the suburban areas abandoned.
(Boston Globe, November 9)
SEPTA’s November 15 schedule change represented
a modified Spring Schedule with school service added
for both parochial and public schools and service frequency modifications to reflect changing ridership levels.
Service on routes currently operating 15-15-5 (15
minutes or less, 15 hours a day, 5 days per week Mon19

*** All Night Weekend Train Service will be suspended to allow for
concentrated station and vehicle cleaning
*** This change reflects restrictions on late night and event activities
across the City due to COVID-19 regulations and current ridership
patterns
*** Owl Bus service on Friday and Saturday evening will serve designated Bus stops adjacent to all Market-Frankford and Broad Street
Line Stations
*** Essential workers will continue to be served for weekend, late
night travel by Owl Bus service (SEPTA website)
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NEW YORK CITY SUBWAY CAR UPDATE
The 8-car Phase I R-32 train that was cited in the November Bulletin making its final passenger trips on the
morning of October 8 as a Z, consisted of (N) 37143715+3924-3925+3706-3707+3889-3888 (S). That and
one other, (N) 3586-3587+3774-3775+3658/3471+
3574-3575 (S), were the two that had also made what
were believed to be the last revenue service on September 30. Since that time, the balance of the surviving
Phase I R-32s were not only transferred entirely out of
East New York to 207th Street, but have also wandered
at least to Coney Island, Canarsie and Pitkin Yards.
Strangely, these included a handful of R-32s currently
shown as “Pending Scrap” (3410-3411 and 3660-3661)
which were witnessed under their own power during
one such transfer, if not without a shower of electrical
arcing on their shoe beam assemblies. Again, the 136
cars which were used on the J and Z between July
and September were all still considered “active” as of
November 7 though no further action taking in their regard with the sole exception of 3670-3671, 3778-3779,
3896-3897 and 3912-3913, which have been hired out
for a movie production (complete with actual signing for
the E).
No sooner had the previous Update been generated
than two 8-car R-179s suddenly materialized on the C
starting October 14, including cars 3162-3165, 32183221 and 3226-3233. Added to these through November 15 (for a total of 80 to that date) were 3146-3149,
3154-3161, 3166-3205, 3214-3217, 3222-3225 and
3234-3237, while the remaining dozen awaited future
restoration. With a sustained maximum train requirement of 18 there were still at least 13 trains of 75-foot
equipment to be seen on the C through the same date,
where there were now a mix of 8-car 60-footers (480foot) and 8-car 600-foot R-46 trains, a trait again unique
to this one route. The balance of all 96 East New Yorkassigned R-179s (3054-3057, 3062-3065, 3074-3077,
3094-3097, 3122-3125 and 3130-3133) had been reactivated by October 30, though not all had yet been completely re-accepted through November 7. Just for information, the exceptionally eclectic line-up of the J/Z on
November 6 included one appropriated R-143, nine
(now-Queens) CBTC trains of R-160A-1s as shared
with the M, one Canarsie L CBTC-equipped R-160A-1
and, finally, nine 8-car trains of R-179s.
As for the A, all but two five-car sets of the R-179s
(3020-3049, 3258-3262, 3278-3282 and 3293-3327)
had been returned to service by November 1, but for
original pilot link 3010-3014 and the errant set 32883292, which had suffered the unexpected, notorious
“pull-apart” on June 3 which began this concluding
round of misfortune. For similar enlightenment purposes, the 40-train A line-up of November 6 was construct-
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ed of all 12 available 10-car R-179 trains, 22 trains of
the ubiquitous eight-car R-46s, one “special” R-68/68A
that is diverted daily from its own B duties otherwise
and just five trains of Jamaica-assigned R-160s. In this
vein the only additional R-160s witnessed on the A
from October 13 through November 13, were Alstom
(KRC-built) R-160Bs 8813-8817; Siemens R-160B
8883-8887; Alstom (KRC-built) R-160Bs 9118-9122 and
9228-9232; and finally, Alstom-built R-160A-2s 95189522 and 9548-9552. Perhaps as this fleet variation
may be playing out with broad-based revival of the fivecar R-179 contingent, there were just two “borrowed”
Jamaica R-160 trains on the full A train requirement of
Monday, November 16. Overall, some 885 of Jamaica’s
entire 1,200-car R-160 allocation had been inventoried
on the A since that phenomenon was begun on June
6, to chronicle one of the more pronounced operational
oddities in recent subway history. Overall, the “COVID19” era was three-quarters along its first year of existence as the month of November ended.
On August 27, R-127 refuse motors EP006-EP009,
when no longer required for use on “Garbage” trains
based from 38th Street Yard in Brooklyn, were transferred to 207th Street Shop for future reassignment.
The move was piloted by three pairs of Phase I R-32s
that came down from 207th Street to ferry them from
Coney Island, with the completed consist from that point
being: (N) 3689-3688+3427-3426+EP007+EP006+
EP008+EP009+3473-3472 (S). These were gradually
forwarded to 239th Street Yard during September, then
finally were permanently shipped off to Corona Yard in
Queens on October 15 as part of this train make-up: (S)
1901-1902-1903-1904-1905+EP009+EP008+EP006+
EP007 (N). In turn, these four EPs freed up the very last
standard R-62A single units (1906 and 1907) that had
been maintained at Corona for various duties, principally refuse-collection operations, since 2018, with the former having been there since their interim retirement
from 7 service that March 30. To accomplish this, fivecar R-62A link 1881-1885 was sent ahead and positioned from 240th Street via 207th Street Shop, Sixth
Avenue and the Manhattan Bridge, Atlantic AvenueBarclays Center (née Pacific Street) on the Fourth Avenue Subway, then up the (BMT) Broadway Line through
the 60th Street Tunnel to the Flushing Line’s connection
at the upper level of Queensboro Plaza. From there the
train continued across the Flushing Line to Corona
Yard. On or about during the overnight of November 12,
the two “lost” single R-62As proceeded as (S) 18851884-1883-1882-1881+1907+1906 (N) back to Queensboro Plaza, thence in return to 207th Street on a reverse routing for a long-needed overhaul, from which
they are expected to be restored to revenue service.
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BERLIN AND PARIS - TWO MAJOR METRO
OPENINGS WITHIN TEN DAYS
On Friday, December 4, 2020, the Berliner
Verkehrsbetriebe (BVG) inaugurated the 1.4mile extension of Line U5 from Alexanderplatz to Hauptbahnhof, Hauptbahnhof.
With 14 miles of track between Hönow and
Hauptbahnhof, Line U5 is now the second
longest subway line in the capital. Trains with
passengers stopped for the first time shortly
after 12 noon at the two new subway stations
Rotes Rathaus and Unter den Linden.

Transport Senator Regine Günther handed
over the certificate of approval to the BVG.
Together with the BVG Supervisory Board
Chairman Senator Ramona Pop, Works Director Dr. Rolf Erfurt set all signals to green
at 12 noon at the subway station Rotes
Rathaus and sent the first train on a free ride
from Hönow to Hauptbahnhof. Many passengers and fans flocked to the new line in order
to visit the new stations and take pictures.

Ron Yee
Tri-State and North
American News Editor
David Ross
Production Manager
Copyright © 2021 ERA

This Month’s
Cover Photo:

Detroit United Rwy 1145
(J.G. Brill, 1904) and
56 (Detroit United Rwy,
1901) are on Woodward
Avenue & Congress Street
in this view north circa 1905.
Detroit Publishing Company
photograph
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Entrance of a Stadler Ik train (small profile with entrance
steps) in the new underground station Rotes Rathaus.
The opening with, among others, Berlin’s Governing
Due to a shortage of trains, these small profile trains of
Mayor Michael Müller, BMVI State Secretary Dr. Tamara the Ik series are currently in service on the U5, along
Zieschang and BVG Chairman Eva Kreienkamp at the
with the regularly assigned large profile equipment.
underground station Unter den Linden.
Urban Transport Magazine photograph
Oliver Lang/BVG photograph

Prior to this, Berlin’s governing mayor Michael Müller, BMVI (Federal Ministry for
Transport) State Secretary Dr. Tamara
Zieschang and BVG Board Chairwoman Eva
Kreienkamp had paid tribute to the importance of the “gap closure U5” for Berlin at
the subway station Unter den Linden. They
thanked all those who had contributed to the
successful completion of this major project.
Due to the corona pandemic, the small ceremony took place without guests. Berlin’s
1

A good three decades after the fall of the
Wall, Berliners between east and west will be
better connected via the new connection,
which is running below Berlin’s boulevard
street “Unter den Linden,” the Brandenburger
Tor and the German Parliament (Bundestag).
With 1.4 miles of new tunnel between Alexanderplatz and Brandenburger Tor, the gap
between the “old” U5 and the U55, which
went into service in 2009, has now been
(Continued on page 2)
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station Französische Straße, which is only two short
blocks away by foot, was permanently closed the same
day. BVG expects around 50,000 transfers between
Lines U5 and U6 at the Unter den Linden station every
day.

(Continued from page 1)

closed. Both lines have now been connected to one
through-running Line U5. Three new subway stations, of
which the Museumsinsel station will not be opened until
Summer, 2021, offer even better access to Berlin’s historic center. BVG expects around 155,000 passengers a
day on the new section who will benefit from, among
other things, an additional connection to Berlin’s central
station and a new direct connection from the east of
Berlin to the city center.
“Berlin deeply connected” (in German: Berlin tief verbunden): The motto of the opening did not only describe
the closing of the gap on Line U5 itself. For example,
the possibility of interchanging between the S-Bahn and
U-Bahn at the Brandenburger Tor will create new connections within the city. But above all, the new subway
station Unter den Linden has it all. There will now be a
transfer between Lines U5 and U6, which runs in a
north-south direction.
The U6 trains between Alt-Mariendorf and Alt-Tegel
started stopping at the upper platform of Unter den Linden at 12 noon on December 4, 2020. The former U6

Detail of the new Berlin U Bahn (metro/subway) network map showing the section that just opened between Alexanderplatz and Brandenburger Tor. Museumsinsel station is not open yet so it is shown
grayed out. The short section from Brandenburger Tor to Hauptbahnhof had been operating as the U55 shuttle for many years.
BVG map

Under the management of Ute Bonde and Jörg Seegers, the “U5 gap closure” between Alexanderplatz and
Brandenburger Tor was managed by the BVG subsidiary “Projektrealisierungs GmbH U5,” which was found(Continued on page 3)

THE BOARD OF DIRECTORS EXPRESSES ITS DEEPEST
APPRECIATION FOR 28 MEMBER DONATIONS
IN NOVEMBER, 2020
AMOUNT
$1,500

DONOR(S)
Dennis Furbush

$300

Edward Ridolph

$100 to $249

Frank Graham
Josh Howard

Carl Jackson
Charles Patrick Long

Steven Siegerist
Dudley Williams

$50 to $99

Richard Allman
Stephen Ginsberg

Kenneth Leonardi
Tonie Lorenzo

Richard Yudin

$10 to $49

Thomas Appell
John Aurelius
Barry Binder
Vincent Cippolo
William Clark

Dennis Goren
Philip Kane
Constantine Mandros
Michael Nadler
Brian Roman

Philip Rosen
Anthony Schill
Edward Skuchas
Thomas VanDeGrift
Walter Zullig

ERA is a 501(c)(3) tax exempt corporation. Your donations are fully tax deductible and can be made either with
your 2021 renewal, or by using our donation form on our website: www.erausa.org/donate. In 2020, the federal
coronavirus relief bill allows you to make tax deductible contributions of up to $300 even for those of you who take
the standard deduction (no itemized deductions needed)! Your donation helps to maintain ERA’s 86-year-long tradition of traction education and entertainment!
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which gives the station its name, below the River Spree.
Due to its special location, only the two ends of the station could be built in open construction. The entire platform area had to be constructed using a mining method
under the protection of a huge body of ice. The 36,622
cubic yard large frost body was created by means of
complex icing drillings and -37° Celsius cold calcium
chloride brine. The station, designed by Max Dudler, is
still undergoing the extension of access and mezzanine
level, which is why trains will pass through without stopping until Summer, 2021. The starry sky, consisting of a
total of 6,662 light points, under which the trains will
enter the station in the future, is already complete.
The station Unter den Linden, designed by Prof. Axel
Oestreich and Ingrid Hentschel, has a special
“connecting” significance. This is where Lines U5 and
U6 will cross from now on. The fact that the existing U6
in this area only had to be interrupted for around 17
months during construction is a remarkable planning
and construction achievement.
With the 36 feet between the U5 platform on the lowest level and the station ceiling, unusual spaces open
up at this station. Thanks to a total of 603 feet of escalators, passengers changing trains do not have to worry
about long staircases. Creative accents are provided by
the track walls of the U5 platform, designed by Humboldt University.

(Continued from page 2)

ed in 2014 for this purpose and has been called “BVG
Projekt GmbH” since the beginning of 2020. After completion of the subway station Museumsinsel, the construction costs – borne by the federal and state governments – will exceed the €525 million calculated in 2013
by only a few percent. The BMVI provided grants of
more than €150 million for the entire project, the section
from Alexanderplatz to Hauptbahnhof, including the already completed U55 subway line, as stipulated in the
capital financing agreement.

Französische Straße on line U6 was permanently closed and replaced
by the new station at Unter den Linden.
Urban Transport Magazine photograph

The dimensions involved in the construction of the
new subway section were enormous: Between Summer,
2013 and Fall, 2015, the 700-ton “Bärlinde” tunnel boring machine created two tunnel tubes between the
Marx-Engels-Forum and the Brandenburger Tor subway
station. On peak days the tunnel team managed to drive
up to 65½ feet. In March, 2017 the breakthrough from
the new line to the Brandenburger Tor subway station
took place. Later, 9,200 tons of ballast were distributed Unter den Linden upper-level station on line U6.
and more than 6,000 ties and 27,887 feet of rails were Urban Transport Magazine photograph
installed. BVG’s specialist tradesmen laid around 155
miles of cable in the tunnel and the three stations.
25 Years Construction Time – With Interruptions
The three new stations along the route each have
The plans for the extension of Line U5 date back to
their own unique character. The subway station Rotes the 1950s. The Cold War and the Berlin Wall put an end
Rathaus, for example, located directly in front of the to that. After the fall of the Wall, planning for the extenBerlin government headquarters, has two levels: On the sion began anew, and with it the new Hauptbahnhof
upper level is the double-track subway station, below would be connected to Berlin’s subway network.
which there is a four-track lay-up yard. The station,
Construction began in 1995 but was stopped by the
which was built using the top-down construction meth- Berlin Senate in 2002 for financial reasons. At that time,
od, was designed by Oliver Collignon. The seven the shells of the Hauptbahnhof and Reichstag stations
“mushroom headrests” in the middle of the tracks and were already completed. In order to avoid the reimthe wall and floor coverings of white and black terrazzo bursement of €170 million in subsidies to the federal
are characteristic elements.
government, the line to the Brandenburger Tor was
The most challenging new station in terms of con- completed. A two-car train was then used to shuttle on
struction is located below the co-called Museum Island,
(Continued on page 4)
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Berlin and Paris—Two Major Metro Openings Within
Ten Days
(Continued from page 3)

A 3.6-mile extension to Line 14 of the Paris Métro was
placed into service on December 14, 2020. Stretching
northward from the previous terminal at Saint-Lazare,
there are intermediate stations at Pont Cardinet, Porte
de Clichy and Saint-Ouen, with a new north terminal at
Mairie de Saint-Ouen. The Porte de Clichy station was
not yet ready to debut but is expected to open in January, 2021.
Regional transportation authority Île de France Mobilités and Paris Métro operator RATP officially inaugurated the extension with a brief, pandemic aware, socially
distanced ceremony, followed by a well-attended public
opening. In the days following, the extension was reported to be seeing decent usage. The extension brings
the Paris Métro's route and track mileage to 139.8 miles
and 279.6 miles, respectively, with a total of 304 stations.

one track along the slightly less than one-mile route.
Due to further delays, the already completed Bundestag
station was subsequently used as an event and film
location. For example, the world premiere of Angie (a
play about Angela Merkel), cart races and a party with
Robin Williams during his tour took place there. Films
were also shot here.
The shuttle service on the line, known as the U55,
finally began on August 9, 2009, with a train consisting
of two cars running every 10 minutes between Hauptbahnhof and Brandenburger Tor. The journey took two
and a half minutes, with only one driver per shift. The
federal government contributed €170 million to the construction costs of the U55, the total costs amounted to
€320 million.
The use of eight Type F79 subway cars was originally
planned for the line. In fact, only two cars were used.
Due to the lack of a connection to the rest of the Berlin
subway network, the cars were lowered onto the track
by crane through the material inlet on Minna-CauerStraße. The two cars were lifted out of the tunnel in midJanuary, 2013 for maintenance work. In March, 2017,
the remaining Type F79s were exchanged for already
decommissioned Type D vehicles from the late 1950s.
These were modernized in terms of vehicle technology,
but were only used on the line for a short time. Due to
the outbreak of the Covid-19 pandemic and the sharp
drop in passenger numbers, operations of the U55 were
temporarily suspended on March 18, 2020. The section
was only put back into service on December 4 as line
U5.
A Look Into the Future
What will be the next step of subway planning in Berlin? During the opening of Line U5, Governing Mayor
Michael Müller (SPD) advocated even more subway
extensions. He mentioned the connections to the
Märkisches Viertel (U8), to the new airport BER (U7)
and the U3 from Krumme Lanke to Mexikoplatz. “There
are areas where you can simply add two or three more
stations to an existing line,” said Müller. Not mentioned
was the planned extension of the U5 from the Hauptbahnhof to Turmstraße, which has been under discussion in recent years. It is currently unclear whether the
tramway or the subway will be extended there. It was
once planned for the U5 to run in the west from the
Hauptbahnhof further through the district of Moabit via
Turmstraße, the S-Bahn and regional railway station
Jungfernheide to the former airport Tegel. From today’s
perspective, this extension is highly unlikely.
At the Rotes Rathaus station, a further transfer station
has been built as a provision. The future Lines U3 and
U10 are to run on the lower level of the two-level structure. Since it is not expected that the U3 or U10 will become reality soon, this level was now built as a fourtrack yard for U5 trains. A possible conversion to a later

To officially inaugurate service on Line 14's northern extension, elected officials and dignitaries representing the central Paris region and
local municipalities, and senior leadership representing Île de France
Mobilités and RATP, all perform a ribbon-cutting ceremony at the
new northern terminal at Mairie de Saint-Ouen on December 14,
2020.
Île de France Mobilités photograph

The line was constructed with two Tunnel Boring Machines (TBMs) for the running tunnel, a single bore containing both trackways, while the stations were built with
the cut-and-cover method. Under construction since
2014, the extension was built at a cost of €1.38 billion
(2012 prices).
The new stations share a common design theme, and
each offers interchange with other rail lines. From Pont
Cardinet a short walk offers Transilien Line L (suburban
services); Porte de Clichy will provide transfers to Métro
Line 13's northwest branch, RER Line C, and Tram Line
T3b; Saint-Ouen has another transfer to RER Line C;
and at Mairie de Saint-Ouen, to Line 13's northeast
branch. Line 14 is expected to operate with headways
of just 85 seconds during peak periods and with an av(Continued on page 5)

4

ERA BULLETIN — JANUARY, 2021
Berlin and Paris—Two Major Metro Openings Within
Ten Days

Incidentally, the aforementioned tail tracks beyond
Olympiades are being incorporated into Line 14's southern extension to Orly Airport, currently under construction (more on this below).
First opened in 1998, two years before the Métro's
centenary, Line 14 was the fifth line equipped for rubber-tired operation in Paris; while the others - Lines 1, 4,
6, and 11 were conversions from steel rail - Line 14 was
the first to be purpose built from the start. The line is a
key piece in the Paris network and represented a significant technological advance for being the world's first
fully automated subway line, with driverless operation
enabled by an advanced signaling system, platform
edge screen doors, and a new generation of advanced
trains controlled from a central command center.
Line 14's inception and evolution was born out of a
need to provide relief to the central parts of the Paris rail
network, a mission which it continues to fulfill to this
day. In the late 1980s, the central core of the network
had become quite congested. At the time, Line 1, the
Métro's backbone since it first opened in 1900, was the
busiest line in the system.
More significantly, Line A of the RER, opened in 1969
as the first line of the five-line regional express rail system that operates as a hybrid commuter rail / subway in
the Île-de-France region, had become of a victim of its
own success. By the late 1980s, it was carrying close to
a million passengers a day, making it the busiest railway
line in Europe, and one of the busiest in the world.
Various projects were undertaken to alleviate the pressure, including the installation of a proto-CBTC moving
block signaling system and the purchase of bi-level
EMUs for Line A. While these measures helped, as the
1990s dawned it became clear that only a significant
expansion of capacity would offer relief.
The program that was conceived contained three individual projects. The first, already in the works at the
time, was to complete the central section of Line D of
the RER between Gare de Lyon and Châtelet-Les Halles. Achieved in 1995, Line D runs parallel to the busiest
section of Line A. Also involving the RER, the second
project was the construction of Line E from the eastern
suburbs with a central city tunnel from Gare de l'Est to
Saint-Lazare, opening in July 1999. Line E is currently
being extended to the western suburbs.
The third project was conceived as Méteor - for Métro
Est Ouest Rapide (East-West Rapid Metro), a new subway line which would showcase the latest in French rail
systems technology and civil engineering techniques. A
TBM was utilized to construct a single bore containing
both trackways, and an immersed tunnel for the crossing under the Seine. Besides adding capacity, the line
introduced service to new neighborhoods, including a
major redevelopment zone in the southeast, centered
around the new national library.
The Méteor project was approved in October 1989,
construction began in 1992, and opened as Line 14 on
October 5, 1998 with a 4.4-mile initial segment between
Bibliothèque Francois Mitterrand and Madeleine.

(Continued from page 4)

erage speed of 25 mph, travel time from Mairie de
Saint-Ouen to Châtelet in central Paris is just 15
minutes.

Shortly after the ceremony's completion, Mairie de Saint-Ouen and
the extended line were opened to the public. Note the wide, expansiveness of the station box, the intermediate mezzanine, and the
glass enclosed top mezzanine above, offering a view down to the
platforms and trackways below. It's been reported that there are
unfinished punch list items remaining at the stations, such as metal
cladding panels, due to delivery delays. And of course, one station
has yet to be finished - the Porte de Clichy station will open in January, 2021.
Ortferroviaire photograph, http://transportparis.canalblog.com

With this extension, Line 14 finally has an important
feature it has lacked since it first opened - a proper
maintenance shop and storage yard for the line's trains.
In 1998, basic day to day maintenance and running repairs were conducted in a basic workshop on the tail
tracks beyond Bibliothèque Francois Mitterrand, the
southern terminal at the time. These tail tracks were
later incorporated into the Olympiades station when it
became the southern terminal in 2007, at which time
maintenance functions relocated to the new set of tail
tracks beyond there to a larger and better equipped
shop. Trains requiring more involved repairs at one of
the Métro's larger shops were moved to and from the
rest of the network via a connecting track to Line 6 near
the Bercy station.
The new dedicated maintenance shop and storage
yard is located at Docks de Saint-Ouen, on the site of
an abandoned warehouse complex once served by a
branch of the Petite Ceinture, the inner belt railway
which previously encircled Paris and is now disused.
The shop is accessed via a connecting track just north
of Saint-Ouen Station and is specifically equipped to
handle the technical needs of the new MP14 trainsets
that are being introduced to Line 14. These cars were
described in detail in last month's Bulletin. The MP14
trains will eventually supplant the current fleet of
MP89CA and MP05 trains, cascading them to Line 4.

(Continued on page 6)
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came with serious engineering and operational challenges.

(Continued from page 5)

One station to the south, a view of the tail end of an MP05 train at
Saint-Ouen.
Julian Pepinster photograph

A view of the fare array at the Mairie de Saint-Ouen station, December 14, 2020.
Julian Pepinster photograph

First and foremost, Line 13 is a traditional steel-railed
line, and the branch would need to have been converted to rubber-tired operation. Suspending service to carry out this work was not an ideal option due to the disruption it would inflict on tens of thousands of daily commuters for an extended period. For this and other secondary reasons, the takeover plan was discarded in
favor of the extension that has just been opened, which
will draw traffic away with its direct penetration of the
same catchment area, offering a much faster trip to the
center of Paris, along with direct transfer connections to
both the northwest and northeast branch at Porte de
Clichy and Mairie de Saint-Ouen, respectively. Planners
have forecast that Line 13 congestion may be reduced
by as much as 25% by the Line 14 extension.
In the south, a takeover of one of steel-railed Line 7's
branches, with an extension to Orly Airport, was also
contemplated but was dropped for the same factors cited above. It was also determined that Orly Airport would
be better served with a dedicated, faster line.
Prior to the global coronavirus pandemic, Line 14 was
carrying around 500,000 passengers a day, placing it
among the middle tier of Paris Métro lines in terms of
daily ridership. With this extension, and presuming that
ridership returns to pre-pandemic levels, Line 14's daily
ridership is anticipated to increase to 750,000, which
would make it one of the Métro's busiest lines.
Line 14 will get even busier still, as it continues to
grow in the coming years. An additional extension to the
north by 0.9 miles from Mairie de Saint-Ouen to SaintDenis Pleyel is anticipated to open in 2022. Saint-Denis
Pleyel will be a major hub of the Grand Paris Express
network, with interchange to the future Lines 15, 16,
and 17. This will be followed by a significant extension
to the south, as hinted previously, from Olympiades to
Orly Airport. This 8.6-mile extension is currently under

A close-up view of the platform edge screen doors at the Mairie de
Saint-Ouen station, with both tracks occupied - an MP89CA on the
left and an MP05 train on the right.
Julian Pepinster photograph

A 0.2-mile extension from Madeleine north to SaintLazare opened on December 16, 2003, followed by a
0.4-mile extension from Bibliothèque Francois Mitterrand south to Olympiades which opened on June 25,
2007.
Line 14 was seen as a success and plans were developed for it to continue to grow and relieve congestion on
other lines. From Saint-Lazare, the intention was to extend northward and take over the northwest branch of
Line 13, which was then, and is today, one of the Métro's busiest lines, with a challenging operational pattern
due to the two northern branches. The takeover plan
was the stated intention for several years; however, it

(Continued on page 7)
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construction and will most likely be completed in two
phases, first to Villejuif Institut Gustave-Roussy in 2023
and then on to Orly the following year. With the completion of all the extensions, Line 14 will reach a total
length of 18.4 miles. (Metro Report International December 14, 2020 web post; TransportParis December
14, 2020 blog post; and Île-de-France Mobilités and
RATP websites and Facebook pages with additional
research conducted by Subutay Musluoglu and confirmed by Julian Pepinster, RATP)

As Line 14 is fully automatic with driverless trains, the absence of a
cab offers railfans the best view imaginable. Onboard a southbound
train, an oncoming MP89CA is headed northbound to the new terminal.
Julian Pepinster photograph
(Continued on page 19)

RAIL NEWS IN REVIEW
by Jeff Erlitz and Ron Yee
ating on 98% of the railroad’s 305 route miles. The remaining segment to be implemented is the complex of
switches in Sunnyside, Queens, known as Harold Interlocking, where Amtrak and LIRR trains merge to reach
Penn Station. All testing required for this location has
been completed. The LIRR expects to implement PTC
at this location as soon as Amtrak finalizes its PTC in
the adjacent rail lines they control. (Editor’s Note by Jeff
Erlitz: PTC was placed in service between Penn Station and
Harold Interlocking on December 5, 2020.)

