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NEXT TRIP: CONEY ISLAND SHOP TOUR — SATURDAY, JUNE 13 

CONTRACT 4 SUBWAY 
CONSTRUCTION CONTROVERSY 

Transit Truths is an interesting book 
written by Brooklyn-Manhattan Transit Corpo-
ration’s (BMT) Chairman Gerhard M. Dahl in 
1924. This book explains how the Chairman 
urged the Mayor and the city officials to 
speed up Contract 4 subway construction. 

These brief biographies explain why the 
Chairman and the Mayor could not agree. 

Gerhard M. Dahl was born on June 8, 1876 
in Fort Howard, Wisconsin. He studied law 
and graduated from the University of Wiscon-
sin. After 14 years of experience in charge of 
transit companies and public utilities in 
Cleveland, New Orleans, and other cities, he 
came to Brooklyn in March, 1923. He joined 
BMT as a member of the Reorganization 
Committee and was soon promoted to the 
position of Chairman of the Board. 

Mr. Dahl died on December 29, 1953. 
John F. Hylan was the Mayor of New York 

City from 1918 to 1925. He was born on April 
20, 1868 in Hunter, a town in upstate Green 
County, New York, where his family had a 
farm. When he grew up, he moved to New 
York City and graduated from New York Law 
School in 1897. He worked his way through 
college on Brooklyn Rapid Transit’s subsidi-
ary, Brooklyn Union Elevated Railroad, where 
he rose through the ranks to become a Loco-
motive Engineer. It is believed that he was 
studying his law book when he took the a 
curve too fast, just missing the Superinten-
dent, who fired him immediately. As a result 
of this incident, he became a foe of the 
“traction interests,” especially BMT, and he 
favored municipal operation. 

Hylan was a judge before he was Mayor 
and a judge again after serving two terms as 
Mayor. 

Mr. Hylan died on January 12, 1936. 

Brooklyn Rapid Transit, which was in re-
ceivership since December 31, 1918, was 
able to prepare a reorganization plan and 
became solvent five years later. On June 4, 
1923, the Transit Commission approved the 
reorganization plan and the merger of the 
New York Municipal Railway into the New 
York Consolidated Railroad Company, whose 
name was changed to New York Rapid 
Transit Corporation. A bondholder who 
bought a $1,000 BRT bond in 1912 lost 
$433. Stockholders lost practically everything 
and were assessed $35 a share, amounting 
to $26 million, which was spent to improve 
service. Many of these stockholders were still 
among the 26,000 owners of BMT common 
and preferred stock, including 10,000 em-
ployees. On June 14, 1923, Receiver Lindley 
M. Garrison was discharged and William S. 
Menden became the new President and op-
erating chief and Gerhard M. Dahl was ap-
pointed head of the Board of Directors and 
financial chief. BMT assumed operation of 
subway and elevated trains at midnight June 
14-15, 1923, but the surface lines were still 
under receivership. 

In his book, Transit Truths, written a year 
later, Mr. Dahl lists the improvements made 
during the first year: 
● Reorganized 592 miles (single track) of 

subway, elevated, and surface lines on a 
sound financial basis 

● Paid $2.2 million in personal injury claims 
against old BRT 

● Purchased 50 new steel subway cars 
● Spent $4 million on new equipment and 

improvements 
● Designed and built duplex trolley car 
● Offered to operate the Ashland Place 

(Continued on page 4) 
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THE GENESIS OF “DASHING DAN,” PART THREE — 
Penn Station Opens and a Suburban Colossus Emerges 

by George Chiasson 
(Continued from March, 2015 issue) 

American Car & Foundry delivered 50 more MP-54A 
motors (1552-1601) and five “Combination” motors 
(1365-9) to the Long Island Rail Road during the year 
1911, which mainly served to support the operation of 
longer train consists for its continuously growing body of 
customers. More important than the additional electrics, 
however, was arrival of the first 30 P-54A “Steam 
coaches” (314-343) a non-electrified version of the 
standard all-steel MP-54 that had been designed by the 
Pennsylvania for use on steam-drawn medium-distance 
trains operated into the New York Terminal and else-
where on its vast system, where they were to begin re-
placement of the enormous and aging array of wooden 
cars then still in use. These were accompanied by five 
PB-54 “Combination” versions of same (619-623) and 
five BM-62 class cars. The latter were designed solely 
to haul both baggage and mail, which LIRR was carry-
ing from both Pennsylvania Railroad connections and 
straight out of the new “Mail Terminal” (now USPS’ Far-
ley Post Office) across Eighth Avenue from Penn Sta-
tion. This new facility had partially opened with the 
Pennsy’s start-up on November 27, but it would be al-
most three years before its construction was totally 
completed. While LIRR received a total of 95 additional 
steel cars during 1911, it was also the first year in which 
its continuing practice of joint equipment acquisition with 
the parent Pennsylvania Railroad was almost divided 
almost evenly between the two organizations. PRR con-
currently ramped up the mass production of its own mP-
54 steam coaches and at the same time took delivery of 
100 such units from three builders. Ongoing deliveries 
of the Pennsylvania’s DD-1 electric locomotives were 
also finished by the midpoint of 1911, which not only 
relaxed the Pennsy’s tenuous motive power needs at 
the new and already incredibly busy terminal, but at last 
cleared the way for through operation of certain Long 
Island Rail Road services from Penn Station to non-
electrified territories in the suburbs of Nassau and Suf-
folk Counties. 

One extremely challenging aspect of Penn Station’s 
early success was unforeseen overcrowding in its Long 
Island Rail Road (Exit) Concourse and lower level Wait-
ing Rooms, where standees were common at virtually 
any time of the day or night. This was a point of some 
contention with civil authorities for its potential draw-
backs in terms of health and fire safety, and thus de-
manded immediate and ongoing attention. Apprised of 
this problem early on, the Pennsylvania Railroad acted 
swiftly on behalf of its partner in early 1911 to create a 
new passageway from the lower level on the 33

rd
 Street 

side (as then accessed via the upper level) in a south-
ward direction, enabling it to reach two additional plat-

forms (8 and 9) and three more tracks (15-17). This task 
required that a steel bridge of approximately 60 by 30 
feet be extended out from that originally installed to pro-
vide alternative access to Platform 10 (Tracks 18 and 
19), with new, attended gateways and stairs down to 
each of the platforms. This was difficult to execute from 
an engineering standpoint, for the off-set position of 
Platform 8 required that its connecting stairs be rather 
narrow and connected by a long walkway (illuminated 
by interior street lamps) to get above the cross-work of 
track-level switches where “JO” and “C” interlockings 
came together. In addition, the concourse extension 
was limited in reach at its southern end by a massive 
steel girder that supported the Baggage Room’s north 
delivery way above. These costly capacity adjustments 
were complete enough to be opened to passengers by 
the end of May, including the usual iron fencing (as in 
the Main Concourse upstairs) and a continuous row of 
light wooden benching that stretched for about 80 feet 
as a supplement to the actual Waiting Room. By this 
time crews were also at work on a westward expansion 
of the original LIRR (Exit) Concourse at the Eighth Ave-
nue end of the terminal, which would cover part of the 
track area as originally exposed from above, all the way 
to the end wall. As a result of this additional improve-
ment, when finished in August of 1911, the iron fencing 
in the northwest quadrant of the Main Concourse over-
looked rows of wooden benches sitting on a new traver-
tine marble floor (and their waiting LIRR passengers) 
instead of open tracks and platforms. Fenced pass-
throughs were included in this new floor expansion to 
allow for the West Stairs as constructed between the 
Main and Exit Concourses and Platforms 7, 8, and 9 
(Tracks 13-18), which made them a puzzling visual ex-
perience when viewed from a level perspective. There 
was also additional LIRR waiting space added off the 
landing of the “West” stairs that connected between the 
“Main” Concourse level and Platform 10, where they led 
to Tracks 18 and 19. 

A NEW ERA BEGINS—NUMBER 4: THROUGH 
SERVICE FOR THE EAST END  

From the time of its earliest design (and in concept 
from their first days as common carriers), a major intent 
of both the Pennsylvania and Long Island railroads in 
providing Penn Station was to enable the termination of 
trains from any point of the compass (south, east, west, 
and later north, too) in Manhattan itself. This was obvi-
ously its most compelling characteristic when measured 
against the heretofore impossible and arduous chore 
that the railway industry faced in physically delivering 
passengers between New York City and the rest of the 

(Continued on page 3) 
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USA. But whereas the Pennsylvania was a major part of 
the national railway system linking farms, factories, and 
cities that had long existed by the time Penn Station 
was installed, and servicing of its various elements was 
an inherent component of the enterprise, the Long Is-
land Rail Road had historically grown into a more fo-
cused “terminal railroad” whose concentrations gravitat-
ed less on the creation and transport of goods than 
around the movement of people between beaches, 
small farms, administrative offices, industrial plants, and 
various kinds of residential developments. Further, while 
the completion of Penn Station made the transportation 
capability of linking LIRR’s numerous lines directly with 
Manhattan for any purpose ineradicable, the specifics of 
developing a practical destination array appropriate to 
such an undertaking was (and still remains) a perpetual-
ly unsettled, if not quite arbitrary, matter of conjecture, 
contention, and, ultimately, performance. A look at an 
August, 1910 forecast document reveals that LIRR was 
actively planning, at least on paper, for through service 
to each of its East End and some of its closer-in non-
electrified routes (specifically Mineola via West Hemp-
stead, Sag Harbor, Babylon, Wading River, Oyster Bay, 
and Greenport), but a near-term lack of available elec-
tric motive power and steel rolling stock stymied its exe-
cution for several months. This may have been fortui-
tous, as the terminal’s attainment of immense popularity 
within days, if not hours, of its grand opening in late 
1910 served largely to confound more than build upon 
its prior years of planning and preparation. As a result, 
both railroad companies had a far better measure of 
what traffic levels the facility would or would not handle 
with comfort by the time delivery of the Pennsylvania’s 
DD-1 locomotives was completed the following July, 
almost one full year after operations at Penn Station 
had been initiated. So when those first several months 
of revenue service were reviewed and LIRR revised its 
schedules accordingly (and with the needed new rolling 
stock also on hand by that time), the long-implicit East 
End service proposal was approached more as a poten-
tial added bonus than a tacit service indulgence for its 
customers. 