The Presidents of the Long Island Rail Road and Metro-North Railroad announced on November 18 that rollout of Positive Train Control (PTC) was nearly completed at both railroads and was expected to be completed
on time by the end of the year, despite the unprecedented and catastrophic impacts of the COVID-19 pandemic
on the finances of the railroads’ parent organization, the
Metropolitan Transportation Authority (MTA).
East of the Hudson River, Metro-North’s installation of
PTC equipment along the wayside is complete and all
trains on the Harlem Line, Hudson Line and Danbury
Branch of the New Haven Line are operating with Positive Train Control. On the New Haven Line’s Main Line
and New Canaan Branch, the railroad has completed
testing the PTC software for the line’s M-8 electric cars
and was obtaining the safety certification that would
allow M-8 trains to enter PTC operations at the end of
December, 2020.
The Waterbury Branch in Connecticut is exempt from
the federal PTC mandate due to the small number of
trains. Nevertheless, the State of Connecticut has opted
to have a new cab signal system installed on the branch
to improve overall safety, and PTC will be implemented
as an overlay to the new signal system by the end of
2021.
West of the Hudson River, the Pascack Valley Line
began PTC operations in September, and the railroad
expects the Port Jervis Line to begin PTC operations by
early December.
The Long Island Rail Road implemented PTC through
Jamaica in October, 2020 and the system is now oper-

Positive Train Control enhances train safety behind
the scenes by reducing the potential for human error to
contribute to train-to-train collisions, trains traveling into
zones where railroad employees are working on tracks,
or derailments caused by a train traveling too fast into a
curve or into a misaligned switch.
The system uses a network of computers on board
trains and along the tracks that are in communication
with a central control hub, sharing data on rail conditions in real time. More information about how Positive
Train Control works on the MTA network can be found at
the three-minute video at this link: https://
www.youtube.com/watch?v=bIX9wWlY_wg (MTA press
release, November 16, 2020)

The subway cars of the future are running with delays.
A pandemic-driven supply-chain slowdown will keep
the MTA from receiving the first of hundreds of new redesigned subway cars until next year, THE CITY has
learned.
Delivery of an initial batch of test cars from a $1.4 bil(Continued on page 8)
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the pandemic. The transit agency is already contending
with COVID-related slips in schedule for awarding contracts on 26 major capital projects, as THE CITY reported earlier this month.
“In this age of COVID, all kinds of delays have, unfortunately, become common,” said Andrew Albert, who
represents the New York City Transit Riders Council on
the MTA Board. (THE CITY, December 5, 2020)

Rail News in Review
(Continued from page 7)

lion purchase of 535 subway and Staten Island Railway
cars had been targeted for 2020, but an MTA spokesperson confirmed the new trains are now not expected
to begin arriving until the first quarter of next year.
The purchase from Kawasaki Rail Car Incorporated
includes 20 cars with the so-called open gangway design, which replaces the doors at the ends of train cars
with accordion-like connectors that increase capacity
and passenger mobility, allowing more room for social
distancing.
Options in the MTA’s 2018 contract to buy up to 1,077
more of the R-211 subway cars from Kawasaki — including 640 more of the open-gangway variety — are
jeopardized by the agency’s financial crisis.
The MTA has, for months, been pressing the federal
government for $12 billion in emergency relief to plug
massive deficits created by a collapse in ridership and
revenue due to the pandemic.
The fallout extends to the MTA’s plans to improve the
transit system, with the agency’s proposed $51 billion
five-year capital program put on hold over the summer.
The new cars are assembled and tried out at Kawasaki plants in Lincoln, Nebraska and Yonkers before being
put to the test in the subway system. But temporary
shutdowns at the plants because of the pandemic have
contributed to delays, along with COVID-related production issues with the manufacturing giant’s suppliers.
Kawasaki did not respond to requests for comment
from THE CITY.
MTA data shows that Kawasaki’s most recent additions to the MTA fleet, which began running on the 7
line in 2013, are among the most reliable of the dozen
different car classes in the subway. Newer subway cars
from another manufacturer, meanwhile, were twice temporarily taken out of service this year by the MTA over
safety concerns.
In December, 2017, the MTA put an R-211 prototype
on the sprawling mezzanine level of the 34th StreetHudson Yards station, inviting commuters to check out
the new look.
The cars include security cameras and expanded
doorways that widen entrances from 50 to 58 inches, a
feature designed to cut into the amount of time trains
spend at stops. While most of the new cars will run on
the lettered lines, 75 of them are supposed to eventually
replace the decades-old fleet on the Staten Island Railway.
The delays in getting the first of the R-211 cars into
the subway system for testing came as a disappointment to subway aficionados who have been awaiting
their arrival.
Some riders worry that the MTA’s pandemic-driven
financial crisis could translate into trouble for eventual
efforts to modernize the subway fleet with even more
open-ended trains.
But an MTA Board member said delays to subway
projects are, in many cases, unavoidable because of

Exterior of one of the R-211 mock-ups at 34th Street-Hudson Yards
station on December 5, 2017.
Jeff Erlitz photograph

View of the interior of one of the R-211 mockups with an open gangway at the far end.
Jeff Erlitz photograph

The Long Island Rail Road has spending issues that
relate to both time and money. According to a New York
State audit, several infrastructure projects over the past
decade or so have been over budget and slow to get
completed.
The audit looked at 11 projects from the LIRR’s capital
programs covering a ten-year span from 2010 to 2019.
Ten of those jobs were finished late, ranging from a few
(Continued on page 9)
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“Vectron” locomotive which ply the rails in Germany by
the hundreds. (LIRR Today, December 13)

(Continued from page 8)

months to a few years, while eight of the 11 projects ran
over budget for a total cost overrun of almost $70 million.
The Metropolitan Transportation Authority’s Capital
Construction & Development agency has taken over the
management of capital projects in order to speed capital
project delivery and reduce cost. MTA spokesperson
Aaron Donovan noted the LIRR’s Third Track project,
which has been under the agency’s oversight and
should be finished a year ahead of schedule. Donovan
said the MTA Construction & Development would review
the practices and procedures that the Comptroller has
commented upon and will determine which can be improved as part of the transformation being accomplished.
The audit also found that LIRR project managers
would violate their own written procedures. Project
plans and kickoff meetings would not take place and
budgets were not properly developed.
The report also revealed that projects routinely were
underfunded because the LIRR’s Estimating Unit was
not always involved in the budget process and the MTA
did not allow the agency to account for inflation when
preparing project budgets.
The audit contained recommendations moving forward, including adopting MTA standards to strengthen
project management procedures.
Some of the recommendations have been accepted
by the LIRR, while others have not. (Railway Track &
Structures, December 16, 2020)

Improvements have been made to the CTrail eTix mobile app, which provides CTrail Hartford Line and Shore
Line East riders with the ability to purchase tickets using
smartphone devices.
The Connecticut Department of Transportation
(CTDOT) says the app is a more convenient way to pay
rail fares without needing to carry and display a paper
ticket. The app now accepts both Apple Pay and Google
Pay, and allows users to log in using Face ID/Touch ID
(Apple) or fingerprint (Android).
The app login experience has been enhanced by adding biometric security — the option to turn on Face ID or
Touch ID in Apple’s iOS or fingerprint authentication on
Android devices. Previously, users needed to manually
enter their password to ensure the security of their ticket
purchases from within the app.
With CTrail eTix, customers can now purchase tickets
using Google Pay or Apple Pay in addition to a credit or
debit card and store them electronically on their device.
When ready to use a mobile ticket, the customer simply
opens the CTrail eTix app and presses a button to activate the mobile ticket. After the ticket is activated, customers then show their smartphone screen to their train
conductor.
The app can be used to purchase Shore Line East
and Hartford Line tickets, with optional connecting service on New Haven Line (Metro-North Railroad) trains
using a single device for one transaction. In addition,
customers utilizing the stations in Berlin and Wallingford
have the ability to purchase parking through the app.
(Mass Transit, December 9, 2020)

The Metropolitan Transportation Authority Board voted
on December 16, 2020 to approve a $334.9 million contract to Siemens to build 27 dual-mode locomotives for
the Metro-North Railroad to enable the replacement of
27 P32AC-DM locomotives built by General Electric
between 1995 and 2004 that are nearing or exceeding
their projected 25-year lifespan. The order is for 19 locomotives in the original order plus the immediate exercise of an initial option for eight additional units, bringing
the total to 27 new dual-mode locomotives. Based upon
the Siemens Charger design, they will be equipped with
a dual-mode capability utilizing 700 volts d.c. underrunning third rail. This order is being funded by a Federal
Transit Administration grant, and includes options for up
to 144 additional locomotives for Metro-North, the Long Rendering of the new Portal Bridge.
Island Rail Road, Connecticut Department of Transpor- NJ Transit rendering
tation and the New York State Department of Transportation (Amtrak’s Empire Corridor). The first of these
Construction of a new Portal North Bridge has taken a
would be delivered in 2025 with the eight option loco- big step forward following NJ Transit’s approval of a Full
motives delivered by early 2027. These options could Funding Grant Agreement (FFGA) with the Federal
potentially bring the total order for dual mode locomo- Transit Administration. The new span will replace a 110tives up to 32 additional for Metro-North, up to 66 for the year-old swing bridge that has been at the center of
LIRR, up to 20 for Connecticut Department of Transpor- train delays due to mechanical failures over the years.
tation and up to 26 for the NYS Department of TransThe FFGA is the last stage of the Capital Investment
portation. It should be noted that the internal mechani(Continued on page 10)
cal design of the Siemens Charger is based upon the
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such as restoration of the classic benches in the waiting
room, installation of brighter lighting, updating of the
bathrooms, improved HVAC and air-handling, fresh
paint and tile and a deep clean of the limestone exterior
to once again showcase the architecturally significant
façade. In the bus lanes, new lighting and improved
drainage will improve the rider experience. And improved directional and way-finding signage will help
make sense of this station’s labyrinth of platforms and
hallways.
Longer-term enhancements will focus on improving
the station’s openness, light and overall commuter and
visitor experience. A future goal is to make Newark
Penn Station more of a destination, with added dining
and shopping in the concourse.
Newark Penn Station is the seventh busiest rail station
in North America and one of the busiest stations in the
region. The station is served by NJ Transit commuter
trains, Newark Light Rail, PATH and Amtrak's Northeast
Corridor services. The station also serves as Newark’s
main bus terminal.
Opened in 1935, Newark Penn Station is listed on
both the State and National Registers of Historic Places. The station was originally designed and still operates as an intermodal facility serving pedestrian, taxi,
bus and private vehicle traffic generated by the more
than 50,000 transit customers who use the station each
day. (Mass Transit, December 10)

(Continued from page 9)

Grant process to fund the $1.8 billion new fixed span
that will cross the Hackensack River.
“I’m thrilled by the Board’s decision to green light this
agreement, which moves us one step closer to replacing this unreliable, century-old bridge that has threatened to grind the Northeast Corridor to a halt and been
a source of untold stress for thousands of riders who
rely on it,” said New Jersey Gov. Phil Murphy. “New Jersey has put our skin in the game with more than our fair
share of funding, and I look forward to working with the
Federal Transit Administration to get this shovel-ready
project started.”
NJ Transit, along with Amtrak, will be able to construct
the new bridge as well as operate and maintain the
structure. Designs for the new Portal North Bridge have
been finalized and construction has been fully permitted
for years. The new bridge will be high enough to allow
marine traffic to pass underneath without requiring any
movement from the span. It will take about five years to
build the bridge.
The FTA will supply a little over $766 million for the
project, with the Federal Highway Administration providing another $57.1 million. New Jersey and Amtrak will
fund the remaining amount. (Railway Track & Structures, December 9, 2020)

Newark Penn Station - Renovations include a deep clean of the limestone exterior to once again showcase the architecturally significant
façade.
NJ Transit photograph

A total of $190 million has been committed for renovations and upgrades at Newark Penn Station, announced
New Jersey Governor Phil Murphy on December 9.
The Governor was joined at an event announcing the
renovations by Lt. Gov. Sheila Oliver, Newark Mayor
Ras J. Baraka, NJ Transit President & CEO Kevin S.
Corbett, State Sen. Teresa Ruiz (D-29), Assemblywoman Eliana Pintor Marin and General Chairman of
SMART-TD Local 60 Jerome Johnson.
The work is slated to begin immediately with $30 million in renovations and restorations, with additional upgrades scheduled over the next five years totaling $160
million. The upgrades will be funded by the state.
The first phase of renovations will focus on aesthetics

Train #4625 is seen here on November 24, 2020 in Wood Interlocking, not quite one mile north of the station in Perth Amboy. Note the
broken left hand switch point.
Seth Wenig/Associated Press photograph
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On Tuesday, November 24, 2020, at about 12:20 AM,
North Jersey Coast Line train #3292 derailed in Wood
Interlocking, less than a mile north of the Perth Amboy
station. Led by ALP-46 4625 and pulling eight passenger coaches, it had departed Long Branch at 11:32 PM.
Five passengers and three crew members were on
board, and there were no injuries. The locomotive did
not derail while the eight coaches derailed all wheels
with the equipment upright and in-line. Train #3292 was
proceeding eastbound on Track 2 at an estimated 57
mph (60 mph limit here) on tangent track with normal
(Continued on page 11)
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routing through Wood interlocking when the derailment
occurred. Initial findings by the Federal Railroad Administration (FRA) indicated that the point of derailment
was an Engine Burn Fracture (EBF) on the left hand
point of the left hand facing point switch in the interlocking.
Through service on the North Jersey Coast Line was
shut down with trains operating between South Amboy
and Bay Head. Limited service resumed the following
weekend.
FRA Inspectors were on site reconstructing the rail
pieces involved in the derailment. Periodic ultrasonic
testing was performed on this segment on November 5,
2020 and will be reviewed by FRA as well as other pertinent items in the accident investigation. (Associated
Press, November 24, 2020)
Amtrak customers have new digital payment options
on the Amtrak mobile app and Amtrak website, including
Apple Pay, Google Pay and PayPal.
Apple Pay, Google Pay and PayPal are now available
when checking out on the Amtrak mobile app and website, offering users an alternative to traditional credit and
debit card payments. Customers can leverage all three
payment solutions to purchase tickets and more. Once
logged in, customers can save their preferred digital
payment method as a default payment option in their
profile, providing a quicker time to purchase. For each
of the three new payment methods, customers can purchase tickets and modify reservations originally paid
with one of the digital payment solutions.
Amtrak says it is committed to continually improving
and expanding the website and mobile platforms. Previous updates include:
Seamless gate service: To reduce crowds at departure
boards, Amtrak app users can receive gate and track
information via push notifications at select stations. The
home screen also includes gate and track information
for applicable reservations (when published).
Contact-free travel: Customers can book, board,
check train status and access information from the convenience and safety of a mobile device. Amtrak encourages boarding with eTickets, which Conductors scan
from the Amtrak app. (Mass Transit, December 9,
2020)
As the COVID-19 virus continues its relentless march
across the nation and around the world, U.S. transit is
quickly becoming one of its casualties. The picture will
probably get worse as the $24.9 billion that transit got
from the CARES Act runs out next year.
Legacy rail transit systems in places like Boston, New
York City, Philadelphia and Washington, D.C. are now
considering service cuts of unprecedented severity. So
are other transit providers. The looming disaster has
already hit San Francisco, where Muni runs only a small
11

number of bus routes and no rail transit at all, BART
continues to operate sharply reduced service, and voters recently pulled the Caltrain commuter line back from
the edge of the grave.
Observers of the transit scene already know this, but
now the word is out. A comprehensive report by Christine Goldbaum and Will Wright in the December 6, 2020
edition of The New York Times sets the scene: “Across
the United States, public transportation systems are
confronting an extraordinary financial crisis set off by
the pandemic, which has starved transit agencies of
huge amounts of revenue and threatens to cripple service for years.”
It is easy to express the cause of the woes now suffered by transit providers, but a remedy for those woes
will be far more difficult, if not impossible, to find. Because of the shutdowns resulting from fear that the virus
will spread if public events are held and businesses are
allowed to stay open fully, there are not many places to
go, so not many people are going anywhere. (Motorists
are encouraged to avoid transit, and many do.) Farebox
revenues plunged with ridership, so transit must operate
without much of that revenue but with the additional
cost of intensive cleaning to kill the virus.
Among the remaining riders are some “essential workers” who depend on transit because they do not have
access to an automobile. Now in Boston and other places, their transit is on the chopping block.
Transit providers, riders and their advocates are pinning their hopes on another relief package from Congress. The American Public Transportation Association
(APTA) advocates for management and said in a statement on December 3, 2020: “The bipartisan, bicameral
proposal of a new $908 billion COVID-19 aid package
that includes $15 billion for public transit emergency
relief is a starting point for negotiations, and immediate
action needs to be taken to address a ravaged public
transportation industry that continues to serve Americans every day. We urge Congress and the Administration to provide at least $32 billion in emergency funding
to ensure that public transit agencies can survive and
help our communities and nation recover from the economic fallout of the pandemic. The public transportation
industry’s very survival is at stake. We urge both Congressional leaders and the Administration to enact
COVID-19 emergency transit funding legislation before
Congress adjourns for the year.”
APTA requested about 30% more than the CARES Act
provided for transit earlier in 2020. It is unclear if APTA’s
request would tide the industry over until the eventual
success of a vaccine allows riders to return to transit
while feeling safe about doing so. Also unclear is when
those riders will return, and in what numbers.
How much funding Congress would be willing to give
transit providers to limit service cuts is unknown. A purportedly bi-partisan proposal would give transit $15 billion, while the Republican leadership in the Senate (who
will remain in power during the Biden administration,
unless Georgia voters decide otherwise in January) has
(Continued on page 12)
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not offered anything for transit. So, the prognosis for
transit seems to range from merely grim to exceedingly
grim.
Against this backdrop, the Massachusetts Bay Transportation Authority (MBTA, known locally as the “T”) has
proposed drastic reductions in service, but is now delaying implementation. The region’s legacy commuter rail
system, with trains on both the South Side and the
North Side of the region, may eliminate all trains on
weekends and after 9 PM on weeknights. Ferry service
on its three routes would end, too, as would 25 bus
routes. The level of service on local rail transit would be
sharply reduced, including shutting down by midnight,
about an hour earlier than currently.
MBTA ridership now stands at about 25% of prepandemic levels, according to a December 7, 2020
Boston Globe article by Adam Vaccaro, Travis Andersen and Danny McDonald: “After an outcry from riders,
transit advocates and political leaders, the Massachusetts Bay Transportation Authority indicated Monday it
may substantially scale back a host of planned cuts
across the system meant to help bridge a severe budget deficit.”
Local rail transit service would end one hour earlier
than now, with an average of 25% less service on each
line. The “E” Line branch of the Green Line (light rail)
would terminate at Brigham Circle, eliminating five stops
along 0.8 mile of street running along Huntington Avenue. Overall, service would be reduced to 70% of its
current level. On the bus side, 85% of current service
would be maintained, with “essential” routes losing 5%
of service, “non-essential” routes losing 20%, and 25
routes eliminated.
The proposed cuts on MBTA’s commuter rail system,
operated under contract by Keolis, are even more severe, with all trains that run after 9 PM on weeknights
and all weekend service eliminated, a 35% cut. Peakhour and midday service would be cut from 544 trains to
430. An expected 31,000 riders would lose their trains.
In addition, all ferry service would be eliminated.
The MBTA called its service reduction plan “Forging
Ahead,” and the hearing notice on its website billed it as
“the Authority’s plan to preserve transit access and
quality of service available to transit-critical customers”—a title that did not make it clear that draconian
cuts could be coming soon. “Virtual” hearings were held
on November 19, 2020 and a comment period followed.
The proposed cuts are severe. (Railway Age, December 9, 2020)
SEPTA indefinitely closed its overnight service of the
trolley tunnel, spanning 13th to 40th Streets, beginning
Monday, December 14, citing little early-morning ridership during the COVID-19 pandemic.
While research has shown that intensive cleaning of
surfaces is not as necessary as thought during the early
months of the pandemic, SEPTA will shut down the tun12

nel to allow for deep cleaning at stations as well as
maintenance. SEPTA's "trolley blitz," an annual effort to
avoid sporadic shutdowns throughout the year by closing the tunnel for multiple days for crews to perform predictable maintenance, took place in July and cost $1
million.
The closure, between midnight and 5 AM and lasting
seven days a week, will continue "until further notice,"
SEPTA announced on December 9. Routes 10, 11, 13,
34 and 36 riders will need to transfer between the Market-Frankford Line or overnight Owl buses at 40th
Street to continue their trips.
It is the second COVID-19-related service disruption in
recent months for SEPTA. In November, the authority
cut overnight weekend rail service on the MarketFrankford and Broad Street Lines, similarly offering bus
service in lieu.
The trolley tunnel typically sees 65,000 riders daily.
Ridership is down about 65% from pre-pandemic levels.
SEPTA decided to move forward with the closure "to
take advantage" of the "very low ridership during those
overnight hours." The authority's last ridership count
between midnight and 5 AM on December 3 showed
173 total passengers on 40 trolley trips in the tunnel.
The figures "are consistent with ridership levels in recent months," according to the authority. The decision
was not a cost-saving measure, Busch said.
Like other major transit agencies across the country,
SEPTA's finances have been hobbled without riders to
pay fares. Coupled with long-term funding challenges
SEPTA faced before the pandemic, the authority said it
will need to consider service cuts, layoffs and fare increases without additional relief. The agencies are asking for an additional $32 billion in federal funding to
bridge gaps created by COVID-19.
SEPTA is continuing to plan ahead, with its Board recently approving a $5.7 million land deal that is a small
but significant step forward for trolley modernization, a
$1.55 billion project to replace its current fleet with modern light rail vehicles. (Philadelphia Inquirer, December 9, 2020 via Mass Transit)
Operations for the Purple Line project in Maryland will
soon be back to normal. The Maryland Department of
Transportation reached a $250 million settlement with
three companies connected to the public-private partnership.
Two of the firms, Meridiam and Star America, will stay
on the 16-mile-long project, but Fluor will no longer be
associated with Purple Line Transit Partners (PLTP).
The state and PLTP had been at odds for months, and
the dispute led to the group of builders to leave the site.
The conflict centered on time delays and $800 million in
cost overruns.
Meridiam and Star America are now looking for another contractor. Fluor formed Purple Line Transit Constructors and also was part of Purple Line Transit Operators. The agreement still needs to be approved by
Maryland’s Board of Public Works.
(Continued on page 13)
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east to East Tampa neighborhoods and west to
Westshore and the airport.
The project was accepted into the Federal Transit Administration’s (FTA) Small Starts Project Development
in June, 2018. Tampa’s website says the city, in coordination with HART, had planned to submit a project ratings request to the FTA in August, 2020. (Mass Transit,
December 9, 2020)

(Continued from page 12)

The Maryland Department of Transportation and the
Maryland Transportation Authority will still oversee hundreds of contracts and purchase orders. (Railway
Track & Structures, November 25, 2020)

A rendering of a modern streetcar in Centro Ybor.
City of Tampa rendering

RTA photograph

The Florida Department of Transportation (FDOT) has
awarded the city of Tampa $67.3 million for the Tampa
Streetcar Extension Project.
The funding is through the state’s New Starts Transit
Program, which aids Florida municipalities in developing
fixed-route transit projects to accommodate growth.
FDOT Secretary David Gwynn noted the grant is the
largest awarded to the Tampa Bay region.
The city explains the TECO Streetcar was built to invoke the historic Ybor City, but the system has potential
to be a viable transportation option for residents to travel to and from downtown and the surrounding neighborhoods.
The project calls for the modernization of the existing
2.7-mile TECO Streetcar line and a 1.3-mile fixed guideway extension. The Hillsborough Area Regional Transit
Authority (HART) says the project support’s Tampa’s
vision for “a livable, connected and competitive downtown.”
The heritage streetcar vehicles currently in use on the
system would be replaced with modern and faster vehicles. Additional modernization work would include constructing level boarding at platforms, reconstructing tight
turns, upgrading traction power and expanding the
streetcar barn.
The proposed system extension would be built north
on Florida Avenue to Palm Avenue where it would turn
and then head south on Tampa Street.
Project stakeholders believe the new modern, expanded streetcar system will serve as a convenient and reliable commuter option to residents, workers and visitors
in Tampa’s greater downtown area.
Future connectivity is key, and this project will position
the streetcar system to be ready for future expansions
as Tampa continues to grow. Future connections include north up to the University of Southern Florida,
13

Three streetcars equipped with wheelchair lifts at the
front and rear of each car to comply with Americans with
Disabilities Act accessibility requirements entered service on the St. Charles Line. These cars formerly operated on the Riverfront Line but have been repainted
inside and out to match the historic Perley Thomas cars
of the St. Charles Line in almost every way. To help riders identify the ADA-compliant streetcars, the new cars
are differentiated from the Perley Thomas streetcars by
being marked with the universal accessibility icon on the
front and side indicating ADA accessibility. The project
also included the modification of 12 St. Charles Line
stops, six inbound and six outbound. These stops were
rebuilt to feature platforms wide enough for streetcar
operators to safely deploy the accessible streetcars’
Limited Mobility (ADA) Ramps, installation of yellow tactile warning strips, installation of protective bollards, and
re-grading to provide level ADA-compliant surfaces. The
project was jointly funded by RTA and the City of New
Orleans with $160,000 for engineering and construction
administrative services and $400,000 for engineering
costs. (New Orleans RTA press release, December
2020)
The South Shore Line Double Track project is advancing as planned. The Northern Indiana Commuter Transportation District Board of Trustees approved a contract
on November 30, 2020 for demolition work in Michigan
City.
Green Demolition of Chicago won the $2.7 million project, which consists of prep work for the double track
project. The board also OK’d $1.2 million for the manufacture of railroad turnouts needed to advance the project. The turnout work is expected to begin in the sum(Continued on page 14)
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mer of 2021. Voestalpine Railway Systems will be supplying the turnouts. Final design work is currently being
completed, and a construction contract is expected to
be awarded soon.
Officials are waiting on a New Starts grant from the
Federal Transit Administration that would pay for about
38 percent of project. The hope is the money will come
during the first quarter of 2021. South Shore President
Michael Noland says if the funding arrives in the next
couple of months, construction of the double track project should begin the following summer.
NICTD’s West Lake Corridor project also is expected
to start next summer. The project will extend commuter
rail service south through Hammond and Munster.
(Railway Track & Structures, December 1, 2020)

and performing critical maintenance to infrastructure.
The most important task was removing poor ballast that
was never addressed during reconstruction. Due to high
amounts of heavy metal in the rock, the San Francisco
Municipal Transportation Agency and the contractor decided to leave the ballast in place that has been part of
the tunnel since original construction back in 1918.
Work is expected to run through February, 2021 and
takes place six days a week from 7:30 AM to 8 PM.
Muni still has not revealed how much it will cost to replace the ballast, and a majority of the work will take
place on the Eureka Curve, which is the connector between downtown San Francisco and the West Portal.
The Twin Peaks Tunnel project is part of Muni’s Subway Renewal Program, designed to target critical subway systems and infrastructure for strategic overhauls
to improve reliability, resilience and longevity of the system once it reopens. (Railway Track & Structures,
November 24, 2020)

The Sacramento Regional Transportation District
(SacRT) will receive $35.47 million from the California
Transportation Commission (CTC) to continue work on
its $610 million light rail modernization project to improve capacity.
The funding is part of CTC’s recent approval of $2
billion for 56 state projects that will reduce traffic, improve goods movement and increase transit service,
among other measures. Project funding is split among
three programs: the Solutions for Congested Corridor
Program, the Trade Corridor Enhancement Program
and the Local Partnership Competitive Program.
SacRT will receive $33.87 million as part of the
Placer-Sacramento Gateway Corridor project, which
was awarded $67 million under the Solutions for Congested Corridor Program.
It will help fund Blue Line improvements, including the Railway Track & Structures photograph
purchase of eight new low-floor light rail vehicles to reAll Bay Area Rapid Transit (BART) stations now offer
place older, high-floor vehicles; four station platform
conversions on the line’s North Eastern Corridor to al- Clipper as the only fare product available for purchase.
BART has been eliminating the sales of paper tickets
low for automatic ramp deployment from the new LRVs
(eight additional stations on the corridor will need similar since August of 2019 when a four-station pilot program
work); and improvements to the Watt/I-80 light rail and was launched. The conversion was accelerated during
the pandemic with one or more stations transitioned
bus station.
SacRT will receive another $1.6 million from the Local each week throughout 2020. Systemwide conversion
Partnership Competitive Program for Gold Line im- was fully completed the week of December 7. This effort
is part of BART's 15-Step Plan to welcome riders back
provements.
SacRT was previously awarded $184.5 million in state to a more contactless experience in the era of COVIDand federal funding for its light rail modernization pro- 19.
ject. SacRT has tapped Siemens Mobility to manufacture up to 76 new S700s. A notice to proceed on the first
BART says it is working to prevent the spread of
20 was signed in April, with delivery expected to start in COVID-19. Using Clipper helps this effort by allowing
early 2023. (Railway Age, December 8, 2020)
riders to avoid direct contact with fare gates, as the card
only needs to be held over the fare gate card reader
Attention was centered on the Twin Peaks Tunnel in without touching. Riders can further protect themselves
San Francisco once again on November 30. The tube from contact with fare machines by loading funds onto
their Clipper card online, allowing up to one day for the
has had issues since it re-opened two years ago.
In late November, crews started replacing the splice balance to post. For registered users, the autoload feaconnections and lines overhead, upgrading switch ma- ture will automatically replenish their Clipper balance.
(Continued on page 15)
chine and subway lights, making trackway adjustments
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While paper tickets will no longer be available for purchase at these stations, riders are still be able to use
paper tickets to enter or exit through fare gates. Riders
are also able to add enough fare to a paper ticket to exit
the station using add fare machines located inside the
paid area.

tions. The front end has been specifically shaped to prevent snow accumulation, and the cars have heated door
thresholds, floors, and autocouplers, as well as ice protection equipment, heated windscreens and ice scrapers on the pantographs.
According to the manufacturer, the trains are designed
“to perfectly fuse with the green spaces of the city,” offering passengers “breathtaking views” through the
large windows. The green and white livery selected by
the public is inspired by the new Samuel De Champlain
Bridge, with the headlights “directly recalling” the stays
of the bridge.
When complete, the 41.6-mile REM serving 26 stations will be one of the world’s largest automated metro
networks. It will connect the south shore suburbs in the
east with the city center, while the western branches will
run to the airport, Sainte-Anne-de-Bellevue and DeuxMontagnes. Opening of the first section is planned for
mid-2021.
In April 2018 project promoter CDPQ Infra awarded
the C$5 billion infrastructure engineering, procurement
and construction contract to the Groupe NouvLR consortium of SNC-Lavalin Grands Projets, Dragados Canada, Groupe Aecon Québec, Pomerleau, EBC and
AECOM. The Groupe PMM consortium of Alstom
Transport Canada and SNC-Lavalin is responsible for
supply of the rolling stock and railway systems as well
as operations and maintenance. (Metro Report International, November 17, 2020)

BART has moved to a Clipper-only fare payment system because the region has prioritized the use of Clipper as the Bay Area’s all-in-one transit card administered by the Metropolitan Transportation Commission.
In addition to being contactless, Clipper has many advantages over paper tickets:
● Clipper saves money. Adult paper tickets have a 50cent surcharge on every trip, which equals $1.00
per round trip. With a one-time acquisition fee of
$3.00 for a Clipper card, it pays for itself in three
roundtrips.\
● Clipper is reusable and long-lasting, unlike paper
tickets that get worn and tattered
● Clipper is accepted by nearly all transit agencies in
the region. Many other agencies offer discounted
fares when using Clipper
● Riders can set up their Clipper card account to reload automatically
● The loaded value on the Clipper card is secure
when it’s registered. If the card is lost, the balance
can be replaced for a nominal fee
● The tag in and out system allows Clipper card users
to move through fare gates faster
● Clipper cards can be purchased at every BART station and at many retail outlets throughout the region
● Paper tickets can jam fare gates, so Clipper usage
means more open fare gates, shorter lines and less
fare gate maintenance
● Clipper usage reduces the paper waste of the magstripe tickets in the BART system
● Customers can use Clipper anonymously. Clipper
cards do not require registration. Registration is Metro Report International photograph
required for added benefits such as autoload and
balance protection
The Mayor of London, Sadiq Khan, Transport for LonCustomers can claim a refund for a paper ticket with a don (TfL), the Department for Transport (DfT) and the
remaining value greater than $1. A station agent will British treasury have agreed on a funding and financing
help process a ticket refund request. Tickets can also package for the final phase of the Crossrail project, albe mailed along with the reason for the refund request. lowing work on the troubled line to continue “at pace.”
Crossrail Ltd announced in August, 2020 that the 13(Mass Transit, December 15, 2020)
mile central underground section of the new Elizabeth
The first cars to be supplied by Alstom for the Réseau Line between Paddington, Stratford and Abbey Wood
Express Métropolitain automated metro network in would cost an additional £450 million to complete, and
Montréal were formally unveiled by Groupe PMM on would not be ready to open until the first half of 2022.
TfL announced on December 1, 2020 that the shortfall
November 16, 2020.
Alstom is supplying 106 two-car trainsets from its Me- will initially be covered by the Greater London Authority
tropolis family, and four cars have so far been delivered (GLA) borrowing up to £825 million from the DfT. GLA
to Montréal from its Sri City factory in India. The driver- will then give the funding to TfL as a grant and will repay
less trains are similar to those already in use on the the TfL loan using Business Rate Supplement (BRS)
(Continued on page 16)
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along Avenue de la Liberté to the station.
The extension is entirely catenary-free, trams being
powered by CAF Power & Automation’s Greentech
Freedrive supercapacitors which are recharged at stops
by ground-level equipment.
The tramway now has 2.25 miles of catenary-free
route, minimizing the visual impact of the extension on
the west side of the historic center and the Pont Adolphe.
The first wire-free segment opened on July 27, 2018,
running from Rout Bréck-Pafendall across the Pont
Grande-Duchesse Charlotte viaduct over the River
Alzette and west via Limpertsberg, Theater to Place de
l’Etoile.
The tramway’s first five-mile section opened on December 10, 2017 between Luxexpo and Pafendall-Rout
Bréck. The rest of the ten-mile route comprising extensions south from the station to Cloche d’Or and east
from Luxexpo to Luxembourg Airport is expected to be
open in 2022-23.
CAF is supplying a further 12 Urbos 3 trams to
strengthen the fleet of 21 already in service. (Metro Report International, December 15, 2020)

(Continued from page 15)

and Mayoral Community Infrastructure Levy (MCIL) revenues.
The funding comes just over a week after London
Transport Commissioner Andy Byford wrote to the permanent secretary at the DfT seeking £80 million of immediate support to keep the project on track.
“If agreement is not reached this week, we will have
no option but to mothball the project and to seek alternative governance for its eventual completion,” Byford’s
letter said, according to Sky News.
Crossrail Ltd says it is continuing to work hard to reduce its funding shortfall, and TfL is ensuring that further independent analysis of costs is carried out.
“I have been very clear that it is my priority to get the
railway open as soon as possible and all those working
on the Crossrail project are focused on that too,” Byford
said following the announcement of the new funding.
“Confirming this financing is an essential step in ensuring the team can fully concentrate on safely delivering
the Elizabeth Line, which is so vital for boosting rail capacity and supporting the economy.”
Crossrail started a second blockade on November 21,
2020, which was due to run for 11 days, in order to get
the railway ready for systems integration dynamic testing (SIDT) which was due to begin on December 3.
The blockade follows a successful six week blockade
over the summer, during which 96% of the tasks scheduled during the closure were completed.
Governance of Crossrail transferred directly to TfL in
October, in order to simplify responsibilities and ensure
decision-making is seamless and fully aligned. A special
purpose committee of the TfL Board, the Elizabeth Line
Committee, is providing high-level oversight of the project, with the first meeting taking place the last week of
November, 2020.
The project remains a jointly sponsored by TfL and the
DfT and an independent DfT representative will attend
the committee meetings.
When fully open, the Elizabeth Line will have capacity
for more than half a million passengers per day and will
support new journeys through central London out to
Essex and Berkshire.
The new railway is expected to support thousands of
new homes and new jobs and will boost the UK economy by £42 billion. (International Railway Journal, December 1, 2020)

An extension of the city of Luxembourg’s tramway
1.25 mile south from Place de l’Etoile to the mainline
interchange at Gare Centrale opened on December 13,
2020.
There are intermediate stops at Hamilius in the historic center, and at Place de Metz and Place de Paris Urbos 3 tram 110 (CAF, 2019) in front of the Gare Centrale.
City of Luxembourg photograph
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VIENNA-BRATISLAVA-UKRAINE
by Jack May
(Continued from December, 2020 issue)
(Photographs by the author, except where noted)

Tuesday, June 13
It was a relatively short ride on the 207 bus from the
Vosendorf-Siebenhirten stop of the Badner Bahn to the
Siebenhirten terminal of Vienna's U6 line. At an earlier
time in my life I would have walked it, but it was rather
hot in the bright sun, and I had been up for at least 24
hours by then.
Vienna's U-bahn system consists of 5 lines. Four are
traditional rapid transit lines (U1 to U4) in that they are
served by heavy metro cars taking power from third rails
and stopping at stations with high-level platforms. The
U6 however, is different, as the equipment is lighter,
gets its power from overhead wire and its stations have
low-level platforms, just like the trolley subways of Boston and Philadelphia. Originally the G/Gurtel line of Vienna's Stadtbahn, a former steam railway that was
electrified in 1925, it operated trains of single-truck
streetcar-like cars (up to 9 units) along a gradeseparated right-of-way.* Most of the G line ran over an
elevated structure and rather than tear it down and replace it with a subway, the operators decided to restore
it, but update its electrical system and signaling, while
preserving the stations' original Otto Wagner architecture (although changing from left-hand operation to
right-hand). [The alignment of line U4 follows the other
Stadbahn line while the inner portion of the U2 was formerly a trolley subway.] It became what could be best
described as a Light Metro and continues to use overhead power. It also was extended at both ends, and the
southern portion, which I was about to ride and photograph, literally took over the right-of-way of former tram
route 64, which had been built as an express line in
1979.
* Three of the Stadtbahn cars, which operated into the 1980s, are
preserved at the San Diego Electric Railway Association's museum in
National City, California.

The U6 reached Siebenhurten in 1989. At that time
single-ended articulated cars, similar in design to Wiener Linien's E-class motors and C-class trailers, but with
doors on both sides, were operated back-to-back on the
totally segregated line. They were gradually replaced by
70-percent low-floor T and T1 units starting in 1992.
Once delivered service began to be provided by a combination of high-floor Es and low-floor Ts coupled to-
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gether, to make at least a portion of each train wheelchair accessible. The Es were retired at the end of 2008
and the line has been an all low-floor operation since.
I photographed the U6 at Siebenhirten and then rode
it to Tschertteg (5 stops), where I walked to the WLB at
its almost adjacent Schöpfwerk station for more photos.
That accomplished, I rode the interurban back to its
Oper (Opera) terminal, where I changed to a D car to
take me back to the hotel — but of course, not before I
used my camera again. The D and the O are the only
two lettered routes left on Vienna's tramway network.
When I first came to Vienna in 1960 there were a large
number of lettered routes, as originally the routes that
traveled along the Ring were identified by letter, while
numbers were used for the radial and outer lines. The A
and B, for example, each traversed the entire Ring before turning off to separate terminals. But that system is
gone now and the O line no longer even touches the
inner boulevards.
The D continues past the grounds of the Belvedere,
home to some of Vienna's finest palaces and museums
(which Clare visited on Wednesday), and then cuts under the OBB tracks at the eastern entrance of the
Hauptbahnhof. After stopping at the railway station it
continues for one more stop along Karl-Popper-Straße,
and then loops at Alfred-Adler-Straße. Interestingly, Vienna now pays homage to both Popper and Adler, who
both converted to Christianity from Judaism, but saw
the writing on the wall anyway, and emigrated to Britain
prior to the 1938 Anschluss. Not so good for Popper's
relatives who stayed behind, as they all perished. Popper was a leading philosopher who once worked for Adler, a famous psychotherapist and one of Sigmund
Freud's collaborators. The late National Public Radio
correspondent, Margot Adler, was his granddaughter.
Upon arriving back at the hotel, I found Clare had rested and was ready to go out to eat. I was pretty tired, but
knew the faster we ate the faster I could succumb to a
good night's sleep. We had passed a local restaurant
while rolling our luggage to the hotel, and we headed
back there--and had delicious dinners of Austria's version of Nouvelle cuisine. I was asleep a nanosecond
after I closed my eyes.
(Continued on page 18)
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Two views of the southern terminal of the U6 at Siebenhirten. With the retirement of the E6/C6 high-floor cars all service on the 11-mile line
is now provided by the T and T1 class. 78 T cars, painted in white, began being delivered in 1992, while the last batch of equipment, 66 T1s
in a light grey livery, started to arrive in 2007. In addition to the slight color difference, the T1s have air-conditioning. The left photo shows a
train of T1s reversing on the tail tracks beyond the terminal. Before the U6 was extended here in 1989, this area was part of the turnaround
loop for the single-ended cars of Vienna's route 64 rapid tramway. The right photo shows a train of T-cars in the Siebenhirten station boarding passengers for its northbound run.

Two views at the Badner Bahn's Schöpfwerk station. The left photo shows the rear of a two-car interurban train running from Oper to Baden, while at right an inbound single-car rush-hour unit is shown in tripper service from Wiener Neudorf to Oper. Note the similarity between the rear car in the left photo and the equipment running on the U6 (shown in the two preceding views). Both low-floor models were
built by Bombardier in roughly the same time period (the U6 cars are single ended and must run back-to-back in pairs, while the WLB units
are double ended). The 100-series high-floor articulated cars (right photo) were constructed by SGP starting in 1979 under license from Siemens-Duewag.

The D line leaves the Ring and joins the 71 along Schwarzenbergplatz. The equestrian monument to the right of E2-class car 4012
(SGP, 1978) commemorates the victorious commander of the 1813
Battle of Leipzig.
(Continued on page 19)
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The loop at the lower end of the D line. The traffic light is at the intersection of Karl-Popper-Straße and Alfred-Adler-Straße. It looks like the
middle of nowhere, but I suspect not for long, due to its proximity to the new Hauptbahnhof. Type B1 794 (Siemens, 2016) is shown in the
left view, while the right photograph features 6-axle E2 4027 (SGP, 1979) pulling 4-axle c5 trailer 1427 (Bombardier, 1975) .
(Continued next issue)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED NOVEMBER 8, 2020

LINE

PM RUSH

LINE

A

216 R-46, 110 R-179

224 R-46, 8 R-68A, 110 R-179

L

176 R-143, 16 R-160A

176 R-143, 16 R-160A

B

48 R-68, 152 R-68A

40 R-68, 144 R-68A

M

192 R-160A

184 R-160A

C

72 R-46, 72 R-179

64 R-46, 72 R-179

160 R-46, 24 R-68, 16
R-68A, 80 R-160B-2

160 R-46, 24 R-68, 16
R-68A, 80 R-160

D

232 R-68

224 R-68

Q

168 R-46

168 R-46, 8 R-68

E

260 R-160A

260 R-160A

R

80 R-160A, 190
R-160B-1, 40 R-160B-2

80 R-160A, 190
R-160B-1, 40 R-160B-2

F

210 R-160A, 140 R-160B-1,
100 R-160B-2

210 R-160A, 140 R-160B-1,
110 R-160B-2

S (Rockaway)

12 R-46

12 R-46

G

52 R-68

52 R-68

S (Franklin)

4 R-68

4 R-68

88 R-160A, 72 R-179

80 R-160A, 72 R-179

J/Z

AM RUSH

N/W

Berlin and Paris—Two Major Metro Openings
Within Ten Days

At the Pont Cardinet station, looking down at the platforms
from the intermediate mezzanine as a northbound MP89CA
departs.
Julian Pepinster photograph
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NORTH AMERICAN TRANSIT PROJECT OPENINGS
SCHEDULED FOR 2021
by Randy Glucksman
Eighteen projects are proposed for completion this year including five holdovers, with some going back to 2018.
DATE

AGENCY

CITY

TYPE

LINE

DETAILS

January 1

New York State Empire Development
Corporation

New York, New York

LD
CR

Northeast Corridor

Moynihan Train Hall Opens

January

Charlotte Area Transit Charlotte, North
System
Carolina

LR

Gold Phase II

Charlotte Transportation
Center to French Street
2.5 miles, 11 stations

Early

Honolulu Authority for
Honolulu, Hawaii
Rapid Transportation

APM

Honolulu Rail Transit
Phase I

East Kapolei to Aloha
Stadium
10.8 miles, 9 stations

Mid-year

Los Angeles
Metropolitan
Transportation
Authority

LR

Crenshaw/LAX Transit
Corridor

Crenshaw/Expo to Westchester/Veterans
From 2020
8.5 miles, 8 stations

Mid-year

South Florida Regional Transportation
Miami, Florida
Authority

CR

Tri-Rail Downtown
Miami Link

Extension to Miami Central
Station
9.05 miles, 1 station

From 2020

July

Washington
Metropolitan Area
Transportation
Authority

Washington, D.C.

HR

Silver Phase II

Wiehle Avenue to Dulles
International Airport
11.5 miles, 6 stations

From 2018

September

Sound Transit

Seattle, Washington LR

Los Angeles,
California

Fall

MTA Long Island Rail
Elmont, New York
Road
Brightline
Aventura, Florida

December

CalTrain

San Francisco,
California

CR

December

Edmonton Transit

Edmonton, Alberta

LR

Boston,
Massachusetts

LR

Boston,
Massachusetts

LR

Fall

December

December

Massachusetts Bay
Transportation
Authority
Massachusetts Bay
Transportation
Authority

CR
LD

Initially planned
for 2012

University of Washington
Stadium to Northgate
4.3 miles, 3 stations
Elmont Station
Babylon
(south platform)
Brightline
Aventura station opens
Electrification: San Francisco
Peninsula Corridor
to Tamien
Electrification Project
51.6 miles, 27 stations
102nd Street to Mill Woods
Valley Phase I
Town Center
From 2020
8.07 miles, 12 stations
Lechmere to College Avenue,
Green - Medford Branch Medford
3.4 miles, 6 stations
Northgate

Green - Union Square
Branch

Lechmere to Union Square
0.9 miles, 1 station
Extension from Elwyn to Middetown (Wawa) Station \
3.5 miles, 1 station

End

Southeastern
Pennsylvania
Transportation
Authority

Philadelphia, PennCR
sylvania

Media/Elwyn

Late

Edmonton Transit

Edmonton, Alberta

LR

Southeast LRT

Late

San Diego MTD

San Diego,
California

LR

Mid Coast Corridor
(Blue)

Late

Valley Metro Rail

Tempe, Arizona

SC

Tempe Streetcar

Late 2021 or
2022

Sonoma-Marin Area
Rail Transit

Petaluma, California DMU

Legend:
APM: Automated People Mover
CR: Commuter Rail
DMU: Diesel Multiple Unit

NOTES

SMART

HR: Heavy Rail
LD: Long Distance
LR: Light Rail
SC: Streetcar
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Downtown to South Hospital
1.6 miles, 16 stations
Old Town to USC San Diego
(La Jolla)
10.92 miles, 9 stations
Marina Heights/Rio Salado
Parkway to Dorsey Lane
3 miles, 14 stations
Extension from Sonoma
County Airport to Windsor
3.5 miles, 1 station
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This Month’s
Cover Photo:

San Diego MTS U2 1005
(Düwag, 1980) leads two
other U2s on Park Blvd at
Island Ave on 5/8/2005.
Jeff Erlitz photograph

Closeup of OMNY-equipped turnstiles, at Grand Avenue MR station.
Subutay Musluoglu photograph

In This Issue:
The Genesis of
Dashing Dan…
Page 17

On December 31, 2020, MTA officials
tapped into the final subway station to be
equipped with OMNY readers, marking the
completion of the year-and-a-half-long rollout
of the MTA’s state-of-the-art, new contactless
fare payment system that will ultimately replace MetroCard completely in 2023. Earlier
in the week, officials also turned on OMNY
readers on all Brooklyn and Queens bus
routes. The completed installation of over
1

15,000 OMNY readers at all 472 stations, on
all 5,800 buses and at Staten Island Railway
stations represents the culmination of the
first major phase of the multi-year project.
Currently, customers can use OMNY to pay
their fares by tapping contactless bank cards
or smart devices equipped with digital wallets
on OMNY readers. The “bring-your-ownmedia" approach will always remain the most
(Continued on page 2)
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considerably over the next year.
Beginning in 2021, customers will be able to purchase
the OMNY card — a contactless fare card — at retail
locations throughout the region. OMNY will also begin
expanding fare options in 2021 with the introduction of
reduced fares for senior customers and riders with disabilities and the integration with paratransit services. The
card will eventually be available at vending machines in
stations as well.
Improvements to the digital experience are set to debut in 2021, including a refresh of the OMNY website
and the launch of the OMNY mobile app. These efforts
will give customers additional flexibility and choice in
where, when and how their fare is paid. (MTA press
release, December 31)

(Continued from page 1)

convenient and environmentally-friendly approach to
paying the fare for subways and buses. To continue to
educate customers on the benefits of OMNY, the MTA is
launching a new marketing campaign “Tap On, Get On”
systemwide.
Since OMNY was launched at a limited number of
stations in late May of 2019, more than 35 million taps
have been recorded with bank cards issued in 137
countries including the U.S. and 2.4 million unique payment credentials have been used in the OMNY system
to date. OMNY currently accounts for over ten percent
of all taps in the system. A year ago, that figure was at
over four percent and the figure is expected to grow

Closeup of an OMNY reader.
Subutay Musluoglu photograph

THE BOARD OF DIRECTORS EXPRESSES ITS DEEPEST
APPRECIATION FOR 31 MEMBER DONATIONS
IN DECEMBER, 2020
AMOUNT
$250 to $300

DONOR(S)
Frederick Maloney
Anthony Reid

Lawrence Sell
Victor Spector

Ronald Yee

$100 to $249

Graeme Birchall

Henry Posner III

Edward Spinella

$50 to $99

Howard Benn
William Erland

Philip Gengler
Michael Goldstein

Andrew Ludasi
Leslie Sugai

$5 to $49

Eric Allen
Eric Bohlert
David Burnett
Phillip Copp
Fred Eisinger
Alan Englander

Dr. Charles Feuer
Michael Glikin
Andrew Grahl
Brian Hager
Ephraim Isralewitz
Richard Kaplan

Gregory Katkowski
Jay Morgenthal
Eric Oszustowicz
Peter Stein
Lee Winson

ERA is a 501(c)(3) tax exempt corporation. Your donations are fully tax deductible and can be made either with
your 2021 renewal, or by using our donation form on our website: www.erausa.org/donate. Your donation helps to
maintain ERA’s 87-year-long tradition of traction education and entertainment!
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Governor Andrew M. Cuomo announced the grand
opening of Moynihan Train Hall, a 255,000-square-foot
train hall designed for the 21st century in the heart of
Midtown Manhattan. The $1.6 billion project transformed the more than 100-year-old James A. Farley
Building into a world-class transportation hub that increases the existing Penn Station rail complex's concourse space by 50 percent
The train hall's stunning design is a unique blend of
classical and contemporary, and features a one-acre
sky-lit atrium, a signature clock (Editor’s Note by Jeff
Erlitz: Evoking memories of the famous Benrus clock in old
Penn Station), cutting-edge technology, clear wayfinding, View toward the Ticketed Waiting Room.
full accessibility and museum-caliber public art. It also MTA photograph
provides immediate benefits at this critical time while
profoundly enhancing the convenience, health and daily team was more than 42 percent women.
experience of hundreds of thousands of passengers,
Moynihan Train Hall reshapes the travel experience of
neighbors and visitors. The project first emerged dec- the busiest passenger transportation facility in the Westades ago as the leading strategy to address many of ern Hemisphere, used by more than 700,000 passenPenn Station's most notorious issues and overcame gers per day — more than LaGuardia, John F. Kennedy
and Newark International Airports combined. The main
hall that once served as the Post Office's mail sorting
room is reminiscent of the original Penn Station's vaulted concourse, showcasing a 92-foot-high skylight that
holds an acre of glass. Supported by three of the building's original steel trusses with an intricate lattice framework, the new skylight encloses soars above the train
concourse, bathing passengers in natural light.
All LIRR and Amtrak trains are now served by the 17
tracks accessible from the train hall, while providing a
direct connection to Ninth Avenue and the Eighth Avenue Subway ACE. For the LIRR, the train hall enhances and expands passenger options by offering
world-class facilities and the convenience of full customer services and direct platform access points from Seventh Avenue all the way to Ninth Avenue. For Amtrak,
the train hall becomes its new home in New York City —
View looking southeast across the train hall.
relocating and replacing all primary passenger operaMTA photograph
tions from the existing station.
In partnership with the Public Art Fund, Moynihan
countless hurdles and red tape thanks to Governor
Train Hall features a program of ambitious permanent
Cuomo's persistent and unwavering leadership.
Led by Empire State Development (ESD), the $1.6 art installations from three of the world's leading artists
billion project was accomplished through an innovative — Stan Douglas, Kehinde Wiley and artistic duo
public-private partnership between ESD, Vornado Real- Elmgreen & Dragset. The landmark artworks created
ty Trust, The Related Companies, Skanska, the MTA, are emblematic of the dynamism and transformation
the Long Island Rail Road, Amtrak and the Port Authori- that are quintessential to New York and this new transty of New York & New Jersey. It utilized a design-build portation gateway. Ceiling installations by Wiley and
approach to streamline construction and expedite com- Elmgreen & Dragset define two primary entrances to the
pletion. Construction of Moynihan Train Hall has gener- train hall, while Douglas's photo series appears in four
ated an estimated economic impact of $5 billion, sup- 22-foot-long sections on the wall that span the passenporting more than 5,000 construction jobs and 11,000 ger waiting area adjacent to the main boarding conindirect jobs. Additionally, the core project management
(Continued on page 4)
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foot stone façade, 700 windows, copper roof and steel
trusses are among the many unique details that have
been fully restored. New exterior features include street
and sidewalk improvements, restoration of the historic
“dry moats” and security enhancements. Moynihan
Train Hall is pursuing LEED Silver certification for its
sustainable design and construction.
As part of the Governor's initiative at the existing Penn
Station, construction is underway to triple the width of
the current LIRR corridor, further decreasing congestion
while adding higher ceilings, better ventilation and firstrate passenger amenities to enhance health, convenience and comfort. (MTA press release, December 30,
2020)
MTA Construction & Development (MTA C&D) announced the grand opening of the East End Gateway to
the Long Island Rail Road Concourse at Penn Station, a
visually remarkable high-capacity entrance at W. 33rd
Street and Seventh Avenue. The new entrance gives
Penn Station a front door identity on Seventh Avenue
for the first time as well as provides direct access for
customers headed from street level to the LIRR, as well
as to NYC Transit’s 123 and ACE subway lines.
Prior to the new entrance, customers had to wind their
way through Penn Station’s Amtrak level to reach the
LIRR Concourse.

Rail News in Review
(Continued from page 3)

course. A testament to the city's creativity, diversity and
heritage, the three monumental commissions embrace
the civic character of Moynihan Train Hall and offer a
fresh perspective on the history and splendor of the
original Penn Station and Farley Post Office.

Looking north with the 12-foot clock designed by Pennoyer
Architects.
MTA photograph

Suspended from the central truss above the floor, a
six-foot by 12-foot clock designed by Pennoyer Architects evokes nostalgia for the golden age of rail travel.
More than 80,000 square feet of marble was used for
the floors and walls of the main train hall, sourced from
the same Tennessee quarries that provided the marble
for Grand Central Terminal over 100 years ago.
With the health, safety and accessibility of travelers in
mind, the project dramatically expands the concourse
space and platform access capacity and improves sanitation and air flow to support a healthier environment.
These improvements reduce congestion and ease
boarding, allowing for appropriate social distancing and
facilitating safe and healthy travel. All platforms served
have access to elevators, which expands the station's
total elevator capacity by more than 50 percent and Looking up the new entrance from the mezzanine level.
supports travelers with accessibility needs. Additionally, MTA photograph
the redesign of the LIRR Concourse nearly triples the
width of the former corridor, significantly decreasing
MTA C&D President Janno Lieber opened the new
congestion with notably higher ceilings and enhanced entrance at noon — thanking workers who have worked
lighting.
safely through the pandemic to deliver the project on
Moynihan Train Hall integrates clear, consistent, state- time and on budget for New Yorkers. With a glass and
of-the-art wayfinding and messaging, including dozens steel canopy that towers 40 feet over the streetscape
of high-res LED and LCD displays throughout the facility and frames the spire of the Empire State Building, the
that provide up-to-the-minute transit information. The new entrance immediately provides easy orientation for
upgraded commuter experience also features designat- customers emerging onto the street from the LIRR Coned customer service locations for both railroads, a free course. The project includes three new state-of-the-art
public Wi-Fi network utilizing next-generation Wi-Fi 6, escalators and a staircase, effectively doubling vertical
and a dedicated lounge for nursing mothers.
circulation capacity. The new escalators are equipped
The Farley Building was one of the first buildings land- with smart features including heaters to ensure operamarked under preservation laws established in the tion during cold weather and a “sleep mode” that will
wake of the destruction of its sister structure, the origi- save energy and increase their longevity.
nal Penn Station. The Farley Building's 200,000-square-

(Continued on page 5)
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day. Phase II will nearly double the width of the LIRR
Concourse from 30 to 57 feet and raise the ceiling
height to 18 feet. The widened corridors will allow for
greater social distancing and a safer commuter experience. The project will improve lighting and air flow, add
intuitive wayfinding, and enhance retail and dining options. Accessibility improvements will include a brandnew elevator from Seventh Avenue at W. 33rd Street
down to the LIRR Concourse and rehabilitation of three
existing elevators. (MTA press release, December 31,
2020)

(Continued from page 4)

The new East End Gateway comprises architectural
features that elevate the Penn Station experience. The
glass and steel canopy at the street level, manufactured
and installed by MTA C&D’s partner Seele, allows natural light to filter down into the LIRR Concourse through
139 unique double-curved glass panels. It affords views
of the Empire State Building from the ascending escalators. The canopy’s A-frame towers contain 105 tons of
steel.
The underside of the canopy forms a compound
curved panel, creating what architects refer to as a
spandrel. MTA C&D commissioned a customized graphic installation for the structure — a 1,988-square-foot
map of the New York metropolitan region. The exterior
of the spandrel comprises 60 individual steel panels of
varying curvature. The interior graphic contains more
than 200 printed sections, which were applied directly to
the steel panels at the project site.

The Metropolitan Transportation Authority (MTA) announced the completion of new entrances to Grand
Central from the newly built, skyline-defining tower, One
Vanderbilt Avenue. The entrances are part of the ongoing expansion and renovations at Grand Central, which
will provide seamless transfers to the subway mezzanine with connections to Metro-North Railroad,
4567S subway service and Long Island Rail Road
service upon completion of the East Side Access project.

Looking west along the W. 33rd Street pedestrian mall towards the
new entrance.
MTA photograph

Looking from the terminal to One Vanderbilt.
Marc A. Hermann/MTA New York City Transit photograph

Using an innovative design-build approach, MTA C&D
and contractor Skanska expedited construction to take
advantage of reduced passenger traffic flow in and
around Penn Station during the COVID-19 pandemic.
The project entails close coordination with Vornado Realty Trust, which is performing major upgrades to the
adjacent buildings and constructing a pedestrian plaza
next to the new entrance.
MTA C&D completed the project on-time despite the
pandemic, using rigorous protocols and implementation
of industry-leading safety practices. Construction was
completed without disruption to train service as crews
worked to minimize impact to the overall passenger experience.
The East End Gateway is Phase I of a larger Penn
Station transformation project to improve the LIRR Concourse at Penn Station. Phase II began in fall, 2020 and
will include higher ceilings, new wayfinding signage,
and improved circulation for the hundreds of thousands
of passengers who typically utilize Penn Station each

The spacious new One Vanderbilt entrances will help
improve circulation at Grand Central by providing direct
and convenient street access to Vanderbilt and Madison
Avenues at one of the busiest subway stations in the
New York City Transit System. The current 42nd Street
entrance, leading from the mezzanine of Grand Central
Terminal into the subway, is the busiest entry point in
the New York City subway system, with approximately
135,800 combined daily entries and exits in prepandemic times.
With the entrances and earlier improvements at the
station, the Grand Central-42 Street mezzanine will
have a 37% increase in circulation space, new staircases between the mezzanine and platform levels of the
456 subway lines, additional turnstiles and gates
and an ADA elevator at E. 42nd Street and Lexington
Avenue leading to the subway station. The reduction in
platform congestion will allow for at least one additional
(Continued on page 6)
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tan Avenue between Greenpoint Avenue and Kent
Street will connect customers from the sidewalk to the
mezzanine on the south end of the station. Two additional elevators will provide access to the northbound
and southbound platforms from the station mezzanine.

(Continued from page 5)

train per hour.
SL Green fully funded the project, investing $220 million for the new entrances, mezzanine space, staircases
and ADA elevator. Additionally, SL Green has completed
a 14,000-square-foot, car-free pedestrian plaza on Vanderbilt Avenue adjacent to the transit hall.

One of the new elevators at Greenpoint Avenue G, this one from
the mezzanine level to the street.
Marc A. Hermann/MTA New York City Transit photograph

In addition to the state-of-the-art elevators, the completed station features fully compliant converted stairwells as well as three new staircases. Customers are
now also greeted with a new ADA platform boarding
area, new detectable warning panels and rubbing
board, and improvements to communications systems
and electrical equipment. Railings, gates and turnstiles
have been relocated to comply with ADA regulations.
New sidewalk pedestrian ramps were installed at street
level and the station agent booth was modified to a
wheelchair user-friendly height. The mezzanines have
been rearranged and ADA compliant employee facilities
are now present as well.
The completion of the $23.4 million contract comes
amidst a backdrop of tremendous fiscal duress for the
MTA, which faces more than 9,000 job cuts and massive reductions in service in the absence of federal support to cover an approximately $15.9 billion deficit
through 2024. The MTA has requested $12 billion in
emergency aid in the federal government’s next COVID19 relief package. Because of the lingering uncertainty,
the Authority has suspended any awards on new capital
contracts except for those that are funded under previous programs or make use of use-it-or-lose-it federal
dollars. A lack of emergency funding has further implications on the economy: the MTA's current Capital Plan
would create 7,300 New York State jobs for every $1
billion spent in the state. (MTA press release, December
10, 2020)
Officials from the Metropolitan Transportation Authority
(MTA) were joined by local community institutions and
Brooklyn Borough President Eric Adams to announce
the completion of new accessibility features, including
three new hydraulic ADA elevators, at the Eastern Park-

View from One Vanderbilt to the terminal.
Marc A. Hermann/MTA New York City Transit photograph

SL Green's transit improvements at Grand Central
Terminal complement MTA Construction & Development’s 42 St Connection Project. When completed, the
42 St Connection Project will more seamlessly connect
the transit corridor underneath 42nd Street to make
transferring easier, reduce the overall commute time for
customers and expand system access for customers
with disabilities by making the 42nd Street Shuttle S
line accessible. More than 1.1 million people pass
through the 42 St corridor every day — a figure higher
than the ridership of the entire subway and bus system
of Boston in a full day.
Standing 1,401 feet tall, One Vanderbilt is the new
headquarters for many of the world’s leading finance,
banking, law and real estate firms, and is approximately
70% leased. The 1.7 million-square-foot skyscraper offers an unparalleled package of amenities, innovative
office design, technology offerings, best-in-class sustainability practices and a prime location at the doorstep
of Grand Central Terminal. (MTA press release, December 9, 2020)
The Metropolitan Transportation Authority (MTA) announced the completion of work to bring full accessibility to the Greenpoint Avenue G subway station in
Brooklyn. The improvements provide customers at the
station with a trio of new elevators as well as a wide
range of other upgrades to the station’s infrastructure.
MTA officials were joined by Council Member Stephen
Levin and representatives for Congresswoman Carolyn
Maloney and State Senator Brian Kavanagh in marking
the formal launch of the upgraded station.
A new street-level elevator on the east side of Manhat-

(Continued on page 7)
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number of trains cancelled amounts to 57, as follows:
Westbound
19 (556a Babylon-659a Penn Sta)
303 (722a Little Neck-755a Penn Sta)
307 (804a Great Neck-838a Penn Sta)
309 (824a Great Neck-859a Penn Sta)
311 (838a Great Neck-914a Penn Sta)
313 (858a Great Neck-934a Penn Sta)
315 (932a Great Neck-1008a Penn Sta)
355 (644p Great Neck-715p Penn Sta)
419 (719a Port Washington-758a Penn Sta)
425 (808a Port Washington-842a Penn Sta)
473 (809p Port Washington-852p Penn Sta)
721 (736a Hempstead-830a Atlantic Term)
727 (845a Hempstead-934a Atlantic Term)
823 (803a Long Beach-854a Penn Sta)
1001 (559a Massapequa Park-655a Penn Sta)
1005 (626a Massapequa Park-722a Penn Sta)
1013 (711a Massapequa Park-808a Penn Sta)
1021 (748a Wantagh-840a Penn Sta)
1101 (657a Freeport-740a Penn Sta)
1103 (729a Freeport-813a Penn Sta)
1105 (810a Freeport-850a Penn Sta)
1191 (543a Freeport-624a Penn Sta)
1203 (625a Hicksville-711a Penn Sta)
1205 (729a Hicksville-817a Penn Sta)
*1501 (726a East Williston-814a Penn Sta)
1627 (728a Cold Spring Harbor-825a Penn Sta)
2023 (719a Ronkonkoma-828a Penn Sta)
2817 (718a Far Rockaway-811a Atlantic Term)
2863 (618p Jamaica-734p Atlantic Term)
2869 (726p Far Rockaway-821p Atlantic Term)
*This is the one and only MU train that serves East Williston.
Eastbound
142 (416p Atlantic Term-528p Babylon)
148 (452p Penn Sta-555p Babylon)
164 (627p Penn Sta-729p Babylon)
174 (741p Penn Sta-855p Babylon)
192 (1052p Penn Sta-1209a Babylon)
356 (425p Penn Sta-502p Great Neck)
362 (550p Penn Sta-619p Great Neck)
366 (614p Penn Sta-650p Great Neck)
398 (514p Penn Sta-545p Great Neck)
458 (624p Penn Sta-706p Port Washington)
460 (701p Penn Sta-737p Port Washington)
462 (727p Penn Sta-804p Port Washington)
764 (519p Atlantic Term-608p Hempstead)
774 (705p Penn Sta-756p Hempstead)
866 (440p Penn Sta-537p Long Beach)
880 (642p Atlantic Term-738p Long Beach)
1056 (457p Penn Sta-542p Wantagh)
1066 (636p Penn Sta-729p Wantagh)
1154 (524p Penn Sta-619p Wantagh)
1258 (601p Penn Sta-645p Hicksville)
1714 (327p Penn Sta-435p Huntington)
1724 (506p Penn Sta-607p Huntington)
1730 (535p Penn Sta-634p Huntington)

Rail News in Review
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way-Brooklyn Museum 23 station in the Prospect
Heights section of Brooklyn.