So it was that a slimmer version of the through routes 
projected in prior years was brought to reality, being 
concentrated mainly (and in all probability entirely in 
some instances) to weekday rush hours. In practice 
such trips were operated as part of regularly-scheduled 
service from the outer reaches of Nassau and Suffolk 
Counties. They generally ran express to the switches at 
“H” interlocking past the Honeywell Street overpass, 
where their steam locomotives were cut away, directed 
to the Long Island City engine terminal to be turned and 
serviced, and replaced by a waiting Pennsylvania Rail-
road-owned DD-1 electric before continuing through 
East River Tubes A or C to Penn Station. Once at the 
terminal, where these trains could occupy any track be-
tween 11 and 21 (but almost always used 12-16), the 

DD-1 locomotive was cut away from the train’s consist 
and forwarded to the “Yard B” leads west of Ninth Ave-
nue, there to be relayed until their next outbound as-
signment. For eastbound trips, the Pennsylvania’s DD-1 
would pass through an empty platform berth at Penn 
Station and double back via “JO” or “C” interlockings to 
hitch onto its string of coaches and/or baggage and ex-
press cars, perhaps with a mail car thrown in as well. 
Train consists were generally pre-arranged in advance 
and sat powerless at the platform berth between trips, 
with “head end” cars located on the Hudson River point 
in front of the coaches. Conversely, this positioned them 
at the rear end on the return trips to Long Island, with 
the passenger coaches strung out toward the front. Af-
ter departing Penn Station, East End through trains 
passed through East River Tubes B or D and were 
stopped under the Honeywell Street overpass in Sunny-
side, where the DD-1 electric locomotive was removed 
and a pre-positioned steam engine backed out of the 
siding beneath Harold Avenue, coupled onto its train, 
did the required air and brake tests, and resumed the 
journey to Long Island’s easterly reaches. This service 
began soon after all 33 “Pennsylvania Railroad” DD-1s, 
plus the two AA-1 prototypes, became jointly-owned 
and operated by the “New York Terminal Company” as 
an alternative to the otherwise required practice that 
LIRR pay “hours” to the Pennsy for the use of its motive 
power. By the end of the year they had all been renum-
bered between 8 and 42. 

Starting on or about August 31, 1911, Long Island Rail 
Road through trains were operated to the following 
points (excluding short-turn destinations), with distances 
indicated from Penn Station, New York and generic sta-
tion listings: 

Oyster Bay Branch (34 miles): Penn Station to 
Oyster Bay via Jamaica and Mineola. Stops included 
Penn Station, (old) Jamaica, Queens (Village), Bel-
lerose, Floral Park, New Hyde Park, Mineola, East Wil-
liston, Roslyn, North Roslyn, Greenvale, Glen Head, 
Sea Cliff, Glen Street, Glen Cove, Locust Valley, Mill 
Neck, and Oyster Bay 

Wading River (Port Jefferson) Branch (69 miles): 
Penn Station to Wading River via Jamaica, Mineola and 
Hicksville. Stops included Penn Station, (old) Jamaica, 
Mineola, Hicksville, Syosset, Cold Spring Harbor, Hun-
tington, Greenlawn, Northport, Kings Park, Smithtown, 
St. James, Flowerfield, Stony Brook, Setauket, Port Jef-
ferson, Miller Place, Rocky Point, Shoreham and Wad-
ing River 

Main Line (95 miles): Penn Station to Greenport 
via Jamaica, Mineola and Hicksville. Stops included 
Penn Station, (old) Jamaica, Mineola, Hicksville, Central 
Park, Farmingdale, Wyandanch, Edgewood, Deer Park, 
Brentwood, Central Islip, Ronkonkoma, Holbrook, Holts-
ville, Medford, Bellport, Yaphank, Manorville, Calverton, 
Riverhead, Aquebogue, Jamesport, Laurel, Mattituck, 
Cutchogue, Peconic, Southold, and Greenport 

Babylon Branch (37 miles): Penn Station to Baby-
lon via Jamaica, Valley Stream and Lynbrook. Stops 

(Continued from page 2) 

(Continued on page 6) 

The Genesis of “Dashing Dan” 
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FREEDOMLAND 
There was a steam railroad and a horse car line in this 

forgotten Bronx amusement park, which was bounded 
by the Hutchinson River, with a boat ride, Hutchinson 

River Parkway, Baychester Avenue, and a line extend-
ing east from Baychester and Adee Avenues. 
  

Chicago, July 12, 1960. 
Bernard Linder photographs 

Chicago, July 12, 1960. 
Bernard Linder photographs 

San Francisco, August 14, 1961. 
Bernard Linder photographs (Continued on page 5) 
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Freedomland 
(Continued from page 4) 

Chicago, July 12, 1960. 
Bernard Linder photographs 

Chicago, August 14, 1961. 
Bernard Linder photograph 

Great Lakes, August 14, 1961. 
Bernard Linder photograph 

New York, July 12, 1960. 
Bernard Linder photograph 

August 15, 1962. 
Bernard Linder photograph 
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Connection 
● Opened and operated the western half of the new 

14
th
 Street-Eastern Line (Canarsie Line) 

● Purchased ten modern buses and offered to oper-
ate them at cost 

● Consented to modification of Contract 4 to permit 
construction of the Canarsie Line as a subway 

● Requested the City to live up to Contract 4 and 
complete construction of the Canarsie Line, Nassau 
Loop, yards, and shops 

● Opened the Lawrence Street station 
● Conducted a referendum among the Brighton Line 

passengers to determine their desires in regard to 

passenger service changes 
In a future issue, we will furnish details of most of the 

above improvements. 
In his book Transit Truths, Mr. Dahl reveals the record 

of inaction, the eleven years’ delay by the City in com-
pleting the contract signed March 19, 1913. He also 
states, “Almost from the very beginning, the BMT has 
met with the bitter personal and unfair opposition of 
Mayor Hylan with the result that there is no other alter-
native for the company than that of continuing its dual 
program of giving the best service possible and at the 
same time giving full information to the public.” 

The company adopted the slogan — the letters BMT 
should stand for “Better Metropolitan Transit.” 

We will continue this series in the summer, after ob-
serving several important anniversaries. 

(Continued from page 1) 

Contract 4 Subway Construction Controversy 

included Penn Station, (old) Jamaica, Locust Avenue, 
Springfield, Rosedale, Clear Stream Road, Valley 
Stream, Lynbrook, Rockville Centre, Baldwin, Freeport, 
Merrick, Bellmore, Wantagh, Seaford, Massapequa, 
Amityville, Copiague, Lindenhurst, and Babylon. 

Montauk Branch (72 miles): Penn Station to Spe-
onk via Jamaica, Valley Stream, Lynbrook and Babylon. 
Stops included Penn Station, (old) Jamaica, Valley 
Stream, Lynbrook, Babylon, Bayshore, Islip, Great Riv-
er, Oakdale, Sayville, Bayport, Bluepoint, Patchogue, 
Hagerman, Bellport, Brookhaven, Mastic, Center 
Moriches, East Moriches, Eastport, and Speonk. 

Once some beneficial operational experience was 

gained, LIRR’s East End through trains to Penn Station 
remained a regular aspect of its operations for several 
decades, being expanded by the end of that first year to 
include various beach specials and other dedicated 
trains, most notably its premium Cannonball, the exclu-
sive summer weekend runs between New York, the 
Hamptons, and Montauk. Contrasting the establishment 
of through East End service in 1911 was elimination of 
the dedicated MU shuttle service between Penn Station 
and Jamaica to support outward connections. As time 
progressed its role had gradually been subsumed by 
the plethora of scheduled services through both the 
Beaver Street and “old” Jamaica platforms, any of which 
passengers could use to perform that time-honored tra-
dition of the Long Island Rail Road—“Change at Jamai-
ca”—to get where they needed to go.    (Continued on page 7) 

(Continued from page 3) 

The Genesis of “Dashing Dan” 

SNOW STORM SERVICE 
by Bernard Linder 

Transit systems always have difficulty maintaining ser-
vice during snow and ice storms. To avoid service dis-
ruptions, NYC Transit clears the tracks with snow 
fighting equipment and turns on switch heaters, which 
melt the ice at switches. There were always problems 
with ice accumulating on the third rail. Because ice is an 
insulator, trains will lose power on icy third rail. NYC 
Transit melts the ice by spraying with antifreeze and 
turning on third rail heaters. Abrasive shoes installed on 
both ends of the train scrape the ice from the third rails. 

My supervisor, who started working for Brooklyn Rapid 
Transit in 1914, explained how the company was able to 
maintain service during snow and ice storms. Frequent 
service, especially during the midnight hours, prevented 
snow and ice from adhering to the tracks. Brushes at-
tached to the trucks on wooden cars were lowered so 
that they could clean the uncovered third rail. 700-series 

wooden cars, no longer required for passenger service, 
were converted to “alcohol cars,” which sprayed anti-
freeze on the third rail. Sleet cutters, which scraped the 
trolley wire, were attached to the top of trolley poles. 