Looking north from the south side of Eastern Parkway, in front of
the Brooklyn Museum entrance. The new elevator from the street to
the mezzanine level is to the left of the refurbished street stairs.
Marc A. Hermann/MTA New York City Transit photograph

The project, which was completed within budget,
achieves full ADA compliance and improved customer
ingress and egress. The ADA improvements include a
street-to-mezzanine elevator on the Brooklyn Museum
side of the station, along with two more elevators from
the mezzanine to both the Brooklyn- and Manhattanbound subway platforms.
Eastern Parkway-Brooklyn Museum station improvements include:
● Three new ADA elevators
● New and widened/rebuilt staircases at street level
● New ADA boarding area at platform and new tactile
tiles on platform edge
● New closed-circuit television security system
● Refurbishment of station agent booth for ADA compliance
● New Passenger Station Local Area Network
(PSLAN) to support rollout of Help Points and OMNY new fare payment system
● Relocation of employee facilities
● Major relocation and rebuilding of underground public utilities at street level
Eastern Parkway is one of ten station upgrade projects completed in 2020 in accordance with the Americans with Disabilities Act. The MTA stated that it remains committed to increasing its number of fully ADAcompliant stations despite financial uncertainty. (MTA
press release, December 18, 2020)
On January 25, the railroad implemented a revised
weekday timetable with a five percent service reduction.
This new schedule will be in effect until March 7. The

(Continued on page 8)
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stone is the first time NJ Transit has implemented PTC.
Beginning with Revenue Service Demonstration on
one segment in March, 2020, Parsons completed implementation and entered Extended Revenue Service
Demonstration on all 376 miles of NJ Transit’s territory,
as well as the Conrail (Lehigh) Line. Parsons collaborated through NJ Transit with numerous stakeholders, including Amtrak, Conrail and Norfolk Southern to ensure
system interoperability. (Railway Track & Structures,
December 18, 2020)

Rail News in Review
(Continued from page 7)

1734 (608p Penn Sta-718p Huntington)
2084 (744p Penn Sta-902p Ronkonkoma)
2862 (431p Atlantic Term-526p Far Rockaway)
2872 (602p Penn Sta-658p Far Rockaway)
In addition to the above cancellations, 15 trains had
their schedules adjusted:
33 (649a Babylon-805a Atlantic Term) added stop at
Boland’s Landing for employees
144 (434p Penn Sta-539p Babylon) added stop at Jamaica
156 (536p Penn Sta-645p Babylon) added stops at Forest Hills, Kew Gardens and Jamaica
160 (559p Penn Sta-703p Babylon) added stop at Jamaica
368 (642p Penn Sta-731p Port Washington) added
stops at Manhasset, Plandome and Port Washington
370 (714p Penn Sta-802p Port Washington) added
stops at Manhasset, Plandome and Port Washington
423 (750a Port Washington-837a Penn Sta) leaves four
minutes later with added stop at Bayside
429 (845a Port Washington-934a Penn Sta) added all
stops from Little Neck to Woodside
431 (911a Port Washington-1002a Penn Sta) added all
New Red line cars made by CRRC
stops from Little Neck to Flushing
456 (612p Penn Sta-657p Port Washington) added all MBTA photograph
stops from Flushing to Little Neck
The first train of new Red Line subway cars com878 (613p Penn Sta--710p Long Beach) added stop at menced service during the last week of 2020 for one
Woodside
day, was withdrawn for some technical adjustments and
956 (420p Atlantic Term-506p West Hempstead) added returned to service in earnest on Monday, January 4,
stop at Nostrand Ave
2021. The first cars of the six-car train had originally
1054 (437p Penn Sta-527p Wantagh) added stop at arrived in Boston in October, 2020 and were extensively
Jamaica
tested before being allowed to enter passenger service.
1617 (613a Huntington-717a Penn Sta) departs two The first six-car train of a 252 car order from China Railminutes earlier with added stops at Carle Place, Mineo- way Rolling Stock Corporation (CRRC), the delivery of
la, Merillon Ave and New Hyde Park
new cars is expected to provide enough cars to meet
*1625 (719a Huntington-836a Atlantic Term) added the fleet requirements of the existing pandemic level of
stops at Floral Park, Queens Village and Hollis
service by the winter of 2023 and fully replace the Red
*This may be the first time in history that a Huntington Line fleet by the winter of 2024. CRRC is contracted to
train is stopping at Queens Village and Hollis.
fully replace the car fleets of both the Red and Orange
The following three trains had decreases in their run- Lines but engineering and technical issues and most
ning time that had been added during “leaf” season:
significantly, COVID-19 have severely affected the car
201 (525a Greenport-650a Ronkonkoma) operates as assembly process and schedule, resulting in an unatrain 299
voidable one-year delay in delivery of the initial consists
2025 (732a Ronkonkoma-847a Penn Sta) operates for each line. MBTA is working closely with CRRC to
three minutes earlier
increase the production rate while maintaining quality of
2309 (751a Farmingdale-853a Penn Sta) operates two work on the new cars. For those readers who may be
minutes later
interested in knowing where this new Red Line consist
was located so they know where to go to see it, and
After months of teeth-gnashing and worry over wheth- catch a ride on it or photograph it, go to: https://
er NJ Transit would meet the December 31, 2020 dead- newtrains.today/. (Patriot Ledger, January 7)
line of PTC implementation, Parsons Corporation announced on December 18 that the deadline had been
Months after SEPTA revealed that its entire Marketmet, with less than two weeks to spare.
Frankford Line fleet needed repairs for cracking steel,
In partnership with NJ Transit, Parsons developed and the transit agency acknowledged that it had discovered
implemented a custom PTC solution that adheres to yet another fault plaguing at least some of its workhorse
Federal Railroad Administration guidelines, while max(Continued on page 9)
imizing the region’s existing rail infrastructure. This mile8
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— a continuing wave of employees calling out sick
shorting available train crews. (PlanPhilly, December
22, 2020)

(Continued from page 8)

El cars.
Sources told PlanPhilly in November, 2020 that a similar problem had been detected on M-4 car chassis over
the fall. In mid-December, Andrew Busch, a SEPTA
spokesperson, confirmed that mechanics discovered in
September that rust and corrosion had appeared on
support beams beneath the entry door sills on an unspecified number of the trains.
Busch said the issue had thus far been detected on
cars that were already in shop to fix the earlier issue
with cracking steel using a special welding technique.
SEPTA engineers working with engineering consultant
LTK were working to check other cars for the issue and
come up with yet another fix.
He said no cars have been taken out of service over
the new issue — yet.
However, the spokesperson did acknowledge that the Two El cars lifted for repairs at the 69th Street SEPTA repair shop.
agency was dropping below the 138 serviceable train Kimberly Paynter/WHYY photograph
cars needed to operate the line at optimal peak hour
service.
Out of its 220 1990s era M-4 cars, Busch estimated
that anywhere from 126 to 138 were operational on any
given day. He said the shortage had not resulted in service interruptions because optimal service levels also
include a number of spare cars to sub in if a breakdown
occurs.
However, Joe Coccio, secretary-treasurer of Transport
Workers Union Local 234, which represents many bluecollar SEPTA employees, said officials had been aware
of systemic metal defects within the fleet since the early
2000s.
He said SEPTA was reaping the fruit of choosing
cheaper trains during its decades-old procurement process, and was concerned that it was repeating this process with its current contract for new railcars.
However, the agency disclosed to PlanPhilly in Febru- Kinki Sharyo photograph
ary, 2020 that it had built a $3.3 million new facility and
would spend nearly $20 million in an effort to overhaul
The Federal Transit Administration has approved a
the fleet — not only because of systemic cracking but $529.8 million funding package from the Capital Investalso because the agency wanted to extend the life of ment Grants program for Phoenix’s Valley Metro’s $1.35
the aging M-4 cars, which it lacks the funds to replace.
billion South Central Light Rail Extension/Downtown
Busch said last week the agency hoped repairing the Hub project.
new rusting issue could be folded into that process, but
The 5.5 mile, eight-stop light rail extension to South
that it was still unclear how much that might ultimately Mountain Village “will better connect Phoenix residents
cost.
to jobs, education, and essential services,” said then
The agency faces a severe fiscal crunch as ridership Federal Transportation Secretary Elaine Chao on Januhas plummeted during the pandemic, with officials talk- ary 6, 2021.
ing up “doomsday” service reductions in the absence of
The project includes the construction of a Downtown
more federal bailout money — which is currently stalled Hub light rail interchange, as well as enhancements to
in Congress.
the entire corridor including utilities, pavements, landIn the meantime, Justin Roczniak, from the Philly scaping and local art.
Transit Riders Union, praised SEPTA’s efforts to keep
In 2016 the Phoenix City Council brought the planned
the cars in service, but said the agency should be pre- opening date forward from 2034 as part of a 35-year
pared to get creative to prevent service shortages on a multi-modal Transportation 2050 plan which was ap“backbone” rail line.
proved by local voters.
Busch said the agency also faced other hurdles owing
The extension was designed by AECOM and is being
to the human toll the pandemic has taken on the agency
(Continued on page 10)
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built by Kiewit, with opening planned for 2024. (Metro
Report International, January 14, 2021)

AECOM will support work on socio-economic factors.
The studies are being fully funded by external partners
through a £1 million agreement between the London
boroughs of Newham and Greenwich, the Thamesmead
Waterfront development joint venture of Peabody and
Lendlease, Aberdeen Standard Investments and the
Saint William joint venture of Berkeley Group and National Grid.
The Thamesmead DLR extension was included in
TfL’s submission to the government’s Comprehensive
Spending Review as it could support the construction of
more than 25,000 homes as part of the regeneration of
the area.
The OAPF also investigated the potential for extending the London Overground from Barking Riverside
across the River Thames to Abbey Wood. This was not
identified as a preferred option, because it would cost
significantly more to build and operate. (Metro Report
International, December 21, 2020)

Honolulu’s struggling rail project avoided losing $250
million in federal funding that was slated to expire December 31, 2020 after the state’s Congressional delegation stepped in and helped secure a yearlong extension. It extends the period in which the city and the Honolulu Authority for Rapid Transportation (HART) are to
revise their financial plans for the 20-mile, 21-station
system and devise a more workable and realistic financial plan. This $250 million represents the rail project’s
federal funding share from back in 2015. Federal Transit
Administration (FTA) officials have been withholding
those grant dollars from the local multibillion-dollar
transit project for the past six years due to the city’s inability to get the project done. It is part of nearly $744
million total that the FTA has withheld since 2015 amid
its concerns over rail’s lack of progress.
The transit line has many unconnected sections already completed but is now as much as 13 years behind schedule, and the $5 billion budget set in 2012 has
more than doubled. In 2019, FTA leaders said they
would not release rail’s remaining federal dollars until
HART and the city awarded the contract to build the
final four miles into Ala Moana in downtown Honolulu
and that work came in on budget.
However, the effort to award that contract, under a
public-private partnership, endured more than a year of
delays and then collapsed altogether during the fall of
2020 as the construction bids came in around $1 billion
over budget. City and rail leaders claim that it will take
at least another year to award the contract under a new Map of planned Docklands Light Railway extension.
procurement, and it is unclear if the FTA will continue to Transport for London diagram
withhold funding until it sees that contract. If that hapThe first empty passenger trains have run over the
pens HART and the city could face the same crisis of a
funding lapse a year from now. (Honolulu Civil Beat, branch of London Underground’s Northern Line which is
under construction to serve the Battersea Power Station
December 22, 2020)
regeneration area.
The branch starts from a step-plate junction with the
Transport for London has begun further technical
studies for a proposed extension of the Docklands Light existing Northern line tunnels at Kennington, then runs
Railway automated light metro from Gallions Reach to two miles underground through a station at Nine Elms
Beckton Riverside and across the River Thames to to the terminus at Battersea Power Station, where there
are facilities for trains to reverse.
Thamesmead.
“Seeing a Northern Line train travelling through the
The move follows confirmation of the new Thamesmead & Abbey Wood Opportunity Area Planning Frame- extension for the first time is a really significant milestone,” said Transport for London’s Director of Major
work.
The studies will further develop proposals for the Projects Stuart Harvey after the first test of a passenger
alignment and potential station locations and consider train at the end of December, 2020.
“We are now focused on making sure the signaling
the environmental impact and transport benefits. They
software
and systems are ready along with completing
will also support work on other transport options within
the OAPF, including walking and cycling links and a the final stages of fit-out of the two new stations before
segregated bus rapid transit corridor linking Woolwich the planned opening of the extension in the autumn.”
On January 4, 2021 London’s Deputy Mayor for
and Abbey Wood via Thamesmead.
Arup and Atkins will provide TfL with design, engineer- Transport Heidi Alexander said, “last year was one of
(Continued on page 11)
ing and environmental assessment support, and
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low-energy air-conditioning and multi-functional areas
for bikes, wheelchairs and pushchairs for passengers.
BVG has previously ordered 231 Flexity LRVs, including 210 vehicles from a framework contract awarded to
Bombardier in 2006, delivery of which will be concluded
in 2021. The new order will further increase BVG’s fleet
to 251 LRVs. (International Railway Journal, December 16, 2020)

(Continued from page 10)

the hardest in TfL’s history so it’s great to start 2021 on
a positive footing.” (Metro Report International, January 5, 2021)

Test train operating through the new Nine Elms station.
Transport for London photograph
S-Bahn Berlin’s new Class 483 trainsets (Siemens, 2020).
Metro Report International photograph

A very recent example of Bombardier’s seven-section Flexity LRV for
Berlin. The actual model is GT8-08ZR/F8Z. Here, 9081 (Bombardier,
1/2018) is operating an M1 service and is bound for Rosenthal Nord.
It is just leaving the Oranienburger Straße stop, which is on Oranienburger Straße at Tucholskystraße. May 6, 2019.
Jeff Erlitz photograph

Berlin Transport Authority (BVG) has awarded Bombardier Transportation a €571 million framework contract for the supply of up to 117 Bombardier Flexity lowfloor LRVs, with an initial order for 20 vehicles.
Delivery of the initial order, which is worth €115 million, is scheduled to begin from late 2022. The order
comprises 17 164 foot-long nine-car LRVs and three
five-car LRVs. The contract also covers the supply of
spare parts for the new fleet for up to 32 years.
The LRVs are equipped with low-noise bogies, a
touch-screen interface in the driver’s cab and an Obstacle Detection Assistance System (ODAS), as well as
11

The first Class 483/484 EMUs for the Berlin S-Bahn
network began running on route S47 in the early hours
of January 1, 2021, as the route became the first in the
city to be operated under a tendered contract.
The Spindlersfeld-Tempelhof/Südkreuz-Bundesplatz
Route S47 is the first of five lines in the Ring & Branches concession to be run under a 15-year contract
awarded to the incumbent operator, DB subsidiary SBahn Berlin GmbH, by Verkehrsverbunds BerlinBrandenburg in December, 2015. The service has been
transferred to the new concession under a phased implementation plan which will see Routes S46, S8 and
S41/S42 transfer by October, 2023.
The Ring & Branches package includes the supply of
382 EMU vehicles by a consortium of Siemens Mobility
and Stadler, which are being formed as 21 two-car sets
designated Class 483 and 85 four-car Class 484s. An
initial batch of 10 pre-series trains was scheduled to
enter service during January, 2021, gathering operational experience that will feed back into the series production now underway. The first six-car train was launched
from Schöneweide just after midnight to operate a special New Year’s Eve service to Spindlersfeld, with two
more trains entering service between Spindlersfeld and
Hermannstrasse later in the day.
The pre-series trains have been extensively tested for
around two years before entering service. The first were
tested at the Siemens Mobility test center in WegbergWildenrath from late 2018 until early 2020. A four-car
unit underwent a 12-week climate testing program at
Rail Tec Arsenal in Vienna at the end of 2019. Since
September, 2019, the trains have been tested across
(Continued on page 12)
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the 211 mile Berlin S-Bahn network, accumulating over
93,200 train-miles to evaluate their performance and
reliability. This led to their approval for passenger service by the Federal Railway Office in October, 2020. An
initial batch of 114 drivers have already been trained to
operate the fleet.
Describing the introduction of the trains as “good news
for commuters in the capital region,” Brandenburg’s
Minister for Infrastructure & Regional Planning Guido
Beermann noted that the contract would provide additional vehicles to boost the capacity of the S-Bahn fleet.
(Metro Report International, January 4, 2021)
One of Barcelona’s new metro train sets (CAF, 2020).

A 50:50 consortium of Porr and Strabag has been se- Metro Report International photograph
lected to build 4.3 miles of tunnels and four stations for
the southern extension of subway Line U2.
Work under the €500 million contract awarded by
Weiner Linien is scheduled to begin in February, 2021
for completion by mid-2028.
The project forms the first phase of the U2/U5 expansion program, which will see the existing section of U2
between Rathaus and Karlsplatz become part of a new
fully automated Line U5.
U2 trains from Seestadt will be diverted at Rathaus
onto a new 3.7 mile extension towards the south of the
city, serving stations at Neubaugasse, Pilgramgasse,
Reinprechtsdorfer Straße and Matzleinsdorferplatz. A
proposed further extension would continue U2 to
Gußriegelstraße and Wienerberg.
Around 2.7 miles of the tunnels for the U2 extension
will be driven by a tunnel boring machine, and 1.4 miles
will be bored using the New Austrian Tunneling Method
“Construction work in the inner-city is always a chal- Panorama LRV 604 (Durmazlar, 2020).
lenge in light of the cramped conditions,” said Strabag Metro Report International photograph
Chairman Thomas Birtel. “Drilling beside the facades of
the nearby buildings requires a great deal of expertise,
The city of Vinnytsia is to receive a batch of secondand transport to and from the sites through the narrow hand Tram 2000 vehicles from Zürich, under a coalleyways surrounding Neubaugasse is exceptionally operation agreement signed on December 23, 2020.
complex in terms of logistics.” (Metro Report InternaThe deal agreed at the Swiss Embassy in Kyiv protional, January 1, 2021)
vides for the transfer to the Ukrainian city of 35 trams
dating from between 1976 and 1983, with provision for
The first two of four CAF-built second-generation Se- a further 35 to follow after 2025. The Swiss government
ries 6000 trains ordered by Barcelona metro operator has agreed to provide SFr3.25 million to cover the cost
Transports Metropolitans de Barcelona (TMB) in 2018 of transporting the vehicles and the provision of spare
have entered service on the 1,672-millimeter gauge parts, while the municipality will contribute SFr300,000
to fund the commissioning work and the provision of
Line 1.
The five-car fully gangway-equipped trainsets are 202 maintenance facilities.
At present, the 13 route-mile meter-gauge network in
feet long and have a capacity of 1,111 passengers, including seats for 108. Each vehicle has four pairs of Vinnytsia is largely operated by Mirage articulated trams
doors, while the end cars each have two wheelchair as well as a few Karpfen four-axle cars and trailers,
spaces. The central car provides a dedicated space for which were displaced from Zürich by the delivery of Cobra vehicles in 2007-11. The city has received 105
bicycles.
The 1,500-volt d.c. units have a maximum service Swiss trams to date, of which around 60 are required in
speed of 50 mph and a continuous power rating of service each day. Delivery of the second batch of
2,000 kilowatts and are equipped for regenerative brak- Tram2000 vehicles from 2025 is expected to enable the
phasing out of all older models including the few reing. (Metro Report International, January 8, 2021)
(Continued on page 13)
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direction, providing a peak capacity of 12,000 passengers per hour.
No date has been set for the opening of the planned
second section of the line, which would run from Cibali
to Eminönü and take T5 to 6.3 miles with 14 stops. This
would provide interchanges with metro Line M2 and
tram T1.
This section is currently served by a dedicated bus
route which was launched with the tramway opening.
Construction of T5 was undertaken by Doğuş İnşaat.
Space on the narrow coastal road is limited, and some
sections of the line were constructed on piles sunk into
the bed of the Golden Horn.
Work originally began in November, 2016 and was
scheduled to be completed in 2019 but was delayed
when central government funding was cut in response
to Turkey’s 2018 financial crisis.
Construction restarted following municipal elections in
2019, and the city has since pledged to complete construction of unfinished metro and tram projects and to
add more lines to the growing network. (Metro Report
International, January 5, 2021)

Rail News in Review
(Continued from page 12)

maining Tatra KT4SU trams dating from the early
1970s. (Metro Report International, December 28,
2020)
The first section of Istanbul tram Line T5 alongside the
Golden Horn waterway opened on January 4, 2021.
The initial section runs 5.5 mile from Alibeyköy to
Cibali. There are 12 stops, including connections with
the TF2 cable car and metro Line M7.
The line has catenary-free operation using Alstom’s
APS ground-level power supply which energizes automatically when a tram passes over it. Alstom also supplied traction equipment for the line’s fleet of 30
Durmazlar LRVs.
T5 serves the districts of Eyüpsültan and Fatih which
are home to over one million people, and it is expected
to reduce traffic on the overcrowded coastal road; more
than 90,000 people a day use buses from Alibeyköy bus
station.
There will initially be up to 180 tram trips a day in each

NYCT R-211 UPDATE
Over the past year, the R-211 project has seen a delay of 15 months. Issues experienced earlier in the project by Kawasaki were compounded by COVID-19 related schedule impacts, all of which have contributed to
the current schedule delay. As a reminder, the R-211
project’s 535-car base order was awarded to Kawasaki
in February, 2018 at $1.77 billion, which was provided
for in the 2015-19 Capital Program.
The contract has three vehicle sub-classes, they being
R-211A, R-211S, and R-211T:
MILESTONE

●

440 R-211A cars that will partially replace 748 R-46
vehicles
● 75 R-211S cars which will replace the R-44 fleet on
the Staten Island Railway
● 20 R-211T open gangway prototype cars. The R211T open gangway test trains are meant to prove
the feasibility of this design
The latest R-211 delivery schedule, provided by Kawasaki, is as follows:
BASE CONTRACT
DATE

NOVEMBER,
2020 UPDATE

DELAY

R-211A Pilot Car Delivery

7/30/2020

4/1/2021

9 months

First Production Unit Delivery to NYCT (R-211A)

9/22/2021

9/1/2022

12 months

R-211A Last Production Car Delivery

7/25/2023

9/1/2024

14 months

R-211S Pilot Car Delivery

12/23/2021

8/1/2022

8 months

R-211S Last Production Car Delivery

3/29/2023

6/1/2024

15 months

R-211T Pilot Car Delivery

5/28/2021

4/1/2022

11 months

(Continued on page 14)
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The first five-car set of R211A cars (4060-64) at the
Kawasaki plant in Lincoln,
Nebraska.
Kawasaki Rail Car photograph

Completed interior of R-211A car at the Kawasaki plant in Lincoln,
Nebraska.
Kawasaki Rail Car photograph

Cab of R-211A 4064 at the Kawasaki plant in Lincoln, Nebraska.
Kawasaki Rail Car photograph

Exterior of R-211T car at the Kawasaki plant in Lincoln, Nebraska.
Kawasaki Rail Car photograph

Interior of R-211T car at the Kawasaki plant in Lincoln, Nebraska.
Kawasaki Rail Car photograph

(MTA Capital Program Oversight Committee meeting agenda, January 21)
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VIENNA-BRATISLAVA-UKRAINE
by Jack May
(Continued from January, 2021 issue)
(Photographs by the author, except where noted)

Wednesday, June 14
Today Clare would visit the Belvedere and other museum venues while I would be accompanied by a local
railway enthusiast for a few hours of riding, inspection
and photography of Vienna's transit system. Klaus
Matzka, who I first met in New York City, arrived at the
hotel a few minutes before 9:30 and we created a game
plan for the day. We had two major items to accomplish:
ride and photograph the section of tram route 67 that
would soon be abandoned in favor of an extension of
the U-bahn; and look at a relatively new extension of
tram route 26 on the other side of the Danube, which
has a section of left-hand running.
We walked a couple of blocks to the U-Bahn station at
Keplerplatz, and rode one station southward on the U1,
to what was its terminal at that time, Reumannplatz. We
transferred to the 67 tram route at that point (after a
couple of photos), and continued southward on Favoritenstr to the end of the line at Alaudagaße. This portion
of the line would be abandoned when the U1 was extended to Oberlaa, beyond this point, less than two
months later, on September 2.
After some photos we continued by bus along the
route of the U1's further extension, and I saw that a
good part of the extension would be above ground. We
took another bus over a different route back to the U1,
and then rode the rapid transit line to Kagraner Platz, on
the eastern (northern) side of the Danube. This is its
transfer point to tram route 26, which had been rerouted
and extended in 2013 in conjunction with a reorganization of transit on this side of the Danube that had been
driven by line U2 being pushed further east to a new
terminal.
As mentioned earlier, I wanted to ride and photograph
the section of left-handed operation on the 26, which
was employed as an inventive method to cut costs. The
extension required a long viaduct over both a freeway

and railroad line, with a station in the center to serve a
new business park and megamall. Since Vienna's trams
are single-ended, with doors only on the right side, under normal conditions the Gewerbepark station would
have to be equipped with two side platforms, meaning
two sets of elevators and escalators would be required.
But if the cars could run left handed on the viaduct,
costs could be cut dramatically, as only one elevator
and pair of escalators to serve a center platform would
be needed. And that is exactly what was done, with two
simple crossovers at each end of the structure. We left
our tram at the Sussenbrunner Straße stop, just past
the bridge's outer end.
Once back aboard we continued to the end of the line
at Hausfeldstraße, where the U2 extension and an OBB
rail line use an overpass to cross over the 26 just prior
to its loop. We then rode the U2 to its outer end at Seestadt (2 stops) and paused in between at Aspern Nord
for photos.
Once we completed our work we rode the U2 back
toward the city center, but first stopped at the Donaumarina station, just across the attractive new Donaustadt bridge. With the sun gradually shifting from
one side to the other, we were able to get well-lit photos
of subway trains crossing the bridge from both platforms. The architecturally stunning cable-stayed structure originally opened in 1998 to carry road traffic during
the period when another bridge was undergoing reconstruction, but having been planned for U-bahn trains all
along, it finally met that goal in 2010.
Continuing toward downtown we stopped for a bite
and some coffee before splitting up, with Klaus heading
off to meet his wife before attending a performance.
There was still plenty of light so I decided to do some
more riding and get additional photos. The balance of
my Vienna photos (and narrative) will be featured in
next month’s installment of the report.

E2 high-floor motor 4079 and its matching trailer are about to
stop adjacent to the Reumannplatz terminal of the U1 line. A
few months later the U-bahn line was extended southward and
the tram line now loops here through adjacent streets.
(Continued on page 16)
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The 67 line had been cut back to Alaudagaße to enable construction of the U1 extension easier. Two views of ULF B1 cars are shown near
the loop, with the left photo also including a mobile substation for providing power.

Simple scissors crossovers reverse the relative positions of inbound and outbound Route 26 trams just short of the Sussenbrunner Straße
stop at the foot of the viaduct's outer end. An outbound ULF B1 car built in 2010 is shown in the left view, while the right one features the
back end of a C4 trailer being pulled by an E2 motor constructed about 30 years earlier.

A Route 26 ULF B1 on its side-ofthe-street trackage alongside
Hausfeldstraße approaches its
outer terminal, where passengers
can connect with the U2 rapid
transit line.
(Continued on page 17)
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Two photos looking west from the station access overpass at Aspern Nord on the U2 Line. The newest type of subway train, the V-class
dating from the first decade of the 21st century, is pictured in the left view, while the right photo shows a train of the more common Uclass, which had inaugurated service on the U-bahn in the 1970s.

Two photos from the Donaumarina station of the U2 Line, showing the striking Donaustadt bridge that carries the rapid transit line across
the Donau (Danube). The 1998-built structure, which was temporarily used for motor traffic, was converted for U-bahn service when the U2
was extended eastward in 2010. The line continues to Karlsplatz, eventually using tunnels that had been constructed as an interim tram
subway in 1966 and converted for high-platform trains in 1979.