Many years ago, there was a severe storm and a Cul-
ver train lost power on the icy uncovered third rail. My 
friend, the midnight Trainmaster, approached the train 
by walking alone on the icy footwalk. He was able to 
keep from falling by wedging his feet between the 
boards. He removed the ice from the third rail by chop-
ping it with a wooden hammer. Because he expected 
heavy arcing, he turned his back to the third rail and 
covered his eyes before giving the signal to proceed. Of 
course, service was restored. 

Employees worked hard to maintain uninterrupted ser-
vice in the good old days when there were wooden cars 
and iron men. 
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The Genesis of “Dashing Dan” 
(Continued from page 6) 
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The Genesis of “Dashing Dan” 
(Continued from page 7) 
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MTA Metro-North Railroad 
As a sign of the springtime season, the Haverstraw-

Ossining commuter ferryboat service resumed on 
Wednesday, March 18. It had been suspended when 
the Hudson River froze over and made it too hazardous 
to operate the ferries. (MTA Metro-North website, March 
16) 

The November 9, 2014 timetables were extended be-
yond their printed expiry date of April 4. They will remain 
in effect through April 25. (MTA Metro-North Railroad 
website, March 5) 

As of February 9, 2015, 395 M-8 cars had been deliv-
ered to Metro-North. 383 cars have been accepted for 
service with 12 single-unit cars undergoing acceptance 
testing out of the Kawasaki facility at New Haven. This 
leaves just ten cars to be delivered out of the total of 
405 M-8 cars ordered. During an Electric Railroaders 
Association organized tour of the shop facility at New 
Haven on Sunday, March 15, the Metro-North hosts 
revealed that the railroad plans to retain around 36-40 
of the older M-2, M-4, and M-6 EMU cars through at 
least 2016. 24 of the M-8s are slated to be assigned to 
Shoreline East service under the Amtrak wires by 2016, 
displacing the current fleet of diesel-powered ex-Virginia 
Railway Express single-level coaches manufactured by 
Mafersa of Brazil back in the early 1990s. Those cars 
may be reassigned to the proposed new CDOT com-
muter services between New Haven and Hartford. 
(Editor’s Note by Ron Yee: The railroad will likely select the 
best-performing cars based upon Mechanical Department 
maintenance records, and it is likely that these cars would 
come from the equipment pool of 1973-7-vintage M-2 cars 
that had been rebuilt in the late 1990s. It would be unlikely 
that the triplet M-4 and M-6-class cars will be retained in 
their current configuration as they are “space hogs” at the 
shops, which are built to accommodate pairs, not triplets. 
Whenever a triplet occupies a shop track, it “wastes” a valu-
able and scarce carlength of space that could have been used 
to maintain another pair. However, the much newer-vintage 
(1987 and 1992) M-4s and M-6s could be saved if the middle 
“D” car were removed, forming M-4 and M-6 pairs. In the 
fleet, there is at least one M-4 pair missing its “D” car and 
an M-6 “D” car that forms part of an M-4 triplet. Stay 
tuned…) (MTA Metro-North Railroad website, March 16) 
Amtrak 

Amtrak took delivery of its 35
th
 ACS-64 locomotive 

from Siemens at the end of February, 2015, marking the 
halfway point of the order of 70, the first of which en-
tered service in February, 2014. (Al Holtz, March 5)  

Due to a Federal Railroad Administration (FRA) ruling 
that requires the State of Indiana to assume the role of 
an operating railroad, opening the state up to far higher 
liability and operational rules and procedural enforce-
ment responsibilities, an abandonment notice effective 
April 1, 2015 was filed to discontinue the Hoosier State, 
a state-supported train service between Chicago and 

Indianapolis. This was despite Indiana’s plans to con-
tract with a private vendor, Iowa Pacific Holdings, which 
would market, own, and maintain the railcars with 
Amtrak crews staffing the trains to continue to operate 
the service. During the interim period in late 2014, 
Amtrak had agreed to assume the role of temporary 
operator until the vendor could be brought aboard. The 
legal ramifications of this latest FRA ruling could expand 
to potentially endanger many state-supported Amtrak 
services nationwide. Arguments citing the similarity of 
Indiana’s proposal to continue operating the Hoosier 
State to the rail operations in North Carolina were re-
buffed by FRA. The primary difference is that North Car-
olina owns the railcars and locomotives, employs a pri-
vate contractor to provide maintenance, and contracts 
with Amtrak to operate the service. Since this notice 
was issued, local politicians have jumped into the fray in 
an attempt to prevent the loss of the train. Senator Dan 
Coats (R-IN) is working with the Federal Railroad Ad-
ministration to change its interpretation of the rules and 
not require the state to become a rail operator, signifi-
cantly increasing the costs and liabilities to unaccepta-
ble levels. In the interim, the Hoosier State will continue 
to operate until further notice. (Lafayette Journal and 
Courier, March 7; The Hill, March 16) 

On Friday evening, March 6, the rear truck of the last 
coach of Amtrak Train #198 traveling northward on 
Track 1 derailed as it passed through Odenton, Mary-
land. Fortunately, that particular coach was not carrying 
any passengers at the time and there were no injuries 
to anyone aboard the train. However, over a mile and a 
half of track and platform access panels starting at 
Odenton and stretching almost to Bowie were signifi-
cantly damaged. With Track 1 out of service, the North-
east Corridor was reduced to a two-track operation over 
the eight-mile stretch of railroad affected. MARC Penn 
Corridor service was suspended for the weekend of 
March 7-8 and its commuter train schedules were ad-
justed to accommodate the limited capacity of the line 
from Monday, March 9 through Wednesday, March 11 
until track repairs were completed. There are reports 
that a wheel on the lead axle of that rear truck may 
have broken apart at speed, causing the derailment. No 
injuries were reported. (Associated Press, The Balti-
more Sun, March 7) 

Around 12:15 PM Monday, March 9, Amtrak Train #80, 
the northbound Carolinian headed for New York City, 
slammed into a stalled tractor-trailer truck that was haul-
ing a large mobile home under local police escort in 
Halifax, North Carolina. All of the Amfleet coaches re-
mained on the rails, but the baggage car was derailed 
and slewed to one side of the tracks, remaining upright, 
while P-42-DC locomotive 185 was tipped over onto its 
left side as the combined wreckage was pushed down 

(Continued on page 10) 
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the tracks from the grade crossing where the impact 
occurred. Around 55 passengers out of the 213 passen-
gers and eight crewmembers were reportedly injured, 
none seriously. Subsequent investigation revealed that 
the truck had been stuck on the crossing for around 15 
minutes prior to the train’s arrival on the scene but that 
no action had been taken by either the truck driver or 
his state trooper police escort to alert the railroad of the 
blockage, despite posted signs at the crossing providing 
an emergency phone number to call for just such a situ-
ation. (Richmond Times Dispatch, Richmond ABC-11 
Eyewitness News, March 9) 

In a major victory, the United States Supreme Court 
ruled 9-0 in Amtrak’s favor in its legal battle with the 
American Association of Railroads (AAR), which was 
representing the interest of the freight railroads. AAR 
argued that Amtrak was given too much power in set-
ting standards for passenger rail service in its original 
mandate in 1971. Amtrak’s position was that it was 
more of a government entity obligated to provide ser-
vices such as reduced fares for the elderly and handi-
capped passengers, receives government subsidies of 
around $1 billion per year, and cannot be viewed as a 
private firm. The court ruled in Amtrak’s favor on March 
9, 2015, effectively saving the passenger railroad’s  
long-distance services, which could have ended this 
year had the Supreme Court ruled against it. The freight 
carriers had argued against the provision by which 
Amtrak could force them to prioritize the movement 
needs of the passenger trains over their lucrative freight 
trains. They claimed that it was illegal since they consid-
ered the passenger railroad to be a competing private 
firm vying for scarce dispatching space on their rails. As 
this case meandered through the court system, an ap-
pellate court ruled in the freight carriers’ favor. Immedi-
ately afterward, the on-time performance of almost all 
long-distance Amtrak trains plummeted to new record 
lows as they were frequently relegated to sidings to 
make way for the host freight railroads’ priority and 
money-making freight trains carrying oil, grain, and oth-
er valuable commodities. The court ruling may also spur 
the arguments by some states to restore passenger 
train service on the Sunset Limited route between New 
Orleans and Orlando Florida, a service that had been 
suspended in 2005 due to damages from Hurricane 
Katrina (see item on the right side of this page). (The 
Washington Post, March 9) 

On another front, the House of Representatives 
passed legislation authorizing funding for Amtrak over 
the next four years at levels similar to Amtrak’s current 
annual level of subsidy of $1.4 billion. Called H.R. 749, 
the Passenger Rail Reform and Investment Act, once it 
is approved by a Senate that has traditionally been 
friendlier to Amtrak, the funding will insure that the pas-
senger carrier will continue to operate more or less in its 
current form but unfortunately, with no real funding for 
major capital improvements and/or service expansion. 

One major change with this legislation package would 
be a mandate for Amtrak to create a pilot program that 
would allow dogs and cats in kennel containers of 
28x22x14 inches inside designated passenger coaches 
designated as the “pet car.” They would no longer be 
restricted to cages and crates in the baggage car. (The 
Washington Post, March 10; The Bark, March 6) 

As expected from the passage of the aforementioned 
bill to reauthorize funding for Amtrak, it paved the way 
for a bipartisan bill that was approved in the House of 
Representatives to perform a study of the possibility of 
restoring the Sunset Limited between New Orleans, 
Louisiana and Orlando, Florida. The proposed routing 
could take this restored service along a route farther 
south along the shoreline of the Florida Panhandle than 
the I-10 alignment of the tri-weekly Sunset Limited that 
was discontinued after Hurricane Katrina struck the re-
gion. This routing would serve populated coastal areas 
of the Florida Panhandle that would more likely utilize 
the service. Heading south of Jacksonville, the train 
would still utilize former Atlantic Coast Line rails to Or-
lando via Sanford, sharing the route with the current 
Silver Service trains linking New York and Florida as 
well as the Auto Train. (Orlando Sentinel, March 16) 

A new “pre-clearance” agreement was reached be-
tween Canada and the United States to reduce the time 
required to inspect and process everyone aboard inter-
national Amtrak trains. Negotiations were successfully 
concluded under the “Beyond the Border Action Plan” 
agreed upon by both U.S. President Barack Obama and 
Canada’s Prime Minister Stephen Harper. Passengers 
traveling on trains to the United States will be pre-
screened at fenced-off areas at their originating termi-
nals in Canada and then “sealed” until the train crosses 
the border and enters the United States. This agree-
ment could pave the way for the restoration of The Mon-
trealer, which provided Amtrak service to Montreal but 
ceased operations in 1995, replaced by a truncated 
Vermonter train terminating at St. Albans, Vermont. 
(Metro Magazine, March 18) 
Miscellaneous 

Over 900 people rode two ski trains that were operat-
ed out of Denver, Colorado on Saturday, March 14 and 
Sunday, March 15, making round trips to Winter Park. 
Initially, only the Saturday run was offered, but when it 
was sold out within 10 hours, another trip was added for 
Sunday, that trip selling out in just four hours. The en-
thusiastic response from the public is prompting the 
Winter Park resort to seriously negotiate with Amtrak to 
revive the ski train service for the 2015-6 season. This 
year’s train operated with seven Superliner coaches 
powered by two locomotives. Amtrak, which has excess 
capacity during the mid-winter season, has expressed 
reservations about being able to meet equipment re-
quirements for this train during the busy holiday season 
that extends two weeks into January. This immensely 
popular train service operated from 1940 through 2009 
but ceased operation after that winter when it was sold 
to Iowa Pacific Holdings, which was unable to operate 
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the train. Some of the blame had been assigned to the 
reconstruction of Denver Union Station and the unavail-
ability of track space due to ongoing track reconfigura-
tion. (CBS Denver, March 16) 
Other Transit Systems 
Boston, Massachusetts 

Boston was hit with a 108-plus-inch record-breaking 
snowfall for the winter of 2014-5, most of it falling during 
the month of February. When residents of the city and 
its suburban regions most depended on MBTA to get 
them to and from work and provide mobility amongst 
the snow and ice clogged streets, they were let down as 
equipment failures, service reductions, and long-term 
suspensions occurred across the entire MBTA commut-
er rail, rapid transit, light rail, and bus network. One 
quick casualty was MBTA General Manager Beverly 
Scott, who resigned amidst the service meltdowns and 
massive curtailments that stranded many of its riders 
and drew the ire of the Massachusetts governor Charlie 
Baker (see last month’s issue). Within a week of the 
snowy onslaught, half of the Blue, Orange, and Red line 
fleets were rendered inoperable with around 20% of the 
Green Line LRV fleet also crippled by the effects of the 
ice and snow with extreme prolonged cold tempera-
tures. The advancing age of the Red and Orange Line 
fleets with their d.c. traction motors as well as the aged 
locomotive fleet on the Keolis-operated commuter lines 
were also cited as the reason for the service melt-
downs. MBTA literally exhausted its supply of d.c. trac-
tion motors and its vendor was unable to keep up with 
the demand for repaired motors. Eventually, all rail ser-
vices were suspended with little or no notice around 7 
PM on February 9 for over two days. The timing could 
not be worse, stranding many riders wherever they 
were at that moment. As of March 19, normal service 
was not expected to return to the entire MBTA system 
until near the end of March with service being restored 
slowly on a week-by-week basis, slowly ramping up 
toward a full restoration. (Boston Globe, February 1-
March 19) 

MBTA was considering options for compensating its 
customers for its dismal performance in the face of over 
11 feet of snow during February-March, 2015. Options 
to be considered at the MBTA Board’s March 11 meet-
ing included a fare-free week as well as an offer to hon-
or February commutation passes in March. In all alter-
natives, millions of dollars of passenger revenue would 
have been lost to an already cash-strapped agency. In 
the end, MBTA will offer a fare-free DAY on the entire 
system on Friday, April 24 and a 15% discount for all 
May, 2015 monthly and weekly commutation passes. 
(Boston ABC-5 News, March 3 and 11) 

A $13 million, one-year-long experiment to provide 
late-night service on the MBTA subway and bus lines 
that was started in March, 2014 has proven very popu-
lar, attracting over 840,000 riders as the program 
neared its one year anniversary. Service had been ex-

tended for around 90 minutes until around 2:30 AM on 
all rapid transit and light rail lines as well as 15 select 
bus routes. While MBTA services are often touted as 
providing a safe means of transport for the public that 
does not involve the dangers of driving while intoxicat-
ed/impaired or being forced to take expensive taxicabs 
and car services, budget woes and an anticipated $765 
million shortfall from the Massachusetts state budget 
are threatening the discontinuation of this very success-
ful service extension. (Boston Globe, February 1) 

The first of 86 rebuilt Type 7 Light Rail Vehicles 
(LRVs) was delivered from Alstom to MBTA and is ex-
pected to be placed into service in April, 2015. The pro-
ject is aimed at extending the service life of the 1986-7-
vintage Kinki-Sharyo built LRVs from their expected 30 
years. It is expected that all 86 LRVs will be completed 
by the end of 2016, with half of the fleet rebuilt by the 
end of 2015. The remaining 14 LRVs in this fleet of 100 
cars are not yet slated for the rebuilding and may possi-
bly be slated for replacement by the upcoming Type 9 
LRV. (Metro Magazine, March 18) 
South Carolina 

The Greenville County Economic Development Cor-
poration is taking bids from companies who could build 
an elevated rapid transit system in Greenville. 
GCEDC, which oversees the railroad right-of-way that 
parallels Laurens Road from Pleasantburg Drive to 
Mauldin, is seeking bids from an external company or 
firm that will “fund, design, manufacture, build, install, 
operate, maintain and support a 100 percent privately 
owned, operated and maintained on-demand automat-
ed transport network (ATN) system, also known as per-
sonal rapid transit (PRT) system, as a public transporta-
tion utility in Greenville County,” according to docu-
ments posted on the county's website. The ATN will in-
volve "on-demand automated driverless vehicles" that 
will travel on “an elevated and interconnected network 
guideway infrastructure of approximately 20 miles (to be 
built in phases) with off-line stations and automated 
driverless vehicles or pods for passengers.” The first 
phase of the plan would construct a 4-mile section of 
elevated guideway above a section of abandoned rail-
road tracks along Laurens Road and end in the Wash-
ington Street area. The first section of the elevated rail-
way could connect Clemson's ICAR campus with down-
town Greenville. Additional tracks would likely connect 
to Greenville hospitals, parking garages, and other key 
areas. 

Per county officials, a consultant has indicated that a 
PRT in the area would attract more than three times the 
ridership that buses in the area attract. The consultant 
expected annual ridership to exceed half a million by 
the year 2020. The county is in talks with four compa-
nies that are expected to provide bids by May 1, with 
each company having to bring its own private financing 
plan to the table. All PRT systems proposed must in-
clude all the features/precautions listed below, accord-
ing to county documents, including user-friendliness 
(including automated fare collection), ability to work 
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around auto traffic patterns, aesthetics, multi-modal fa-
cilities (including park-and-rides), safety in the event of 
a system failure and other redundancies, reliability in 
weather, communications for the equipment (which in-
cludes driverless equipment), and the possibility of ac-
commodating utilities within the right-of way. 
Florida 

A new, powerful group has concerns about All Aboard 
Florida, citing an adverse effect on first responders. 
Martin County Sheriff William Snyder, St. Lucie County 
Sheriff Ken Mascara, and Indian River County Sheriff 
Deryl Loar have all signed a letter addressed to All 
Aboard Florida President Michael Reininger that ex-
pressed their concerns about the railway. They are wor-
ried about 46 additional trains traveling through the area 
daily. 

“Our jurisdictions have significant populated areas 
bifurcated by railroad tracks. This presents a real-time 
dilemma. If rail traffic significantly increases, passing 
trains can and will prevent emergency first responders 
from expeditiously reaching points of need,” the trio said 
in the letter, which was posted on the Martin County 
Sheriff’s Office Facebook page . 

They added, “In an emergency response, a delay of 
seconds could mean the difference between life and 
death.” 

All Aboard Florida released the following statement: 
“All Aboard Florida is committed to working with first 
responders and emergency personnel throughout the 
corridor. All Aboard Florida’s passenger trains will clear 
all grade crossings in less than 60 seconds, which is 
significantly less than a typical traffic-signal cycle. The 
company is making safety improvements at all grade 
crossings.” (WPTV.com, March 10) 
Nashville, Tennessee 

Despite promises made earlier, the Memphis Area 
Transit Authority trolley line will not be ready to roll in 
time for Memphis In May. The trolleys have not run 
since June of 2014 due to a pair of fires that destroyed 
two trolleys in 2013 and 2014. The two incidents 
prompted an investigation by the National Transporta-
tion Safety Board. Trolley service was immediately sus-
pended in June, 2014 and currently MATA is working on 
a plan to get the trolleys back in service. MATA Presi-
dent and General Manager Ron Garrison told FOX13 
News on March 12 there is no definitive timetable for 
the trolleys to return to Memphis' streets. Garrison said 
at a South Main Association meeting that his staff has 
been working up to 18 hours daily on the problem. 