One last photo of the Donaustadt bridge, this time of a train
of V-class cars from the westbound platform of the
Donaumarina station.
(Continued next issue)
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THE GENESIS OF “DASHING DAN,” PART SIX—
ROUNDING OUT THE ‘TEENS ON THE LIRR
by George Chiasson
(Continued from December, 2019 issue)
EVENTS ON THE CENTRAL RAILROAD
After many years of on-again, off-again use, the former Central Main Line finally began to make a niche for
itself when the Garden City Hotel sponsored a special
trolley shuttle for its guests, from a siding at that Long
Island Rail Road station (where a pedestrian underpass
was built for connection from Hempstead Branch
through trains) to the Meadowbrook Golf Course in
1915. This was not the same siding that was possibly
utilized for the 1898-99 shuttle to Camp Black, which in
turn was the remnant of the original 1873 station alignment, but rather was a new one located south of the
main track, even farther away from the Garden City depot. The golf course was an 1894 addition to the exclusive Meadow Brook Club’s Hunting and Polo grounds,
likewise being hewn out of the original Stewart estate
but located across the Central Railroad of Long Island
alignment to the south of its provisional “East Meadowbrook” stop that had been placed for the Army’s Camp
Black in May of 1898 but was mainly fallow in the years
since.
At that time, it was one of the nation’s first and most
extravagant golfing venues, given that the sport was not
really anchored in the United States from its British
(actually Scottish) origins until at least 1888. Nevertheless, as golfing evolved into one of Long Island’s most
avidly subscribed pastimes, its participants’ tastes, abilities and resources quickly outgrew the satisfaction this
somewhat archaic nine-hole course could offer, and
even before World War I it was becoming overshadowed by larger and more challenging 18-hole courses
across Nassau and Suffolk Counties, many of which
competed to attract the most opulent and ever-morefiltered clientele.
In any case, after years of intermittent, specialized
operation east of Hempstead Crossing, scheduled shuttles were finally being operated from spring through fall
with intermediate stops at Washington Street (Avenue
today) and Clinton Road in Garden City, with a new,
privately-funded depot building added to the latter by
surrounding property-dwellers. The Garden City Hotel’s
Long Island Rail Road trolley shuttle was beyond doubt
a fortunate outgrowth of the Central’s scattershot circumstances across the years, originally made possible
through the d.c. (third rail) electrification that was installed to support the Pennsylvania Railroad’s motive
power and a.c. electrification experiments of 1908.
Whereas the LIRR continued to service (unrelated) industries which came to occupy the Central between
Garden City and the Meadowbrook site in the time after
the PRR’s testing had concluded, its third rail capabilities were reconditioned specifically for this new shuttle,
allowing the use of trolleys from its Ocean Electric affili18

ate that were otherwise compatible with the LIRR’s existing operational requirements. Freight and bulk commodity traffic continued to abound on the rest of the
Central as well in this time period, as signified by the
1916 addition of a siding at Jerusalem Avenue (basically
the former site of the Island Trees station) to support the
development efforts of Merillon Estates Corporation.
This joined another that had been laid at “Sprague’s
Barn” early in the 20th century at Milepost 22.73, approximately midway between the existing Meadowbrook
and New Bridge Road locations, now within the Eisenhower Park Golf Course.
With the patronage of its first two seasons proving
sufficient to sustain the Garden City-Meadowbrook trolley shuttle over the longer term, construction of a permanent terminal located next to the crossing of Whaleneck Road (now Merrick Avenue), about a ½-mile east
of the provisional station (a spot much closer to the golf
course) was started in the spring of 1917. This undertaking became coincidental with America’s entry into the
Great War against Germany that April, which again
brought to prominence the Meadow Brook Club’s historic proximity to the former Camp Black. Progress on the
new terminal was rapid nevertheless and it was opened
to passengers under the name “Meadowbrook” on June
23, 1917.
Just a few weeks later wartime actually did befall the
gilded fortunes of the Meadowbrook golfing shuttle, as
all lands adjacent to the Central’s main line were appropriated for military needs. It is possible that the build-up
of U.S. Army troops after April was so dramatic as to
suddenly create a virtual tidal wave of outbound soldiers
en route to the fighting in Europe, leaving insufficient
time to rebuild the abandoned facilities at the former
Camp Black as suitable quarters for them. Whatever the
reason, troops of the 42nd (Rainbow) Division, so nicknamed for its mixture of elements from all around the
country, were suddenly brought in by train and
“bivouacked” in tents spread across a large, square plot
immediately along the south side of the Central’s main
line, designated as “Camp Albert L. Mills.” After being
closed for two days the LIRR trolley did continue to run,
albeit for a far different purpose than golfing and recreation, but as of July 28 was only to carry all passengers
as far as the northwestern edge of Camp Mills at the
Clinton Road stop. Somewhat by default the Long Island Rail Road’s property was commandeered along
with the surrounding recreation facilities, as from that
point forward admittance across the new armed forces
reservation was often limited, and then usually in relation to road freight operations or to handle traffic for one
of the abuilding compound’s military functions. The sole
(Continued on page 19)
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exception was for events at the original Meadow Brook
Hunting and Polo Club, but then only by prior agreement. In many ways this action sealed the final fate of
the former Central Railroad of Long Island’s main line
as a secondary branch, a status it had gained by the
start of World War II.
By September, 1917 the former grounds of Camp
Black had indeed been rebuilt by the Army, but along
with the former Hempstead Plains Aerodrome they were
incorporated into the Air Service’s “Hazelhurst Aviation
Field.” Traveling personnel then utilized the LIRR trolley
shuttle for connecting access from Garden City to both
the new air base and nearby Camp Mills (a supposedly
temporary site that was initially disbanded in November)
via the Clinton Road depot. Otherwise, special train
movements from various points continued all the while
to cycle regular troops in and out as the war raged on.
Hazelhurst was soon expanded to include “Aviation
Field Number 2” during early 1918 despite winter
weather, located opposite of the earlier installation on
the south side of the Central main line with the older
flying facility then re-designated as Aviation Field Number 1. As the quantity of air-qualified and ground personnel quickly swelled for both locations, the LIRR trolley shuttle grew to play a larger role in the base’s mobility and on February 17 it was re-extended for the benefit
of uniformed staff, from the public crossing at Clinton
Road back onto what was now a full-fledged military
base (this less than a year after its standing as a fulltime recreational haven), depositing drab-enshrouded
passengers at what had been the Uniondale Road
grade crossing. By that time this formerly insignificant
locale was in the middle of a rapidly developing cluster
of warehouses and it was re-employed as a utility roadway connecting the two flying fields. That small, inconclusive grade crossing (which carried other names and
was shifted around, finally being transformed into
“Selfridge Avenue” during later years) continued to be
used by shuttle trolleys as the stop for Aviation Field
Number 2 and later Mitchel Field. A more suitable high
wooden platform was also constructed on the east side
of the same grade crossing, being placed in service on
February 26 and used by M.U. and steam-powered
trains that brought soldiers by the battalion, groups of
fliers and others to and from the New York area. Commencing on April 6, 1918 a high percentage of Saturday
and Sunday service from the Air Service complex was
operated through to Pennsylvania Station, using M.U.s
as a way to ferry armed forces personnel (with weekend
passes) to and from the city’s attractions, while the

19

shuttle trolley started running “around-the-clock” on April
27 to maximize its utility for the base’s 24-hour comings
and goings.
After the war had wound down starting on the following November 11, the Nassau County military complex
became institutionalized. Aviation Field Number 1 was
formally re-dedicated as “Roosevelt Field” on September 24, 1918 in honor of Theodore’s departed son
Quentin, who was killed in action over in France during
July, while Number 2 was designated Mitchel Field in
April, 1919 as previously disclosed. As for Camp Mills,
its transitory nature remained but more substantial facilities were opened for ocean-bound soldiers passing
through the site between April 4 of 1918 and Armistice
Day, with the Clinton Road stop being used by regular
Army troops embarking for France in formation, then
returning in a like manner, after August 29. Its human
tide was then reversed to accommodate returning veterans and the wounded, this flow lasting into the following
winter before the facility was gradually reduced in
scope, then slowly and quietly shut down altogether by
March 31, 1920. Apropos to the current era, one reason
for an extended wind-out of the Camp Mills facility so
long after the Armistice was its tragically on-going (and
uncontrollable) suffer of waves of viral-based illness
through the returning and standing troops through late
1918 and much of 1919. Until now (i.e., 2021) the
“Spanish Flu” had been the most infamous pandemic in
modern American history.
With the war seemingly concluded through the Treaty
of Versailles, surrounding lands again became partly
available for other purposes but the pre-1917 Meadowbrook Golf Course had already been consumed in part
by Mitchel Field. Ultimately a different course was reopened under that name at a slightly different location,
while those holes which remained at its original site became a basis for one of the “dream” Long Island golf
courses of that time, the famed Salisbury Country Club.
On August 9 of 1919, the Long Island Rail Road’s trolley
was restored to its pre-war service on a scaled-back
schedule, shuttling from Garden City station to the Merrick Avenue terminal (still entitled “Meadowbrook”), but
now with an added way station to serve Mitchel Field at
the (formerly modest) Uniondale Road crossing for the
trolleys, as well as the adjacent (1918) high platform for
specific uses. Naturally the regular weekend-only,
through MUs of wartime for which it was installed were
eliminated by a return to peacetime. As such at that
time a bucolic, quiet character valiantly tried to return to
the Central and the Hempstead Plains in general as
before.
(Continued on page 20)
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gary grahl, 1935-2021
by Randy Glucksman
Member
Gary
owned a five-andGrahl (ERA #2823)
ten-cent store in the
passed away on
Mt. Hope section of
February 5, 2021,
the Bronx during
after being hospitalthe
1940s
and
ized for several
1950s where we
weeks. Gary was
and Gary’s family
born in the Bronx
lived. My Dad was a
on October 28,
stamp collector and
1935 and attended
also sold stamps in
some of the same
his store. Gary was
schools that I did,
a customer and told
Public School 28
me that he still had
and Junior High
those stamps. On
School 117. Despite
occasion he kidded
our age difference,
that he knew my
we had some of the
parents longer than
same
teachers.
I did. That was true.
Gary
graduated
Gary enjoyed telling
from DeWitt Clinton Gary Grahl at TTC Leslie Car House on a Toronto Transporta- me interesting stoHigh School and tion Society trip.
ries about my Dad
Andrew Grahl photograph
the City College of
and their conversaNew York, where he earned his Bachelor and tions, which I did not know.
Master’s degrees. Gary made his career as a
Gary had been a close friend since that
New York City junior and intermediate school time, later attending each other’s family life
teacher and was very well thought of by his cycle events, the joyous ones and also the
co-workers and students. I learned this by sad ones. We were groomsmen at each othattending some of his field trips and speaking er’s weddings and spoke on the phone frewith other attendees.
quently. Of course, we also railfanned.
Gary and I first met in the early Spring of
Many members do not know that Gary was
1965 when I appeared before a then- also a vexillologist, a person who studies
required ERA Interview Committee prior to flags. In fact, along with his friend the late
being accepted as ERA member #3213. He Whitney Smith, he co-founded the North
was one member of this committee, which American Vexillological Association, and dealso included Roger Arcara, Allan Hannock signed flags for several countries. They also
and Hal Spielman, all men that I would later co-wrote several books about the history of
count as friends. After the interview when I flags.
returned home, I mentioned Gary’s name to
For all the years that I knew Gary, he has
my parents who confirmed, “of course we been a member of a choir and an active
know him and his family.” My father had
(Continued on page 2)
1

NEW YORK
BULLETIN
OCTOBER,
2000
ERADIVISION
BULLETIN
— MARCH,
2021
Gary Grahl, 1935-2021

to Cleveland, Pittsburgh, Toronto or Montreal (among
other places), and these trips were well-attended. I always enjoyed the trips that I took with the group. Per
Gary’s plan, at the initial boarding attendees boarded
the bus based in the order Gary received their checks to
secure their “favorite” seat, which was theirs for the remainder of the trip.
True to his always being a teacher, on these trips
Gary had a whistle and instructed the attendees that
three toots meant “Get back on the bus!”
It goes without saying that Gary will be missed by the
ERA, where he served as the Inspector of Elections for
many years. His annual, excellent Super 8 movie programs were enjoyed by all.
However, more importantly, he will be greatly missed
by his three children and their spouses: Gregory (Fran),
Gloria (Chris), their daughter Julia (Gary’s granddaughter), and of course someone we all know, Andrew, our
Program Chair, and his wife Karen. Sadly, Valerie, Andrew’s mom, passed away on January 26, 2010.
The family plans to have a memorial service for Gary
at his beloved First Lutheran Church of Throggs Neck
when the pandemic improves. All ERA members and
friends will be welcome.

(Continued from page 1)

member of the Lutheran church that he attended. He
was currently a member of the Bronx County Chorus
and regularly attended church at the First Lutheran
Church of Throggs Neck. He was also President of his
co-op Board for more than 40 years.
When I first joined ERA, my interest was strictly New
York City, but when Gary invited me to join him and
some friends on a day trip to Philadelphia, I could not
pass that up. And then there were trips to other places
that increased my interest in transportation. He was a
great teacher.
Being interested in buses when I joined the ERA in the
1960s was not popular, and some of our current members will remember the unpleasant sounds that were
heard from some attendees when a bus slide or a bus
passing a trolley was shown during a program. Nonetheless, in 1982 Gary and several friends started the
Metropolitan New York Bus Association. This group organizes several bus trips each year during the Spring,
Summer and Fall to visit local and regional bus properties. Very often there are opportunities to do some railfanning. Each summer there would be a multi-day trip,

THE BOARD OF DIRECTORS EXPRESSES ITS DEEPEST
APPRECIATION FOR 14 MEMBER DONATIONS
IN JANUARY, 2021
AMOUNT

DONOR(S)

$100 and up

Robert Mahar

Jeffrey Mann

$50 to $99

Charles Edward Lewis

Frederick Tindall

$10 to $49

Robert Blankenburg

Jeffrey Freed

Richard Marks

Mark Douglas

Alexander Ivanoff

Edward Richards

Bruce Elfreth

Paul Krevy

Christopher Spasov

Rob Scaffardi

ERA is a 501(c)(3) tax exempt corporation. Your donations are fully tax deductible and can be using our donation
form on our website: www.erausa.org/donate. Your donation helps to maintain ERA’s 87-year-long tradition of traction education and entertainment!
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THE GENESIS OF “DASHING DAN,” PART SIX—
ROUNDING OUT THE ‘TEENS ON THE LIRR
by George Chiasson
(Continued from February, 2021 issue)
EVENTS ON THE HEMPSTEAD BRANCH
On the Hempstead Branch, a new depot was opened
at the Fulton Street terminal in February, 1913 that replaced the original Central Railroad of Long Island
building constructed in 1872. Another station called
“Country Life Press” was then added on May 25 at Fifth
(Chestnut) Street in Garden City, between Hempstead
Crossing and the Fulton Street terminal, with the Chestnut Street crossing being moved under-grade as a prerequisite. This was contiguous to a large magazine and
book production house that had been built next to the
railroad by Frank Nelson Doubleday, founder of the renowned publishing empire which carried his name, in
1910. “Country Life” magazine was an aptly titled periodical (one of its many) which likely evoked the most
desirable reflection of Garden City’s ideals. As such it
carried the plant’s public name, though the actual stop
was open to everyone and not just used by Doubleday
employees. Located exactly at the convergence of the
Hempstead Branch and the original New York Bay Extension (West Hempstead Branch) as relocated in 1907,
it consisted of a brief, sheltered, curving platform on the
east side of the tracks, at which trains serving either
route could stop (albeit with a single door location).
Without a doubt the Hempstead Branch was the far
busier of the two lines serving Country Life Press with a
high wooden platform being installed to improve dwell
times on September 8, 1917.
Finally, out of operational desperation and despite the
ongoing war with its corresponding shortages of capital,
materials and manpower, a slight widening of the rightof-way progressed through Garden City during the summer of 1918 and double-tracking was completed on the
remaining portion of the Hempstead Branch as far as

the 1912-doubled lead into Floral Park. This was laid
using re-claimed rail and ties from the dormant Cedarhurst cutoff, with a second set of platforms consequently added at the Nassau Boulevard and Stewart
Manor stations, along with the completion of a second
track through newly modified but pre-existing platforms
at Garden City. No more (it was hoped) would Hempstead Branch trains have to wait in and around Floral
Park for meets to be executed (and thereby “plug up”
the Main Line on occasion). Further, double-tracking of
the length of the Hempstead Branch allowed cessation
of the LIRR’s 42-year scheduling habit of routing one of
three Hempstead trains via the Main Line and Mineola.
Naturally, each of those continued to be steam-drawn
after the 1908 initial Hempstead Branch electrification,
being terminated at Long Island City then tracked along
the “Montauk Division” (former Southern) as far as Jamaica, where they assumed the Main Line for the rest
of the trip into Nassau County. The balance was provided by electric MU service originating at Penn Station
and Flatbush Avenue for the decade between 1908 and
1918, with two of each three Hempstead trains thereby
routed through Garden City. Thanks to the implementing
of “full service” via the Hempstead Branch with the completion of double track on November 27, 1918 an unusual lock-out system was employed at the interlocking
as controlled from HC Tower, which would allow only a
Mineola-West Hempstead-Valley Stream or Floral ParkGarden City-Hempstead routing to be followed unless
switch settings were made otherwise by hand, which
from this date forward obviated the historic routing between Long Island City, Mineola and Hempstead that
dated from 1839.
(Continued on page 4)

SUBDIVISION “B” CAR ASSIGNMENTS
CARS REQUIRED FEBRUARY 14, 2021

The following is different from the assignments that appeared in the January, 2021 Bulletin:
LINE
C

AM RUSH

PM RUSH

48 R-46, 72 R-179

48 R-46, 72 R-179
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(Continued on page 5)
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NEW YORK CITY SUBWAY CAR UPDATE
At the end of December, 2020, all 136 of the Phase I
R-32s used at East New York between July and October remained as a “reserve” fleet at various Subdivision
“B” locations around the system. In that interim the only
minor change of status was the “official” retirement of
3522-3523, which had been held for potential work service conversion most of the year. That quantity is thus
amended to 86 cars total. On December 10, newly configured R-46 link 6212-6063-6065-6064 was sighted in
passenger service on the A for the first time, restoring
that small part of the R-46 fleet lost as a result of the
14th Street accident on September 20, bringing that
quantity up to its current maximum of 748 cars (352 at
Pitkin and 396 at Coney Island). To better focus equipment use on the Coney Island lines in the first quarter of
2021, the former Jamaica group (9833-9922) and whatever other R-160s are able to be mustered daily tend to
most commonly show up on the N and W, with use on
the Q constrained to occasional opportunities during
weekday afternoons. There most of the service is now
provided by R-46s being supplemented with R-68/68As,
while the G is still anchored by R-68s and R-68As with
some R-46s sprinkled in.
While we are (finally) at it, we should hereby note that
the nine single unit R-68-1s (2916-2924) that are confined to the Franklin Avenue Shuttle S are now (and
have been) celebrating their 30th anniversary there
since last Spring. On that original date (June 11, 1990)
they finally and ever since replaced the last 60-foot
equipment (then four-car sets of Morrison-Knudsenrebuilt, Phase II R-32s) to be used on the Franklin Avenue Shuttle after December 20, 1967, and before that
the “old” 67-foot B-Types going back to near its origins
starting in July, 1927. The shuttle service itself was established as a Dual Contracts-inspired remnant of the
Fulton Street Elevated on August 1, 1920, and used
wooden elevated open-gate (i.e. “BU”-Types) at first,
until spelled by the then-new “C”-Type early unitized
wooden cars which incorporated Multiple Unit Door
Control starting on Valentine’s Day, 1925.
An accurate supposition from the last Update was the
gradual discontinuance of Jamaica-assigned R-160s on
the A, whereas this odd affair was quite obviously concluding by mid-November. Two such consists did manage to hang on through the Thanksgiving Holiday, before pruning to a lone survivor that Sunday. Afterward
this loner became practically invisible among the (once
again) common sea of R-46s and R-179s on the A
overall. As best could be determined (while lacking any
other notoriety), the last R-160 train used on the A was
set up as Alstom R-160Bs 8832-8828 with 9717-9713
(north to south) on December 10, 2020. All such equipment (and there was likely one additional consist) was
subsequently deadheaded back to Jamaica Yard by
early the following week, thereby ending this tale with a
total quantity of 885 various R-160s being operated on
the A during the six months beginning on June 6.

On the very same day, just as that story was finished,
yet another started when 90 other R-160s were exchanged from Jamaica (EFR) to Coney Island for use
on the N, Q and W lines. Involved were Kawasaki
(Option 2)-built, Alstom-equipped R-160Bs 9833-9922,
which had been stationed at Jamaica since their delivery in 2009-10, in trade for all of Coney Island’s remaining “Siemens” R-160Bs (8913-8917, 9008-9012 and
9023-9120), which as well had been at their original
assignment as far back as 2009. Two objectives associated with this transfer were, first, to allow the remaining
Siemens cars to be finally equipped for Queens CBTC
operation, and second, to complete the long-planned
relocation of that 260-car (somewhat oddball) sub-class,
which had been interrupted by the unexpected, overall
COVID-19 fleet impacts on NYC Subways last March.
Furthermore, by mid-December there were widelyreportedly reliability issues cropping up with the decades-old R-46s as they had become a bulwark on the
Coney Island routes, which brought about the daily habit of scrounging additional Jamaica-assigned R-160
trains for the N, Q and W, when and from where they
could be found. This strategy helped to fill out operating
requirements so as to surmount any resultant fleet
shortages.
All 96 East New York-assigned R-179s (3050-3145)
had been re-accepted by the end of November, 2020,
with (almost) all exhibiting themselves virtually as daily
regulars on J and Z service. The lone exception was
link 3122-3125, which appeared inconsistently until January 22, 2021, since time it has been pointedly observed in the long parade of R-179s. In addition, the
general array of four-car units on the J and Z as of
February 1, 2021 were almost all R-160A-1s (potentially
bearing two types of unused CBTC), plus a small number of R-143s. Since CBTC was instituted on the
Queens IND in late 2019, the R-160A-1s have been
commonly divided into two noticeable sub-groups; those
from 8377 to 8608 (29 trains) being mainly operated on
the M, where Queens-type CBTC is required, while
cars 8609-8652 and 9943-9974 (9½ trains) have usually
been marshalled on the J and Z and not seen on the
M. Of course, the fleet balance of cars 8313-8376 are
configured for the L, complete with the Canarsie variant of CBTC. On the C, R-179s 3150-3153 and 32063213 were finally revived on November 20, 2020 with all
again fully accepted for service by December 22 but for
one stubborn exception. The lone outlier turned out to
be 3174-3177, which had been restored to a state of
trust as of January 22, 2021. A-assigned R-179s 30103014 were in Re-Test as of November 21, 2020 lastly
followed by 3288-3292 on December 10 to again bring
life to all 318 delivered cars. The final (hopeful) reacceptance of all 130 such five-car units on the A was
consummated as of December 21.
(Continued on page 7)
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since their delivery. If and when this comes to reality, it
will create one of the strangest fleet quirks in the system’s long and storied history, while left behind for another time will be the 396 R-46s presently used on the
GNQW. These and other features which had been
keyed through the MTA’s 2020-24 Capital Program can
be reinvigorated if (and when) the necessary underlying
funds that have recently been committed to other, more
pressing (read operational) needs are restored. In the
meantime, a seemingly interminable financial quagmire
continues to grip the region and state, having become a
hallmark of the COVID-19 era during the past year.
On the Subdivision “A” side, the MTA’s bleak capital
outlook has a far more diminished direct impact in terms
of ongoing construction, but its “demise” seems to have
brought to a stop any action going forward (in this interim) on the planned replacement of NYCT’s aging R-62
and R-62A fleets. The projected delivery of its forecasted, large-scale contract R-262, are aspired to include
the long-awaited “Gangway” design on a fleet-wide basis, if they are satisfactory from an engineering standpoint, given the historically tight curvatures on certain
portions of Subdivision “A.” That car configuration is to
be introduced through the two prototype R-211T trains
when they arrive in a couple of years or so. More in
tune with the present Subdivision “A” (as we still know
it) a new, minor fleet shift was observed by midDecember, 2020, when R-142s 7126-7130 were reassigned from the 4 to the 5, while 6716-6720 were
shuffled over to the 2 in trade. Finally, after their predicted overhaul ex-Corona single unit cars 1906 and
1907 were both seen as they moved to Livonia Yard on
January 29 for future use on the 42nd Street Shuttle S
(which has actually been closed for most of this winter
season for construction). Noted within, virtually all passenger seats had been removed from both cars, as has
become common of the surviving Shuttle-assigned single-unit “middle cars” as part of its long-term restoration
and modernization.

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

Perhaps most prominent of COVID-19’s toll elsewhere
around the subway system was the announced suspension of MTA Capital Construction activities for a foreseeable time as of January 22, 2021. This will prominently short-circuit the advancement of system CBTC
installation beyond that which is almost completed: the
IND Queens Line inward of Union Turnpike-Kew Gardens to 50th Street & Eighth Avenue and to 47-50th
Streets/Rockefeller Center on the IND Sixth Avenue
Line, on the Eighth Avenue Line from 59th StreetColumbus Circle to High Street as well as on the Culver
Line F from Ditmas Avenue to Coney Island. Ergo, going by the boards for time being is any further installation of associated equipment beyond the ongoing 1,285
R-160s to be ultimately allocated to Jamaica (EFR),
along with R-160A-1s 8377-8652 and 9943-9974.
To the Bulletin’s December, 2020 update can be added the current scarcity of readily identifiable capital resources with which the MTA will easily be able to execute any or all of its planned options for the R-211 contract beyond the basic order as described. Should they
all be delivered as five-car units (and there is a possibility that a portion might arrive as four-car units for East
New York), the 440-car R-211A portion will permit the
assignment of forty-four (44) ten-car trains to the Pitkin
facility, for exclusive use on the A, though no further
CBTC installation will be included as associated with
their arrival. In strictly terms of fleet utilization, these
same 44 trains for the A will (coincidentally, conveniently) be able to directly replace the current existing
(and equivalent) 352 R-46s that are in daily use on the
A and C. It can be readily predicted that R-46s set to
depart the C will likely be replaced by a selection of 10car trains that are comprised from the 130 five-car R179 sets now plying the A, thereby to support the 92
four-car R-179s that have been assigned to the C

Rail News in Review
projects forward.
The MTA said closing the subway overnight hasn't
saved the agency money. Governor Cuomo ordered the
closures last May so trains could be cleaned and police
could remove the homeless from the system. (Spectrum
News/NY1, January 27)
All New York area outdoor rail services were briefly
suspended on Monday, February 1 due to the snowstorm that dumped several inches on the region. All service resumed by the following morning.

MTA officials have suspended the bulk of the agency’s
$51 billion capital construction plan because of ongoing
financial issues. Subway ridership is still down 70%
from pre-pandemic levels, which has led to a steep drop
in fares for the MTA. Current construction projects will
continue, but future ones are now put on hold until more
capital can be raised.
Among the projects that now need funding are installing more escalators at stations, upgrading subway
signal systems and putting more electric buses on the
road. MTA Chairman Pat Foye told NY1 the MTA will
need to rely on help from Washington to move these

MTA Construction & Development announced it is
seeking qualified design-build teams to bring accessibil(Continued on page 8)
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bus service was increased by 76 percent by adding
1,168 overnight bus trips, bringing 344 buses into service on top of the 235 that had been operating during
these hours — an approximately 150 percent increase
in the operational fleet. Service was enhanced on 61
bus lines, including 11 interborough express routes with
additional stops (five routes in the Bronx and three each
in Brooklyn and Queens), and 13 new routes that normally do not offer overnight service (17 in Brooklyn, 13
in Queens and 10 each in the Bronx and Manhattan).
Thirty-seven routes added overnight service.
A study of ridership in April, 2020 showed that approximately 1,802 customers were using the subway between the hours of 1-2 AM, 1,386 customers between 23 AM, 2,129 between the hours of 3-4 AM, and 5,692
between 4-5 AM. The reopening from 1-2 AM and 4-5
AM will provide service for the vast majority of those
seeking service during overnight hours. (MTA press release, February 15)
The Bedford Avenue entrances to the Nostrand Avenue AC subway station (IND Fulton Street Line) in
Brooklyn were reopened, three decades after the entrances were closed. The entrances provide a quicker
path to trains for pedestrians coming from west of the
station, facilitate the station’s connection to northbound
B44 Select Bus Service and local bus service on Bedford Avenue, reduce crowding as trains depart from the
station, and provide a free in-station transfer between
the northbound and southbound platforms. The entrances, at the northeast and southeast corners of Bedford
Avenue and Fulton Street, are more than 1,000 feet, or
nearly a quarter mile, to the west of the entrances at the
corner of Fulton Street and Nostrand Avenue.