Part of the issue is bureaucratic, according to MATA 
officials. That bureaucracy stems from the fact that in 
2014, MATA began using part of a $6 million federal 
grant to overhaul the Main Street, Riverfront, and Madi-
son trolley lines and repair or replace the 17 trolley 
cars. There have been claims by some citizens that MA-
TA might be stalling the repairs, keeping the trolleys 
offline to save money. Also complicating the issue is the 

fact that Memphis has, in the past, relied on vintage 
trolley cars which are difficult to repair because of a lack 
of manufactured parts, but also impossible to replace. 
Garrison says MATA is hoping to get at least some of 
the vintage cars rolling again. He is not opposed to re-
placing those with new, "vintage look" trolley cars that 
do not break down nearly as often and are much more 
easily repaired when they do.  

But, the question remains: When? Just recently, Al 
Holtz’s friend David Phraner made a trip to Nashville 
and reported that: “I was there and met with the official 
at the car house. All of the cars are undergoing rebuild-
ing and upgrading as a result of neglect and faulty 
maintenance by the previous management. One of the 
two fire damaged cars (both are W-2) is probably be-
yond reclamation. The other may be salvageable. I was 
told that the delay is getting an expert on site (from 
Canada) to oversee and instruct the local forces of 
maintenance and rebuilding procedures. Also they are 
taking the opportunity to fix track while the service is 
down. In street track looked like it needed it. The track 
along the river on p-r-w looked pretty 
good.” (myfoxmemphis.com, March 12) 
Chicago, Illinois 

A Metra locomotive on North Central train #107 de-
railed at the Tower A-5 location where the Milwaukee 
West and North Lines intersect at approximately 3:30 
pm on Monday, March 9. While the engine and cars 
were all removed from the scene by 6 PM, it created 
enough delays to snarl that afternoon’s rush hour for 
Metra as well as Amtrak, whose Empire Builder and 
Hiawatha services also pass through the junction. (Al 
Holtz, March 10) 

The South Shore Line, once known as the Chicago, 
South Shore & South Bend Railroad, instituted a new 
super-express service on March 16, linking South Bend 
and the Millennium Terminal in downtown Chicago in 
just under two hours. Nicknamed the Sunrise Express, 
Train #6 departs South Bend at 6:00 AM Eastern Time, 
serving Dune Park, East Chicago, 57th Street, and Van 
Buren Street before arriving at Millennium Terminal at 
6:55 Central Time. Its counterpart, Train #11, departs 
Millennium Terminal at 3:57 PM Central Time and ar-
rives at South Bend 6:55 PM Eastern Time, making al-
most the same stops on its outbound journey with an 
added stop at Museum Campus/11

th
 Street. These two 

new trains added to the existing schedule are part of a 
one-year pilot program to save commuters 20 minutes 
between Dune Park and Millennium Terminal and up to 
36 minutes for the 300 daily commuters to and from 
South Bend. The time savings are achieved by a combi-
nation of limiting the number of stops the trains make 
and only stopping at stations with high-level platforms to 
shorten dwell times. Ridership levels and patterns will 
be studied to determine the success of this service in 
attracting new riders to the line. (Chicago Tribune, Jan-
uary 31; Chesterton Tribune, February 2)  

Illinois Governor Bruce Rauner’s budget proposal for 
2015, reducing transit funding by $170 million, could 
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result in massive service cuts for Chicago area transit. 
The Chicago Transit Authority (CTA) would take the 
largest hit, possibly losing as much as 45% of its state 
funding. All of these cuts would result in a major step 
backward in the face of the past four years of gains dur-
ing which CTA eliminated a $308 million deficit and em-
barked on a $5 billion modernization program. Metra, 
the region’s commuter rail system, could lose 60% of its 
state funding, or $20.8 million. Having already hit its 
riders with an 11% fare hike in February, 2015, with 
more increases planned over the next ten years, the 
loss of funding would require yet another 6% fare in-
crease by Metra to make up for the loss of state fund-
ing. (Chicago Tribune, March 19) 

Almost concurrent with the announcement of afore-
mentioned state funding cuts, the CTA Board approved 
a $25.6 million contract to rebuild five Blue Line sta-
tions: Addison, Irving Park, Montrose, Harlem, and 
Cumberland. New canopies, painting of station surfac-
es, platform fixtures, seating, windbreaks, and upgraded 
lighting, walkways, and railings are among the improve-
ments slated for these stations. Addison will receive a 
new elevator and have its station house extended. Work 
is expected to commence this fall and be completed by 
Fall, 2016. (Chicago Tribune, March 11) 
Minnesota 

On February 27, the Metropolitan Council and the 
Minneapolis Park and Recreation Board announced a 
resolution, or at least a truce, over a proposed light rail 
transit (LRT) line in Minneapolis and nearby communi-
ties. The Memorandum Of Understanding (MOU) ad-
dresses the proposed Southwest Light Rail Transit 
(Green Line Extension) route across the Kenilworth 
Channel, an issue which has threatened to scuttle the 
LRT expansion altogether. 

Metropolitan Council Chair Adam Duininck and Minne-
apolis Park and Recreation Board President Liz 
Wielinski jointly noted that with its engineering studies 
complete, "Park Board staff and legal counsel are rec-
ommending to Park Board Commissioners support of a 
light rail transit bridge over the channel." The MOU al-
so "provides for a more direct Park Board role in the 
design of the proposed bridges over the channel and 
earlier involvement in any light rail transit project to ad-
dress impacts to park land and park resources owned 
by the Park Board. The costs for engineering have been 
accounted for. Further work is being done to assess the 
concept for a tunnel under the channel.” 

The MOU calls for the Metropolitan Council to collabo-
rate on zoning and design for the project with the Park 
Board. Both Met Council and the Minneapolis Park and 
Recreation Board are expected to take action on the 
MOU at their next regularly scheduled meetings. 

The MOU is the latest effort to advance the Southwest 
Light Rail Transit Line against resistance from various 
parties. Last September the Minneapolis City Council 
grudgingly approved a compromise package advancing 

the line, linking Minneapolis with Eden Prairie, Minneso-
ta. 

The controversial line, essentially the fourth LRT route 
for the Twin Cities, has generated more controversy 
within the region than the initial Hiawatha (Blue) Line, 
the existing Central Corridor (Green) Line (which 
opened last June, linking Minneapolis with St. Paul lo-
cations), or the 13-mile Bottineau Light Rail Transit line 
(Blue Line extension). 

One Twin Cities rail advocate hailed the move, noting 
to Railway Age, "[The] next challenge is getting state 
funding through the legislature." (Railway Age, February 
27) 
Missouri 

March 12 was the groundbreaking date set by sup-
porters of St. Louis Loop Trolley, making the belea-
guered project a more likely reality after several set-
backs and challenges to the proposed 2.2-mile route. 

Supporters said Tuesday, March 3, that officials and 
advocates were invited to gather at 11:00 AM Central 
Daylight Time March 12 at a politically symbolic loca-
tion, Limit Avenue at Delmar Boulevard in University 
City, Missouri, "[w]here the City of St. Louis, University 
City, & St. Louis County meet." 

The $43 million route includes 10 stations (up from 
nine originally proposed), running from Forest Park to 
University City, including a stop at the Missouri History 
Museum. The route would connect with two Metrolink 
light rail transit (LRT) stops at Forest Park and Delmar 
Loop. 

Streetcar supporters had hoped to begin construction 
last summer. Two GOMACO-built vintage trolleys ac-
quired from Portland's TriMet will provide service. 
(Railway Age, March 3) 

Officials say construction on Kansas City's downtown 
streetcar project is nearly 50 percent complete and is on 
track to finish this fall. But the vehicles will undergo 
months of testing before passengers can start boarding. 
It's likely the streetcars won't be open to the public until 
early 2016. 

The Kansas City Star reports several small business-
es say water and sewer work related to the construction 
project has inconvenienced customers for nine months, 
affecting their bottom line. 

However, the Executive Director of the Kansas City 
Streetcar Authority and a spokeswoman of the Kansas 
City Streetcar Constructors say crews have worked 
hard to keep the impact of construction work minimal. 
They say the most disruptive street work is nearly fin-
ished. (KCTV-TV via Kansas City Star, March 2) 
Texas 

State Senator Bob Hall introduced legislation that 
would mandate that the state’s Department of Transpor-
tation, “a local governmental entity, or another political 
subdivision of this state may not use money provided by 
the Federal Transit Administration for a mass transit 
passenger rail project,” according to Government Exec-
utive. 

If approved by lawmakers during the legislative ses-
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sion and signed by Governor Greg Abbott, the bill would 
choke off state and local government access to federal 
transit funding for rail projects in the state, with the cities 
of Austin, Dallas, and Houston all planning to expand 
their respective systems. (WPTV-TV, March 10 and 
Metro Magazine, March 10) 

In Galveston’s heyday as a 19
th
 Century financial cen-

ter and booming port city, electric trolleys ran down the 
lushly planted esplanade on Broadway Boulevard, roll-
ing past palm trees and stately Victorian homes. 

The Great Storm of 1900, the hurricane that leveled 
Galveston and left 6,000 dead, altered the course of 
history for what once was Texas’ largest city. But the 
trolleys were running again before the bodies were 
cleared from the streets. More than a century later, Hur-
ricane Ike put them out of service again. 

Now the streetcars remain stationary and in disrepair, 
and the miles of trolley tracks that are visible in the 
pavement of this island city provide a haunting reminder 
of days gone by. But the trolleys soon could be zipping 
around the island again. 

The Galveston City Council approved a plan to use 
federal and local funds to restore trolley service in the 
heart of Galveston. The plan calls for adding rubber-
tired trolleys to the rail system that will reach every tour-
ist destination. The cost for the city to rebuild the sys-
tem would be about $202,000. 

By 2017, riders would be able to park at the $6 million 
Galveston Downtown Intermodal Transportation Termi-
nal, expected to be completed in August, and hop on 
one of the refurbished trolley cars built to resemble 
1904 electric streetcars. The line would run by the Gal-
veston Pleasure Pier and the Galvez Hotel on the sea-
wall, through the historic Strand district and to the Uni-
versity of Texas Medical Branch. The idea does have its 
critics. 

If the council votes to revive the trolley line, it would 
join cities across the country that are turning to street-
cars for transportation and to enhance tourism, said 
John Carrara, senior vice president for the Goodman 
Corporation, which developed the trolley plan. Atlanta 
recently began streetcar service along a 2.7-mile loop 
between the King Historical District and the downtown/
Centennial Olympic Park corridor, and Tucson, Arizona 
launched a trolley. New ones are also planned for De-
troit, Milwaukee, St. Louis, Los Angeles, Washington, 
D.C., Charlotte, North Carolina, and Tempe, Arizona. 

The original system debuted in February, 1866, and it 
featured mules in the middle of tracks pulling cars con-
taining a driver and passengers, followed by an exten-
sive electric trolley system that carried riders all across 
the island starting in the late 19

th
 Century. Except for the 

hurricane, service continued until 1938, with the tracks 
eventually pulled up. 

The trolleys returned in 1988 along 6.8 miles of new 
track, with controversy that has not subsided since. The 
trolleys proved popular initially, with ridership peaking in 

1994 at 112,000 riders annually, That figure dwindled as 
the aging equipment was beset with mechanical prob-
lems. Hurricane Ike struck in September, 2008, rolling 
five feet of salt water into the trolley barn and damaging 
the four fixed-rail trolleys. The storm surge mangled 
switches, electrical devices and trolley tracks as well. 

More than $4 million in federal disaster funds and in-
surance money quickly became available to restore the 
trolley system, but successive City Councils were leery 
of taking on a system that never paid for itself. Part of 
why opponents of fixing the trolley line, including Mayor 
Jim Yarbrough, have objected has been because the 
federal funds for repairs are about to expire. 

Yarbrough was won over by the realization that if the 
city jettisoned the trolley system, it would have to repay 
more than $7 million in federal funds used to build and 
expand the most recent trolley. Maxwell said the price 
tag could be as high as $11 million if the cost of tearing 
up the tracks were included. Yarbrough noted that the 
trolleys could lose a lot of money for many years before 
losses added up to $7 million. 

While Galveston itself will cover up to $200,000 of op-
erating deficits, an informal group of about a dozen 
businessmen and residents recently formed to support 
the trolleys and is looking into forming a nonprofit that 
would create an endowment to provide funding. 
(Washington Times, March 1) 
Seattle, Washington 

Seattle has revised its contract with a Czech train sup-
plier, in hopes of getting the long-delayed First Hill 
Streetcar line running this summer. Inekon is building 
six trains for the new route and one that Amazon is 
funding to improve frequency on the existing South 
Lake Union corridor. 

When the work began in 2012, the city promised to 
begin First Hill service by early 2014. The train delivery 
date was changed to October 2014, but suppliers 
missed that deadline — even as the tracks and stations 
on Broadway and South Jackson streets stood ready for 
action. 

Now the trains are to be delivered in March and April, 
and complete final on-street testing in May and June, 
said Scott Kubly, director of the Seattle Department of 
Transportation (SDOT). 

The carrots and sticks in the new contract include Se-
attle forgiving some $150,000 in late-delivery penalties, 
while promising stiffer penalties if Inekon lapses in 
June. 

The change order was signed on February 27 in Seat-
tle by Kubly and Josef Husek, president of Inekon 
Group. Husek flew to Seattle from Europe to sign the 
document, after an unusual two-day trip to the factory in 
Ostrava, Czech Republic, last month by Kubly and Pau-
lo Nunes-Ueno,SDOT’s new Transit Division Director. 

On the bright side, Inekon trains have a solid reputa-
tion for quality, with few if any breakdowns along the 
South Lake Union line over their first seven years. 

February 27’s change order shows hope of an im-
proved schedule from what SDOT recently told the City 
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Council, including a staff memo saying Inekon suppos-
edly would need until June to deliver the last train. Local 
officials have expressed displeasure. 

The First Hill line, funded predominantly by $133 
million from Sound Transit and $2.5 million in city mon-
ey, will connect the future Capitol Hill light-rail station 
with the existing International District/Chinatown Station 
and Pioneer Square. It’s part of the “Sound Transit 2” 
plan for transit expansions and a sales-tax increase that 
regional voters approved in 2008. 

The 2.5-mile route also reaches some of the state’s 
densest neighborhoods, Seattle Central College, Seat-
tle University, and several hospitals that ought to pro-
vide more than 3,000 daily passengers. 

Trains are to run 10 to 15 minutes apart, but the slow 
ride, as trains run in the same lane as general traffic, 
would average 18 minutes, end to end. 

A recent quarterly update predicts a $1.6 million cost 
overrun. 

On February 27, Kubly said he does not entirely 
blame Inekon, saying the company simply was coping 
with difficult engineering demands that take time to ful-
fill, such as national fire regulations that changed to re-
quire more resilient train floors. The first floors broke 
into flames during a test in Europe, forcing a redesign. 

Seattle is the first client to order streetcars that can 
briefly travel off wire — to avoid conflicts with King 
County Metro trolley bus wires in Little Saigon. 

Streetcar detractors say improved electric-bus service 
would have been a superior alternative for the hills east 
of downtown. 

Inekon also suffered an apparent backlog of orders 
with too few workers, city officials say. 

Currently, three trains are undergoing final assembly 
by Pacifica Marine at the city’s new streetcar base near 
the Chinatown International District but need parts or 
oversight from Inekon; three are still being manufac-
tured in the Czech Republic; and one arrived over the 
February 28-March 1 weekend from the Port of Tacoma 
after being delayed by a longshore labor dispute, Capi-
tol Hill Blog reported. 

February 27’s new change order would charge Inekon 
$500, $750, or $1,000 per day of delay per train, based 
on whether final testing and acceptance are done in 
early June, late June, or July — for a total $7,000 a day 
if the schedule badly blows out. 

And there’s an incentive, said Kubly. 
SDOT agreed to an 18-month option, stretching until 

late 2016, to buy Inekon trains for a proposed down-
town link, at the current price of around $3.7 million per 
vehicle. And the city agreed to charge only $110,000 in 
damages already accrued for past schedule delays, 
while forgiving $150,000. 

In the broader picture, other U.S. cities are planning 
new streetcar lines, but the network of streetcar plan-
ners and evangelists who buy trains is fairly small. 

In Oklahoma City, officials have favored Inekon but 

are nervously observing how the late deliveries play out 
in Seattle, The Daily Oklahoman reported. 

Seattle does not have the money to build the third line 
through downtown. However, the city is applying for a 
Federal Transit Administration grant, under the same 
program that offered $75 million to Sound Transit three 
weeks ago to extend its Tacoma Link streetcar. Kubly 
said a similar award to Seattle would fund half a First 
Avenue Line across downtown. (Seattle Times, March 
2) 

Sound Transit approved a contract with Mobilitie In-
vestments III to equip its current 6.6-mile twin-bored 
tunnels as well as future transit tunnels with cellular 
phone services. It is estimated that the sound of cell 
phone conversations will be echoing in the tunnels by 
mid-2016. (Al Holtz, March 10) 

Sound Transit marked a major milestone on Tuesday, 
March 17, 2015 when a tunnel boring machine (TBM) 
nicknamed “Brenda” completed its task of creating its 
portion of a twin-bore, 3.4-mile-long rail transit tunnel, 
breaking through the north wall of what will become the 
Roosevelt station when Sound Transit opens up its 
Northgate light rail extension around 2021. The tubes 
go from Husky Stadium to Maple Leaf with two stations 
at Roosevelt and University District. (Metro Magazine, 
March 18) 

Heavy rains from powerful storms striking the Pacific 
Northwest caused mudslides that resulted in Sounder 
commuter train service being suspended between Seat-
tle and Everett, Washington. While BNSF crews re-
sponded to the slide within 45 minutes and freight trains 
resumed operations soon after the tracks were cleared, 
safety rules require that all passenger train services 
must be suspended for 48 hours after the track is re-
turned to service to confirm that the area is stable. Dur-
ing the two-day service disruption, substitute bus ser-
vice was provided around the slide site. (Seattle KATU 
News 2, March 16) 
Los Angeles, California 

In a move similar to New York’s Metropolitan Trans-
portation Authority, which selected as Chairman Tom 
Prendergast, who brought with him a vast operational 
“nuts and bolts” knowledge of running the New York 
City subway system, Metrolink selected 66-year-old Art 
Leahy as the next head of the agency. Coming from an 
operating background with six years at the Los Angeles 
Metro, Mr. Leahy will bring his vast knowledge and ex-
perience in operations to Metrolink, a commuter rail 
agency in the midst of several issues demanding imme-
diate attention. The expansion of Positive Train Control 
(PTC) needs to be expedited to all of the lines and a 
combination of poor service headways and inconven-
ient scheduling of train service as well as ongoing is-
sues with inoperative or balky ticket vending machines 
are combining to depress ridership at 43 of the 54 sta-
tions served. He views cost-cutting and coordination 
with Amtrak as the two main avenues by which the de-
clining ridership levels and be reversed. (Pasadena  
Star-News, March 17) 

(Continued from page 14) 
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Toronto, Ontario, Canada 
Ontario Environment Minister Glen Murray has ruled 

no environmental assessment will be needed to electrify 
the Union Pearson Express (UPX) route linking Toron-
to's Union Station and Lester B. Pearson International 
Airport. 