Rail News in Review
(Continued from page 7)

ity to a complex of three interconnected stations on 14th
Street in Manhattan: 6 Avenue L, 14 Street FM and
14 Street 123. The teams will install elevators and
make other improvements to ensure full vertical accessibility in accordance with the Americans with Disabilities Act.
Work at each station will generally include the design
and construction of the following:
● Three to four new elevators per station
● Structural and excavation work to accommodate
new elevator installations
● Electrical power upgrades, when necessary
● Station communications systems upgrades, when
necessary
● Relocation of existing public and transit utilities
● Replacement, relocation and/or addition of staircases from street to mezzanines and mezzanines to
platforms
● Reconstruction of entire platform edges and/or reconstruction of ADA boarding areas
Additional work may be necessary based on existing
conditions at the stations, including:
● Platform reconstruction
● Architectural finishes replacement
● Structural steel and concrete repairs
● Waterproofing
● Lighting and communication systems replacement/
upgrade
In addition, this project requires a separate long-term
elevator maintenance contract to provide for long-term
reliable maintenance of the new elevators, including
repairs of certain issues resulting from installation and
manufacture.
State of good repair work will also be performed at the
8 Avenue L and 14 Street ACE complex, and along
the entire Manhattan segment of the L Line.
These design-build contracts will be awarded to the
companies whose proposals offer the best value to the
MTA based on an evaluation of qualitative factors as
well as cost and schedule. (MTA press release, February 16)
Subway service was partially restored overnight effective Monday, February 22, by two hours, moving to a 2
AM-4 AM closure daily. The changes will lengthen the
subway's operations by two hours while enabling cleaning forces to continue the most aggressive deep cleaning and disinfecting regimen in its history.
A survey by Hofstra University published last month
found three out of four riders felt safer riding the subway
as a result of COVID cleaning. The results were in line
with an MTA survey conducted in the Fall of 2020 with a
similar finding: 76 percent of 20,000 customers agreed
that cleaning and disinfecting made them feel safe
when using transit.
Subway service was suspended between 1 AM and 5
AM daily on May 6, 2020, at the same time that overnight bus service was significantly enhanced. Overnight

View towards the reopened street stair from the mezzanine to the
southeast corner of Fulton Street and Bedford Avenue. There had
been metal doors covering the stairs here at street level. All photos
taken February 4.
Marc Hermann/MTA photograph

Inside the station, workers scraped and repainted surfaces, repaired and replaced tile, rehabilitated stairways
and installed new LED lighting, OMNY-enabled turnstiles and security features such as Help Point inter(Continued on page 9)
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Looking east down the passageway to the Manhattan-bound platform from the mezzanine.
Marc Hermann/MTA photograph
Looking east from the reopened fare control area (N115) at the open
mezzanine.
Marc Hermann/MTA photograph

Looking west from the Manhattan-bound (northbound) platform
towards the reopened passageway to the mezzanine. To the right is
the still-closed fare control area for the Arlington Place entrance. Not
seen in this image is the still-closed underpass between the platforms
for this fare control area.
Marc Hermann/MTA photograph

Looking west from the east end of the mezzanine. New rooms have
been built on either side of the mezzanine.
Marc Hermann/MTA photograph

coms and cameras. On the sidewalk level, workers installed sidewalk entrances in accordance with current
New York City Transit design standards. The tunnels
also provide shelter from storms, snow and rain.
The Bedford Avenue entrances were closed more
than 30 years ago in consultation with police amid concerns about how to effectively ensure public safety in
the sprawling station at the time.
The project cost approximately $2 million. Of that total,
approximately $1 million came from MTA New York City
Transit, $750,000 was provided by former Assembly
Member Tremaine Wright and $250,000 was provided
by former Senator Velmanette Montgomery.
All work was performed by New York City Transit staff.
(MTA press release, February 4)

Looking north up Bedford Avenue from the reopened street stair on
the northeast corner of Fulton and Bedford. The B44 bus stop is now,
once again, conveniently located right near this entrance.
Marc Hermann/MTA photograph

A correction: In last month’s Bulletin we stated that
the schedule change from January 25 might have been
the first time that Huntington trains were making station
(Continued on page 10)
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Queens Interlocking in Queens Village and Divide 1
Interlocking, west of the Hicksville station. Existing
westbound Track 1 was renumbered Track 3 and existing eastbound Track 2 (future center express track) was
renumbered Track 1. The future third track will be Track
2. (Editor’s contribution, February 19)
Station work has also been progressing on the Main
Line Third Track project. As was done at the Merillon
Avenue and Carle Place stations, a short stretch of new
third track was laid adjacent to the new permanent eastbound platform at New Hyde Park. A new temporary
platform was then erected over the new track. Unlike
the existing six-car temporary platforms west of the old
S. 12th Street crossing, this platform is ten cars long.
Though essentially complete, this new temporary platform will probably not go into service until sometime in
March.

(Continued from page 9)

stops at Queens Village and Hollis. One of our members alerted us to the fact that, at least in 1996, one
weekday westbound and three weekend westbound
Huntington trains stopped at those two local Queens
stations.
The railroad placed the new Nassau 1 Interlocking into
service over the weekend of February 27-28, a delay of
one week from the originally scheduled weekend of
February 20-21. This new interlocking is actually a relocation of an existing one and was done as part of the
Main Line Third Track project.
Originally placed into service on May 9, 1996 (along
with three other “parts” of Nassau Interlocking), Nassau
1, consisting of a pair of single #26 crossovers (good for
60 mph diverging), was located between the New Hyde
Park and Merillon Avenue stations in the communities of
North New Hyde Park, Garden City Park and Garden
City. The new location for this interlocking is between
the Merillon Avenue and Mineola stations, just west of
the Herricks Road undergrade bridge and under one
mile east of its former location.
Since this is part of the Third Track project, this new
interlocking will ultimately have four single #24 crossovers also good for a maximum diverging speed of 60
mph. For now, though, two of the crossovers are only
partially installed as the new, third track has not yet
been installed in this vicinity.

In this view east from the existing temporary platforms at New Hyde
Park we see M-7 7023 (Bombardier Transportation, 1/2003) leading
train "Extra 7023 West" from Ronkonkoma Yard to the Hillside Support Facility on February 17, 2021. In the foreground are the remnants of the S. 12th Street grade crossing, which closed last October.
Jeff Erlitz photograph

The view looking east at the middle of the new Nassau 1 Interlocking on July 11, 2020. You can see that the two crossovers to what
will be the new eastbound local track (future Track 2, to the right)
are only partially installed.
Jeff Erlitz photograph

Over this same weekend, all of the new intermediate
signal locations between Floral Park and Mineola were
placed into service. There are no actual wayside signals
here and have not been since the 1970s. The signal
locations are those where speed changes on each
train’s automatic speed control/cab signal indicator take
place. You can think of them as “virtual” signal locations.
Also on this weekend, with all of the new signal cutins, the Main Line tracks were renumbered between

View west on the nearly-completed temporary eastbound platform
at New Hyde Park on February 17, 2021. This platform was constructed on top of the new third track.
Jeff Erlitz photograph
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effective January 25, they reissued all branches effective February 1. However, the only changes were the
additional station stops added to the following trains on
the Port Washington, Hempstead, Babylon and Far
Rockaway Branches:
● #305 added Woodside
● #427 added Bayside
● #723 added Jamaica
● #1017 added Rockville Centre
● #2864 added Locust Manor, Laurelton and
Rosedale
On Wednesday, February 10 the Long Island Rail
Road (LIRR) started making an additional stop on all
Port Washington Branch trains to help transport people
to and from New York City’s COVID-19 vaccination site
at Citi Field. The additional stop at Mets-Willets Point
will be made indefinitely around the clock for as long as
the vaccination site remains open.
Direct service will be available from Penn Station,
Woodside and all stations on the Port Washington
Branch. The ride from Penn is just 19 minutes. Customers from other LIRR branches must transfer at Woodside for Port Washington Branch trains to and from
Mets-Willets Point. Port Washington Branch trains operate approximately every 30 minutes during the day, and
less frequently at night.
The Citi Field vaccination site is focused on Queens
residents with special appointments being offered for
TLC licensed drivers and food service workers from all
over the five boroughs. (MTA press release, February 9)
Metro-North Railroad will receive a $19.7 million federal grant to provide critical safety improvements to nine
grade crossings on the Harlem Line. The grant was part
of $40 million provided by the U.S. Department of
Transportation and Federal Highway Administration in
January.
The financial assistance will improve safety at nine
crossings along the Harlem Line in Westchester,
Dutchess and Putnam Counties by upgrading or replacing existing at-grade crossing warning systems and reconstructing the railroad crossings structures and approaches that are currently in place. The MTA and Metro-North will work in tandem with the New York State
Department of Transportation to implement the work.
The full list of locations that are set to receive the upgrades appear below:
● Virginia Road in North White Plains
● Ellen Avenue in Brewster
● Corbin Road in Pawling
● Appalachian Trail in Pawling
● Old Pawling Road in Pawling
● Wheeler Road in Wingdale
● Dover Furnace Road in Dover
● Mill Street in Dover Plains
● Dover Plains Station pedestrian crossing in Dover
Plains
11

This work follows an October, 2020 grant from the
Federal Railroad Administration that awarded the New
York State Department of Transportation, the MTA and
Metro-North $2.5 million to upgrade the railroad crossing at Hudson Avenue in Peekskill on the Hudson Line.
In 2020 Metro-North replaced six grade crossing pads
and installed delineators at 30 crossings. (MTA press
release, January 26)
NJ Transit introduced a pilot ticketing option called
FLEXPASS, which allows for more flexible travel options that better accommodate passengers’ evolving
commuting patterns due to the ongoing COVID-19 pandemic.
FLEXPASS will consist of 20 one-way tickets between
one customer-selected origin and one destination and
will be sold at a 20% discount off the one-way fare.
FLEXPASS tickets will be available for purchase on
bus, rail and light rail, and will only be offered for purchase via the NJ Transit Mobile App during the pilot.
A FLEXPASS can be purchased at any time of the
month and FLEXPASS sales are non-refundable. Customers may only buy and own one FLEXPASS per
mode at a time.
FLEXPASS Notes
● Customers may only purchase another FLEXPASS
when all 20 tickets associated with their current
FLEXPASS have been used
● All tickets associated with a FLEXPASS expire 30
calendar days, from when the FLEXPASS is purchased. Expiration of FLEXPASS tickets may not be
paused or frozen
● Tickets associated with a FLEXPASS will look exactly like a current one-way ticket and will not have
any marks indicating it is associated with a
FLEXPASS
● If a customer activates one of their 20 FLEXPASS
tickets by mistake, they should contact customer
service as soon as possible
● A rail FLEXPASS does not provide complimentary
bus or light rail trips like a Monthly or Weekly Pass
● Upon purchasing a FLEXPASS in the NJ Transit
Mobile App, 20 one-way tickets will be deposited
into a customer’s MyTix account and can be activated for use like any standard one-way ticket
● Tickets with expiration dates will show up in the “My
Tickets” area of the app. Each ticket will show up
individually, with the associated expiration date, in
the “Active/Non-Active” section, while the total number of tickets (along with expiration dates) will appear under the “All Tickets” section. Users will have
numerous ways to see their expiration dates and
select the proper ticket prior to activation
● Access to FLEXPASS requires customers to update
to latest version of the mobile app (both iOS and
Android)
● Access to FLEXPASS requires a MyTix account
(NJ Transit Customer Notice)
NJ Governor Phil Murphy announced a $250 million
(Continued on page 12)
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renovation to the 27-year-old Walter J. Rand Transportation Center in Camden. Currently serving PATCO’s
Lindenwold Line as well as NJ Transit’s River Line and
26 NJ Transit bus routes, the rebuilt center will provide
improved intermodal transfers and also be designed to
accommodate a future light rail route as well as private
bus lines, parking and charging stations for electric vehicles. A request for proposal and initial design process
is expected to take around nine months. (NJ.com, February 18)
SEPTA will be issuing new timetables effective March
7 and 8, 2021. Of noteworthy development is the restoration of regional rail train service to the Chestnut Hill
West Line, which had been suspended for a number of
years. These schedule revisions also detail a number of
changes to weekday midday service on the Media/
Elwyn Line and hourly service on the Paoli/Thorndale
Line during the weekday midday periods. Other SEPTA
Regional lines will have some minor schedule changes.
(SEPTA press release, February 18)
Washington Metro is looking to borrow $360 million
through bond sales to put a pulse into its capital project
program, including work on bridges and other infrastructure. The sale of bonds will be backed by annual dedicated funding Maryland, Virginia and D.C. approved in
2018. Metro currently has a $5 billion project backlog.
The goal is to rehabilitate and modernize the rail system, and the Metro Board financing committee voted on
the bond-selling maneuver on February 11. The request
then moved to the full Board.
This is the second time in eight months Metro is looking to sell bonds to pay for infrastructure needs. The
pandemic has destroyed Metro’s ridership, and the
agency is looking to lose $550 million in revenue in Fiscal Year 2020. Money from the federal stimulus bill
passed last April, which totaled $767 million, is expected to run out early this year. Metro has proposed a
budget for Fiscal Year 2022 that includes massive
layoffs, closing 19 stations and eliminating weekend
service.
Metro’s capital budget does not appear to be in dire
straits, yet, thanks to dedicated funding from Maryland,
Virginia and D.C. The money allows Metro to sell bonds.
Back in June, 2020, $545 million worth of bonds were
sold to help pay for infrastructure projects.
Meanwhile, officials are asking Congress to supply
more money for Metro capital projects. One request is
for Metro to receive up to $200 million annually, which
would be spread out over a decade, while another one
asks for $2 billion over a 10-year period. (Railway
Track & Structures, February 11)
The Metropolitan Atlanta Rapid Transit Authority
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(MARTA) is investing approximately $225 million in
State of Good Repair work on its heavy rail lines that
will enhance the safety of the rail system, reduce train
delays, and improve the customer experience. MARTA’s
Track Replacement Project replaced heavy rail between
the Lindbergh Center, Buckhead and Lenox stations
beginning Tuesday, February 16 at 9 PM and concluding Monday, February 22 at 4 AM. All rail service between the Lindbergh Center, Buckhead and Lenox Stations was suspended during this time.
The Track Replacement Project is a multi-year effort
that involves replacing track and switches throughout
the rail system. The February work on the Red and
Gold Lines includes a rail crossover (Canterbury Junction) that touches both main track lines that prevents
normal single-tracking operations. As a result, free bus
shuttles will replace trains between the Lindbergh Center, Buckhead and Lenox stations and run continuously
from 9 PM on Tuesday, February 16, until the end of
service on Sunday, February 21. MARTA Station Agents
and Transit Ambassadors were to be at these rail stations to assist, and signs guiding customers between
the bus shuttles and trains were to be prominently displayed. Customers needed to allot an extra 30 minutes
for travel through the work zone. Rail service north of
Buckhead and Lenox, and south of Lindbergh, and service on the Blue and Green Lines (east/west) operated
normally.
MARTAConnect, a one-year pilot program with Uber,
was also available to customers during the project.
MARTA provided a link to a $10 Uber voucher that customers could download to their Uber app and use twice
daily to travel to or from Lindbergh Center, Buckhead
and Lenox rail stations. The customer was responsible
for any amount over $10 per trip and did not receive a
credit for any trip less than $10. Details on how and
when to download the voucher were to be provided as
the project date neared.
The Track Replacement Project is part of MARTA’s
ongoing commitment to enhancing customer safety and
experience. Also underway is a systemwide Station Rehabilitation Program that includes aesthetic and amenity
upgrades, the Elevator and Escalator Restoration Program, the implementation of an improved audio-visual
customer communication system (AVIS), and the largest capital project in MARTA’s history, the purchase of
new railcars. (Railway Track & Structures, January
26)
Four 100+-year-old stations on the CTA Red Line will
be fully reconstructed with work starting Spring, 2021.
The Lawrence, Argyle, Berwyn and Bryn Mawr stations
will be fully rebuilt into larger facilities fully compliant
with the Americans with Disabilities Act (ADA) in terms
of accessibility. New, wider platforms, elevators and escalators are some of the improvements featured in the
new facilities while new tracks, viaducts, embankments
and overpasses (prefabricated spans to be lifted into
place when support structure work is completed) will be
(Continued on page 13)
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built to permit the expansion of these four stations.
When work commences in Spring 2021, the Lawrence
and Berwyn stations will be closed and temporary stations opened to replace the original stations at Bryn
Mawr and Argyle. Northbound Red and Purple Line
tracks will be the first to be rebuilt/replaced as Stage A
works with completion in late 2022. Stage B will replace
the southbound tracks 2022-24. All four stations are
expected to reopen by the end of 2024. This is just a
part of the $2.1 billion Red and Purple Line Modernization Project (RPM) spanning a 9.6 mile section of the
Red and Purple Lines between Linden and Belmont.
(Chicago Transit Authority press release, January 28)
The entire Houston Metrorail system was shut down
starting Monday, February 15 by inclement weather.
Initially, it was expected that service would resume on
February 16 after the snow/ice storm ended and the
cold snap eased off. All other mass transit modes operated by Houston Metro were also suspended for the
duration of the forecasted abnormal weather patterns.
However, the entire region was subjected to a second
severe snow and ice event just two days later as well as
unrelenting record-setting extreme cold. In addition to
ice-laden trees, the service suspension was also the
result of a shortage of electrical power in the local power grid to supply traction power to the light rail system.
Limited rail service combined with bus shuttle services
were resumed on Friday, February 19, 2021 (Houston
Metro press releases, February 12 and 18)
Bay Area Rapid Transit (BART) is targeting stretches
of trackway in the system that are in the greatest need
of replacement and prioritizing work on those sections.
This critical work will replace nearly 50-year-old track
infrastructure. Many of these aging track components
have been in operation since the beginning of BART
service in 1972 and have outlived their design lives.
Funding for the track replacement work is coming from
voter-approved Measure RR. Support for the new rail
car storage facility is supported in part by a $1.17 billion
grant from the Federal Transit Administration. The storage facility is part of the Transbay Corridor Core Capacity Program, which will dramatically increase the number of trains BART can run through the Transbay Tube.
Part of the project will involve the construction of a
retaining wall. The equipment used for this part of the
project installs the piles for the wall by vibrating the piles
into the ground. This has the potential to create significant noise at the work site.
Once complete, expect a decrease in the noise level
from trains. BART passengers should experience a
smoother, safer and more reliable ride. The new rail car
facility will bolster BART’s service to San Jose as well
as help to ensure BART is maximizing the number of
Fleet of the Future trains in operation.
The project will require a series of weekend track
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shutdowns between South Hayward and Union City. On
those weekends, free buses instead of trains will carry
passengers between those stations. Fourteen weekends have been scheduled for track shutdowns in South
Hayward in 2021. There will be no train service between
South Hayward and Union City on the following weekends: May 1-2, May 15-16, May 29-31 (Memorial Day
weekend), June 5-6, June 19-20, July 3-4
(Independence Day weekend), July 17-18, July 31August 1, August 14-15, September 4-6 (Labor Day
weekend), September 18-19, October 2-3, October 1617 and October 30-31. On all these weekends free buses will replace trains and riders should plan to add 2025 minutes to their trips. Additional shutdown weekends
are expected spring through fall in 2022 but specific
dates have not yet been selected. (Railway Track &
Structures, February 1)
SFMTA plans to resume MUNI Metro operations into
and through downtown in May, 2021. Suspended initially due to COVID-19 in March, 2020, a restoration of service was attempted in August, 2020 that lasted just
three days before being suspended due to catenary and
eventually track issues within the Twin Peaks Tunnel.
More details on just what the restored services may
look like have yet to be specifically identified but initial
indications are that the T/Third Street and N/Judah
Lines will lead the way back into the MUNI Metro. (San
Francisco Chronicle, February 12)
Los Angeles Metro has now entered the final planning
phase for a $1 billion light rail line extension from Redondo Beach to Torrance.
The agency was to hold a pair of virtual meetings before March so it could hear any concerns from the public.
Titled the South Bay’s largest regional transit project in
history, the extension of the C Line, also known as the
Green Line, will be a 4.5-mile rail link that will connect
the area to the southern California transit network.
However, the Lawndale community is not on board,
which has forced officials to consider removing the line
from the neighborhood altogether. Two route options
are on the east and west side of Lawndale, but Metro
was persuaded to eliminate a station at Manhattan
Beach Boulevard and Inglewood Avenue. The Lawndale
opposition also means the extension may not use an
old railroad right-of-way adjacent to Redondo Beach’s
new $11.5 million transit center. If that is the case a station will be built elsewhere.
If the extension has to be built on the east side of
Lawndale, a 0.6-mile elevated section along the I-405
freeway will need to be constructed. However, residents
say that option will disturb neighborhoods between
162nd and 166th Streets and Hawthorne Boulevard,
which is the city’s main business district.
The goal is to have the project complete by the 2028
Los Angeles Summer Olympics, but for that to happen
construction will have to be accelerated, and some on
the South Bay Cities Council of Governments say the
(Continued on page 14)
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project must receive more voter-approved funding.
A $32.5 million environmental analysis is expected to
be submitted by March, 2022. (Railway Track & Structures, February 18)

Map of San Fernando Valley alignment.
Map courtesy of Los Angeles County MTA

Map of C Line extension to Torrance.
Map courtesy of Los Angeles MTA

The East San Fernando Valley Light Rail Transit Project is eligible for federal funding. Construction is expected to start in 2022, and L.A. Metro Board members
say the financial assistance will help move the project to
completion. The line should be open in time for the Los
Angeles 2028 Olympics.
The Federal Transit Administration certified that the
$1.3 billion project meets guidelines for environmental
analysis.
The project will connect the Van Nuys “G” (Orange)
Line station with the Sylmar/San Fernando Metrolink
station. There will be a total of 14 stops on the light-rail
line, and it will take 31 minutes to ride the total length of
the route. Metro believes there will be over 30,000 daily
riders by 2040. (Railway Track & Structures, February
2)

An HDR-Gannett Fleming led team has been selected
as the program consultant on the Toronto Transit Commission’s Subway Capacity Enhancement Program for
Line 2. The team will provide advisory, planning and
engineering services on the capacity enhancement of
TTC’s Line 2 subway in Toronto.
Line 2 Bloor-Danforth, from Kipling to Kennedy, is one
of the busiest transit lines in Canada. Prior to the
COVID-19 pandemic, it served more than 550,000 customers per weekday, with rush hour ridership reaching
over 23,000 passengers per hour. It’s expected that
over the coming two decades demand will continue to
grow during rush hour to more than 31,000 passengers
per hour by 2041.
The capacity enhancement program will address this
increasing demand by providing safe, reliable and efficient service for riders and maintaining quality on the
transit system throughout Toronto. Beginning with an
assessment of current conditions and needs, the program is also expected to include design of facility and
station upgrades, infrastructure repairs and upgrades,
fleet enhancements and more.
HDR and Gannett Fleming have a longstanding rela(Continued on page 16)
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VIENNA-BRATISLAVA-UKRAINE
by Jack May
(Continued from February, 2021 issue)
(Photographs by the author, except where noted)

Wednesday, June 14 (continued)
After completing our refreshments adjacent to the
Messe Prater station of the U2, where Klaus treated me
to a delicious ice cream concoction (while he had his
favorite coffee and pastry), we continued on the U2 to
Schottentor, and then went our separate ways. The
complex at Schottentor is a tram enthusiast's paradise,
serving a total of 10 streetcar lines. Three of them traverse the Ring (1, 71 and D), while the others terminate
in an underground mall at its side, with the 43 and 44
looping on the surface and the 37, 38, 40, 41 and 42
one story below. It is a busy place indeed and I took
some photos in the vicinity.
I then rode a 43 car out to the elevated Alser Strasse
station of the U6, a perfect location for photos.
I continued my sojourn by riding a train of low-floor
LRVs on the U6 northward and back across the Danube
to Floridsdorf, a major transit hub that serves the Sbahn as well as tram routes 25, 26 and 31. After a photo I transferred to the 26, which allowed me to ride the

upper end of the line, covering the part I had missed
earlier in the day. I accomplished that, first riding out to
the Strebersdorf terminal in the north and then back to
Kagraner Platz, where Klaus and I started our visit to
this side of the Danube quite a few hours ago. I then
transferred back to the U1 and rode to Sudtiroler Platz
and walked to the hotel. I took very few photos of the
upper part of the 26, which is almost all street running,
as the shadows had gotten a bit long by that time.
Clare and I walked toward the Keplerplatz stop of the
U1 on the wide pedestrianized Favoritenstraße, and
found an Italian restaurant with outdoor seating for dinner. Clare had an excellent day as well, and we retired
after walking off our desserts.
Based on the weather forecast of clouds, wind and
drizzle for Friday, I took my planned day-trip to the tramway in Bratislava, Slovakia on the next day, Thursday.
So to keep all of Vienna together, Friday and Saturday
will be the subject of next month’s report, and I will save
Thursday in Bratislava for the following month.

A 7-section ULF Type B1 (Siemens, 2011) operating counter-clockwise on Route 2 pauses at the Stadiongasse stop on Doktor-Karl-RennerRing, just past a group of Japanese tourists protecting themselves from the sun while a tour guide tells them about the Burgtheater, which
they are facing from their position in front of Austria's Parliament building.
(Continued on page 16)
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(Continued from page 15)

Two scenes showing Route 43 cars on Universitätsstraße shortly after picking up passengers at the Schottentor terminal. The left photo of
E1 4855 (SGP, 1976) with trailer also shows a turnoff to allow Route 43 or 44 cars that may be out of sequence to circle back to the loop. The
right view, of long ULF Type B1 799 (Siemens, 2017), is a little further northwest along the line, at Rooseveltplatz alongside Votivpark and
illustrates the use of paved side-of-the-street private right-of-way protected by hedges.

A Type B1 operating on the 43 route to Neuwaldegg is seen approaching the Alser Straße stop from the elevated U6 station of the
same name.

Southbound Type E1 car 4733 (SGP, 1971) on Route 26 has just
passed under the viaduct that carries the OBB's S-bahn at
Floridsdorf. On my first visit to Vienna in 1960, this was the station
where Richard Solomon and I transferred to the former Third Avenue Railway cars that had begun operating here some 10 years earlier. (See http://www.austrianinformation.org/fall-2015/the-americans
-in-vienna for an excellent report on how these cars were obtained
and utilized.)
(Continued on page 17)
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to $1.5 billion for a 5.6-mile route that would likely run
from McMaster University to Gage Avenue. The Hamilton LRT project is one of Ontario’s five priority projects
that have been submitted to the federal Liberal government for transit funding. However, if the funding gap
cannot be filled with federal dollars, officials will be looking at a bus rapid transit solution.
A recent Metrolinx study revealed it could cost as
much as $2.5 billion to build the shorter Hamilton line.
The city council, however, is not being asked to approve
the decision to use federal money. The council remains
divided over light rail and will have the opportunity to
discuss the shortened line in the future.

(Continued from page 14)

tionship with TTC, working with the agency on both Line
1 and Line 2 feasibility analysis studies to improve the
capacity needs of the transit system. (Railway Track &
Structures, February 2)
A couple of years ago the province of Ontario was
ready to dig into a fully funded, 8.7-mile light-rail line
that would run between McMaster and Eastgate
Square. However, the Doug Ford government blocked
construction from happening.
Now Ontario wants the federal government to pay up
16
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Richard and I rode to Strebersdorf, now the upper terminal of Route
26, ironically where I rode today. The motorman stood by in amusement as we affixed the authentic-looking dashboard plate sign for
the X-167th Street Crosstown line to the former Third Avenue Railway car. The late Ronald Schliessman fabricated the canvas for us
and the motorman kindly took this photo. The 167th Street Crosstown was "our line," operating only a short walk from "our" apartments in the beautiful Bronx.

Type B 671 (Siemens, 2003), operating westbound on Route 26,
pauses at a traffic light prior to reaching the far-side stop at Kagranerplatz, where the line exchanges passengers with the U1.

(Continued next issue)

(Continued from page 16)

Federal Infrastructure Minister Catherine McKenna
likes the idea of the Hamilton line, but nobody knows for
sure how much federal funding will be available.
Ontario also is looking at a proposal from union LIUNA, which would use hundreds of millions of dollars
from its pension arm to fund a private endeavor.
(Railway Track & Structures, February 9)

SNCB (Belgian National Railway) class AM80 EMU.
Stratoswift photograph

Belgian National Railways (SNCB) has completed the
installation of ETCS (European Train Control System)
equipment on a fleet of 106 AM80 three-car EMUs, a
process which began in March, 2016.
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The retrofitted trains, which originally entered service
between 1980 and 1983, are equipped with both ETCS
Level 2, Baseline 3 and the TBL1+ national train protection system.
The trains are operating services on the Belgian network and will also be used in future to operate crossborder services to Maastricht, Netherlands, following
the approval of the upgraded vehicles by Dutch rail authorities.
The upgrades cost approximately €21.5 million and
were supported through a €10.8 million grant awarded
by the European Union (EU) in 2015 through its Connecting Europe Facility (CEF).
SNCB say that following the upgrades, 62.8% of its
fleet is now equipped with operational ETCS systems.
The upgrades are part of SNCB and Infrabel’s ETCS
Masterplan, which aims to equip ETCS on all major Belgian routes by the end of 2022.
The program also includes the €10.5 million retrofit of
42 class HLE 13 locomotives with ETCS Level 1 and
Level 2 Baseline 3, for use on both the national network
and for cross-border services to France and Luxembourg, which is supported by a CEF grant worth €5.3
million awarded in 2016.
SNCB was also awarded a €2.4 million CEF grant to
support a pilot project to upgrade ETCS systems to Level 2 Baseline 3 on four locomotives in November, 2020.
(International Railway Journal, February 8)
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PARIS MÉTRO LINE 14 — PORTE DE CLICHY STATION OPENS
by Subutay Musluoglu
Photos by Gilbert Lafargue
As we reported in the January, 2021 Bulletin, when
the Paris Métro opened a 3.6-mile extension to Line 14
on December 14, 2020, one station was not quite ready
to make its debut. Extending northward from the previous terminal at Saint-Lazare, the new extension has
intermediate stations at Pont Cardinet, Porte de Clichy,
Saint-Ouen and a new north terminal at Mairie de SaintOuen. After overcoming some earlier construction challenges, the Porte de Clichy station eventually opened
on January 28, 2021.
Porte de Clichy is a major transfer hub, with connections to Métro Line 13's northwest branch, RER Line C
and Tram Line T3b. The station is located in an area
that is undergoing redevelopment, with a newly completed major judiciary court complex as its centerpiece.
Once the global coronavirus pandemic eases and Métro

ridership returns to normal levels, the new station's utility will be realized as it provides a faster direct route to
central Paris, offering relief to adjacent Line 13, long
one of the most congested lines in the Paris network.
Notably, the new Line 14 platforms at Porte de Clichy
are 85 feet below street level, making it the second
deepest station on the Paris Métro, after Abbesses on
Line 12 (118 feet). Sharing a common design theme
with the extension's other three new stations, Porte de
Clichy's architectural finishes include a base material of
exposed concrete, with stainless steel cladding in select
locations; white porcelain stoneware tiling on the walls
and floors in the waiting areas (platforms, ticket hall);
black tiling in the circulation areas; and brushed stainless steel and glass for secondary fittings (landing
(Continued on page 19)

A map of the Paris Metro's Line 14 northern extension, with emphasis shown on the four new
stations. Adjacent metro, RER and tram lines are shown as thinner lines. The "Site de Maintenance et de Remisage" is the dedicated maintenance shop and storage yard for Line 14's rolling
stock, shown branching off just north of the Saint-Ouen station. An additional extension to
Saint Denis Pleyel is shown as a dashed line, as it is currently under construction and planned to
open in 2022, eventually becoming a major hub with transfers to Lines 15, 16 and 17 of the
Grand Paris Express network of orbital metro lines.
(Continued on page 19)
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A view of the original Line 13 entrance in the right foreground and
in the left background, the new Line 14 primary entrance headhouse
at the Porte de Clichy station, taken on the station's opening day,
January 28, 2021. The new Tribunal de Paris court complex rises in
the distance. The potential for future adjacent development, and as
an overbuild, are clearly apparent.

A head-on view of the new primary entrance headhouse at the Porte
de Clichy station on January 28, 2021.

Just down the road, the secondary entrance is distinguished by this
arch, a modern homage to the Art Nouveau style Métro station entrances designed by Hector Guimard between 1900 and 1913, of
which 86 survive today as protected French national historic monuments. An Alstom Citadis Class 402 tram is seen operating the Line
T3b service.