The decision, apparently reached early in February, 
has cheered Ontario passenger rail advocates who 
have argued the route should have been planned for 
electrified service from the outset. Union Pearson Ex-
press is scheduled to open for service this summer, in 
time for the Pan Am Games. Sumitomo diesel multiple-
unit (DMU) trains will operate on the line. 

Murray ruled that power supplier Hydro One will not 
need an environmental assessment to build a substa-
tion to supply power to the tracks that run northwest of 
Union Station to a spur into the airport, obviating any 
environmental assessment. 

Still unresolved, however, is funding for electrifying the 
line. But the electrification of the Kitchener GO Transit 
route toward the airport that will be used by UPX is 
widely expected to be the first phase of the overall elec-
trification of the GO Transit network managed by Me-
trolinx, the public transportation agency overseeing the 
Greater Toronto and Hamilton Area. 

In early February, Metrolinx issued a Request for In-
formation (RFI) spanning a range of propulsion options 
for future GO Transit equipment, including electric multi-
ple-units (EMUs), electric locomotives, and dual-power 
locomotives. 

Last August the first of 18 DMUs was delivered to GO 
Transit in preparation for the opening of the UPX line 
this year. (Railway Age, February 24) 

In addition, Toronto's Metrolinx announced on March 
11 that it will build a second track on its GO Transit Bar-
rie Line. Construction will begin following grading and 
signal improvements along about 3.7 miles of track. 

"Improvements like these are helping us bring faster, 
more frequent, two-way service to our GO Train net-
work — all critical pieces of our Regional Express Rail 
plan," Metrolinx President and CEO Bruce McCuaig 
said in a statement. "This project will help us give our 
customers more transit choices that will save them time 
and make it easier to get where they want to go." 

Part of a multi-year project under the Ontario govern-
ment's "Moving Ontario Forward" framework, the con-
struction is aimed at improving overall service through a 
combination of increased train trips and the introduction 
of two-way service. Currently only the Lakeshore Lines 
feature two-way and full weekend service, with limited 
weekend service on the Kitchner (year round) and sea-
sonal weekend service on the Niagara and Barrie Lines. 

The agency said that planning and design for the rest 
of the Barrie corridor is in the works. (Progressive  Rail-
roading, March 12) 
France 

Bordeaux is celebrating the start of commercial ser-

vices on the latest addition to its growing light rail net-
work, a 3.7-kilometer extension of Line C, following the 
completion of a €108 million project.  

The extension south from the previous terminus at 
Terres Neuves has added five new stations to the net-
work — La Belle Rose, Stade Musard, Calais Centu-
jean, Gare de Bègles, and Pac du Mussonville — with 
trams now terminating at Václav Havel and serving the 
heart of Bègles. 

An official opening for the extension was held on 
March 6 and was attended by Bordeaux Mayor and 
President of the Metropolitan Region Alain Juppe and 
Bègles Mayor Noël Mamère. The new extension is ex-
pected to carry an additional 9,000 passengers per day 
and follows a 2.8-kilometer northern extension of Line 
C, and a 3.6-kilometer western extension of Line A, 
both of which opened in January. (International Railway 
Journal, March 16) 
Hungary 

The first of 37 Urbos low-floor LRVs being supplied by 
CAF for the tram network in Budapest arrived in the 
Hungarian capital in the early hours of March 11. 

The first vehicle to be delivered is one of 25 34-meter-
long LRVs that will be delivered by the end of this year. 
The remaining 12 vehicles will be 56 meters long, sur-
passing the fleet of 40 55-meter-long Siemens Combino 
LRVs, which were the last major purchase by Budapest 
Transport Company (BKV). 

The CAF vehicles have been ordered for BKV by Bu-
dapest Transport Centre (BKK). The deal included op-
tions for up to 87 additional LRVs, and BKK has already 
exercised the first option for 10 34-meter-long vehicles, 
which will be delivered next year. 

The shorter trams accommodate up to 200 passen-
gers, 46 of them seated, and will be used on Lines 3, 
19, and 61, the latter two operating over new links now 
being built to connect the northern and southern tram 
networks in the Buda and Óbuda parts of the city. 

The longer vehicles will accommodate 345 passen-
gers, 81 of them seated. They will deployed on Line 1, 
where additional LRVs are required for the southern 
extension, which is currently being commissioned and 
due to open by early April. 

Following trials, BKK expects the first Urbos vehicle to 
enter service by September. (International Railway 
Journal, March 13) 
Australia 

Victoria (Australia) Premier Daniel Andrews an-
nounced on March 3 that the state will place an order 
for five additional six-car X'Trapolis EMUs for the Mel-
bourne suburban network, safeguarding the immediate 
future of the Alstom assembly plant at Ballarat. 

The trains are due to enter service by the end of next 
year and are being ordered as part of the Victoria gov-
ernment's long-term rolling stock strategy, which will be 
unveiled as part of the state budget in May. 

According to the state government, the Ballarat plant 
would have been left without any work within the next 
five months if no new orders had been placed. The ex-

(Continued from page 15) 
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TRACTION TOUR TO SOUTHERN EUROPE 
by Jack May 

(Photographs by the author) 
(Continued from March, 2015 issue) 

Sunday, April 28 dawned clear, but before I could take 
advantage of the fine weather, there was a certain 
amount of housekeeping to take care of. It was about 
20 minutes after 7 when I left Napoli Centrale, Treni-
talia’s modern railway station, and wandered out, onto 
Plaza Garibaldi. The Eurodam was scheduled to arrive 
at the port at 8 o’clock and I knew a number 1 tram 
would take me right to the piers. So I bought a day pass 
from a machine at the car stop, which would be good on 
all of the transit and commuter rail lines in the city. 

That accomplished, I boarded the first car headed in 
the right direction for the short ride to the Universita 
stop. As it turned out that was one station short of the 
temporary terminal of the streetcar line, Via Cristiforo 
Columbo (who IS that guy), as most of its western end 
(10 more stops) was closed for major construction. The 
piers were brimming with cruise ships, with Norwegian, 
Costa and MSC all being represented. I asked about 
the Eurodam and was told it was not docking at this 
location, but I could walk or ride a pier bus to another 
terminal. I chose to walk, and tramped for the equiva-
lent of about one and half tram stops, but found the ar-
ea to be virtually deserted. What to do now? Figuring I 
misunderstood the directions I walked back, continuing 
to roll my carry-on. I found a Police Officer, and he told 
me the same thing about the Eurodam, but this time I 
rode the bus to the other pier location. I soon saw a 
young woman walking toward the water so I stopped 
her to ask, and found out that she was a port official. 
She spoke excellent English and confirmed the Euro-
dam was indeed arriving here, and told me it was her 
job to provide clearance for the docking and give the go
-ahead to allow passengers on and off. She said she 
would be happy to take me with her, so I could board 
rapidly. 

Soon the Eurodam began to approach the dock, and I 
saw Clare high above on one of the decks waiting with 
her tour group to alight so they could board one of the 
buses that now were starting to congregate. I waved 
and she waved back. The cruise ship pulled in at 8:25 
(late as usual) and after inserting my key/pass into a 
machine I was let aboard. I rolled my bag back to our 
cabin, took a shower, put on fresh clothes, and at about 
9:10, was ready to disembark for my day of electric 
traction. 

Naples is a city of almost 1 million along Italy’s west 
coast. This was my third trip to this pleasantly disor-
ganized hilly metropolis, which still has three lines left 
(http://www.urbanrail.net/eu/it/nap/tram/napoli-tram.htm) 
of what was once a large streetcar system. It also 
sports a bunch of incompatible rapid transit-like lines 
(http://www.urbanrail.net/eu/it/nap/napoli-map.htm). 

These are comprised of a modern heavy Metro line, a 
new wholly underground light Metro, a Trenitalia-
operated S-bahn line, and three separate independent 
suburban railways, which include the standard-gauge 
Circumflegrea and Cumana railways and the 960-mm-
gauge Circumvesuviana railway--plus three funiculars. 

While I was disappointed that I would not be able to 
ride the entire streetcar system again, especially 
through the Tunnel della Vittoria, I hadn’t come with big 
plans, as it was clear that a single Sunday would not 
suffice for covering the city’s robust mix of interesting 
lines. But then I had ridden and photographed most 
everything on previous trips — more than once for 
many of the operations. Unfortunately on my last jour-
ney all of the rapid transit lines, except for Metro route 
1, had been severely doused with graffiti. But there had 
been a few new developments since then, which com-
prised my “to do” list. Most important would be the new 
100-percent low-floor cars on the streetcar system and 
an extension at the other end of tram Line 1, which had 
opened only a month ago. Also I wanted to ride Metro 
Route 6, a totally new underground line that uses new 
high-platform LRVs. As it would turn out, I would have a 
few pleasant surprises, but would not accomplish all I 
had set out to do. 

The streetcar system consists of three lines, config-
ured like an upside-down letter “T.” Route 1, the heavi-
est of the services, runs north to west; Route 2 north to 
east; and Route 4 west to east. The west to east portion 
of the system runs parallel to the Mediterranean, while 
the north-south section serves the railway station and 
connects with some of the rapid transit lines. Route 2 
does not have much service, as it is duplicated by the 
other lines; it had been numbered 29 on my previous 
visits. Much of the system runs in the center of streets, 
separated from the ferocious motor traffic by raised 
curbs. 

Upon leaving the ship I walked to the Marina Duomo 
stop of Lines 1 and 4, just outside the gates of the pier 
where the Eurodam was docked. My first order of busi-
ness was to ride to the northern end of the 1, which had 
been extended four stops beyond its old loop at Emi-
ciclo Poggioreale. It appeared that all service was being 
provided by new Sirio LRVs manufactured around 2004 
by Ansaldo Breda. I found the double-ended 100-
percent low-floor units to be aesthetically identical to 
cars I had ridden in Florence, Samsun, Kayseri, and 
Athens, although shorter and with only one powered 
truck.  

A map indicated that the old loop on the system’s 
northern end is still used to turn Route 2 cars, and while 

(Continued on page 18) 
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continuing past it, I spied a green streetcar in the off-
street terminal. I wondered what it was, as prior to the 
introduction of these new silver liveried articulated 
streamliners, Naples rolling stock had been painted in a 
traction orange livery. The four-stop extension turned 
out to be rather boring, with its new terminal at Via Sta-
dera-Cuomo (don’t know if it’s named after Mario or An-
drew) having been plunked down in the street’s central 
reservation, differing from the other stops only because 
of its tail track and crossovers. Clearly, like Newark, 
Pittsburgh and Boston, single-end cars are no longer an 
option for the Naples tramway. 

My plan was to go right back and get off at the old 
loop, to examine what I thought might have been a stat-
ic display of a heritage car. However, just as we ap-
proached the stop, the single-ended unit began moving, 
coming out of the loop and entering the street right in 
front of us. Now the question was, how could I ride/
photograph it? We stayed right behind my objective as 
we continued down Via Nuova Poggioreale and its con-
tinuation, Via Casanova, usually making a station stop 
just after the other car began to move away. Finally, a 
red traffic light stopped the old-timer within a station, so 
I hurried off the Breda unit, ran forward, and banged on 
the green car’s front door. The Operator opened it, and I 
was welcomed aboard what appeared to be a fantrip. 

The car was 1029, a 1935-built Peter Witt that was 
modernized with a new body around 1960, and then 
was restored as a historic unit in Napoli’s old color 
scheme during the past few years. It is a single-ender 
with doors at the front and rear, and despite being clas-
sified as a Peter Witt, I doubt it ever sported center 
doors. We operated over Line 2, making stops on de-
mand, with the occasional passenger boarding or alight-
ing. A Conductor was on board checking and selling 
tickets, and he accepted my day pass for payment. This 
led me to believe I was aboard a Sunday-only heritage 
car operation, perhaps something similar to the current 
PCC operation in San Diego and the now-defunct holi-
day Peter Witt service in San Jose and “Council Crest” 
car service in Portland.  

There were a number of camera-toting passengers 
aboard, and I eventually found one that spoke a tiny bit 
of English. After finding out I was from the New York 
area, he began to press buttons on his digital camera, 
and voila (or the equivalent Italian word), he showed me 
a few photos of Mike Glikin and the 2012 ERA trip to 
Italy, which chartered the same car for an excursion! 
We did not make any photo stops, but when we arrived 
back at Emiciclo Poggioreale, we laid over, giving all the 
traction fans aboard a chance to take photos with their 
friends and countrymen (not Romans) hovering around 
the car. 

I was enjoying the sounds and ambience aboard the 
80-year-old unit and decided to ride a bit longer, but 

changed my mind when I saw an orange car pass us. 
So I got off at the next stop and spent some time photo-
graphing regular service until I saw the orange car com-
ing back. I photographed it near a stop and then had to 
hurry to board it. Apparently the passengers were 
watching my antics and they applauded when I got the 
Operator to open the door at the stop, which he planned 
to pass because he did not see me waiting. Once 
aboard, I was questioned by members of a scruffy-
looking band who probably were carrying their instru-
ments to a gig. As soon as they found out I was an 
American they began to serenade me with oldies like 
Come Back to Sorrento, Finiculi Finicula and finally O 
Sole Mio. Their English seemed to be limited to the 
words, “Frank” and “Sinatra.” I gave them a few Euros, 
which they appreciated. Anyway, everybody on the car 
(including me) got a big kick out of the ambience.  

The tram was painted orange and numbered 971. Ap-
parently it was built around the same time as 1029, but 
was modernized for a second time around 1980, so it 
no longer looked like a PCC, but instead had the geo-
metric design that had become popular everywhere at 
the time. I rode the car out the 2/4 line and then 
stopped over for photos. Near the end of the line gutter 
running is featured, with each track adjacent to curbs on 
opposite sides of the street. It brought back memories 
of an incident on my first trip to Naples in the late 
1970s. I was aboard a Route 4 car approaching its 
eastern terminal when we had to stop because an auto-
mobile was parked on the track. After waiting for quite a 
while, a number of trams had halted behind us, and de-
spite a number of gongs, the automobile driver was no-
where to be found. Eventually a policeman came and 
ticketed the car, but then he walked away. Finally I ap-
proached the auto’s rear bumper and acted like I want-
ed to pick the car up. Other passengers got the idea 
and we finally lifted the car and moved it into the middle 
of the roadway (we couldn’t place it on the sidewalk 
since there are posts to prevent autos from using the 
walkways to get around congestion). Then gradually 
service got back to normal. 

Anyway, I then rode a regular Route 4 Sirio to the 
temporary end of the line at Via Cristiforo Columbo, and 
transferred to a connecting bus to ride out over the 
western end of the line. It followed a rather roundabout 
route, because of construction of the in-town section of 
Metro Line 6, and bypassed the Tunnel della Vittoria. I 
rode to the temporary terminal of the 6 at Mergellina, 
where I hoped to ride the high-platform LRVs. No such 
luck as this short line doesn’t run on Sundays. I then 
walked back to the pier, took a few more photos of the 
Sirios, and boarded the Eurodam. Clare was already 
back from her tour, which took her to Sorrento. After our 
18:00 departure, we had a nice dinner and retired early. 

The photos in this part show the 2004-built Ansaldo 
Breda 100-percent low-floor cars. Next month’s install-
ment will cover the heritage operation. 

(Continued on page 19) 
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Traction Tour to Southern Europe 
(Continued from page 18) 

Front and side views of the highly stylized Ansaldo Breda Sirio streetcar. 

A view along Via Nuova Marina near Piazzale Masaniello, where 
Routes 1 and 4 share track along the port.  

A section of Route 4 is on ballasted track on Via Allesandro 
Volta, which parallels the Mediterranean Sea. 

A view of Route 1 along Via Nuova Poggioreale. Note how       
unauthorized traffic often uses the streetcar reservation to avoid        

congestion. Much of Route 1 operates in the center of streets, con-
verted to reservation by the addition of curbing and narrow plat-

forms at stops.  

A perfect example of chaos on the streets of Naples. No, traf-
fic does not run left-handed in this city--it runs in whichever 

direction drivers want to go at any given moment. Pedestrians 
have to look in both directions, even on one-way streets. 

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

ATS and Other Signal Problems 
NYC Transit experienced serious issues with its Auto-

matic Train Supervision system on Wednesday, March 
4. The resulting signal problems caused major delays 
on 123456 and the 42

nd
 Street Shuttle during the 

morning rush hour. There were also signal problems on 
D and F at the same time. 

Signal problems between W. 4
th
 Street and Chambers 

Street resulted in major re-routings of ACE on March 

10. A and C trains were routed over F between Jay 

Street-MetroTech and W. 4
th
 Street and E trains were 

operated over F from Roosevelt Avenue-Jackson 
Heights, terminating at Second Avenue. To free up track 
capacity on the Manhattan portion of F, some F trains 

were sent to Brooklyn over G. 
MTA New York City Transit’s Newest Vice President 

John Gaul, a long time veteran of MTA New York City 
Transit, was appointed to become New York City 
Transit’s first Vice President of 21

st
 Century Service De-

livery. He will head a team charged with the task of re-

defining customer service and communication, acceler-
ating the development of technology, and developing 
innovative ways to expand capacity of the system. 
New Responsibilities for Station Agents? 

As the MetroCard is phased out and replaced by 
smart-phone apps and debit and credit cards sometime 
after 2019, the venerable position of Station Agent may 
undergo a major change in job responsibilities. Seeking 
to avoid a repeat of the 2010 layoff of 600 Station 
Agents, Transport Workers Union (TWU) Local 100 and 
MTA New York City Transit are negotiating productivity 
gains in which these positions will assume new respon-
sibilities less focused on cash handling and more on 
customer assistance, including using specialized tools 
to reach down to the track bed to retrieve dropped 
items, eliminating the need to wait up to three hours for 
a specially trained person to respond to the scene or 
worse yet, encourage passengers to take needless 
risks and hop down onto the roadbed to retrieve a 
dropped item such as a cell phone. 

 

(Continued next issue) 

Traction Tour to Southern Europe 
(Continued from page 19) 

A poster along the 
construction site for 

the extension of Met-
ro Route 6, which 

originally had been 
planned as an LRT 

line. Similar Ansaldo 
Breda T-67 rolling 

stock is used on the 
Genoa Metro. Unfortu-
nately I did not get to 
ride the short section 
of the line that is cur-

rently in service. 

tra trains will keep production lines open and also pro-
vide a short-term increase in fleet capacity on the Metro 
Trains Melbourne network. 

Ballarat is currently completing a batch of eight addi-
tional X'Trapolis sets that were ordered by Public 
Transport Victoria in June, 2013 to supplement the 74 
trains already in service in the city. (International Rail-
way Journal, March 3) 
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