The depth of the Porte de Clichy station is clearly apparent in this
view of the escalator shaft between the lower and upper mezzanines.

(Continued from page 18)

phases, first to Villejuif Institut Gustave-Roussy in 2023
and then on to Orly the following year. Upon completion
of these extensions, Line 14 will become the northsouth backbone of the Paris Métro, becoming its longest line with a total length of 18.4 miles.
Author's note: A special thanks to Gilbert Lafargue for
sharing his excellent photographs, and to Julian Pepinster for
his continued patience, support, and willingness to answer
questions regarding all things Paris.

doors, guardrails, elevator shafts, etc.).
In 2022, Line 14 will be extended north again with a
short 0.9-mile extension beyond Mairie de Saint-Ouen
to Saint-Denis Pleyel, which will be a major hub of the
Grand Paris Express network of new orbital metro lines,
providing interchange to future Lines 15, 16 and 17,
which are all currently under construction. Line 14 is
also being extended by 8.6 miles at its southern end,
from Olympiades to Orly Airport. It will open in two
19
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Paris Métro Line 14's Porte de Clichy Station opens
(Continued from page 19)

The northbound platform at Porte de Clichy on opening day, January 28, 2021. An
MP89CA trainset is visible past the platform edge screen door on the southbound
track.

A view looking up at the Tribunal de Paris court complex on January 28, 2021.

A view of the glass-enclosed elevator shaft between the
upper mezzanine and the entrance adjacent to the
Tribunal de Paris court complex. Notice the striking
similarity to the elevator shaft at the 72 Street station
on New York's Second Avenue Line.

Looking back down the same entrance from the square of the Tribunal de Paris
court complex on January 28, 2021.
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This Month’s
Cover Photo:

M3 9810 (Budd-GE,
11/1985) leads a short sixcar PTC test train through
Mineola on 11/28/2020.
Jeff Erlitz photograph

In This Issue:
The Genesis of
Dashing Dan…
Page 3

Some time ago, somebody sent me a picture of a streetcar in Manhattan. The picture
was credited to the Museum of the City of
New York.
The picture caption said the location was at
Fourth and Madison Avenues – but this is
impossible as these are parallel streets. Correctly, as lettered on the car, the car was on
the Fourth & Madison Line, serving Fourth
Avenue south of E. 42nd Street and Madison
Avenue above.
I found the location with Google Street
View. The tallest building, on the right, has
been replaced by a later building, but the
1

building to the left, with the bay windows,
more or less in line with the platform of the
car, is still there; 37 E. 17th Street, a Barnes
& Noble store.
I did not pick up at first on how the car was
propelled. There is no trolley – overhead was
not permitted in Manhattan; there is no slot in
the street for cable or conduit electric; and
there is no harness for a horse. Just above
the “o” in “Madison” on the dash, one man
has his hand on what certainly looks like an
electric controller. The gentlemen on the platform look like a group of New York & Harlem
(Continued on page 2)
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THE HISTORY CORNER

Peter Witt 8011 (J G Brill, 1923)
is operating on the DeKalb
Avenue Line and is on its way
to the Sands Street terminal. It
is seen here on DeKalb Avenue
at Washington Avenue on
10/28/1947.
Max H. Hubacher (1900-1989)
photo, New York Public Library

Mystery Streetcar by Union Square

broke in a merger in 1891, and the New York cars
stopped running at that time, returning the 4th & Madison Line back to horse cars, until conduit electrics came
in the late 1890s.
The Fourth & Madison Line became bus route M1 in
1934. With one-way streets, the line now runs on Madison & Fifth Avenues.
This seems timely, as MABSTOA is introducing battery
powered buses now – perhaps even on the M1 – 130
some years later!

(Continued from page 1)

executives making an experimental trip.
Finally, I realized the answer was right there, lettered
on the darker side panel – The car is on the “Julien
Storage System” - a Battery car. The full story is on
pages 31, 58 and 59 of the ERA book Pioneers of
Electric Traction. The New York & Harlem acquired ten
battery cars (the one in the picture is #8) for the 4th &
Madison Line about 1890. The Julien company went

THE BOARD OF DIRECTORS EXPRESSES ITS DEEPEST
APPRECIATION FOR 7 MEMBER DONATIONS
IN FEBRUARY, 2021
AMOUNT

DONOR(S)

$100 and up

Joseph Brennan

Texas Hemaplardh

$50 to $99

Arthur Bently

Dr. John Lozier

$10 to $49

Dr. Geoffrey McCarthy

Carlton Walton

Jeffrey Stevens

ERA is a 501(c)(3) tax exempt corporation. Your donations are fully tax deductible and can be using our donation
form on our website: www.erausa.org/donate. Your donation helps to maintain ERA’s 87-year-long tradition of traction education and entertainment!
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THE GENESIS OF “DASHING DAN,” PART SIX—
ROUNDING OUT THE ‘TEENS ON THE LIRR
by George Chiasson
(Continued from March, 2021 issue)
EVENTS ON THE LONG BEACH AND WEST
HEMPSTEAD BRANCHES
Since our original visit to the Long Beach Branch a
few years ago during the ongoing “Genesis of Dashing
Dan” series, one amplification recently came to light
about the opening of the new Long Beach terminal (i.e.
The Bulletin, February, 2014 issue). While previously
published treatment of the subject was rather ambiguous within Volume 5 of the late Vincent Seyfried’s Comprehensive History of the Long Island Rail Road,
another of his former contemporaries (Bob Emery) categorically disclosed that the contained terminus with
which we are familiar in 2021 was thrown into public
use at 4:00 on the early morning of “Independence
Day,” July 4, 1909. Long since having been rooted as a
local architectural landmark, the Beaux-Arts style terminal depot with its distinctive Spanish-tiled roof has been
a great compliment to the otherwise everyday LIRR terminal, being originally designed by Kenneth MacKenzie
Murchison, Jr. who also conceived the new Jamaica
Station that was then almost ready to start construction
(and opened itself in 1913). As might be recalled the
1909 terminal installation was part of a vast reconstruction of the overall Long Beach community. This was part
of an effort to achieve a degree of pedological instability
that had not been previously available given the railroad’s prior, natural, seasonal volatility.
In addition, further study of Bob Emery’s notations
reveals that some very interesting alterations were
made to the Long Beach terminal during the ‘teens era.
These included the addition of seven Team Tracks
northwest of the passenger platforms in 1915 which
existed for the next three decades. A wye track was appended from Track 10 to the west which stub-ended
right at Fulton Street before swinging back to the
“throat” between 1918 and 1920. We can easily presume this gave the terminal’s needed fluidity for steamoperated trains toting express shipments or even the
modest freight tonnage that wandered out to Long
Beach in the Branch’s early years. It would also have
eased the drafting of summertime excursion trains to
operate to Long Beach, when desirable. By the start of
the 1913 summer season, the LIRR installed “BG” Cabin at the important confluence of all tracks, to oversee
the jigsaw of switchwork leading into its eight terminal
tracks, plus Tracks 9 and 10, which actually behaved
more like sidings than termini. Despite the overall building having been rebuilt extensively more than once in its
long history, the station’s original rivet-adorned canopy
structures from its long-forgotten initiation (mostly) survive now in 2021 to protect the LIRR’s generally unaware passengers from the heat of Summer and precipitation all year round as they march into and out of the

current MU fleet, a century well past their fabrication.
An important correction of local geography was also
discovered regarding the small extension of double
track on the Long Beach Branch from Lynbrook to
South Lynbrook, associated with its initial operation to
Penn Station. In actuality, that first piece of second track
was created just after the September 8, 1910 initiation
of electrified Long Beach Branch service to and from
Penn Station and/or Flatbush Avenue. It did so by joining the “new” parallel third and fourth tracks (i.e., Long
Beach Branch Tracks 1 and 2) that were added along
the southward edge of the original South Side Railroad
survey eastward with a pre-existing runaround on the
Long Beach Branch side of the original Lynbrook depot,
which ended at approximately Centre Place (now Lincoln Place) and not Ocean Avenue, as originally informed in the April, 2015 Bulletin. However, there was
also a very short (150-foot) “hole” to this whole, where
the two new tracks arriving from Valley Stream were
merged to allow just enough space for the addition of
“KN” Cabin next to the track as it crossed Atlantic Avenue. Ergo the following: “KN” was abolished and the
former runaround (by that time more accurately a siding) also incorporated into the extension of double track
from Centre Place (née Lincoln Place), Lynbrook to
Ocean Avenue in East Rockaway in 1913. On May 1,
1915 a new station was opened under the name
“Oceanside” after some perfunctory development had
begun to sprout in the original tidal marshes, creeks and
inlets between East Rockaway and Barnum Island. Actually, about a mile west of the village of that name
which ultimately took shape, it was located off Lawson
Avenue (now Boulevard) at (West) Windsor Parkway in
what was then still a sparsely populated area, whose
southward expansion would be muzzled by private
property holdings for some time to come.
Despite the opening of Penn Station and expansion of
service elsewhere, things had not changed much on the
New York Bay Extension (West Hempstead Branch) by
1912, which still offered a relatively mild slate of steampowered service from Long Island City to a series of
sedate, ineffectual stations between the branch’s end
points at Valley Stream and Mineola. Minor improvements of the era included a new depot building at
Hempstead Gardens (originally West Hempstead) during 1913, while the station at Norwood was renamed as
Malverne that February in reflection of a locally popularized geographic change which eventually found that
(unincorporated) village. Another called “Lakeside” that
was carved out of what had been the municipality of
Norwood before the start of World War I eventually gave
rise to the latter-day station of Lakeview in 1921 which
(Continued on page 4)
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railroad anxious to economize certain aspects of its operation in the face of continued financial hazard.
So it was that car 1, in company with what may have
been Beach-Edison’s own demonstrator (numbered as
“1A”), began shuttling between Valley Stream and Mineola in June, 1913, while new Coach 3, soon joined by
Coach 5, took its place on the Bushwick Branch. This
service was largely an alternative to the through trains
that continued to operate between Long Island City and
Mineola via Valley Stream (at least in rush hours),
though it is uncertain how much through service to
Queens remained after this alteration went into effect. A
recharging station was set up for the battery cars inside
a new shed adjacent to the station at Valley Stream
(being protected from the weather), while at the Mineola
end, they relayed at a short platform on the west leg of
the wye as had the existing trains (though their motive
power had been turned on the wye since the beginning
in 1893). The battery cars were sometimes operated as
single units during off-peak hours and made each of the
same stops as regular “New York Bay Extension” trains
(Valley Stream, Malverne, Woodfield, Hempstead Gardens and Hempstead Crossing), with a diminutive new
way station added on the north side of the Hempstead
Avenue grade crossing, designated as “West Hempstead”) that was not initially used by trains to and from
Long Island City. By sometime in 1914, battery car couplet 2 (Combine) and 4 (Coach) was assigned to the
“New York Bay” shuttle, with 1 having taken up its wellestablished partnership with car 3 on the Bushwick
Branch. After its initial period on the Bushwick Branch,
coach 5 was also reassigned to a similar short line that
was established at the outer end of the Manhattan
Beach Branch in August of 1913. Meanwhile the mysterious car “1A” had departed the scene, its true nature
never to be revealed with any certainty.

(Continued from page 3)

thereafter was simply a new name for the pre-existing
stop called Woodfield.
As described last month, the new in-fill station at
Country Life Press was added to the West Hempstead
Branch’s lineup of stops on May 25, 1913, but a truly
significant change of its fortune occurred in June when
the LIRR assigned two of its “battery cars” to serve the
line as a shuttle between Valley Stream and Mineola.
These “Beach-Edison” cars (originally built by the Federal Storage Battery Company) were also deployed on
the Bushwick Branch for a number of years, the first of
them (Combine 1) having served in a similar “dinky”
type of role between the Bushwick Terminal and Bushwick Junction (Fresh Pond) beginning in April, 1911.
After a period of technical evaluation and in consideration of their potential savings in operating cost, the LIRR
ordered four additional battery cars from the same company in 1912, by which time it had reorganized as the
Railway Storage Battery Company, with offices in Manhattan and a manufacturing plant in Silver Lake, New
Jersey (believed to be a part of Belleville today). As noted previously, these were internally powered electric
vehicles with a general appearance similar to miniature
trolleys or express motors that sported a single truck
with two widely spaced axles. They were capable of
frequent, self-propelled operation on trips of short to
medium duration and used cable-tethered “recharging
stations” at each end of the line between trips. There
were two types of cars as ordered by the Long Island
Rail Road over and above “pilot” Combine 1, including
Combine 2 and Coaches 3-5. It would be two more
years before all five were on hand and there was some
shuffling during the delivery phase as a result, with the

Battery car 4 is on the west leg of
the wye at Mineola in September,
1926. The third rails are newly installed and will be placed into service
the following month. With that, the
battery cars will no longer be used
on the branch. Substation #8 is in the
background, along with MT (now
Nassau) Tower to the right of it.
Both of those structures are still
standing today, but will be demolished very soon.
Photographer unknown, Jeff Erlitz collection
(Continued on page 5)
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Rail News in Review
(Editor’s Note: The following was missing from the January
Bulletin.) Back on December 16 of last year, the MTA
announced an accessibility project including eight stations throughout the five boroughs that will result in 17
new elevators. This project is being funded by federal
grant money already received by the MTA.
The aggressive pace of work is a hallmark of the new
MTA Construction & Development (C&D) organization,
finding new ways of doing business to drive down costs
and perform work more quickly. The winning proposal,
which came in at a cost below the MTA's budget estimates, includes a separate 15-year maintenance agreement, making it a design-build-maintain (DBM) project.
The MTA’s $54.8 billion 2020-24 Capital Plan and its
2015-19 Capital Plan amendment included funding for
70 ADA projects in the subway system and the Staten
Island Railway. But most of the capital plan is on-hold
due to the COVID-19 crisis. The only way to ensure that
this initiative — the largest commitment to new ADA
stations in history — moves forward is for the federal
government to deliver significant funding to the MTA as
part of any future COVID relief package. However, the
eight ADA elevator projects awarded in this procurement were able to move forward because of existing
federal grant money.
The following stations are included in this project:
7 Avenue FG - 3 elevators
Grand Street L - 2 elevators
Metropolitan Avenue-Lorimer Street GL - 5 elevators, 3 at Lorimer and 2 at Metropolitan
E. 149 Street 6 - 2 elevators
Dyckman Street 1 - 1 elevator (Dyckman Street is
already accessible in the southbound direction. This
project will add an elevator on the northbound side)
B. 67 Street A - 2 elevators
New Dorp (SIR) - 2 elevators
(MTA press release, December 16)
On March 2, the Manhattan-bound (southbound) side
of the Court Square-23 Street EM subway station in
Long Island City, Queens, was made accessible in accordance with the Americans with Disabilities Act (ADA),
with plans to make the Queens-bound (northbound)
side accessible as part of the 2020-24 MTA Capital Program. The recently completed accessible entrance is
adjacent to and built by the developers of the new Skyline Tower residential skyscraper at 23-15 44th Drive.
The upgrades include a new elevator, ramp, gate for
wheelchair access and additional low turnstiles to make
the platform served by Manhattan-bound E and M
trains fully accessible and to improve passenger flow.
The Manhattan-bound accessibility project was completed through the MTA’s Transit-Oriented Development
Program and the MTA External Partner Program, in

View looking northwest from the north sidewalk of 44th Drive to
the elevator and staircase down to the Manhattan (south)-bound
EM platform. This photo and the two that follow were taken
March 3.
Subutay Musluoglu photograph

View southeast of the new accessible fare control area from the
middle of the street stair. The fare control area is three steps below
the level of the platform so there is a ramp to it from the fare control area.
Subutay Musluoglu photograph

which the MTA works with developers, architects and
contractors to enhance the MTA system when property
is being developed near MTA facilities. The improvements were built and financed by developers United
Construction & Development Group, FSA Capital and
Risland US Holdings LLC.
The Court Square complex is composed of two other
stations in addition to the Court Square-23 Street EM
(Continued on page 9)
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tion of reduced fares for senior customers and riders
with disabilities and the integration with paratransit services. The card will eventually be available at vending
machines in stations as well.
Improvements to the digital experience are also set to
debut this year, including a refresh of the OMNY website and the launch of the OMNY mobile app. These
efforts will give customers additional flexibility and
choice in where, when and how their fare is paid. (MTA
press release, March 7)
More subway trips were recorded Friday, March 12
than on any other single day since the start of the
COVID-19 pandemic last March. The 1,912,774 paid
trips on that day surpassed the previous post-pandemic
high of 1,881,024 trips on Thursday, March 11. The increase in ridership comes on the heels of news that the
recently passed federal stimulus package includes
some $6 billion in MTA funding. Approximately 1.13 million additional daily trips were recorded on NYCT buses, taking the total number of daily trips systemwide to
just under three million for the day.
Prior to the pandemic, average weekday ridership totals routinely exceeded five million in the subway system. That figure fell by more than 90 percent to a low of
roughly 300,000 daily trips last April as the number of
COVID-19 cases reached their apex in the New York
City area. Daily bus trips at that time were down close
to 75 percent from pre-pandemic figures and fell to approximately 600,000. Despite the immense reduction in
daily ridership, service was continued to be provided for
the frontline healthcare professionals and other essential workers who needed to get to work during some of
the bleakest days in New York City history. (MTA press
release, March 15)

(Continued from page 8)

station: one serving the 7 line which is fully accessible,
and one serving the G line. In 2011, the station complex expanded with a transfer linking all the lines. The
transfer area has two escalators, three elevators that
are compliant with the Americans with Disabilities Act, a
transfer stairway between the G and 7 mezzanines
and a stairway connecting the Court Square 7 station's
mezzanine with the northeast corner of Jackson Avenue
and 23rd Street. A passageway connects the G line
with the EM lines. A future developer-built elevator will
connect the Manhattan-bound EM platform to the rest
of the station complex. (MTA press release, March 2)

View north from the platform to the fare control area. Note the
ramp on the right and the small, three-step stair on the left. We are
guessing that this was done to avoid the large utility structure that
runs across the fare array in the ceiling.
Subutay Musluoglu photograph

New timetables were issued again effective Monday,
March 8. This schedule change was not issued under
the railroad’s “normal” General Order process but rather
as an operating “service plan.” Similar to the railroad’s
Essential Service Plan from March 27, 2020, it is the
weekend timetable operating seven days a week with
some added “peak period” trains. Two such examples
are the single dual-mode round trips from Penn Station
to Port Jefferson and Oyster Bay.
The most unusual aspect of this timetable change was
the introduction of four MU trips in each peak period
between Jamaica and Long Island City with one intermediate stop at Hunterspoint Avenue. This was the first
time trains like this have operated since at least June of
1949.
After the first morning of operation, there were so
many complaints of overcrowded peak period trains, the
railroad started adding additional trips. The first such
additions were on the afternoon of that first day of operation. Several other trips were added in the following
few days.
The following day, March 9, it was announced that the
previous timetable would be restored on March 29.

On March 7 it was announced that the OMNY fare
payment system has now recorded more than 50 million
taps. There are currently more than 15,000 OMNY readers at all 472 subway stations, on all 5,800 buses and at
Staten Island Railway stations. Passengers can use
OMNY to pay their fares by a simple tap of their contactless credit card or mobile device.
On an average weekday, the MTA receives 307,000
OMNY taps. Seventy-nine percent of those are at subway stations and the other 21% are on buses. The highest one-day tap total since OMNY was launched in May,
2019 came on March 5, with 339,000 taps.
OMNY currently accounts for nearly 10% of all taps in
the system, 12.4% in the subway system and 4.5% on
buses. A year ago, that figure was at over 4% and the
figure is expected to grow throughout 2021.
Beginning this year, customers will be able to purchase the OMNY card — a contactless fare card — at
retail locations throughout the region. OMNY will also
begin expanding fare options in 2021 with the introduc-

(Continued on page 10)
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bound Track 2 (what be the middle track in the future)
became Track 1. All of the signage at the stations from
Floral Park to Westbury had to updated to reflect this
change.
On Monday, March 8, one of the contractors working
on the Main Line Third Track Project began the demolition of historic Substation 8 in Mineola. Built in 1910,

(Continued from page 9)

M9 awaits departure at LIC on shuttle 7856 to Jamaica. Track 7 was
only electrified a few years ago as part of a Sandy resiliency project.
Sunny Zheng photograph

Looking north at the ongoing demolition of former Substation 8 in
Mineola on Tuesday, March 9. For the first time since it was built in
1923, Nassau Tower, between the substation and the tracks, is now
plainly visible from the south.
Jeff Erlitz photograph

C3 5021 (Kawasaki Rail Car, 12/1998) is leading, with DM30AC 512
(EMD, 8/1999, s/n 956623-13) pushing from behind, Train #553 from
Oyster Bay to Jamaica in this view east from the platform at the
Merillon Avenue station on March 4. The new Nassau 1 Interlocking, with its Reduced Aspect signals, can be seen towards the rear
of the train.
Jeff Erlitz photograph

On Sunday, February 28, the railroad relocated the
interlocking known as Nassau 1 from west of the Merillon Avenue station to east of it, roughly 4,400 feet east
of its former location. This was part of the Main Line
Third Track Project and is the first of the new interlockings associated with this project. As you may notice in
the above photo, this new interlocking is the first one
with the “Reduced Aspect” signals that were introduced
on the Main Line Second Track Project between Farmingdale and Ronkonkoma a couple of years ago.
In addition to the new interlocking, all of the new signal track circuits were placed into service between
Queens Interlocking, in Queens Village, and Nassau 2
Interlocking in Mineola. With that, both Main Line tracks
were renumbered between Queens and Divide 1 Interlocking, about a mile and a half west of Hicksville station. Westbound Track 1 became Track 3 and east10

this substation had not actively been supplying power to
the third rails since about the 1970s. Efforts had been
made to save the building and repurpose it to house,
possibly, a museum but nothing came of that. The substation was standing in the area where a new Kiss ‘n’
Ride area is supposed to be constructed.
On the morning of Tuesday, March 9, during demolition, a piece of the north wall of the substation fell in the
wrong direction and hit the southwest corner of Nassau
Tower, removing a small piece of the roof and some of
the gutters along the edge of the roof and blocking the
entrance to the tower. There were some railroad employees in the tower at the time but fortunately no one
was injured. Those employees had to escape the building through a window.
Nassau Tower, also the subject of some unsuccessful
preservation efforts, is literally standing in the path of
the future third track and will be demolished after it is
abated, probably in early April.
On Saturday, March 13, during an all-day shut-down
of the Main Line between Floral Park and Hicksville, the
new pedestrian overpass at the east end of Mineola
station was hoisted into place. This overpass will be
accessible, with elevators on both sides of the right of
way. Sadly, during this work, the crane doing the lift
came into contact with one of the overhead high-tension
power lines which created a short-circuit and a contractor working on the overpass was electrocuted and seriously injured.
As a result, all contractor work on the Main Line Third
Track Project was halted pending a safety investigation.
(Continued on page 11)
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move. Additionally, the work did not have the required
safety work plan and involved equipment that was not
supposed to be used.
LIRR union leaders have been complaining about
safety violations for weeks, most of them committed by
outside contractors. The quest for finishing the project
on time has led to builders cutting corners. (Railway
Track & Structures, March 18)
Two days later, on Monday, March 15, operations at
the New Hyde Park station were relocated from the
temporary platforms west of the former S. 12th Street
crossing to the new permanent platforms located between S. 12th Street and New Hyde Park Road. For the
time being, these new platforms are only ten car lengths
long. This is because the S. 12th Street grade crossing
is in the way of the eventual 12-car lengths. Also, work
is underway constructing a new, accessible pedestrian
underpass at S. 12th Street. That grade crossing was
permanently closed back on October 26, 2020.
The new eastbound platform, like at the Carle Place
station, is also temporary and is built over a ten-car-long
section of newly installed third track.

(Continued from page 10)

Sunday, March 14 was the last day of service for the temporary
platforms at the New Hyde Park station on the LIRR’s Main Line.
This view looking west across the former S. 12th Street grade crossing was taken from the new temporary eastbound platform. Photo
taken on March 14.
Jeff Erlitz photograph

With the northbound platform at the Williams Bridge
station undergoing repairs, Bx41 buses will now crosshonor Metro-North tickets for Williams Bridge passengers traveling between the Williams Bridge and Botanical Garden stations. The Bx41 bus is another way for
passengers to access northbound service while work is
being completed on Track 3, effective Thursday, February 25. Using the bus service will enable passengers to
have more train schedule options at the Botanical Garden station. As an alternative, passengers can now use
their Metro-North ticket to board a Bx41 bus south to
the Botanical Garden station, where they can access
northbound service. Passengers who wish to travel from
Botanical Garden to Williams Bridge can board a Bx41
and travel north to the Williams Bridge station. (MetroNorth service alert, February 26)

Monday, March 15, the day of this photo, was the first day of service for the new permanent platforms at New Hyde Park. This view
looking east is on the new temporary eastbound platform built over
a section of new third track. M7 7133 (Bombardier Transportation,
6/2003) is seen here leading Train #7721 from Huntington to Penn
Station and is about to make its station stop.
Jeff Erlitz photograph

An independent safety consultant was hired on March
16 following an ironworker being electrocuted at the
Mineola station site. According to the Metropolitan
Transportation Authority, there has been a rash of incidents on the third track expansion project recently. Work
has been suspended.
The latest mishap happened while a contractor was
installing a prefabricated pedestrian bridge at the Mineola station. After the job was done the contractor decided to move another piece of steel with a crane. During
the process the crane came in contact with energized
overhead cables, electrocuting the worker, who was
touching the piece of steel.
MTA Capital Construction says some protocols and
procedures were not properly observed during the
11

Many have lamented the loss of New York City's iconic
steel and stone Penn Station. The neoclassical edifice
was designed by the pre-eminent firm of McKim, Mead
& White and built in 1910 by the Pennsylvania Railroad,
the largest corporation in the world at its peak. Felled by
the wrecking ball in 1963, the station's soulless subterranean replacement is much unloved.
But there is another Penn Station, just a 16-minute
train trip away, in New Jersey. The Newark Penn Station
was also built by the Pennsylvania Railroad, and also
designed by McKim, Mead & White. But unlike its departed cousin across the Hudson River, it is still in use
today, and one of the busiest transit hubs in the country.
Opened during the Great Depression, Newark's station
is long overdue for refurbishment. But help is on the
way. A recently announced plan to invest millions of dollars in the aging station is expected not only to improve
transit but revitalize downtown Newark as well.
(Continued on page 12)
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The investment is needed. In 2019, nearly 732,000
intercity passengers used the station, a seven-year
high, according to Amtrak. It is also served by Newark's
light rail system, commuter rail and PATH. Newark's
Penn Station is also the hub for 33 local and regional
bus lines.
Eighty-six years ago this month, in the depths of the
Great Depression, Martin W. Clement, Vice President of
the Pennsylvania Railroad, formally presented the new
Pennsylvania Station to Newark Mayor Meyer C. Ellenstein. A printed program passed out at the commemoration confirmed the importance of rail service to the city.
"Civic growth goes hand in hand with rail transportation.
Courage can find a city. Vision can expand it. But only
transportation can populate it, feed it and make it commercially important."
A special train, "one of the most luxurious passenger
trains ever assembled by an American railroad," was
brought in for the occasion and offered for inspection. It
included eight different types of Pullman cars,
"combining every known comfort, convenience and luxury for travelers." Several other Pennsylvania Railroad
cars were also made available as well as a Class GG1
locomotive, "the most powerful electric streamlined engine in the world."
Even with the impressive display of rolling stock, it
was the new, modern station that everyone had come to
see. While New York's Penn Station mimicked the architecture of ancient Rome, Newark's version is a prime
example of art deco design, with surfaces of sleek geometric shapes and long unbroken lines that evoke
speed and motion. The building's polished aluminum
trim and decoration are a bow to the modern age of machines and industry.
This past December, New Jersey Governor Phil Murphy announced plans to immediately commit $30 million
to the restoration and modernization of Newark's longneglected station, with another $160 million to follow
over the next five years. The first work to be done will
focus on restoration and updates to the exterior and
main waiting room.
Outside, the grey Indiana limestone walls will get a
thorough cleaning and repair as needed. Inside, brighter
and more efficient lighting will be installed, restrooms
modernized, and air handling brought up to date. Two of
the original, classic wood benches have already been
refinished and would be in use today if not for COVIDrelated restrictions currently in place. Plans also call for
updating the station's well-worn infrastructure, as well
as adding user amenities for the 50,000 passengers
who pass through the station daily. (Governing, March
12)
Amtrak has awarded a contract and work has begun
on behalf of the Gateway Program to relocate utilities
out of the future path of the third and final section of the
Hudson Yards concrete casing, as part of the Hudson
12

Tunnel Project.
The announcement comes as the Gateway Development Commission conducts its first Board meeting and
provides an update on the Hudson Tunnel Project that
included the Hudson Yards work.
The $25 million early work project is the latest step in
preparing for the full construction of the new Hudson
River Tunnel and rehabilitation of the existing tunnel.
The early work project will create jobs and provide an
economic boost as the region continues to work through
the COVID-19 crisis.
Initial work has begun on the early work project, including conducting testing and digging of pits and materials staging. The project is expected to be completed
during the fourth quarter of this year.
Planned in collaboration with the Long Island Rail
Road (LIRR) and The Related Companies, the utility
relocation project involving the LIRR’s Emergency Services Building is a critical path activity that allows future
construction of the concrete casing itself. The advancement of utility relocation was a key recommendation
received from the private sector during the Gateway
Partners’ Request for Information process to reduce
project risks and unknowns during full construction. The
development of the future construction of the final section of the concrete casing is continuing.
To protect the future rail right-of-way under the Hudson Yards development complex, two sections of the
concrete casing were built underground in the block
bordered by 10th and 11th Avenues and W. 30th and
33rd Streets. Construction of the first 800-foot section
(between 10th and 11th Avenues) began in August
2013. The second section extended the project west
another 105 feet under the 11th Avenue viaduct in Manhattan. Both sections were completed in 2016.
This next step involves extending the casing on a diagonal alignment from 11th Avenue to W. 30th Street,
where it will link up with the new Hudson River Tunnel.
The third section of the Hudson Yards Concrete Casing
can be advanced ahead of the new Hudson River Tunnel because it has completed the environmental review
process with the FTA and FRA as a right-of-way preservation project. The Hudson Tunnel Project will fit out the
entire Hudson Yards Concrete Casing with rails, signals
and other infrastructure. (Mass Transit, March 8)
As part of its long-range NEXTransit plans, Port Authority is talking about costly projects such as extending
the light rail system and Martin Luther King Jr. East
Busway over the next 25 years.
But what could be the agency's most expensive looming project is not part of that process: replacing 35-yearold light rail vehicles that come with a total price tag of
$400 million to $500 million.
In most cases, light rail cars have a life expectancy of
about 35 years. Many of the agency's 53 cars manufactured by Siemens AG date back to the opening of the
(Continued on page 13)

ERA BULLETIN — APRIL, 2021
Rail News in Review
(Continued from page 12)

light rail system in the mid-1980s and already have had
midlife overhauls.
The 28 newer cars manufactured by CAF in the early
2000s are ready for their midlife updates.
Since it can take five to eight years from the time new
cars are ordered until they are delivered, the agency is
reviewing how it should proceed.
"We're at the point where we're having that discussion," Authority spokesman Adam Brandolph said.
"First, we have to make a decision on rehab or replace.
"It's not necessarily to the point where they're going to
kick the bucket. It's going to reach the point where it
doesn't make fiscal sense to [rehabilitate]."
The decision has to be made relatively soon because
it takes six to nine months to prepare specifications and
five to eight years for manufacturers to produce light rail
vehicles.
Mr. Brandolph noted that is a huge difference from the
bus fleet, where it takes about a year to receive new
vehicles. The agency replaces about 40 buses a year,
which means the fleet is turned over about every eight
years.
CEO Katharine Eagan Kelleman told the Pittsburgh
Technology Council during a recent lunchtime virtual
appearance that replacing the light rail cars is on her
radar. Those would come with a huge price tag, although since only about 60 are in service at any one
time the agency likely would buy about 75.
"If you can plan for it, you can pay for it," Ms. Kelleman told the council.
Mr. Brandolph said that if the agency goes that route,
it likely will set aside funds for several years in advance
of the purchase.
"It's a significant amount of money," he said. "The upside is railcars tend to last 30 years or more."
In the interim, the agency is going through the slow
process of rebuilding what are known as railcar trucks,
similar to a car chassis that sits under the body, at its
South Hills Village maintenance facility. Crews have
completed 110 of the 250 overhauls, which can add
about eight years to the vehicle's life span.
Some of the cars have two smaller trucks, one at each
end, that take a total of about 400 hours to rebuild at a
cost of about $24,000. Others have a larger center truck
that takes about 200 hours to upgrade for $22,000.
"Obviously, we take really good care of them," Mr.
Brandolph said. "Replacing the trucks is a major part of
that and it certainly has extended their life. You'd probably be hard-pressed to find cars as old as they are in as
good shape as these are.
"That's allowing us to take time with this important decision. We're going to eke out as much as we can from
them for as long as we can. But the window certainly is
closing." (Pittsburgh Post-Gazette, March 8)
Three design-build teams have been shortlisted to bid
for the contract to finish the Purple Line by Purple Line
13

Transit Partners (PLTP), which worked in partnership
with the Maryland Department of Transportation
(MDOT) and the Maryland Transit Administration (MTA).
PLTP received statements of qualifications from five
design-build teams and shortlisted the three with the
best qualifications to complete the project. The teams
shortlisted include:
● Halmar International
● Maryland Transit Solutions (comprised of Dragados
USA Inc. and OHL USA Inc.)
● Tutor-Perini/Lunda, a Joint Venture
A selection is expected in mid-June. PLTP anticipates
a rapid mobilization and full-scale construction to resume as quickly as possible after terms are reached
with the selected contractor. (Mass Transit, March 4)

A Purple Line rail car at the CAF facility in this 2019 photo.
Maryland Transit Administration photograph

The second phase of the Silver Line Metrorail project
could be turned over to the Washington Metropolitan
Area Transit Authority (WMATA) by Labor Day weekend
in September, 2021, according to the Metropolitan
Washington Airports Authority (MWAA).
MWAA is managing construction of the 23-mile extension of the Metrorail system between Reston and Ashburn in Loudoun County, Virginia.
MWAA project managers base their expectation for
substantial completion of Phase 2 on careful analysis of
the latest data, the pace of testing by contractors and
meetings with project partners and WMATA. Substantial
completion means the project is ready to be turned over
to WMATA for further testing, training and operational
demonstrations, which would then lead to WMATA setting a future date for passenger service.
Phase 1 of the project, which extends to Reston, Virginia, was completed and began passenger service in
2014. Phase 2 extends the line to Washington Dulles
International Airport and points beyond in Loudoun
County. Phase 2 includes six new Metrorail stations and
a rail maintenance facility. The rail line and stations are
being built under contract with MWAA by Capital Rail
Constructors, and the rail yard and maintenance facility,
on more than 90 acres of land at Dulles International
Airport, is being built by Hensel Phelps. (Mass Transit,
March 8)
(Continued on page 14)
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portant destinations and what future riders would want
from the system.
Following the decision to rework the project alignment
following resistance from BNSF, project partners worked
together with stakeholders and community and business members to create a set of project principles to
guide project work and engagement. These principles
include:
● Maintain the existing alignment as much as possible
● Engage, inform and consult diverse communities to
co-create project solutions that reduce disparities
● Complement existing and planned transit investments
● Mitigate negative impacts
● Meet Federal Transit Administration New Starts criteria
The project stakeholders believe the new route options meet the goals mapped out by the principles.
(Mass Transit, March 12)

(Continued from page 13)

New Liberty NXT streetcar for Tempe.
Brookville photograph
Illustration of route options between Brooklyn Park and Minneapolis. The four northern stations are likely to remain the same as the
previous route. It connects to Bottineau Boulevard, and then shows
two main options at the southern end, with five additional options
to reach Target Field.
Metropolitan Council map

Six months after shelving original plans to build a
northwest extension of the Metro Transit METRO Blue
Line along BNSF right-of-way, the Metropolitan Council
(Met Council) and Hennepin County have released several options to bring the route from Target Field in Minneapolis to the planned Brooklyn Boulevard station.
The Blue Line route for the final four stations —
Brooklyn Boulevard, 85th Avenue, 93rd Avenue and
Oak Grove — is proposed to run along West Broadway
and is expected to remain the same.
Met Council and Hennepin County explain the potential routes grew out of technical and community discussions over several months and serve as a starting point
for upcoming conversations. The goal is to identify a
single community-supported route by the end of 2021 to
advance through official design and review processes.
The project’s leaders have requested community input
on the proposed routes, potential station locations, im14

The first of six all new Liberty NXT Streetcar vehicles
from Brookville Equipment Corporation (Brookville)
have been delivered to Valley Metro for its Tempe
Streetcar System, which is slated to open later this year.
The 72-foot vehicles are part of a $33-million contract
for the design, build and test of six streetcar vehicles for
the three-mile system, which will connect Tempe residents and visitors, as well as Arizona State University
(ASU) students, with current and emerging local destinations.
Like the previous iteration of the Liberty Streetcar, the
Liberty NXT Streetcars for Tempe Streetcar will utilize a
lithium-ion battery onboard energy storage system
(OESS) to traverse sections of the alignment without
dependence on an overhead catenary system (OCS).
The streetcar batteries will recharge while connected to
areas where there is overhead wire.
The Liberty NXT Streetcars feature a three-section car
body connected by two articulation joints with more than
70 percent available low-floor standing area, stationlevel easy boarding achieved through an automatic load
leveling system, seating for 40 passengers and the abil(Continued on page 15)
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ity to comfortably transport 120 passengers.
The Liberty NXT Streetcars also include a crashworthy frame, designed in compliance with ASME RT-1
standards for streetcar vehicles and California Public
Utilities Commission (CPUC) buff strength requirements. The Liberty NXT also complies with Buy America
requirements of 70 percent or greater US content.
(Mass Transit, March 16)

The Powell/Hyde Cable Car turnaround at Fisherman's Wharf.
SFMTA photograph

The San Francisco Municipal Transportation Agency
(SFMTA) has developed a timeline to phase in cable car
service, as well as bring back service on the historic F
Line fleet.
These services were temporarily halted last March in
response to COVID-19 to help best protect operators
and the public. SFMTA then shifted resources to a core
network to serve essential workers and accommodate
physical distancing on its most utilized lines and to retain access for transit dependent neighborhoods.
Now, thanks to the acceleration of the COVID-19 vaccine and a more optimistic outlook for federal funding
for public transit, SFMTA says it can craft a path forward. The plan is to resume F Line service this May,
seven days a week. Cable car service will return on the
Powell-Hyde line, between Market Street and Fisherman’s Wharf, first this fall — ahead of the holiday season. The cable cars run through the heart of the city and
will play a fundamental role in helping the city’s economy recover.
In the meantime, SFMTA notes there is a lot of work
ahead before service returns such as retraining operators, hiring line inspectors and preparing infrastructure
to accommodate daily ridership again.
SFMTA says it is committed to restarting cable car
service and is aware of the value they have for San
Francisco’s history and economy. (Mass Transit, March
4)
It was a dark and rainy night 80 years ago on February 28, 1941. That was the night they scrapped the best
transit system Marin County ever had.
15

The occasion was the last run of the Northwestern
Pacific commuter rail line, which linked Fairfax, the
Ross Valley, San Rafael and Mill Valley with San Francisco by way of a ferry connection from Sausalito. The
ferries and trains were abandoned because people
thought they were old-fashioned and obsolete. But as it
turns out, the old transit system was faster, cleaner and
more efficient than the buses that replaced them.
Even with a ferry connection, the Northwestern Pacific
electric trains took commuters from the city to places
such as San Rafael and Mill Valley faster than Golden
Gate Transit buses do today.
For example, a trip by ferry and train from San Francisco to San Rafael by way of Greenbrae took 53
minutes back then. Now Golden Gate Transit's rush
hour Highway 101 service is scheduled to take an hour
10 minutes for the same run.
The electric trains made the difference. Zipping along
at 50 mph or so on their own private right of way, they
could make the short run from Sausalito to Mill Valley in
15 minutes. They ran every half hour from 5:45 AM to
1:15 AM. The modern buses run half as often and are
twice as slow. "It was quite a service," said Fred Codoni, a Marin County rail historian.
It all began in 1868, just after the Civil War, when a
land development company bought the ferry steamer
Princess and began service from San Francisco to Sausalito, then described as "unknown country." Rail service to the inland towns began six years later, and the
Marin commuter was born. The North Bay has always
had an uneasy relationship with the outfits that provided
transportation. The early trains, which were steampowered, noisy and slow, were regarded as oldfashioned even then.
But just after the turn of the 20th century, two entrepreneurs, Eugene de Sabla and John Martin, took over
the decrepit North Pacific Coast Railroad and modernized it. They ran power lines from the Sierra and built a
complete commuter railroad powered by electricity. It
had an innovative signal system that was the envy of
the transit world.
By the Roaring '20s, the railroad, now renamed the
Northwestern Pacific, was booming. Its commute service trains ran to the Russian River, to the Sonoma Valley, and all the way to Eureka, through the heart of what
boosters called the Redwood Empire.
"On a busy day, there would be 20,000 or 30,000 people pouring through the terminal in Sausalito," Codoni
said.
The railroad invested millions of dollars in new steel
railcars, handsome new station buildings in San Rafael,
Larkspur, Mill Valley and three other towns, and new
ferryboats, including three sleek new automobile boats.
The flagship of the fleet, the steamer Eureka, could carry 3,000 passengers at once and was the largest passenger ferry in the world.
"But then, three things happened: the Depression, the
automobile and the Golden Gate Bridge," Codoni said.
When the Roaring '20s were really roaring, cars
(Continued on page 16)
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poured into Marin, then and now famous for its beauty,
a perfect escape from the city. The ferries could not
handle all the business — on sunny Sundays and holidays, cars backed up bumper to bumper on Highway
101 all the way from Sausalito to Larkspur. Sometimes
after waiting in line for hours, a driver in the family car
would be told the last boat had left and the next boat
was at dawn.
When the bridge opened in 1937, the commuters deserted in droves; financial losses mounted, and the
state gave the Northwestern Pacific permission to abandon the system.
It was rainy and stormy on Friday, February 28, the
last day. "The bay was angry," wrote the Sausalito
News. "They say it was because they were to say farewell to the ferries that night."
It was an epic farewell. The Northwestern Pacific Historical Society's newsletter tells the story of Jack Farley,
who got on the last round-trip electric train at the B
Street station in San Rafael.
"Everybody and his brother was there," he said.
"Anything went. There was dancing in the aisles, horns,
music and booze."
By the time they got to Sausalito, the train was 16 or
17 cars long. The passengers piled aboard the ferry
Eureka for the last trip. "There was music, food and
beer in the restaurant," the San Anselmo paper reported.
Another crowd came aboard in San Francisco, and on
the way back, the boat rocked and rolled, nostalgia
mixed with alcohol. The crowd decided to take souvenirs, including life jackets and anything not tied down.
When they got to Sausalito, Farley said, every cop in
Marin was on hand to reclaim the "souvenirs." Farley
and his friends boarded the final, final electric train. "I
got home at 3 AM," he said.
There is nothing much left of the railroad: a few pieces
of track here and there, station buildings at Mill Valley,
Larkspur and San Rafael. The ferryboat Eureka shifted
to the Oakland ferry run and is now a floating exhibit at
the San Francisco Maritime National Historical Park.
Some people wonder what might have happened if
the Marin system had survived another 10 months, until
December, 1941, when the attack on Pearl Harbor
changed the world. Surely a transit system like that
would never have been abandoned in wartime.
After the war, the rail system might have become the
backbone of a big-time transit operation and transformed Marin County the way BART transformed Contra
Costa and Alameda counties.
"They always wanted to bring something like BART to
Marin," Codoni said. "Thank God that never happened." (San Francisco Chronicle, February 27)
The first tunnel boring machine (TBM), named Elsie,
broke through to the Los Angeles County Metropolitan
Transportation Authority’s (L.A. Metro) Wilshire/La
16

Cienega subway station in Beverly Hills.
It is the first of two TBMs that will reach this last station on Section 1 of the L.A. Metro D Line (Purple) Extension project.
Tunneling for the first four-mile section of the subway
project is now two-thirds complete. More than 90 percent of the tunnels have been mined safely and L.A.
Metro anticipates completing tunnel mining this summer. Excavation for all three subway station boxes beneath Wilshire Boulevard has been completed.
Elsie, the 1,000-ton, 400-foot-long TBM, started west
at the Wilshire/Fairfax station on May 29, 2020 and
broke through to the Wilshire/La Cienega station site
about one mile away on February 25. L.A. Metro’s first
TBM arrived at Wilshire/Fairfax on April 4, 2020.
Reaching this milestone is a significant win for L.A.
Metro. Section 1 of project tunneling has presented
challenges that have been successfully overcome. En
route to Wilshire/La Cienega, the agency’s modern,
high-tech TBMs have mined through a unique combination of soils and geologic conditions, including tar sands
and methane gas.
L.A. Metro’s TBMs were first lowered into the ground
at the Wilshire/La Brea station site in the Miracle Mile
area of Wilshire in October, 2018. While advancing, the
TBM tunneled about 60 feet per day. They worked five
days a week, 20 hours a day.
L.A. Metro’s TBMs are pressurized, closed-face machines that minimize ground settlement during excavation. The tunnel is lined with precast concrete segments
that are bolted together to form a ring. Segments are
also gasketed to make the joints between segments
water- and gas-tight.
When tunneling is finished for this project section,
both of L.A. Metro’s TBMs will have mined nearly half a
million cubic yards of earth — the equivalent of filling
2.3 million bathtubs with dirt.
The TBMs were manufactured in Germany by Herrenknecht AG. L.A. Metro has contracted with Skanska
Traylor Shea (STS), a joint venture to design and build
the first section of the project.
The $9.3-billion Metro Purple Line Extension is a ninemile underground subway project that will extend the
Metro Purple Line from its terminus in Koreatown to
Westwood/VA Hospital in West Los Angeles. Section 1
is expected to be completed in 2023, Section 2 in 2025
and Section 3 in 2027. (Mass Transit, March 2)
The city's $11 billion rail project has a budget shortfall
of $3 billion and the new interim CEO sees no clear
path to plugging the deficit.
The money gap comes even as the Honolulu Authority
for Rapid Transportation expects a $70 million infusion
of federal COVID-19 relief funds to make up for HART's
2020 drop in general excise and transient accommodations taxes, HART's new interim CEO and Executive
Director Lori Kahikina told the Honolulu StarAdvertiser's Spotlight Hawaii online video program on
March 11.
(Continued on page 17)
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The Federal Transit Administration extended HART's
deadline to come up with a financing plan from December 31, 2020, to December 31, 2021, for building and
paying for the final leg of the 20-mile, 21-station project
to Ala Moana Center.
A draft of HART's response the previous week
showed that "what we're looking at is about a $3 billion
shortfall," Kahikina said. "It's not all due to COVID...The
majority is the increase in cost and construction costs
and how we do things. There's a huge gap that we need
to fill...I don't have the answers how to fix it."
HART's Board knew that bids to build the final, fourmile, eight-station segment to Ala Moana Center came
in more than $1 billion over HART's $1.4 billion budget.
But Board members have not been told by Kahikina that
the project is $3 billion short and were surprised by her
announcement.
Two HART Board committees are scheduled to meet
on March 11, including the project oversight committee,
and the full Board is scheduled to meet on March 18.
Kahikina, HART's seventh leader since voters approved the transportation board's concept in 2010, said
she wants the job permanently.
From her first day at HART just over two months ago,
Kahikina said she has identified inefficiencies and redundancies, canceled the contract for the problem-

plagued route down congested Dillingham Boulevard
and is planning unspecified job cuts to HART staff, consultants and contractors.
Kahikina expects to have all job decisions made by
the end of the month but some already have been
made.
And she has canceled the contract to build rail
through Dillingham Boulevard, which is plagued by issues of burying utility lines in a tight corridor where
HART does not yet have access to needed property.
The original $400 million Dillingham contract ballooned to $650 million so "I did stop that, " Kahikina
said. "....The way we contracted that project was not the
correct vehicle to use."
Instead of running rail's overhead guideway straight
down Dillingham Boulevard, Kahikina said the guideway
is now planned for the Mauka side, which will eliminate
the need to put both Makai and Mauka Hawaiian Electric Company power lines underground.
But the shift means that HART will have to work with
the University of Hawaii and Kamehameha Schools for
rights-of-way to use their land.
Making HART more efficient and cutting costs will not
plug the $3 billion deficit, Kahikina said, but will hopefully make the rail project more attractive to getting more
federal assistance, possible private support and give
taxpayers greater confidence.
The entire project was supposed to be finished by
(Continued on page 20)

VIENNA-BRATISLAVA-UKRAINE
by Jack May
(Continued from March, 2021 issue)

(Photographs by the author, except where noted)
Last month’s installment related the completion of our
second day in Vienna on Wednesday, June 14. But this
report is not about the following day, as on Thursday I
took a day-trip to Bratislava while Clare continued her
exploration of museums. To keep the narrative about
Vienna continuous, I'll relegate Bratislava to the next
two issues.
As the weatherman had predicted, Friday, June 16
dawned dank and drizzly. After another good hotel
breakfast we were off to the museum quarter, which is
served by the Museumsquartier station of the U2, to
which we transferred from the U1 at Karlsplatz. From its
name I suspect you can figure out that the area has a
number of cultural institutions, which include theaters
and a major library; as well as a fine arts museum; a
museum of mathematics; the Kunstalle, a museum of
photography and videography; and best of all, the Leopold Museum, which is devoted to Art Nouveau and
Modernism, dating from just before and after the turn of
the 20th century.
At the beginning of our trip Clare had made a list of
museums she wanted to visit, and as I had planned to
spend one day accompanying her to some of these in17

stitutions, I selected the Leopold as my first choice. I've
often been exposed to the work of Gustav Klimt and
Egon Schiele, as they are the mainstays of the Neue
Gallerie in New York City (although its Cafe Sabarsky in
the basement, with its wonderful German and Viennese
food and pastries, might just attract me to the gallery as
much as the art). Anyway, we dodged the raindrops
crossing the street from the U-bahn station and spent
several hours enjoying the paintings, ancient photographs and sculpture.
It was hunger that finally prompted us to leave, and
we ended up having an excellent lunch at the Saigon, a
Vietnamese restaurant on Gerreidemarkt on our way
toward the Secession building (1897), which houses a
museum containing a Klimt mural and is especially noted for its dome of gilded laurels. It fit right in with our
day's agenda, as the Secession School was home to
rebel artists of the time like Klimt and Schiele, and currently their followers.
We were now very close to Karlsplatz and decided to
visit various points of interest in that area, including the
restored facade of the Otto Wagner-designed Stadtbahn
(Continued on page 18)
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station from 1899 (which is now part of today's U-bahn
complex), and the adjacent Karlskirche, a Vienna landmark. By now the clouds had vanished. The baroque St.
Charles Church dates from 1737 and its architecture is
stunning. A live concert of Vivaldi's Four Seasons was
scheduled for the evening and we purchased tickets.
We had paid €2.50 for admission to the beautiful church
and it was well worth it, but we also paid an additional
€3.50 for a ride up the "Panoramalift" to see the city
from above. That was a major rip-off. First you had to
climb 12 flights of stairs after being carried to the top of
the elevator to get up in the dome (Clare could not) and
then all views of the skyline were blocked off by mesh
(see here). And the field of vision for the frescoes painted on the ceilings in the dome could also have been
better. On an earlier visit to Vienna we climbed to the
top of St. Stephen's (located inside the Ring) and had a
spectacular view of the city.
After returning to the ground level, I took a number of
photos in the area, and then we walked back to the
Ring (Opernring), where, of all things, a heritage tram
serendipitously appeared. The car carried the letters
VEF on its route number sign, indicating the 4-wheeler
was one of the cars owned and operated by the Verband der Eisenbahn Freunde, or Friends of the Railway
Association. These vintage cars frequently can be found
operating on the Wiener Linien system, in competition
with the equipment of the transit company's own Tramway Museum. Both charge the same rates, just below
€300 per hour. How many cities have two sources for
old-time trams vying for prominence and tourist dollars,
not to mention weddings, parties, etc., on their streets?
Buses yes, but streetcars? See http://www.rentabim.at/
docs/RaB-English.pdf and http://tram.at/vienna-by-tram/
Rentable-Tramcars/?lang=en. In addition to its fantastic
museum, Wiener Linien operates a scheduled tour
tram, painted yellow, that circles the Ring hourly at a
fare of €8. I saw 4867, an E1 car, several times, but
never was in position to photograph it.
We then rode back to the hotel, and after resting, traveled back to Karlsplatz, arriving early for the 20:15 concert. As a result we had a choice of seats (first come,
first served open seating). Why was the music of Antonio Vivaldi specifically being performed? Because he
was buried a few yards from the church in 1741. We
enjoyed the 90-minute violin and choral performance,
although at certain times it sounded like the principal
soloist was lip-synching. By the time we left it was drizzling again and we decided that our pho and pork chops
(plus a snack of pastries) were sufficient to hold us over
until breakfast, so we just rode the U1 back to our hotel.
Saturday, June 17
Today was getaway day, but after breakfast we still
had a modest amount of time before our 13:00 flight.
Our plan was to take the 11:12 Railjet for the 15-minute
ride, and I had already purchased the extra zone stepup tickets for it the previous evening. (Our 72-hour tick18

ets lasted from Tuesday noon to Friday noon and I had
purchased 24-hour ones for us after we left the museums on the previous day.)
So with about two hours in hand before our departure,
Clare decided to sleep in and pack after breakfast, and I
went for a quick excursion. With the O tram nearby I
continued southward from Columbusplatz to its terminal
at Raxstraße. It is joined by the 67 and I continued further, but then noticed that the next stop, Sahulkastraße,
was a good location for a photo and so I alit for a picture. Luckily I looked at my watch, as by then it was getting late and I figured I had a choice, wait for another
outbound 67 and ride to its final stop at Otto-ProbstPlatz, or head back right now, stopping for one more
photo when I transferred back to the O line, as I had no
time
to
accomplish
both
(map
at
http://
www.urbanrail.net/eu/at/vienna/tram/wien-trammap.htm). I chose the latter, and two of my photos are
displayed below.
I was back at 10:45 and we quickly checked out of the
hotel and rolled our carry-ons to the Hauptbahnhof, arriving about 10 minutes before our train's 11:12 scheduled departure. I explained the service pattern for airport travel at the start of the report so I will not go into it
again, other than to say service frequency on this route
is half-hourly. When our locomotive-hauled push-pull
Railjet pulled in from Bregenz (virtually the Swiss border), Innsbruck, Salzburg and Linz, almost all of the
passengers detrained and our coach was mostly empty
for the non-stop run to the airport; we left at 11:12 (12)
and arrived 15 minutes later on time. Our tickets were
not inspected.
Our routing to Lviv was via Warsaw and a change of
planes. We checked our carry-on bags and quickly
reached the gate for our bus to Austrian Airlines Flight
623, an Embraer 195 with 2-and-2 seating, which loaded through both front and rear door stairways from the
tarmac. I would say it was about 70 percent full and because we ended up departing a little bit late, we were
subjected to the Blue Danube Waltz for a little longer
than expected (fortunately pleasant). The aircraft began
taxiing at 13:15 (13:00) and left the ground 8 minutes
later. We were served soft drinks and crackers, and
soon were descending. We hit the ground in cloudy
Warsaw at 14:20 and reached the gate 4 minutes later,
so we were only 9 minutes late. Our continuation flight
on LOT to Lviv also involved riding a bus to reach the
aircraft, this time an Embraer 170. It was a bit smaller
than the 195, but had similar seating. The bus left the
gate on time at 15:35 and the plane began to move at
15:59, taking flight at 16:03. We were served a chocolate wafer with a choice of coffee, tea or water. We landed at 17:47 and reached the gate only two minutes later, so we were off the mark by only 14 minutes.
Lviv Danylo Halytskyi Airport was crowded with kids,
but it was still easy to get through immigration and retrieve our luggage. We used an ATM to buy Hryvnia,
Ukraine's currency, and even though the number 9 trolleybus would get us very close to our hotel, took a taxi
(Continued on page 19)
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chartered bus brought the throng to the hotel, where
room keys were distributed, and finally we sat down for
our orientation dinner.
The food was decent and the ambiance proved to be
very pleasant. Clare and I drifted over to our friends
Dick Aaron and John Wilkins, as well as to Alan Murray
from Britain, a regular attendee of ERA conventions,
plus some Europeans whom we knew from our participation in the organization's journey to North Africa three
years earlier.
The July issue will start the description of our activities
in Ukraine, but my day trip to Bratislava will come first,
over the May and June issues.

Vienna-Bratislava-Ukraine
(Continued from page 18)

for the 4-mile ride. Despite the fact that the most of the
tour members, who were traveling together from Germany via Kiev, had not yet arrived, the hotel was expecting us and we were checked in quickly — and taken
to our room by an old-fashioned bellhop. After unpacking and freshening up we went back to the lobby to
greet and be greeted by those other members of the
group who reached Lviv on their own, some via the 9
trolleybus. The group's flight was not due to arrive in
Lviv until 21:00, and fortunately it was not delayed. A

Two views of the tramway at Karlsplatz. The left photo shows a Type A1 (Siemens, 2015) Route 62 car operating outbound along the west
side of the square, on tracks shared with Route 1 and the Wiener Lokalbahn. The track joining the right-of-way from the right carries inbound cars past the stop illustrated in the right photo. One of Vienna's iconic car stop signs is located in front of the rear of a subway entrance that dates from 1899.

At left is the front facade of the Otto Wagner-designed Karlsplatz
station, which now serves the U1, U2 and U4 subway lines. It was
an appropriate structure for us to visit, for it linked the highlights of
the day together, as like Schiele and Klimt, Wagner was a member
of the Secession movement (see https://
thebeautyoftransport.com/2012/11/28/the-life-nouveau-wagnersvienna-stadtbahn-stations/). [When in Vienna the Hietzing station of
the U4 line, close by the Schoenbrunn Palace, is also well worth a
visit, as it is adjacent to the Court Pavilion, Wagner's private Stadtbahn station for Kaiser Franz Josef, which contains an Art Nouveau
interior (see https://www.wienmuseum.at/en/locations/ottowagner-hofpavillon-hietzing).] At right is another of Vienna's treasures, the Karlskirche.

The 18th century Karlskirche (Church of St. Charles) rests beside a
well-kept pond. Although you cannot see it from this photo, the
dome of the beautiful baroque structure is elliptical rather than
round. A picture is worth a thousand words, but If you need more
words, see https://www.habsburger.net/en/chapter/karlskirche?
language=en.

(Continued on page 20)
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most surprising thing I've found here."
But she repeated HART's position that the project has
to be built all the way to Ala Moana Center, the state's
busiest transit hub, and to fulfill its original funding
agreement with the FTA.
"A lot of the feedback from the public is, 'Just kill it.
Just kill it at Middle Street, '" Kahikina said.
But ending rail earlier than planned would make it "a
train to nowhere, "
Kahikina said, while putting $800 million in federal
funds in jeopardy.
"We have to make it, " she said, "we have to make it
to Ala Moana." (Honolulu Star-Advertiser, March 11)

(Continued from page 17)

January, 2020.
"At the risk of being shot by the public and other
stakeholders, we are actually estimating maybe 2031
that everything is complete, " Kahikina said.
Asked about her initial observations of HART,
Kahikina said, "I do see quite a bit of redundancies and
inefficiencies."
She spoke of "layers upon layers — of whether it's
consultants, staff and the way we procure things with
the contractors. It's not the most efficient way. That's the

Vienna-Bratislava-Ukraine
(Continued from page 19)

Wiener Linien Type M 4023 was built by Grazer Waggonfabrik in
1927 as one of 150 such cars ordered from this carbuilder (and also
Lohner and Simmering). This particular unit operated in regular passenger service on the network until November 16, 1978 and then
continued as a work car until April 17, 1981.

Type A1 120 (Siemens, 2015) is waiting for time at its Oper terminal,
shared with the interurban line from Vienna to Baden. As soon as it
departs the 100-series car of the WLB in the background will pull up
and begin loading the remaining passengers waiting at the stop. The
platform is directly accessible from the Oper/Karlsplatz station of the
U-bahn.

Type B1 758 (Siemens, 2013) is shown operating on Route 67 toward
the city approaching the Sahulkastraße station. I stopped here to
record the ballasted track on private right-of-way in the center of the
road (Neilreichgaße), which is unusual for Vienna's system, which is
dominated by street running shared with motor traffic. On September 1, 2019, Route 67 was replaced by Route 11.

High-floor Type E2 4319 (Bombardier, 1989) is pulling a trailer on an
outbound run of Route 67 along Laxenburger Straße and has just left
the Arthaber Platz stop. As mentioned in the caption to the left,
Route 67 was replaced by the new Route 11 on September 1, 2019.
The shadows are still long in this
early morning photo.
(Continued next issue)
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